NEWSFLASH
December 2021

Hello Swamp Foxes, welcome to the December and last Newsletter of 2021.
The SIDNA was a great success again, Thanks to Mike Gearon and John Helms for their hard work in
setting it up.
It was great to see you all at the November meeting, 18 members joined us for the evening, lots of
great models on the tables.
First of all I would like to say a big Thanks to Ralph and Matthew for leading the club over the last 4
years, Thank You.........
Secondly a Big thanks to Hub, Trevor, Pete and Rick for putting themselves forward for the President
and Vice President Positions, Congratulations to Hub Plott (President) and Rick Broome (Vice
President).
As always If you have an article or an idea for an article, please contact me.
Check out the great builds and works in progress by our members in the members models section.
Have a Safe and Happy Thanksgiving and I hope Santa fills your stocking with what you wished for.
Stay Safe, Hang in there and .............. Keep on Building
From the Front Office…
Howdy, all!
This will be my last column as your President.
I want to thank all of you for allowing me the opportunity to lead the club. We tried some new things
—some worked, some still need work—and we kept doing the stuff that has worked for years. I am
privileged to know all of you, and will continue to enjoy the camaraderie and fellowship now that I’m
back in the Peanut Gallery.
For those who missed the elections, our new officers are Hub Plott (President) and Rick Broome (VP). I
look forward to working with them to keep our club’s status as a leader in IPMS/Region 12. Hub is
certainly no stranger to the job, and Rick has a lot of great ideas to expand our membership and
become even more active in the community.
Our holiday party will be at Hub’s this year on 11 December from 2-5PM. I sent an e-mail to all of you
with directions—if you didn’t get the e-mail, contact me and I’ll get the information to you.
We will also have a regular meeting on 15 December.
But before that, I hope all of you had a safe, healthy, and happy Thanksgiving.
I’ll see everyone in December.
Thanks again!
Ralph
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Colorful CAG Phantoms of Carrier Air Wing Fifteen
Carrier Air Wings usually include two fighter squadrons embarked for each cruise; the USS
Coral Sea (CVB-43) in the 1970’s was no exception. VF-51 “Screaming Eagles” embarked
with VF-111 “Sundowners” as their deck mates in 1971, equipped with the McDonnell Douglas
F-4B Phantom II. Both were late converts to the F-4, having previously operated Vought F-8H
Crusaders. Both squadrons would give up their F-4B’s for F-4N’s in 1974-1975 after a brief
flirtation with the F-4J, and would continue to operate thin-wing Phantoms until they each
converted to the Grumman F-14A Tomcat in 1978.
The Screaming Eagles of VF-51 and BuNo 153009
U.S. Navy Fighter Squadron Fifty-One (VF-51), nicknamed the “Screaming Eagles”,
transitioned out of Vought F-8H Crusaders in 1971. Due to shortages, they had to accept F4B airframes that the Marines rejected and had placed in storage at MCAS El Toro.
When it came time to put them in Screaming Eagles colors, one of the VF-51 corrosion
control officers had just come back from school. He wanted to keep the paint scheme off of
panels that were frequently removed, and in that effort he came up with one of the most eyecatching designs applied to a modern jet fighter up to that point—a dark red eagle, with a
white head, and tail feathers that flowed to the aft fuselage near the exhausts. The standard
squadron aircraft had alternating dark red and white feathers, but the CAG aircraft’s eagle
sported tail plumage featuring the colors of all the squadrons in the Air Wing—Maroon, red,
two shades of blue, yellow, green, and black. The main gear leg doors featured eagle’s legs
and talons to complete the look.
There were two aircraft that carried the CAG colors for VF-51: Bureau Numbers (BuNo)
150456 and 153009. BuNo 150456 would be credited with a MiG-17 kill in May 1972. It
would be converted to an F-4N, then to a QF-4N, finally being destroyed as a target in
January 1989.
BuNo 153009 wasn’t as lucky—it crashed into the Pacific in December 1972.
Pay attention to the tail feather colors on these two airplanes. Photos of 3009 show the
colors, from the top, being maroon, yellow, blue (lighter), red, green, black, and blue (darker).
Photos of 0456 show the order as maroon, yellow, blue (darker), red, blue (lighter), black, and
green.
Because Hasegawa decals can be on the thick side, I usually try to find substitutes in the
aftermarket. I used Microscale sheet AC72-038 and supplemented it with some of the kit
decals.
The Sundowners of VF-111 and BuNo 151000
The Navy’s first squadron known as the “Sundowners” was originally formed as VF-11 in
1942. They named themselves “Sundowners” due to their aggressive nature towards the
enemy, and would remain active until disestablished in 1959. Along the way, they were renumbered as VF-111.

On the day that the original VF-111 was disestablished, VA-156 (which was established in
1956) assumed VF-111’s nickname, insignia, and traditions. The unit would spend a lot of
time over Southeast Asia, flying Crusaders until their 1972 Western Pacific cruise aboard the
USS Coral Sea, when they initially received F-4B’s. Eventually, they too would trade in the F4B’s for F-4N’s.
Their color scheme consisted of a setting sun motif in red on the tail of the airplane—at first,
only the rudders were decorated, but by the time they received the F-4N’s, the entire vertical
tail featured the setting sun. Their CAG scheme substituted one of the solid red rays of the
sun with a multi-colored stripe featuring the colors of all the air wing squadrons. The real eyecatcher of the scheme was a ferocious shark mouth on the nose—and who can’t resist a
shark mouthed airplane?
VF-111’s BuNo 151000 has an interesting history. She was one of the original F4H-1’s built
for the Navy in 1961, and was bailed to the United States Air Force as Serial Number 6212184 with the 4453rd Combat Crew Training Wing at MacDill AFB, Florida. After she returned
from the USAF, she spent time with VX-5 at the Naval Weapons Center China Lake before
going through the BEE-LINE program to convert her to an F-4N. She was then assigned to
VF-111 from 1974 through 1976. Many references showing her in Sundowners colors still
state 1000 is an F-4B at this time, so beware.
Later in her career, she returned to China Lake, and was expended as a target in 1988.
For this model, Microscale’s sheet AC72-0068 was used instead of the kit decals.
The best references are photos of the actual airplanes, so you should use them whenever
possible. Color plates, decal instructions, and someone else’s models are among the
references you should take with a grain of salt, since they are other peoples’ impressions of
what the subject looked like.
I’ll talk more about the decals later.
The Kit
The Hasegawa “CVW-15 Combo” (Kit # 00956) was released in 2009. It contains two
complete F-4B/N kits with decals for BuNo 153009 of VF-51 and BuNo 151000 of VF-111.
These are the same Hasegawa 1/72 scale thin wing F-4 kits we’ve all known and loved since
1990, and have, in various guises (F-4B/N, F-4B, F-4N, QF-4N, and Combo Kits) been reissued at least 14 times over the years.
Hasegawa’s F-4’s in 1/72 scale all feature recessed panel details, and are modular. The aft
fuselage (from just behind the cockpit) was one subassembly, and the forward fuselage from
just behind the cockpit forward was separate. The cockpits are basic--the consoles and
panels are flat and smooth with decals provided to detail them, and rudimentary “Navy” parts
are included. The seats have no harnesses. The canopies can be posed open or closed, so
that might dictate what you will want to do and how far you want to take it.
As is the case with most modern Hasegawa kits, no ordnance is included with the kit. The kit
includes the proper inboard LAU-17/A pylons and dual Sidewinder adapters, as well as wing

and belly tanks. Any ordnance you need will have to be sourced from the relevant
aftermarket weapons sets or your spare parts box.
Time to get busy
For the most part, construction on both models was alike. I will point out where I varied
between the two models, calling them out by subtype (e.g., F-4B or F-4N).
When it comes to the small details, here’s what’s what:








Both aircraft had slotted stabilators.
Both aircraft had the main landing gear strut trunnion clearance blisters on the wing
upper surfaces.
The F-4B did not have the ECM antennas under the wing or on the intake shoulders.
The F-4N had the ECM antennas under the wing, but did not have the antennas and
cable ducts on the inlet shoulders.
Neither aircraft had the ECM antennas under the inlets.
The F-4B featured the hook-shaped or “parrot’s beak” RHAW fairing under the IR
sensor faring on the radome and the forward facing RHAW antenna on the fin cap.
The F-4N had the forward-facing fin cap RHAW antenna, but not the IR sensor
antenna.

As Hasegawa kits go, this one is pretty straightforward. Take your time and eliminate the
flaws in the model, both inherent (mold parting lines, ejector pin marks, sink marks, etc.) and
builder-induced (steps, gaps, gouges, and scratches). Make sure the core of the model (in
this case, the fuselage and inner wing) is straight, square, and plumb, and your patience will
be rewarded.
To dress up the rather barren kit cockpit, Eduard’s pre-colored Zoom photoetch sets came to
the rescue: SS207 for the F-4B and SS659 for the F-4N. While taking care of the consoles,
add the proper slant to them—as molded, they are flat (horizontal), but should slant inboard
from the cockpit sidewalls. A shim of Evergreen strip will accomplish this. And yes, SS659 is
designed for the Academy F-4J, but I had it, so I used it…
The kit seats were replaced with resin items (Verlinden for the F-4B and True Details for the
F-4N). They were painted and detailed using various Vallejo colors. Once the paint dried,
they were drybrushed with dark gray and got a black wash to pop out the smaller details. The
face curtain pull handles from the Zoom set completed the seats on the F-4B and the kit
handles were used on the F-4N (the seat details from SS659 had been used on a previous
model).
Tip: Use artists’ oils for drybrushing and washes. They stay workable for a long time, and can
be blended out to any degree with a soft brush and, if needed, a small amount of odorless
thinner (Turpenoid).

Photo 1: Eduard ZOOM to the rescue. You can barely see the shims used to place the consoles at the
proper angle. This is the F-4B, the F-4N is similar.

Photo 2: The cockpit installed on the F-4B.

Photo 3: Verlinden's seats painted, drybrushed, and ready to go. The face curtain handles came from
the Zoom set. Again, the True Details seats used in the F-4N were similar.
The main fuselage assembly can be accomplished using one of two methods. The kit would

have you build the nose section as one module, the aft fuselage as another module, and join
the two. This can result in some steps where the two meet that can be challenging to get
right. An alternate method is to assemble each fuselage half, from nose to tail, and then join
the two. This allows you to ensure the outer surfaces around the fore-to-aft joint remain level.
I built the F-4B per the kit instructions, and used the alternate method for the F-4N. The
alternate method results in less work in the long run, and it is the method I prefer.
As you add the wing to the fuselage, take care to see that you get the best fit you can on the
bottom near the forward Sparrow wells and aft behind the trailing edge. A spreader bar or
some thin gluing tabs can help reinforce the seam. A little CA filled the small gap between
forward fuselage and the wing bottom. Dress the seams around the catapult hook panels—
there are gaps to fill. The seams aft, between the flaps and the exhausts, were likewise
finished by first sanding it flush, then filling any gaps.

Photo 4: The Phantom Menace--the seam between the lower wing/fuselage and nose. Note the gaps
around the catapult hooks, too.
You may be faced with a slight gap at the wing-to-fuselage joint. There are several ways to
deal with this. On these models, fillers were used—CA for the F-4B and Vallejo Plastic Putty
on the F-4N. If you go this route, the Vallejo product is recommended, since you can apply it
and wipe the excess off with a wet Q-Tip. The CA on the F-4B required sanding, which
erased some panel liens on the wing that weren’t that easily rescribed.
An alternate method is to pull the wing-to-fuselage seam tight by strapping the wing with a
strip of tape from wingtip to wingtip over the top of the fuselage. This pulls the gap tight and
secures the entire length of the wing root to the fuselage. Cement the seam, and let dry
overnight.
The various bits and bobs (fin cap, ECS scoop “snorkel”, aft canopy fairing, IR sensor under
the radome) all fit well. Use liquid cement sparingly, and it can help fill any small gaps that

may exist. Once the cement dries, buff it was Scotchbrite or 0000 steel wool. While you are
attending to small details, scribe the oval refueling probe light outline on the starboard
fuselage under the windscreen—the kit offers this as a decal, which you could use—your
choice.

Photo 5: The canopy hump (Door 19 in F-4 parlance) and the AAA-4 IR Sensor (with the AN/APR-30
RHAW antenna for the F-4B) in place. The ECS scoops have been faired in, too.

Photo 6: The dark oval under the windscreen is the light in question.

Photo 7: The light panel, added to the nose. I used a marker to highlight the outline so it could be
seen.

If you used the alternate assembly sequence, you’ll need to get the lower nose module
installed no later than this point. That’s another joy to doing it this way—you can get the
majority of the airframe built and the seams dressed before you need to install the cockpit. It
cuts down on the dust you’ll have to clean out later.
The inside of the inlet trunks have some sink marks and flashed over holes for the (unused in
this case) AN/ALQ-126 Defensive ECM antennas. Fill them and sand ‘em smooth, then paint
the interiors white. You’ll wind up applying more white paint later, this application now will be
more of a primer than anything else.

Photo 8: Fill those sink marks and holes!
As you offer the inlets up to the carcass, you’ll note that the forward end of the stub sections
of the lower wing can be seen through the inlet. Apoxie Clay epoxy putty and some judicious
carving/filing/sanding smoothed out the inlet of the F-4B. You’ll get a better fit on the trunks if
you chop off the locator pins—on the F-4B, they caused some fun with filler after the trunks
were installed.

Photo 9: The finished inlet trunk

After all that work for the F-4B, the F-4N received scratchbuilt intake covers. Trace around
the inlet on an index card and cut out the shape. The index card became a template to cut
the parts from Evergreen .015” sheet. They were then test fit, sanded, and fit again until they
just slid into the inlets. The dimensional aspects of the covers from more bits of Evergreen,
cutting and fitting and sticking together until it looked like pictures. They were set aside for
painting.
Fill and sand any gaps. If you took your time to test fit and adjust things, this should be easy.
After all the sanding is done, replace any lost panel lines. A trick to this is to either have a
second kit handy OR do one side at a time. A sewing needle chucked into a #1 handle is my
weapon of choice, guided by either Dymo plastic label tape, steel straightedges, photoetched
scribing guides, or vinyl tape for curves.
While you have the scribing tool working, removed the arrowhead-shaped stiffener plates
from the tops of the stabilators (these were a USAF-only feature that appeared after 1972)
and re-scribed the panel lines. It takes longer to do than it does to write about…

Photo 10: The stabilator stiffeners (circled) need to be removed and the panel lines restored.
You only have to build a few kits of the F-4 before you realize that there are two types of
Phantom builders—those who have broken off the molded-on air data probes on the fin and
those who will. What to do? Replace them with thin gauge steel tubing such as Minimeca or
Albion Alloys, or use a Master Models turned brass replacement. I went the Minimeca route.
While I was at it, I inlaid a chunk of red Lite-Brite peg to represent the anti-collision light.

Photo 11: Replacement air data probes and light
If you want to be correct, the molded-on “bumps” (antenna fairings for the AN/ALQ-126 ECM
system) beneath the wing (yellow circles) can be removed for the F-4B, as the airplane did
not have them installed. Simply cut them off and smooth the surface with a little sanding to
smooth things out. The F-4N did have the two fairings under the wing (yellow circles), so be
careful while sanding seams not to damage them. The fairings under the inlets (red circles)
can be removed for both of these airplanes.

Photo 12: The lumps and bumps as described.
The outer wing panels were attached after all the sanding and re-scribing operations were
complete. The fit is less than exact—30 years’ of molding kits may have some bearing on
that. In order to get things installed as painlessly as possible, align the hinge bulge on the
underside first, and apply a minimal amount to Tamiya Extra Thin cement to the joint. After it
dries, gently coerce the upper seam into position and glued the top. A home-made gauge (a
piece of index card with a 12° diagonal line drawn onto it) ensured both wingtips were at the
same angle. Any minor gaps left after the cement dried got a lick of Vallejo Putty, smoothed

with a damp Q-Tip.
The pylons, missile rails, and tanks were assembled per the instructions, the seams dressed,
and any missing details replaced.
The kit-provided method for attaching the pylons to the wing is not very secure. To beef
things up, ream the holes in the wing oversize and install short sleeves made from 1/16” x .
041 aluminum tubing. The pimples on the pylons were replaced with short lengths of hard
copper wire. If you put a slight bend into one of the wires, when you push it into the sleeves
the pylons will have a friction fit, with no adhesives needed to attach them. Take note, contest
goers—this can save you headaches later.

Photo 13: Pylon mounting holes: aluminum tubing sockets installed (L) and the kit option(R)

Photo 14: Pylon with pins (L) and stock from the box (R)
While the aluminum tubing is handy, do the same with the kit stabilator mounting holes.
Choose a tube ID that matches the stabilator pins, drill the holes to fit the sleeve, and install
with CA. This adds stability to an otherwise weak attachment point. You could fashion metal
stabilator pins and embed them in the same way the air data probes were added to the fin for
an even more secure attachment.
The canopies were masked and the center pane of the windscreen was given a coat of
Tamiya Clear Blue diluted with Future to represent the laminated glass windscreen. Apply this
to the inside of the windscreen and allow it to dry. You want to have just a hint of blue, so
less can be more. If you like to paint the frames on the inside of the parts, have at it.

To install the canopies, work from back to front—place the aft canopy into position, then add
the bridge section and glue it in place with diluted Formula 560 Canopy Glue. Let this sit a
minute or two and then place the forward canopy in place. Offer up the windscreen, and
attach it as you did the bridge. Of course, if you want the canopies closed, glue the opening
sections closed, too.
The landing gear struts and actuators were installed at this time. Since they are white and the
underside of the airplane is white, it just makes painting everything easier. Leave the gear
doors off to make adding the red edges easier.
The various small antennas were installed, the separate parts (wheels, doors, exhausts, etc.)
were de-sprued and cleaned up, and the models were ready for paint. You did double check
the masks on the nose landing light and the anti-collision light you worked so hard to add,
didn’t you?
A colorful conversation
When it comes to U.S. Navy colors from the 1960’s and 1970’s, what comes to mind? “Oh,
that’s easy”, you say. “FS16440 Gloss Gull Gray on top, FS15875 Insignia White below and
on control surfaces! Any idiot knows that!”
Just because the story is told often enough doesn’t make it true, right? I may have kicked
over an anthill while researching this, and there’s a lot more to the story that I may tell you at
another time, but the gist of my research was this:
Between 1954 and 1971, U.S. Navy aircraft colors were FS36440 (aka Flat Light Gull Gray,
the successor to the WWII colors ANA 602 and 620) on top, Insignia White below, and the
ailerons, flaps, and elevators were overall white in accordance with MIL-C-18263(Aer).
Sometime in 1960 or 1961, rudders, too, were painted overall white.
In mid-1971, a change dictated by MIL-C-18263F(AS) changed the upper surface color to
FS16440 (Gloss Light Gray, formerly Gloss Light Gull Gray).
“So”, you say, “all you need to do is add the proper overcoat, either gloss or matt.”
Not so fast.
Prior to 1984 (coinciding with FS595a Change 7 or FS595b—sources differ), 16440, 26440,
and 36440 had different Munsell color system numbers, making them different not only in
sheen/reflectance, but also in value, hue, and chroma. In other words, they were three
different grays.
I obtained the Munsell numbers for the pre-1984 versions of 16440 and 36440 and plotted
them on an online Munsell chart. I found that they are close enough that you could use
16440 with a clear flat overcoat (or 36440 with a clear gloss overcoat) if you wanted to do so
and get away with it, especially if your subject airplane shows some weathering.
Before anyone squawks, I am fully aware of the shortcomings and pitfalls of using an online
color chart, and yes, I am completely okay with that. These are scale models we’re talking

about here…close enough is good enough.
As far as Insignia White is concerned, use any white paint you like and apply a gloss overcoat
when all is said and done. It isn’t an *exact* match for FS17875, but in scale, white is white is
white.
The VF-51 F-4B’s were pulled from the storage area at MCAS El Toro early in 1971,
refurbished, re-painted, and went to sea in September of that year. Since the change to all
glossy paint was not “official” by the time these events occurred, my model would sport the
36440/17875 scheme. The F-4N, on the other hand, would be in the later 16440/17875
scheme since it was repainted in 1973 when it went through BEE-LINE and converted to an
F-4N.
The F-4B was painted using PollyScale Reefer White and PollyScale AN/ANA 602, and the F4N was painted using PollyScale Reefer White and Testors Acryl FS16440. The PollyScale
ANA 602 is just slightly different from the Acryl 36440, which shows the slight difference
between the flat and glossy versions of the color, pre FS595a Change 7, just enough to set
the two apart.
Let’s squirt paint, already!
The models got a final inspection to make sure everything was ready. They were wiped down
with isopropyl alcohol to remove any gunk, dust, Scotchbrite fibers, or cat fur. The alcohol
was allowed to air dry.
A small wad of Blue Tack temporarily secured the canopies in place. The separate parts were
stuck to a Styrofoam board with loops of tape, and then everything was painted black using
Vallejo Panzer Gray Surface Primer. Everything was primed with this color—exhausts,
wheels, pylons, tanks—everything. It is a good base for the metallics and color coats, and
represents used rubber on the tires as well.
The anti-glare panel areas on both models were then painted with Vallejo NATO Black. The
cockpit decking for the F-4B was masked by laying out the area with thin strips of Tamiya tape
and filling in the rest of the area with painter’s tape. For the F-4N anti-glare panel, the
Hasegawa decal sheet’s anti-glare decal was traced and used as a template to mask the
model.
I did some quick masking around the perimeter of the bare metal areas at the loud end of the
fuselage and on the stabilators to define them. These areas the exhaust cans were painted
with various shades of Vallejo Metal Color. I removed the painting masks, and when the
metallics had dried overnight I masked the bare metal areas off.
The top coats were applied, and here is where you need to remember to “paint small”. Vary
the coverage randomly—a little lighter here, a little heavier there. The goal is to allow hints of
the black undercoat to peek out from under the top coats in some areas. What you should do
(and stop me if I’ve said this before) is to use your reference photos of the actual airplanes.
Paint what you see. Remember, too, that it is better to understate the effect that it is to go
overboard. Let the paint dry overnight. At arm’s length and in normal room lighting, the
model should appear to be light gray and white, not dark gray and lighter gray.

Top tip: To get a good camouflage demarcation, use an index card as a mask—I used an old
business card. Prop the model up in such a manner that you can use one hand to hold the
card just off of the surface of the model and the other hand to operate the airbrush. The
“softness” of the line will depend on how far off the surface you hold the card…
Hasegawa provides the wingtip and stabilator tip colors as decals; Superscale does not—they
only give you swatches of red decal material. In any event, you’ll probably want to paint them
instead. The fin cap for the VF-51 aircraft needs to be painted as well. I used Testor Acryl
FS11136 Insignia Red for this task after matching it to the Superscale sheets with my FS595B
fan deck. These areas got an undercoat of white before the red was applied.
A few coats of Future, thinned 50-50 with 91% Isopropyl Alcohol, were airbrushed on and
allowed to fully cure for at least 24 hours. The decals were applied using the Microscale
System, using diluted Solvaset instead of Micro Sol and Micro Set, and only when absolutely
needed. Position the model so it can rest face-up for a few hours—overnight is best—and let
gravity help pull the decals down tight to the model.
Now, about those decals…
The VF-51 sheet is well done, but the placement instructions are less than ideal. The
drawings are mainly of the port side of the fuselage and scrap views of the wingtips where the
insignia are applied. No mention is made of the MODEX on the upper flaps, nor is it made
clear which number style applies to which airplane. Using the Hasegawa decal placement
guide and reference photos, I was able to determine where things went.
The VF-111 sheet was more perplexing. It states it is for “F-4B, F-4D, and F-4J”, but it
contains markings for Navy F-4’s only. The F-4D was a USAF variant. The VF-111 airplane
on the sheet is, as we discussed, an F-4N, not an F-4B as called out in the decal instructions.
And the sheet includes slime lights—a LOT of slime lights. Navy F-4’s didn’t have slime lights
until the F-4S, so they are not relevant to any of the airplanes featured. Worse still, there
were no service titles (the big “NAVY” legends for the fuselage sides) or intake warning
triangles on the sheet—had Microscale left the slime lights off, they could have included the
titles as well as the intake warnings. Sheet AC72-0057 contains the NAVY titles, but I robbed
the second set from my spares box, as the titles in the VF-51 sheet were of the earlier, larger
size.
Frankly, I think these were little more than re-worked versions of Microscale’s earlier sheets
with color instructions. I understand eliminating common/standard items such as service titles
and insignia from a sheet allows the manufacturer to offer more color schemes, but in this
case the titles could have been included IF they left of the unnecessary slime light decals.
I suggest obtaining the relevant data sheet from Microscale if you don’t already have one.
Microscale Sheet AC72-0051 is available, but I had Microscale 72-164 on hand and used it. It
did not include everything I needed—being an older sheet, the stencils were merely a series
of squiggles, but for my needs I decided they would work. I only used the stencils that were
visible from the top, since the models would eventually be attached to bases. From this
sheet, I also used the intake warning triangles.

While you are at it, find a walkway sheet, too, since the squadron specific sheets don’t include
them. Finding walkway decals in 1/72 nd scale might be more of a challenge to find, since I did
not find any in the current Microscale listing. I used a copy of Microscale 72-485 that was
lurking in the decal stash, but an alternative is MilSpec Decals sheet MS72005 if you cannot
come up with anything else.
As a last resort, you can use the kit decals to fill the gaps that Microscale left. They are
thicker than the aftermarket decals, but I found they laid down very nicely. I used several
smaller items, and with a touch of Solvaset they sucked right down to the model, leaving no
silvering—the film was nowhere near as thick as it looked when they were still on the kit
sheet. I don’t think I would have used them for the entire scheme on either airplane, but they
did come in handy.
Back to the models…
Once the decals dry, clean off the residual decal adhesive before the model gets another
clear coat. It is invisible now, but in a few years it could turn dark and ruin the model. Apply
another clear coat to protect the decals—I used Future, but if you want a grungier look, use a
satin or semi-matt clear.
I enhanced the models’ finishes with artists’ oils. I mixed up several grays from Titanium
White and Lamp Black oils for the panel line washes, and piled them on a palette (wax paper
folded over an index card). Alongside the grays, I laid out a dab of white, black, Burnt Umber,
and Burnt Sienna.
These airplanes were fairly well kept, but they *were* combat aircraft and they did fly and get
dirty. For the panel lines, I used a gray a few shades darker than the underlying color, just
enough to pop out the panel lines. The gray for the underside was little more than a dirty
white, and the gray on top was a shade darker than the Gull Gray paint. The panel lines
shouldn’t immediately hit you in the eye, so keep it subtle.
Apply the oils with a fine brush. Most of the time, I’ll just scrub it in, as it comes from the
tubes. If it is a little too thick, I’ll use Turpenoid to thin it slightly. Once the area is treated, I let
the paint sit and dry a little, then begin removing it with a Q-Tip. I begin by moving in circles,
spreading the paint over the entire surface. As the paint gets thinner and the bulk of it is
removed, I’ll continue by dragging the Q-Tip along the surface in line with how the air would
flow over the surface. You’ll need to switch to a clean swab every now and then, so don’t be
stingy with them. For larger areas, a clean paper towel works well, as does a clean section of
a rag from an old T-shirt.
I continue moving the paint until the effect is to my linking. If there are areas that need to be
cleaner, I rub them with a Q-Tip or a paper towel, using more pressure as I do. By varying the
pressure you use when removing the paint, you can vary the effect. Heavy pressure removes
most of the paint, lighter pressure leaves some behind. By following the direction of airflow,
you create realistic and logical streaks.
Once the panel lines got their wash, I took tiny dabs of the two browns, applied them where
dirt and grime would most likely occur, then streaked them back with a dry filbert brush. Draw
the paint backwards as if they were pulled by the air flowing over the airplane. Dry the brush

and remove the excess pigment, then pull the paint again. Next, with a clean Q-Tip, repeat
the action. You will remove a great deal of the paint, but leave just enough pigment to
represent a fluid leak or grime streaks.
Sunken vents were treated with a very dark gray—mostly black—and streaked as before.

Photo 15: Panel line wash and staining with artists' oils complete
The landing gear struts were given a general wash with a very thin dark gray. Using a dry
brush, you can remove some of the wetness and control where the wash goes. Do the same
in the wheel wells using a mixture of the two browns. You want a slight glaze in the corners
and around the raised detail, so use a paintbrush to control were the deepest shadows are.
The joy of oils is that they can be worked for a long time before they dry, and even after they
dry, they can be re-constituted to an extent with thinners.
The last area to be weathered with oils is the shingle panel area and the inboard sections of
the stabilators. For the tops of the stabs, I used the same grays on the white-painted areas,
and I used a dark brownish-gray I mixed. For the undersides of the stabs and the airframe
itself, I mixed up a dark brown/black mixture, proportionally much more black than brown. I
added a dab of Burnt Sienna to “warm” it up a little, then literally slopped this mixture on in a
heavy layer. The paint was removed from the stabs and fuselage sides, leaving a film of the
color over the metallics. The paint film in the keel area of the shingle panel between the
exhausts was left a bit heavier—you can see it is bare metal underneath, but it is very grimy.
Once dry, it would be enhanced further with black and dark gray pastel to add to the sooty
feel—remember, even the later J79’s were dirty engines and would leave a dark soot deposit.
The exhaust cans also received this treatment.

Photo 16: The loud end after oils and pastels
The red edges to the landing gear doors were made from red decal stripes. I didn’t apply the
full monty, just enough red to show it was there.
I studied the photos I have closely, and there does not appear to be any yellow canopy “seal”
on either airplane, so I didn’t apply any. Likewise, I could see no Corogard or bare metal on
the inlet lips and wing leading edges; so again, I didn’t bother to add any.
Both models received a typical air-to-air load of four AIM-9D Sidewinder and four AIM-7E
Sparrow missiles, along with the 370 gallon wing and 600 gallon centerline tank. There were
quite a variety of possible ordnance loads for the F-4 in Southeast Asia, so you should do
some research before you go blindly sticking all sorts of bombs, ejector racks, and missiles on
your model. Phantoms could carry a vast selection of ordnance, but they couldn’t carry
everything at once—some missions, only two Sparrows were loaded, and on others, none
were carried, so know what you know before you start arming up your Phantoms.
From post-project research, I learned this: You may want to note that the loads depicted on
the airplanes were okay for operation from a land base or a larger Forrestal-class carrier, but
when operating from the smaller Midway-class ships (of which the Coral Sea was one), they
carried missiles (4x AIM-9 and 2x AIM-7 in the aft positions) and maybe the centerline tank—
no wing tanks were used. If I feel the need to depict the models that way, I can simply
“unplug” the tanks, thanks to the aluminum tubing and wire socket/pin arrangement.
Ordnance was sourced from Hasegawa’s Weapons Set III and the spare parts box. They
were cleaned up and painted white, glossed with Future, and marked with various colors of
decal stripes. The Sparrow radomes were painted Gull Gray, the Sidewinder heads were
painted black—the lens was simulated with a Molotov Chrome marker--and the Sidewinder
rollerons were painted with Vallejo Dark Aluminum.
I did a final walk around and did the detail painting. The oleos and retraction strut shafts were

painted with the Molotov chrome marker, as was the tip of the radome and pitot tube on the
fin (the bare stainless is too harsh, I’ve found). I dabbed the chrome marker on the wingtip
position lights, followed by Tamiya Clear Red or Clear Green to finish them off. I also glazed
over the refueling probe decals with Clear Red, too.
The masking was removed from the canopies, the seats installed, and the canopies fixed in
place. The canopy rams can be tricky, so make sure you get them installed properly. Due to
the use of the resin seats, I had to trim the forward ram on the VF-51 airplane to place the
canopy in the proper position. The ordnance was attached with Canopy Glue—I needed
some CA tacks on the Sidewinders. The pylons were then literally plugged in to the sockets I
installed earlier. Small dabs of Canopy Glue secured them. The intake plugs I made for the
VF-111 airplane were painted and installed and I declared the airplanes complete.
The bases were stacked Styrofoam sheets with a balsa wood border. On each on, a sheet of
felt was glued to the bottom and mat board was attached to the top. I used tinted Future to
seal the wood.
The flight deck itself took a little work. A sheet of card stock was marked off and holes were
punched (with a leather punch) at each intersection. The perforated sheet was then attached
to the top of the base using spray cement—make sure you get good coverage on both
surfaces, or the card stick might wrinkle. On the first base, I only applied the spray glue to the
perforated card stock and had to go back and secure the edges with thin CA. On the second
base, I applied the spray glue to both the card stock and the top of the base, and it worked
much better.

Photo 17: Perfectly Perforated Paper (well, card stock actually...)
Once the card stock is in place, Brengun photoetched tie downs appropriate for the ol’ Coral
Maru (four bar cross pattern) were glued down over the dimples. On the first base, I applied

diluted white glue to the dimple and added the brass part. The card stock tended to wrinkle,
so I took some precautions on the second base. I sealed the dimples with a drop of thin CA
before I attached the tie downs, and this worked much better.

Photo 18: The first of many tie downs
The deck was painted in varying shades of gray and black to match photos. A short section of
the foul line was masked and painted on one, and a section of the landing area warning stripe
and the foul line was painted on the other. I used what basically amounts to tape with the
adhesive of Post It notes to delineate the stripes—it won’t affect the card stock underneath. I
referred to photos to get the right look.
Some pastel weathering was applied to the deck, and the bases were complete.
Placards were made as I usually do—the art was designed in Publisher, printed onto card
stock, and mounted on mat board. The mat board was trimmed and the resulting placard was
attached to the base. The models were attached to the base with Canopy Glue. I was going
to add some tie down chains, but to do so would require some ship-in-a-bottle magic that I
wasn’t in the mood for. So, you Navy deck crew guys, don’t be upset because the airplanes
have no chocks, chains, or brake riders!

Ralph Nardone

Concorde

The Airfix newsletter has shown that a Concorde Gift set will be re-released in due course.......

Concorde
The Aérospatiale/BAC Concorde is a British–French turbojet-powered supersonic passenger airliner
that was operated from 1976 until 2003. It had a maximum speed over twice the speed of sound, at
Mach 2.04 (1,354 mph at cruise altitude), with seating for 92 to 128 passengers. First flown in 1969,
Concorde entered service in 1976 and operated for 27 years. It is one of only two supersonic
transports to have been operated commercially; the other is the Soviet-built Tupolev Tu-144, which
operated in the late 1970s.
Concorde was jointly developed and manufactured by Sud Aviation (later Aérospatiale) and the British
Aircraft Corporation (BAC) under an Anglo-French treaty. Twenty aircraft were built, including six
prototypes and development aircraft. Air France and British Airways were the only airlines to purchase
and fly Concorde. The aircraft was used mainly by wealthy passengers who could afford to pay a high
price in exchange for the aircraft's speed and luxury service. For example, in 1997, the round-trip
ticket price from New York to London was $7,995 (equivalent to $12,900 in 2020), more than 30 times
the cost of the cheapest option to fly this route.
The original programme cost estimate was £70 million (£1.5 billion in 2019). The programme
experienced huge overruns and delays, with the programme eventually costing £1.3 billion (£9.43
billion in 2019). It was this extreme cost that became the main factor in the production run being
much smaller than anticipated. Later, another factor, which affected the viability of all supersonic
transport programmes, was that supersonic flight could be used only on ocean-crossing routes, to
prevent sonic boom disturbance over populated areas. With only seven airframes each being operated
by the British and French, the per-unit cost was impossible to recoup, so the French and British
governments absorbed the development costs. British Airways and Air France were able to operate
Concorde at a profit after purchasing their aircraft from their respective governments at a steep
discount in comparison to the programme's development and procurement costs.

Naming
Reflecting the treaty between the British and French governments that led to Concorde's construction,
the name Concorde is from the French word concorde, which has an English equivalent, concord. Both
words mean agreement, harmony, or union. The name was officially changed to Concord by Harold
Macmillan in response to a perceived slight by Charles de Gaulle. At the French roll-out in Toulouse in
late 1967, the British Government Minister of Technology, Tony Benn, announced that he would
change the spelling back to Concorde. This created a nationalist uproar that died down when Benn
stated that the suffixed "e" represented "Excellence, England, Europe, and Entente (Cordiale)". In his
memoirs, he recounts a tale of a letter from an irate Scotsman claiming: "[Y]ou talk about 'E' for
England, but part of it is made in Scotland." Given Scotland's contribution of providing the nose cone
for the aircraft, Benn replied, "It was also 'E' for 'Écosse' (the French name for Scotland) – and I might
have added 'e' for extravagance and 'e' for escalation as well!"
Concorde also acquired an unusual nomenclature for an aircraft. In common usage in the United
Kingdom, the type is known as "Concorde" without an article, rather than "the Concorde" or "a
Concorde".

Scheduled flights
Scheduled flights began on 21 January 1976 on the London–Bahrain and Paris–Rio de Janeiro (via
Dakar) routes, with BA flights using the Speedbird Concorde call sign to notify air traffic control of the
aircraft's unique abilities and restrictions, but the French using their normal call signs. The ParisCaracas route (via Azores) began on 10 April. The US Congress had just banned Concorde landings in
the US, mainly due to citizen protest over sonic booms, preventing launch on the coveted North
Atlantic routes. The US Secretary of Transportation, William Coleman, gave permission for Concorde
service to Washington Dulles International Airport, and Air France and British Airways simultaneously
began a thrice-weekly service to Dulles on 24 May 1976. Due to low demand, Air France cancelled its
Washington service in October 1982, while British Airways cancelled it in November 1994.
When the US ban on JFK Concorde operations was lifted in February 1977, New York banned Concorde
locally. The ban came to an end on 17 October 1977 when the Supreme Court of the United States
declined to overturn a lower court's ruling rejecting efforts by the Port Authority of New York and New
Jersey and a grass-roots campaign led by Carol Berman to continue the ban. In spite of complaints
about noise, the noise report noted that Air Force One, at the time Boeing VC-137, was louder than
Concorde at subsonic speeds and during take-off and landing. Scheduled service from Paris and
London to New York's John F. Kennedy Airport began on 22 November 1977.
In December 1977, British Airways and Singapore Airlines shared a Concorde for flights between
London and Singapore International Airport at Paya Lebar via Bahrain. The aircraft, BA's Concorde GBOAD, was painted in Singapore Airlines livery on the port side and British Airways livery on the
starboard side. The service was discontinued after three return flights because of noise complaints
from the Malaysian government; it could only be reinstated on a new route bypassing Malaysian
airspace in 1979. A dispute with India prevented Concorde from reaching supersonic speeds in Indian
airspace, so the route was eventually declared not viable and discontinued in 1980.
During the Mexican oil boom, Air France flew Concorde twice weekly to Mexico City's Benito Juárez
International Airport via Washington, DC, or New York City, from September 1978 to November 1982.
The worldwide economic crisis during that period resulted in this route's cancellation; the last flights

were almost empty. The routing between Washington or New York and Mexico City included a
deceleration, from Mach 2.02 to Mach 0.95, to cross Florida subsonically and avoid creating a sonic
boom over the state; Concorde then re-accelerated back to high speed while crossing the Gulf of
Mexico. On 1 April 1989, on an around-the-world luxury tour charter, British Airways implemented
changes to this routing that allowed G-BOAF to maintain Mach 2.02 by passing around Florida to the
east and south. Periodically Concorde visited the region on similar chartered flights to Mexico City and
Acapulco.
From December 1978 to May 1980, Braniff International Airways leased 11 Concordes, five from Air
France and six from British Airways. These were used on subsonic flights between Dallas–Fort Worth
and Washington Dulles International Airport, flown by Braniff flight crews. Air France and British
Airways crews then took over for the continuing supersonic flights to London and Paris. The aircraft
were registered in both the United States and their home countries; the European registration was
covered while being operated by Braniff, retaining full AF/BA liveries. The flights were not profitable
and typically less than 50% booked, forcing Braniff to end its tenure as the only US Concorde operator
in May 1980.
In its early years, the British Airways Concorde service had a greater number of "no shows"
(passengers who booked a flight and then failed to appear at the gate for boarding) than any other
aircraft in the fleet.
By around 1981 in the UK, the future for Concorde looked bleak. The British government had lost
money operating Concorde every year, and moves were afoot to cancel the service entirely. A cost
projection came back with greatly reduced metallurgical testing costs because the test rig for the
wings had built up enough data to last for 30 years and could be shut down. Despite this, the
government was not keen to continue. In 1983, BA's managing director, Sir John King, convinced the
government to sell the aircraft outright to the then state-owned British Airways for £16.5 million plus
the first year's profits. In 2003, Lord Heseltine, who was the Minister responsible at the time, revealed
to Alan Robb on BBC Radio 5 Live, that the aircraft had been sold for "next to nothing". Asked by Robb
if it was the worst deal ever negotiated by a government minister, he replied "That is probably right.
But if you have your hands tied behind your back and no cards and a very skillful negotiator on the
other side of the table... I defy you to do any [better]." British Airways was subsequently privatised in
1987.
Between March 1984 and January 1991, British Airways flew a thrice-weekly Concorde service
between London and Miami, stopping at Washington Dulles International Airport. Until 2003, Air
France and British Airways continued to operate the New York services daily. From 1987 to 2003
British Airways flew a Saturday morning Concorde service to Grantley Adams International Airport,
Barbados, during the summer and winter holiday season.
Prior to the Air France Paris crash, several UK and French tour operators operated charter flights to
European destinations on a regular basis; the charter business was viewed as lucrative by British
Airways and Air France.
In 1997, British Airways held a promotional contest to mark the 10th anniversary of the airline's move
into the private sector. The promotion was a lottery to fly to New York held for 190 tickets valued at
£5,400 each, to be offered at £10. Contestants had to call a special hotline to compete with up to 20
million people.

Retirement
On 10 April 2003, Air France and British Airways simultaneously announced they would retire
Concorde later that year. They cited low passenger numbers following the 25 July 2000 crash, the
slump in air travel following the September 11 attacks, and rising maintenance costs: Airbus, the
company that acquired Aerospatiale in 2000, had made a decision in 2003 to no longer supply
replacement parts for the aircraft. Although Concorde was technologically advanced when introduced
in the 1970s, 30 years later, its analogue cockpit was outdated. There had been little commercial
pressure to upgrade Concorde due to a lack of competing aircraft, unlike other airliners of the same
era such as the Boeing 747. By its retirement, it was the last aircraft in the British Airways fleet that
had a flight engineer; other aircraft, such as the modernised 747-400, had eliminated the role.
On 11 April 2003, Virgin Atlantic founder Sir Richard Branson announced that the company was
interested in purchasing British Airways' Concorde fleet "for the same price that they were given them
for – one pound". British Airways dismissed the idea, prompting Virgin to increase their offer to £1
million each. Branson claimed that when BA was privatised, a clause in the agreement required them
to allow another British airline to operate Concorde if BA ceased to do so, but the Government denied
the existence of such a clause. In October 2003, Branson wrote in The Economist that his final offer
was "over £5 million" and that he had intended to operate the fleet "for many years to come". The
chances for keeping Concorde in service were stifled by Airbus's lack of support for continued
maintenance.
It has been suggested that Concorde was not withdrawn for the reasons usually given but that it

became apparent during the grounding of Concorde that the airlines could make more profit carrying
first-class passengers subsonically. A lack of commitment to Concorde from Director of Engineering
Alan MacDonald was cited as having undermined BA's resolve to continue operating Concorde.
Other reasons why the attempted revival of Concorde never happened relate to the fact that the
narrow fuselage did not allow for "luxury" features of subsonic air travel such as moving space,
reclining seats and overall comfort. In the words of The Guardian's Dave Hall, "Concorde was an
outdated notion of prestige that left sheer speed the only luxury of supersonic travel.

Air France
Air France made its final commercial Concorde landing in the United States in New York City from Paris
on 30 May 2003. Air France's final Concorde flight took place on 27 June 2003 when F-BVFC retired to
Toulouse.
An auction of Concorde parts and memorabilia for Air France was held at Christie's in Paris on 15
November 2003; 1,300 people attended, and several lots exceeded their predicted values. French
Concorde F-BVFC was retired to Toulouse and kept functional for a short time after the end of service,
in case taxi runs were required in support of the French judicial enquiry into the 2000 crash. The
aircraft is now fully retired and no longer functional.
French Concorde F-BTSD has been retired to the "Musée de l'Air" at Paris–Le Bourget Airport near
Paris; unlike the other museum Concordes, a few of the systems are being kept functional. For
instance, the famous "droop nose" can still be lowered and raised. This led to rumours that they could
be prepared for future flights for special occasions.
French Concorde F-BVFB is at the Auto & Technik Museum Sinsheim at Sinsheim, Germany, after its
last flight from Paris to Baden-Baden, followed by a spectacular transport to Sinsheim via barge and

road. The museum also has a Tupolev Tu-144 on display – this is the only place where both supersonic
airliners can be seen together.
In 1989, Air France signed a letter of agreement to donate a Concorde to the National Air and Space
Museum in Washington D.C. upon the aircraft's retirement. On 12 June 2003, Air France honoured
that agreement, donating Concorde F-BVFA (serial 205) to the Museum upon the completion of its last
flight. This aircraft was the first Air France Concorde to open service to Rio de Janeiro, Washington,
D.C., and New York and had flown 17,824 hours. It is on display at the Smithsonian's Steven F. UdvarHazy Center at Dulles Airport.

British Airways
British Airways conducted a North American farewell tour in October 2003. G-BOAG visited Toronto
Pearson International Airport on 1 October, after which it flew to New York's John F. Kennedy
International Airport. G-BOAD visited Boston's Logan International Airport on 8 October, and G-BOAG
visited Washington Dulles International Airport on 14 October.
In a week of farewell flights around the United Kingdom, Concorde visited Birmingham on 20 October,
Belfast on 21 October, Manchester on 22 October, Cardiff on 23 October, and Edinburgh on 24
October. Each day the aircraft made a return flight out and back into Heathrow to the cities, often
overflying them at low altitude. On 22 October, both Concorde flight BA9021C, a special from
Manchester, and BA002 from New York landed simultaneously on both of Heathrow's runways. On 23
October 2003, the Queen consented to the illumination of Windsor Castle, an honour reserved for
state events and visiting dignitaries, as Concorde's last west-bound commercial flight departed
London.
British Airways retired its Concorde fleet on 24 October 2003. G-BOAG left New York to a fanfare
similar to that given for Air France's F-BTSD, while two more made round trips, G-BOAF over the Bay of
Biscay, carrying VIP guests including former Concorde pilots, and G-BOAE to Edinburgh. The three
aircraft then circled over London, having received special permission to fly at low altitude, before
landing in sequence at Heathrow. The captain of the New York to London flight was Mike Bannister.
The final flight of a Concorde in the US occurred on 5 November 2003 when G-BOAG flew from New
York's JFK Airport to Seattle's Boeing Field to join the Museum of Flight's permanent collection. The
plane was piloted by Mike Bannister and Les Broadie, who claimed a flight time of three hours, 55
minutes and 12 seconds, a record between the two cities that was made possible by Canada granting
use of a supersonic corridor between Chibougamau, Quebec and Peace River, Alberta. The museum
had been pursuing a Concorde for their collection since 1984. The final flight of a Concorde worldwide
took place on 26 November 2003 with a landing at Filton, Bristol, UK.
All of BA's Concorde fleet have been grounded, drained of hydraulic fluid and their airworthiness
certificates withdrawn. Jock Lowe, ex-chief Concorde pilot and manager of the fleet estimated in 2004
that it would cost £10–15 million to make G-BOAF airworthy again. BA maintain ownership and have
stated that they will not fly again due to a lack of support from Airbus. On 1 December 2003, Bonhams
held an auction of British Airways Concorde artefacts, including a nose cone, at Kensington Olympia in
London. Proceeds of around £750,000 were raised, with the majority going to charity. G-BOAD is
currently on display at the Intrepid Sea, Air & Space Museum in New York. In 2007, BA announced that
the advertising spot at Heathrow where a 40% scale model of Concorde was located would not be
retained; the model is now on display at the Brooklands Museum, in Surrey, England.

Displays and restoration
Concorde G-BBDG was used for test flying and trials work. It was retired in 1981 and then only used
for spares. It was dismantled and transported by road from Filton to the Brooklands Museum in Surrey
where it was restored from essentially a shell. It remains open to visitors to the museum, and wears
the original Negus & Negus livery worn by the Concorde fleet during their initial years of service with
BA.
Concorde G-BOAB, nicknamed Alpha Bravo, was never modified and returned to service with the rest
of British Airways' fleet, and has remained at London Heathrow Airport since its final flight, a ferry
flight from JFK in 2000. Although the aircraft was effectively retired, G-BOAB was used as a test aircraft
for the Project Rocket interiors that were in the process of being added to the rest of BA's fleet. GBOAB has been towed around Heathrow on various occasions; it currently occupies a space on the
airport's apron and is regularly visible to aircraft moving around the airport.
One of the youngest Concordes (F-BTSD) is on display at Le Bourget Air and Space Museum in Paris. In
February 2010, it was announced that the museum and a group of volunteer Air France technicians
intend to restore F-BTSD so it can taxi under its own power. In May 2010, it was reported that the
British Save Concorde Group and French Olympus 593 groups had begun inspecting the engines of a
Concorde at the French museum; their intent was to restore the airliner to a condition where it could
fly in demonstrations.
G-BOAF forms the centrepiece of the Aerospace Bristol museum at Filton, which opened to the public
in 2017.

Accidents and incidents
Air France Flight 4590
On 25 July 2000, Air France Flight 4590, registration F-BTSC, crashed in Gonesse, France, after
departing from Charles de Gaulle Airport en route to John F. Kennedy International Airport in New
York City, killing all 100 passengers and nine crew members on board as well as four people on the
ground. It was the only fatal accident involving Concorde. This crash also damaged Concorde's
reputation and caused both British Airways and Air France to temporarily ground their fleets until
modifications that involved strengthening the affected areas of the aircraft had been made.
According to the official investigation conducted by the Bureau d'Enquêtes et d'Analyses pour la
Sécurité de l'Aviation Civile (BEA), the crash was caused by a metallic strip that had fallen from a
Continental Airlines DC-10 that had taken off minutes earlier. This fragment punctured a tyre on
Concorde's left main wheel bogie during take-off. The tyre exploded, and a piece of rubber hit the fuel
tank, which caused a fuel leak and led to a fire. The crew shut down engine number 2 in response to a
fire warning, and with engine number 1 surging and producing little power, the aircraft was unable to
gain altitude or speed. The aircraft entered a rapid pitch-up then a sudden descent, rolling left and
crashing tail-low into the Hôtelissimo Les Relais Bleus Hotel in Gonesse.
The claim that a metallic strip caused the crash was disputed during the trial both by witnesses
(including the pilot of then French President Jacques Chirac's aircraft that had just landed on an
adjacent runway when Flight 4590 caught fire) and by an independent French TV investigation that
found a wheel spacer had not been installed in the left-side main gear and that the plane caught fire

some 1,000 feet from where the metallic strip lay. British investigators and former French Concorde
pilots looked at several other possibilities that the BEA report ignored, including an unbalanced weight
distribution in the fuel tanks and loose landing gear. They came to the conclusion that the Concorde
veered off course on the runway, which reduced takeoff speed below the crucial minimum. John
Hutchinson, who had served as a Concorde captain for 15 years with British Airways, said "the fire on
its own should have been 'eminently survivable; the pilot should have been able to fly his way out of
trouble'", had it not been for a "lethal combination of operational error and 'negligence' by the
maintenance department of Air France" that "nobody wants to talk about".
On 6 December 2010, Continental Airlines and John Taylor, a mechanic who installed the metal strip,
were found guilty of involuntary manslaughter; however, on 30 November 2012, a French court
overturned the conviction, saying mistakes by Continental and Taylor did not make them criminally
responsible.
Before the accident, Concorde had been arguably the safest operational passenger airliner in the
world with zero passenger deaths-per-kilometres travelled; but there had been two prior non-fatal
accidents and a rate of tyre damage some 30 times higher than subsonic airliners from 1995 to 2000.
Safety improvements were made in the wake of the crash, including more secure electrical controls,
Kevlar lining on the fuel tanks and specially developed burst-resistant tyres. The first flight with the
modifications departed from London Heathrow on 17 July 2001, piloted by BA Chief Concorde Pilot
Mike Bannister. During the 3-hour 20-minute flight over the mid-Atlantic towards Iceland, Bannister
attained Mach 2.02 and 60,000 ft before returning to RAF Brize Norton. The test flight, intended to
resemble the London–New York route, was declared a success and was watched on live TV, and by
crowds on the ground at both locations.
The first flight with passengers after the 2000 grounding for safety modifications landed shortly before
the World Trade Center attacks in the United States. This was not a commercial flight: all the
passengers were BA employees. Normal commercial operations resumed on 7 November 2001 by BA
and AF (aircraft G-BOAE and F-BTSD), with service to New York JFK, where Mayor Rudy Giuliani
greeted the passengers.

Droop nose
Concorde's drooping nose, developed by Marshall's of Cambridge, enabled the aircraft to switch from
being streamlined to reduce drag and achieve optimal aerodynamic efficiency during flight, to not
obstructing the pilot's view during taxi, take-off, and landing operations. Due to the high angle of
attack, the long pointed nose obstructed the view and necessitated the ability to droop. The droop
nose was accompanied by a moving visor that retracted into the nose prior to being lowered. When
the nose was raised to horizontal, the visor would rise in front of the cockpit windscreen for
aerodynamic streamlining.
A controller in the cockpit allowed the visor to be retracted and the nose to be lowered to 5° below
the standard horizontal position for taxiing and take-off. Following take-off and after clearing the
airport, the nose and visor were raised. Prior to landing, the visor was again retracted and the nose
lowered to 12.5° below horizontal for maximal visibility. Upon landing the nose was raised to the 5°
position to avoid the possibility of damage due to collision with ground vehicles, and then raised fully
before engine shutdown to prevent pooling of internal condensation within the radome seeping down
into the aircraft's pitot/ADC system probes.

The US Federal Aviation Administration had objected to the restrictive visibility of the visor used on
the first two prototype Concordes, which had been designed before a suitable high-temperature
window glass had become available, and thus requiring alteration before the FAA would permit
Concorde to serve US airports. This led to the redesigned visor used on the production and the four
pre-production aircraft (101, 102, 201, and 202). The nose window and visor glass, needed to endure
temperatures in excess of 100°C (210°F) at supersonic flight, were developed by Triplex.

1973 Solar Eclipse Mission
Concorde 001 was modified with rooftop portholes for use on the 1973 Solar Eclipse mission and
equipped with observation instruments. It performed the longest observation of a solar eclipse to
date, about 74 minutes.

Concorde Pics

Concorde 001 first flight in 1969.

Concorde on early visit to Heathrow Airport on 1 July 1972.

Concorde Flightdeck.

Close up of engine nozzles of production Concorde F-BVFB. The nozzle consists of tilting cups.

Concorde's intake ramp system.

British Airways Concorde interior. The narrow fuselage permitted only a 4-abreast seating with limited
headroom.

Tail bumper of Concorde G-BOAG.

Concorde main undercarriage.

Concorde landing at Farnborough in September 1974.

The official handover ceremony to British Airways of its first Concorde occurred on 15 January 1976 at
Heathrow Airport.

British Airways Concorde in Singapore Airlines livery at Heathrow Airport in 1979.

Air France Concorde (F-BTSD) short-lived promotional Pepsi livery, April 1996.

Air France Concorde at CDG Airport in 2003.

Concorde's final flight: G-BOAF from Heathrow to Bristol, on 26 November 2003. The extremely high
fineness ratio of the fuselage is evident.

Air France Concorde in Auto & Technik Museum Sinsheim.

Concorde (left) and Tu-144 in Auto & Technik Museum Sinsheim.

A Concorde at the Intrepid Museum in New York City.

BA Concorde G-BOAB at London Heathrow Airport. This aircraft flew for 22,296 hours between its first
flight in 1976 and its final flight in 2000, and has remained there ever since.

The Queen and The Duke of Edinburgh disembark Concorde in 1991.

Orders and Cancellations

The design for a successor to the Concorde was patented by Airbus in 2015
An Airbus design for a successor to Concorde will fly at 4.5 times the speed of sound and get
passengers from London to New York in one hour flat.
The Concorde 2 would take off vertically and fly at speeds of 3,425 miles per hour – three times faster
than the original Concorde,

Concordes finest Hour
The finale of the Queen's Golden Jubilee weekend, on June 4th 2002, was a fly past that included 27
aircraft from the Royal Air Force and a Concorde from British Airways
The Flypast, which took place at 18:20, was watched by Members of the Royal Family from the
balcony of Buckingham Palace, while over one million well-wishers packed the Mall and surrounding
streets for one of the most passionate displays of pageantry the UK capital had ever witnessed in
modern times.
The Jubilee Flypast was one of the many highlights of a day that had seen the Queen journey to St
Paul's Cathedral in the Gold State Coach for a thanksgiving service. In the afternoon the Queen
returned to the Mall to watch, from a specially constructed platform on the Queen Victoria Memorial,
20,000 people take part in a 50th Anniversary parade and pageant which featured people from all
over the UK and the Commonwealth.
Concorde Alpha Delta departed from London's Heathrow airport just after 4:30pm and headed for the
designated Concorde holding point above the North Sea off the coast of Great Yarmouth.
Concorde G-BOAD had several Red Day-Glow formation stickers placed on her fuselage, as can be seen
in the picture, to assist the Reds Arrows in keeping in the set formation. The aircraft, which was
Commanded by BA Chief Concorde Pilot Mike Bannister, met up with the RAF Red Arrows and flew in
towards the center of London with the other aircraft in the formation.

Red Day-Glow formation stickers can be seen on G-BOAD's fuselage as she taxi's prior to takeoff.

Corncorde and Red Arrows Hold and Formation area.

The Formation of the Flypast for the Queen's Golden Jubilee weekend, on June 4th 2002

The Fly past was scheduled to be over Buckingham Palace at 17:55 but due to the scale of the events
taking place had to be delayed by 30 Minutes. The Red Arrows left Stansted at 1739 to meet up with
Concorde at the holding point off the Norfolk coast.
After formating over the North Sea the formations crossed over the coast line at Southwold just after
6pm and headed passed over Ipswich, Chelmsford, Fairlop Waters Country Park and north east of
Ilford before flying into Central London. At 6:25PM the flypast fleet flew down the Mall then over
Buckingham Palace at a height of 1,500ft and at a speed of 280Knots.
The head of the fleet, including the Globemaster, Tristar and VC10 routed back to RAF Brize Norton,
with the BAE146 of the Queen's flight and BAE 125s touching down at RAF Northolt.
As soon as Concorde was clear to the flypast she climbed to 2,500ft, picked up the ILS localiser and
arrived 5 minutes later at London Heathrow on Runway 27R. The Red Arrows returned to their Base at
RAF Scampton, passing near to Hertford, St Neots, Thurlby, Corby Glen and Grantham.
This was the first time Concorde has been used in its flagship role since the fleet were grounded
following the Paris accident in July 2000. Before the accident around 1% of Concorde flights were in
that flagship role, which have included flying the England Football and European Ryder cup teams to
tournaments as well as politicians to world summits.
A Concorde had flown in formation with the RAF Red Arrows on 6 previous occasions, with the last
being at the Royal opening of the Scottish parliament in 1999: Concorde G-BOAE, on that occasion,
had been chartered by the UK government to ferry dignitaries in style from London to Edinburgh.
Since the aircraft was positioned at Edinburgh Airport, a fly past was scheduled to take place with the
Red Arrows who had been booked previously. As well as flying over Edinburgh, the formation transited
the 60 miles and flew over Glasgow.

Christmas Eve 1985

A rare shot of all seven Concordes together in 2000 after the Air France crash
The information for this article was gathered from online sources.
John Currie

Modeling the Concorde
Airfix released their first concorde in 1966 in 1/144 scale, these molds were used for a re-released in
2019.
A new tooling was released by airfix in 1977 and last re-released in 2005.

The 1966 Boxart
Revell Released a 1/144 scale Concorde in 1983 and last released in 2005, apparently will be rereleased in due course with new parts.
Heller released a 1/72 scale Concorde in 2004, Airfix have used these molds and Revell used them in
2015. Heller has it down as a future release with new decals.
Assessories:
Armory produce Late and Old style weighted wheels in both 1/72 and 1/144 scale

Photo Etch in 1/72 from BRENGUN

Photo Etch in 1/144 from BOA airliner etchings and metallic Details

Decals available in 1/144 scale from PAS-DECALS.

RAM Models Concorde Cancelled Orders, 1/144 scale.

Members Builds and Works in Progress

Darby Erd – Heller – 1/72 scale T-28 (In progress).

Tom Wingate – Revell – 1/32 scale Mig-29UB, Azerbajani Air Force markings.

Tom Wingate – Fujimi – 1/24 scale Porsche 917H.

Zach Chapman – Tamiya – 1/48 scale F4U-1 Corsair + Barracuda decals (In progress).

Zach Chapman – Trumpeter – 1/350 scale Fletcher class (USS Johnston) 5” guns from Model
Alliance (In progress).

Eric Schrowang – Dragon – 1/35 scale German AA Gondola (In progress).

Jim Hamilton – Falcon – 1/48 scale Supermarine Swift (RAF) Vacuform kit.

Eric Murdock – Trumpeter – 1/35 scale German 28cm Leopold Rail Gun + Trucks (In progress).

John Currie – Tamiya – 1/35 scale M113 ACAV MecModels decals (In progress)

John Currie – Tamiya – 1/35 scale M577 (In progress)

John Currie – Tamiya – 1/35 scale M132 “Zippo” Academy Cupola (In progress)

John Currie – Tamiya/Italeri – 1/35 scale M163, Tamiya Lower hull, Italeri Upper hull (In progress).

John Currie – AFV Club – 1/35 scale M35 Gun Truck conversion (In progress).

John Currie – AFV Club – 1/35 scale M35 Gun Truck conversion (In progress).

John Helms – Monogram – 1/48 scale F4F Wildcat.

John Helms – Revell – 1/32 scale F4U Corsair.

John Helms – Hasegawa – 1/32 scale Bf109-G.

Hub Plott – Clear Prop – 1/48 scale Hawk 75N.

Darby Erd – Revell – 1/72 scale Me 262B-1a.

GIFT EXCHANGE RULES
If you would like to play along, bring a WRAPPED, hobby-related gift (they don’t have
to be kits—books, tools, etc. are also fair game). Please, make sure the items you have
are in good, un-started condition--started kits or kits missing parts are the equivalent of
lumps of coal...
The wrapped gifts will be placed into a pile on the table.
Everyone wishing to play along will draw a number chip from the hat. This is your
“Player” number. Remember it for later in the game.
Player #1 takes a gift from the pile and unwraps it. The round ends.
In Round 2, Player #2 can pick a wrapped gift and open it, in which case the round ends,
OR Player #2 can steal what Player #1 has. In that case, Player #1 goes back to the well,
picks another wrapped gift, and opens it.
From Round 3 on, it can get real fun. The player called can choose from the pile on the
table or steal from one of the others.
The person who had the gift that has been stolen can either steal one of the other
unwrapped gifts or select one of the wrapped gifts and open it.
If they choose a wrapped gift, the round ends.
OR, they can steal from one of the other players.
When it comes to stealing, an unwrapped gift can only be stolen ONCE during each
round.
But remember that unwrapped gifts may change hands once EVERY round, so no
unwrapped gift is “safe” until the very end.
This stealing continues until every gift has been stolen once leaving the last participant
empty-handed. At that time, this last participant will select one of the remaining gifts
from the pile and unwrap it. Once that gift has been revealed, this round is finally over.
Note that at any time during a round, a losing participant may break the stealing cycle by
choosing to select an unwrapped gift from the pile instead of stealing an already opened
gift. At that time, the next Player (in numerical order) either selects the next unwrapped
gift from the pile OR steals an unwrapped gift from someone else, starting a new cycle
or round of stealing!
The rounds continue until the last unwrapped gift is selected by the last participant in
numerical order or the last empty-handed participant in the last numerical round of
stealing. After the last unwrapped gift has been selected and revealed, there will be one
last round, to be started by Player #1. Since Player #1 was relegated to only selecting the

first unwrapped gift and never had a chance to start a stealing round, this will be his or
her chance to do so. If Player #1 decides to stand pat, then the gift exchange is over.
If Player #1 decides to steal, a new, final round of stealing ensues. Player #1 puts his gift
on the table and steals from another player. That player can take the gift on the table OR
steal a gift that hasn’t been stolen in that round. This round continues until ALL of the
gifts have been stolen once and there is no gift on the table.
Once the smoke clears, you may swap among yourselves ‘til your heart’s content.

Well thats all folks
Merry Christmas to One and All
John

