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M35 makeover: converting a 'Nam gun truck

By Jim Lewis

Of all the ground equipment American forces fielded dur-
ing the war in Vietnam, the armored guntruck is noteworthy.
There were no distinct front lines or rear areas in Vietnam.
Regardless of location, all American soldiers in Vietnam faced
the possibility of being a target.

This extended to U.S. Army and Marine Corps truckers
driving supply convoys,

and gunners in the M113s would unleash every machine
gun they mounted—Ileveling everything in sight. This
barrage splintered whole trees, chewed up the dirt, and
tore up flesh. The M-60’s, .50 calibers, and grenade
launchers (bloopers) laid down a withering reconnais-
sance of enemy positions by fire.

Perfecting the Mad Minute maneuver, often two or
more armored ve-

who frequently ducked
sniper’sbullets orbecame
trapped in an ambush.
Often, the fiercest battles
fought in the war were
on, or along side, roads
and paths.

There was seldom
enougharmor protection
available for convoy es-
cort duty. This was espe-
cially true during the
early years when tanks
and APCs were in lim-
ited supply.

Vietcong strikes on
supply shipments had

hicles “cloverleafed,”
converging on an
enemy position with
overlapping fields of
fire by sweeping in
from different sides
to obliterate VC gun-

ners.
During this hellish
firefight, the

unarmored vehicles
continued down the
road between the
APC’s and tanks, to
safety. Various 2-1/
2 and 5-ton troop

been high during the con-

The answer to traffic on 2377 No, it’s a Vietnam-era armored M35 Reo truck

trucks received tita-
nium armored sides,

flict, prompting Army and Marine
truckers to add additional protection
to their vehicles.

Vietcong regulars would lie in wait
along the roadsides to strike at the con-
voys. 1st Squadron, 4th Calvary Regi-
mentpioneered anew defensive strategy
for convoy escort duties to counter the
enemy threat.

Called the Herringbone Defense, es-
corting M48 Patton Tanksand M113 APCs
would lead the truck convoys. At the first
sign of enemy positions—usually when
the VC opened fire—tanks and APCs
would pull off to either side of the road.
Facing outward, overlapping their fields
of fire, the armored vehicles created a
protective pocket with the road between
them.

Labeled the “Mad Minute,” tankers

Door on a real exampie at the U.S. Army

Museum of Transport in Fort Eustis, modifications were predominate in
Virginia: steel, steel and more steel

and most mounted defensive weap-
ons, to augment the firepower of the
convoy. The convoy trucks, too, could
open up fire on any enemy pocket not
yet neutralized by the armored ve-
hicles ahead of them, or replace the
firepower of a knocked out armored
vehicle. After 1965, when the VC
began fielding heavier weapons ca-
pable of destroying the armored ve-
hicles, this was especially true.
These field modifications were ex-
tensive, and no two of these trucks
were alike, even inside the same trans-
portation group. Field units modified
all types of trucks, jeeps, and beeps in
this manner. Marine Corps units also
modified their vehicles, but these field

Continued on page 8
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EDITOR’S BRIEF

Here’s a story that may give you a little inspiration if
there’s some dream project you've been pursuing but
have just lacked that one tiny bit of information...

Three years ago, I decided I would build a model of the
airplane Ted Williams, the baseball great, flew in combat.
At the time, I was working for the Giants and I knew a
fellow who had been a lifelong Red Sox fan. This guy said
that Ted had been an ace in the Marine Corps in World
War II, and flew a Corsair. Sinte I'had a Corsair sitting in
my closet, I decided I'd build it and, when I found the
markings, finish the plane as Ted’s bird.

My research brought me to Hitter: The Life and
Turmoils of Ted Williams by Ed Linn. This fine biography
further inspired me, but a chapter entitled “Korea”
derailed my plans. It seems that in WWII, Williams was too
good a pilot; he was made an instructor, and so, while he
might have flown the Corsair, he certainly wouldn’t have
had his own plane, let alone have been an ace. But the
book did document in some detail his Korean war service,
flying Panthers; his wingman was John Glenn (yep, that
John Glenn), and on his first mission, he made a fiery,

in Oakland, and, much to my surprise, there was a
paragraph documenting Lt. Williams” crash landing on
Feb. 16, 1953. Now I had a squadron and a date—but no
BuNo., and no exact markings. Much to my chagrin, VMF-
311 used five different types of nose flashes during this
period, and I still needed a modex number.

Several months went by. I received a membership to
the Tailhook Association for my birthday, and, after
speaking with the Hook’s editor, Steve Milliken, I submit-
ted a request for information about Williams’ plane.
Within fairly short order, I received a letter from Carl W.
Snow, the association’s archivist. Carl told me that Hal
Tippins of Yellowhammer Models was doing a 1:48 sheet
that included Williams’ airplane (that plane is pictured
here). Apparently, a friend of Hal’s found the BuNo
(126109) from a mishap report, and then found a photo
of a wrecked plane from VMEF-311 taken Feb. 16, 1953.
Sure enough, the BuNo’s matched! “Let us know if we
can help with anything else, and in any case, let us know
how the model turns out,” Carl concluded.

When I called Hal, he related the story. Like me, Hal

near-impossible  wheels-up
crash-landing with travelling
over 200 mph on Marsden mat-
ting. He went on to fly 39 mis-
sions in Korea in 1953 before a
virus caused his discharge from
the Marine Corps.

I called the Ted Williams Hall of
Fame, a museum which displays
Williams’ baseball memorabilia,
and asked for their help. Joe
Lemieux, the museum’s direc-
tor, said they had virtually no
information on Ted’s two tours
of duty. Joe and I talked and I

The Editor’s search ended: Ted Williams’ FOF-5 Panther

couldn’t believe that no
one had bothered to is-
sue a set of decals for
Williams” plane.

Hal, who lives in Mobile,
Alabama, really sweats
over the details. His Blue
Angels sheets, for in-
stance, are the result of
years of research (here’s
on you probably don’t
know about: the Blue An-
gel Blue FS number
McDonnell gave out for

agreed to build a model for the museum as well as for my
own collection. At local contests, I scrounged up two
Hasegawa F9F-2s (practically clubbing Mike Burton to
get the second one) and figured I was on my way.

Later, Joe uncovered Ted’s service record. It was
virtually incomprehensible to him—things like REFTRA,
VF Air and obscure aircraft designations were over his
non-military head. Although I could translate this for him,
I couldn’t glean any details from the dossier.

That was until a request for photos from the Baseball
Hall of Fame was answered. While they had no photos of
the entire airplane to help me, they did have photos of
Ted in the cockpit, and captions describing his FOF-5—
not an F9F-2. These planes are dissimilar enough that I
chucked the idea of building the Hasegawa kit (and gave
one back to Mike as a thank-you for putting up with my
obsessiveness) and scrounged up two Matchbox F9F-5s.

Next step: finding the precise markings. I wrote to both
the Navy and Marine Corps historical branches, but
received only a response from the Navy that they were
passing my request on to the Marines!

I found a unit history of VMF-311 at a used book store

years is too dark!). He
said he is planning to put out a sheet of decals for every
A-4 the Angels flew, a task made difficult because the
Angels apparently keep no records of their aircraft
BuNos. After talking to him for the better part of 40
minutes, I was convinced that the markings in his sheet
are as accurate as they can be 43 years after the event
they depict. Although Hal only does 1:48 decals, his data
will enable me to patch together the plane’s markings in
1:72 from other sheets by SuperScale.

This hobby calls for patience, and in this case patience
has paid off—thanks to a chain of thoughtful and
considerate people: Joe Lemieux, the history depart-
ment of the Baseball Hall of Fame, Steve Milliken, Carl
Snow and Hal Tippins. So not only did I find the informa-
tion I wanted, I met some very nice people along the way.

The moral of this story: if you've got a project and
something is keeping you from doing it just the way you
want to, don’t settle on something short of your goal or
abandon the idea when things become slightly difficult.
People will help you if you're patient, courteous and a
little lucky, and your finished model will have a special
meaning for you.



The Silicon Valley Scale Modelers present
the third annual

KICKOFF CLASSIC

MODEL CONTEST
Sunday, February 25, 1996

at the Milpitas Community Center
This year’s theme: Lightning Strikes Twice

This theme is open to any weather-related subject. Any model entry in keeping with the
theme is eligibie for consideration. Examples of eligible subjuct matter: P-38 Lightning,
Panzer Wirbelwind, Typhoon-class submarine or Volkswagen Scirocco. Because of the

large number of possibilities, there will be TWO first, TWO second and TWO third place

trophies for the theme—because lightning does strike twice!

PLUS SPECIAL AWARDS FOR

SVSM President’s Grand AwardeBest Wheeled Military Vehicle
Best Armored Fighting VehicleeBest JunioreBest Indochinese Subject
Best Japanese SubjecteBest 1:48 Cockpit Detaii*Best Collection
Arlie Charter Memorial Award—Best Army Air Corps, Pacific
Ayrton Senna Memorial Award—Best Competition Car
Most Unusual Markings or Scheme*Most Tasteless Subject

Free to all non-competitors! Door Prizes! Vendors! And the work
of Northern California’s best modelers collected in one room!

Milpitas Town
Center

Shopping Center

For more
information, calil
Chris Buchoitz at
(408) 247-2204

Calaveras Bivd: '&64' ‘ o‘%
% For Vendor

information, call
Jim Lewis at

(408) 739-3015

Please note that all vendors
must have a valid California
state vendor’s permit. Ask Jim
about how we can help you
obtain a temporary permit.

To
4= Mountain
View

To San Jose x




Inside NASA 737 and Matchbox’s CH-47

NASA 737 sits respldent in white-and-blue paint outside NASA’

The first installment of the story of NASA 737 was about its
history and exterior appearance. Inside, it was unique and,
with the orange paint that marked experimental installations,
certainly more colorful than your average Chinook. It was also
a fine example of what went into a

s hangar at Moffett Field in 187. This was no ordinary Chinook!

on 737, and bulged ones, presumably for Brit birds. The hull
has flanges on the inside of the ports, allowing the windows
tobe installed after painting. I like this because masking and
painting are my least favorite part, and this makes it easy. The

NASA experimental aircraft.

There are too few photos and my
memories are too old to allow real
superdetailing, but if we were to in-
vent something we might call “semi-

top half of the forward cabin door is
molded separately, so it could easily
be installed in its open overhead po-
sition. The prototype’s bottom half
drops downto provide an “air stair”,
but the kit makes no provision for

MEMORIES
OF MOFFETT
By Bob Miller

detailing,” this may be a good appli-
cation. Photos plus sketches should be enough to let youbuild
a model that captures the spirit of 737 late in its Ames tour.

First, let’s look at the kit. There actually are several, includ-
ing an attractive but basic 1:144 vacuform from Welsh, an
ancient 1:72 kit from Airmodel, and possibly one in 1:32. The
172 kit from Matchbox (or the Revell kit, which is identical
except for decals) is the most reasonable choice.

So what do we have inside the Matchbox kit? An interesting
mix. Thereis some fineraised detail butalso some of Matclbox's
early chainsaw-size panel lines, including some where there is
nothing of significance on the prototype. There are dozens of
parts that are applicable to British or later U.S. models, includ-
ing cargo hooks, a cabin door winch, spotlight, multitudinous
antenna parts, and what I suppose are chaff/flare dispensers
(parts 31-38).

For 737, antennas should include only the four “suitcase
handles” and the blades on the underside, including an extra
blade centered on the closed hook hatch. There are alternate
parts for the leading edge of the pylon: part 2 (without the
transmission cooling air inlet) applies to -B’s like 737. My part
2did not fair smoothly into the pylon, so fill and fix the contour
before installing the engines.

Two sets of cabin windows are provided, flat ones as used

opening it.

The aft ramp is very nicely modeled for mounting open,
which is how 737 was usually found. It may not be obvious
from the plan, but the top portion of the “ tailgate” telescopes
into the ramp, and with a bit of sanding the kit partwilldo so,
also. There are features molded atopeach sponson, justunder
the engine inlets, that don’t match anything I've seen and
should probably be sanded off. Finally, there are three overly-
deep fuel fillers on each sponson. They are way too obtrusive,
and C’s and earlier variants had only the center one on each
side, so they are better filled and discreetly re-scribed.

Now, it starts getting a bit complicated. The rotor
blades are 32 inches wide and the trailing edges are
scarfed at the hubs, as appropriate to the -D model.
Blades on -C’s and earlier were 25 inch wide rectangular.
The bulkhead abaft the cockpit (part 66) is solid, as if
molded with a closed door. 737 had no door there and
my impression is that none except the few civilian
versions did. Your best bet is to assemble parts 66 and
67 and cut through 66 to match the passage through
67. The passage is offset to starboard in the kit, which
Linitially thought was an error. It turns out to be true. All of
the push-pull rods from the controls pass upward through
the space just to port of this passage: for at least a few flights



this was covered with a transparent plastic sheet on
737, so vou could opt to model the colorful, if a bit §
bizarre, case of the bright orange rods and actuators
visible through the greenhouse and cabin door. The
engine pods provided have a flat front face between
the center gear box and the inlet lip. Matchbox clearly
intended you to use the inlet screens, but opaque
screens give an extremely bad impression on a Chi-
1nook, so you are driven to either drill and reshape the
front faces and then extend the output shafts down to
a new compressor face (my preferred solution since
737 was usually without screens and I liked its looks
that way) or see if you can track down a brass set with
screens.

Now we come to the fuselage assembly. The
designer gave considerable thought to a way to
model a flat floor and fuselage underside with the
correct spacing between, and the results came
out effective but not easy. The deck and inner
walls of the sponsons are molded in one piece, to
which I mounted the cockpit bulkhead (that
66+67 I referred to earlier) before capturing it
between the fuselage sides when I assembled

them. With that dry (I use MEK cement to allow View of NASA 737’s cockpit. Note the modified joystick on the right side.

some adjusting), I superglued the floor assembly in

place. I could not see a way to adjust the fit before capturing

and cementing, so ended up with quite an area of filler trying

to fair that flat underside. There’s gotta be a better way, but if

you want 737 at its best, you need that ramp open!
Late-breaking news...Italerihas a Chinook gunship out, which

Ilooked over briefly at San Antonio Hobbies. The good news

-

Two views of the inpu s to vary the hahteristics of NS 73’

. coosssostad

is they modeled the front of the nacelles to eliminate a major
rework, and they reduced the panel lines from chainsaw size
to Skilsaw. The bad news is that now there seem to be
hundreds of panel lines to fill instead of dozens, and some
cabin windows have been opened up to gunship size, which
makes it appear that you have a rework job to make it into

s flight performance. Note the spaghetti-style patch bay



anything but. I suppose this is what drives people to cross-
kitting.

Let’s look inside NASA 737. Step up on the ramp (it
seemed to be always down except when they started up
the engines to take off) and climb inside. Ahead of the
hinge line, the interior is lined with gray sound-deadening
quilts, but in back, it’s bare chromate green cluttered
with hydraulic reservoirs and piping, structure, and an
APU up in the pylon. (Anderton & Miller’s excellent
Minigraph #27 has as exceptional collection of pictures,
and is good reading for anyone interested in the Chinook.
In one photo, they remark that the quilts aft were “removed,”
but I wonder now if you’d find them in any Chinook.)

Moving ahead about nine feet from the ramp hinge line,
you find an instrument rack about 2x4 feet x3 feet high
on each side of the aisle (see sketches). “Rack” is a
misnomer: these are shelves with the black boxes (liter-
ally) of the experimental avionics system secured on
vibration mounts. These are the modules that get inputs
from the pilot, from avionics and other sensors, and
process them into cockpit displays and control servo
commands. Modules are not packed tight like in a factory
installation, since wiring is always subject to change and
you need to be able to snake stuff through.

The aft half of the right rack is sheeted over with three
small modules in the front face, and at the forward end
of each rack is a power distribution box. The right rack
has a paper chart drive on top, and on the left one, a
teletype for I/O, plus the processor unit of the minicomputer
that holds the math model of the craft being simulated, that
makes the big Chinook respond to controls or autopilot as if it
were an OH-6 or a Crane or something not yet built.

I can hear the computer enthusiasts murmuring now: “A

Aft instrumentation racks inside NASA 737. Some equipment has been removed from the right rack.

mini?!! Why...?"”” Re-
member (1) this is ten
years ago we're talk-
ing about, and (2) this
isall custom hardware
and software, and af-
ter the X-14 was lost to
asoftware glitch, itwas
decreed that nothing
flew unless the system
was completely tested
(and T will leave you
all to think for a mo-
ment about how well
Microsoft does this
with the versions 1.0 of
the stuff they put out.)
If you're hovering at

50feetand thesoftware
| suddenly decidesto go
someplace else, you
don’t have time to call
customer support or
hop over to Fry’s for a
Version 2. Youhangon
and hope that the sys-
tem disconnects like
it's supposed to and the safety pilot catches it.

Have you noticed how, sometime at every Space Shuttle
launch, a news pundit someplace harrumphs about it flying
with those antiquated computers? Clear evidence, he says, of
NASA’smanagerial ineptitude! Hey, they re working, people
know exactly how they behave, and the cost of getting (f'r
instance) a Pentium machine worked up toa comparable state
of reliability would be wildly incommensurate with any
advantages to be realized. Ditto here, though this mini over-
lapped into the era of the 486.

Past the racks on your right are a couple of seats. No photos
show them, and I don’t actually remember whether they
faced forward or were sideways-facing troop seats: I'm guess-
ing that they face forward. These were the only place for
observers to strap in. The minigraph shows a jump seatin the
passage abaft the cockpit, but it’s not in 737. Probably didn’t
meet Ames crashworthiness standards.

Nextis the most interesting part, the test engineer’s station.
For this, there are photos. Right of center line is a rack similar
to those aft but about six feet long with more black boxes on
the shelves. On top is the analog computer that interfaces the
digital machine to the aircraft, and it’s a colorful sight, with a
patch panel with about a hundred blocks coded in six colors
and enough wires on the front to make it look like a flight
attendant tried to serve a plate of spaghetti atan inopportune
time. With meters and more controls on top, this installation
was nearly six feet high. In earlier days, this may have been
used to vary characteristics in flight, but by the mid-'80s
everything was done on the smaller panel ahead.

Notice the keyboard and monitor and variety of other
controls. Cover plates and empty holes show evidence of
the changes made in the system over the years.

In the cockpit photo from 1986, a unique feature was the







