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THE BOEING P-26 VARIANTS STORV



Three-quarter front view of the Boeing XP-936 wind tunnel model without propeller. Also missing are the flying wires for the wings and tail surfaces and other miscellaneous details such as the radio mast and exhaust pipe complex. Model, dated February of 1932, was meticulously built of hardwood with a metal Townend ring and engine parts.



CREDITS: The author and Aerofax, Inc. would like to express their thanks to the following individuals who contributed photographs andlor data to this Minigraph: Dana Bell, Jack Binder, Dustin Carter, Robert Cavanagh, Harry Gann, Walter Jefferies, Fredrick Johnsen, John and Joe Kobe, Edward LePenske, Edward Maloney, Mike McCary and Crown Hobbies of Dallas, David Menard, AI Hansen, James Morrow, Marilyn Phipps of Boeing Historical Services, Kenn Rust, Victor Seely, Jay Spenser, Gordon Swan borough of Air International, Robert Volker, Gordon Williams, and the late A.U. Schmidt, Eugene Sommerich, and Joseph Nieto.



PROGRAM HISTORY: The Boeing P-26, unofficially nicknamed Peashooter (in the 1930's the term Peashooter was often applied to single-seat pursuit aircraft; in the context of present-day historical references, the term is generally considered to apply specifically to the Boeing P-26), is unique among US Army pursuit aircraft for at least two reasons: it was not developed under a standard US Army Air Corps experimental contract, but rather as a private venture of the manufacturer with the aid and encouragement of the Air Corps Materiel Division at Wright Field, Dayton Ohio; and it broke the established Air Corps tradition of dual procurement of equivalent models (Curtiss P-6 and Boeing P-12 pursuits; Curtiss 0-1 and Douglas 0-210-38 observation models simultaneously, for example). While the Curtiss XP-934 (later designated XP-31 by the US Army Air Corps) was considered the Boeing XP-936's (P-26 family prototype) primary competition, only the Boeing pursuit was to see production. This reached a total of only 136 P-26NBIC airframes. Though appearing small, this order represented the largest single new pursuit design procurement since 1921. There was, however, justification for the small production run, as both the Army and Boeing realized that the new monoplane was strictly an interim model. In fact, an entirely new generation of high-performance monoplanes, with more powerful engines and structural and aerodynamic improvements, was already under consideration. In its transitional role, the P-26 was also notable for being both a last and a first. It was the last Army pursuit



to feature both an open-cockpit and fixed landing gear with externally-braced wings; and concommiUantly, it was also America's first production all-metal monoplane pursuit. Production P-26's had a US Army service life of eight and one-half years and eventually became the first US service aircraft to be passed on to other nations for continued use. At the time, this was considered extremely unusual as previous US military aircraft had been scrapped or relegated to training schools following their sevice careers. It is interesting to note that the last two of the numerous P-26's relegated to foreign service use were not retired until 1956. Both aircraft, at the time operated by the Guatemalan Air Force, were returned to the US. They are, today, the only known surviving P-26's. In 1931, when Boeing's historically significant P-12 and



F4B biplane fighter series was still selling well to the US Army and Navy, respectively, Boeing intuitively foresaw that the end of the biplane era was near. In fact, the company had just introduced a revolutionary commercial monoplane, the Model 200 Monomail, and had already interested the Army in its Model 214 and 215 twin-engine bomber derivatives which the Army bought as the Y1 B-9 and YB-9, respectively. Even more significant was the fact that the company was then designing an equivalent civil transport, the Model 247, which was soon to revolutionize the air transport industry. Since the speed of the new B-9 was expected ·to be greater than that of contemporary pursuit aircraft, Boeing offered the War Department an opportunity to develop a new pursuit generation that would be faster than the new bombers then under develqpment.



Wood and fabric full-scale mock-up of XP-936 lacks tail surfaces and landing gear. Noteworthy are the external wing root mounting of the camera gun, the abbreviated windscreen and headrest, and the use of a rea; engine. Photo was taken on November 25, 1931.



Boeing had already anticipated the advent of the monoplane pursuit with the Model 96 of 1929, a highwing design that the Army financed as the XP-9 for a low priority experiment using all-metal construction. The Model 96 number was in the sequence of Boeing design numbers reaching back to the Boeing Model 1 of 1916. Not every Boeing design study assigned a number was built and not every assigned number was given to an airframe; there was, in fact, a series of model numbers from 104 through 199 that was reserved for Boeing-designed airfoils. The XP-9 proved unsatisfactory aerodynamically, but Boeing tried again in 1930 with its Model 202 and 204 which were nearly identical all-metal parasol monoplanes tested by the Army and Navy as the XP-15 and XF5B-1 , respectively. Both were essentially conventional biplanes with their lower wings removed. No orders for these aircraft were placed. Following introduction of the revolutionary Monomaif in May of 1930, Boeing initiated preliminary studies for a new pursuit, the Model 224, in February of 1931. This was essentially a scaled-down Monomaif with a similar low tapered cantilever wing housing a backwardretracting landing gear, all-metal semi-monocoque construction, P-12E tail surfaces, and a 550 hp Pratt & Whitney Wasp engine. Old pursuit traditions were maintained in the form of an open cockpit. Informal discussion of the Model 224 between Boeing and Wright Field representatives aroused little official interest; regardless of major advances the Army had no requirement for a new pursuit aircraft at the time. Boeing therefore shelved the Model 224 and went b~ck to the drawing board to layout a more simplifiecf design, the Model 245. The Model 224 concept was not to die out just yet, however. It was revamped two years later as the Model 264, which first flew in January of 1934. The Army bought three examples as the YP-29 for service test, but did not order the type into production. By that time, with a new generation of larger, more powerful, and more streamlined pursuits on the drawing board, the YP-29's actually offered too little, too late. The Model 245 was a wire-braced midwing monoplane, still with the Wasp engine and open cockpit, but. with a rigid single-leg landing gear attached to the fuselage. The basic concept of the forthcoming P-26 was now established. Wright Field representatives quickly saw the design's potential and with suggestions and recommendations, they encouraged Boeing to expand and develop the studies further. The result was the Model 248, a low wing monoplane with fixed landing gear attached to a stub center section integral with the fuselage that was very similar in appearance to that found on the new record-holding Gee Bee racer. The wing was wirebraced from the landing gear and top of the fuselage. Wright Field representatives, though still hobbled by Headquarters budgetary constraints and no specific requirement for a new pursuit, now saw a design that it wanted. An ingenious solution to the Army's dilemma was soon worked out. Boeing would design and build three prototype pursuits and deliver them to Wright Field for Army testing on a bailment contract as company-owned aircraft. To reduce initial costs, Wright Field would lend Boeing all the hardware that was normally supplied as government furnished equipment (GFE) for contracted military aircraft. This included the powerplant, the propeller, the armament, instrumentation, and other items, all of which nearly equalled the cost of the airframe in which it was installed. This proved advantageous to both parties as it allowed the Army Air Corps to evaluate a new and advanced design at essentially no cost; and Boeing took a relatively small financial gamble on a possible substantial order in the shrunken military and civil aircraft market of the early Depression Years. XP-936: Design work on the Boeing Model 248 (the prototype for the P-26 family) started in September of 1931, under the direction of Project Engineer Robert Minshall. The Model 248 was later assigned the Wright Field XP-936 designator. This represented number 936 in a series of experimental aircraft, both military and civil, tested at Wright Field and its predecessor, McCook Field back to 1917. Originally, the "P" stood for the word "plane", but by the time the series reached 9QO, the letter indicated the type of aircraft (as P for Pursuit, B for Bomber, etc.). The XP-936 designation was assigned upon signing of the bailment contract for the first three aircraft on December 5, 1931. There was a time advantage in developing the new pursuit as a private venture instead of as Army property. As an Army-owned model it would have to incorporate 2



many of the detailed requirements of the Army's bible, the Handbook of Instructions for Airplane Designers (HIAD). Boeing was guided by the major requirements in this publication, but was able to eliminate many of the lesser ones as being unnecessary for a "proof of concept" prototype. The first metal was cut on the prototype aircraft in January of 1932, and in an attempt to speed up the main construction process, Boeing early-on elected to move engineers and drafters into the construction area to be in close proximity to the actual aircraft. Many parts were actually built from free-hand sketches and on a handfitted basis. Ten weeks after the cutting of the first metal, the prototype XP-936, cln 1678, was completed at Boeing Field. This aircraft, with ballast in place of armament and fuel in the main tanks only, was successfully test flown for the first time on March 10, 1932, from the company's Boeing Field, Seattle, Washington facility. A preliminary evaluation permitted company test pilot Les Tower to conclude that the new aircraft had excellent flight characteristics. Following additional test flights under the auspices of Boeing, Tower, on April 16th, ferried the XP-936 to Wright Field where it was formally turned over to the Army on April 25th. The second XP-936, cln 1679, destined for static test, was flown away on April 22nd by Lt. L.H. Dawson, an Army pilot, even though it was still Boeing property. It reached Wright Field via a circuitous route; March Field, California, and the Anacostia Naval Air Station, Maryland. Upon arrival at Wright Field, it entered the static test laboratory and never flew again as Army property. The third XP-936, cln 1680, was flown directly to Selfridge Field on May 6th by Maj. G. E. Brower for evaluation by the three squadrons of the 1st PUrsuit Group. Oddly, though the XP-936's were company-owned aircraft, they did not carry civil registrations. Apparently their military markings and coloring, plus the "XP-936" lettering on their tails, qualified them as military aircraft in the eyes of civil officials and thus legitimized the absence of civil registration. XP-26: After the initial XP-936 flight test program was completed by Boeing and Army pilots (all three aircraft were officially acquired from Boeing by the Army under a purchase contract signed on June 15, 1932), the Army cautiously concluded that the type was indeed a significant improvement over available pursuits and therefore a worthy addition to the operational inventory. Though concern over high landing and takeoff speeds, overly long takeoff and landing distances, slow response to throttle retardation, and rapid acceleration in a dive (considered a negative characteristic at the time!), remained, it nevertheless elected to squeeze production funding out of an already overburdened budget. A last minute addition to the 1932 Fiscal Year Budget, which ended June 30,1932, included funding for an initial P-26 order. Interestingly, once they became Army property, the three XP-936 prototypes were assigned a standard US Army Pursuit-series designator, XP-26, to indicate that they were technically experimental prototypes (official acknowledgement of the designation assignment was consequent to the acquisition of the aircraft on June 15, 1932). Army serial numbers 32-412, 413, and 414 were assigned at this time, identifying the 412th, 413th and 414th Army aircraft procured in Fiscal Year 1932 (July 1,1931 through June 30,1932). Y1P-26: As a deviation from standard practice, the three prototypes did not retain their X-prefixes permanently, as was customary for new prototypes. Instead, the Army decided to change the status of the new aircraft from "Experimental" to "Service Test", thus requiring the replacement of the "X" prefix with the "Y" prefiX. To complicate things even further, in some cases, such as with the three P-26 prototypes, the designation became Y1 P-26 to indicate that the aircraft were paid for with the F-1 funds rather than regular Air Corps appropriations. Usually, service test models were procured on separate contracts and were different aircraft than the prototypes. XY1P-26: As a still further oddity, the X and Y1 designations were combined briefly in August of 1932, as the XY1 P-26. This was apparently for administrative purposes only, though it must have caused some rather serious confusion among bureaucrats requiring accurate designation information I P-26: Eventually, all the prefixing designators were dropped, as was customary in the Air Corps during this time, and the XY1, Y1, and Y prefixes were removed from the P, and three prototypes thus becoming simply P-26.



Though the fate of the second P-26 was sealed when it became a structural test article at Wright Field (being removed from the Air Corps inventory in September of 1932), the first and third aircraft had relatively long lifespans. The first P-26 remained at Wright Field during most of its flight test and evaluation program, and then was assigned to Chanute Field, Rantoul, Illinois. Eventually it was declared "Class 25" and was utilized for ground crew training. It had ac.cumulated a total of 465 Army flight hours by this time and was eventually scrapped. The third P-26 prototype shuttled back and forth between Selfridge and Wright Fields on various test and evaluation programs before crashing on October 12, 1934, due to the loss of a wing in flight near Baltimore, Maryland, with a total of 344 Army flight hours in its log book. Boeing Model 266: Flight and structural testing of the three prototypes had led to a number of relatively minor changes in the production airframes and other systems. Among these were the elimination of the mainwheel cowling protrusions visible just behind the rear strut fairings; a change to smaller-diameter main gear and tailwheel wheels and tires, and reduced area ailerons. Less noticeable but of perhaps greater importance were the various internal changes which included redesign of the wing structure (though the physical dimensions of the wing remained essentially unchanged with the exception of an 11-5/8" increase in span); and provision was made permitting the installation of Type A-4A skis or Type A-8 wheel-skis as alternatives to the standard landing gear. In addition to changes brought on by design considerations, there were also areas of contention expressed by the various test pilots who had been privileged to fly the two available XP-936 prototypes. Among these were: no handles or steps were provided to aid a pilot wearing bulky flying clothes during ingress and egress; the instrument panel and engine cowling vibrated excessively at low and high engine rpm; and some controls were inaccessible from the seat when the pilot was properly strapped in place. Additionally, it was noted that forward vision was obscured during taxi by the Townend ring; and stability during takeoff, due to the short coupled landing gear, was marginal. Pilots also noted that normal flight attitude recovery was slow following pitch change inputs; an unassisted recovery to level flight during a banking maneuver at high speed was difficult to obtain and usually resulted instead in an ever-increasing spiral to the left, and eventually, a spin; and landing speed (82 mph) and landing roll-out (350 to 400 yards) were excessive. P-26A: The initial Army order, placed on January 28, 1933, was for 111 production P-26A's. This was later amended to include an additional 25 aircraft, thus giving a total of 136. Unit cost, less GFE, was $9,999, with total airframe production costs being $1,163,192. A parallel Army contract with Pratt & Whitney resulted in an order for 121 R-1340-27 Wasp engines at at total cost of $540,778. On November 24, 1933, less than a year after the Army ordered the production version of the XP-936, the first P-26A was assembled on Boeing Field. Boeing test pilot Les Tower made the first flight on December 7th. The first article, 33-28, was turned over to Air Corps Captain C. H. Strohm on December 16th, and he promptly took off for Wright Field. The first P-26A for a squadron, 33·30, left the same day for Barksdale Field, near Shreveport, Louisiana, piloted by Lt. E. M. Robbins of the 20th Pursuit Group. The last P-26, 33-138, would be delivered to the 1st Pursuit Group at Selfridge Field just over six months later, on June 30, 1934. P-26B: The first batch of P-26A's was followed by a contract revision calling for an additional twenty-five aircraft, this being the result of a good P-26A service record. These were identical to the first P-26A's except for the addition of flaps. Later, as a result of the successful service testing of seven Curtiss P-12E's with fuel-injected R-1340 engines (leading to a temporary XP-12K designation being applied), Wright Field decided to try fuelinjected engines on the P-26A. Consequently, the first two P-26A's in the second production lot were ordered to be completed with the injected engines. The new engine was the R-1340-33 which, since it was appreciably heavier Gust over 100 pounds) than the carburetor-equipped -27, caused ballast to be added to the tail to maintain proper c.g. requirements. Because of the extensive system and weight changes involved, the Air Corps redesignated the R-1340-33-equipped aircraft P-26B and Boeing consequently assigned a revised'model number, 266A. The engine change and the addition of the flaps raised the unit cost of the two P-26B's to $14,009, less GFE. The first P-26B, 33-179, was flown to Wright Field for test



on June 20, 1935. The second, 33-180, was flown to Selfridge Field on June 21 st, where it became the personal mount of Lt. Col. Ralph Royce, Commanding Officer of the1 st Pursuit Group. P-26C: The remaining 23 aircraft, still with the original -27 engines, were redesignated P"26C under a Change Order issued in February of 1936, to indicate the fact that they had flaps and other minor changes as factory installed items. The Boeing Model number remained 266. Later, when the Army decided to refit all the surviving P-26C's with the fuel injected -33 engines, the designation changed to P-26B (a rare case of a designation reverting to an earlier designator). The last flyable P-26B, 33-197, converted from a P-26C, was relegated to Class 26 (non-flying) duty on October 22, 1942, with a total of 1,261 airframe hours. Since the P-26B's and P-26C's were additional articles on the original contract, the increased quantity reduced the basic unit price by $500. The flaps and engine changes were additional costs above the unit price. The first delivery of a P-26C was on February 10, 1936, and the last was on March 7. All were flown to the 1st Pursuit Group at Selfridge Field. All but six, 33-190, -193, -196, -198, -201, and -202 (which had been attrited by mid-1937), were converted to the P-26B configuration at the Fairtield Air Depot later in 1937. The high-time P-26Cto-B conversion, 33-183, had 1,952 flight hours. Based at Wheeler Field, Hawaii, it survived Pearl Harbor and continued to fly until it was surveyed on May 13, 1942. RP-26: The RP-26 designation was the result of an October 22, 1942 decision to put certain obsolescent combat aircraft in a new Restricted category that prevented them from being used for their designated mission, in this case, Pursuit. The designation applied primarily to the few P-26A's that remained in squadron service in the Canal Zone. ZP-26: The ZP-26 designator was the result of a December 11, 1942 Army declaration that surviving P-26A's were too old to qualify for the RP designation. In so doing, the aircraft were declared obsolete and designated ZP-26A, accordingly. This was a long establised designation that had been applied to many obsolete tactical types that still had useful lives as testbeds, squadron hacks and other miscellanea. Unlike the products of most other aircraft manufacturers, P-26's did not simply roll out the Boeing factory door, taxi out to a runway, and flyaway to their assigned post. To the contrary, the original Boeing factory (Plant 1 after 1936) was a former yacht works on the west side of the Duwamish River south of Seattle that had no adjacent flying field. The P-26's were built in a WW1 addition to this plant, and then trucked in a disassembled state to Boeing Field on the King County Airport located on the east side of the river some two miles away. There, final assembly was undertaken in a large brick hanger leased from the county. Flight testing, consisting of three hours of shakedown flying by Army service pilots, was conducted from the airport runway facilities. Delivery to their assigned units, the 20th, 17th, and 1st Pursuit Groups (in that order), took place direct from Boeing Field (export Model 281 's were crated at the factory for surface shipment; from 1937 on, P-26's reassigned to overseas bases were disassembled, crated, and shipped by the Army).



Boeing Model 281 (Export): In a further break with precedent, the Army allowed Boeing to sell export versions of the P-26A before that model had been in Army service for five years. Though unstated at the time, this decision also served to confirm that the P-26 was strictly an interim design. Except for minor departures from HIAD requirements and different equipment details, the Model 281 was identical to the P-26A. The Model 281 was the end result of an in-house decision on the part of Boeing management to attempt to penetrate the small but potentially lucrative export market. Sufficient interest on the part of the Chinese Central Government of Chiang Kai-shek led to a commitment by Boeing to utilize company funds for production of additional aircraft over and above those required by the Army Air Corps. The first Model 281, painted Army olive drab and chrome yellow, but"carrying the civil registration X12271 and cln 1959, flew for the firsnime on August 2, 1934. Shortly afterwards, it was modified by Boeing to test the wing trailing edge flaps that were later retrofitted to the P-26A's. B~ing also tested a set of revised, open well wheel fairings, or "pants", on the demonstrator that allowed the alternate installation of low-pressure Goodyear Airwhee/s. The latter were incorporated in the Model 281 in order to accommodate the rough field re-
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Main fuselage bulkheads of the first XP-936 are seen aligned in the primary assembly jig during the initial stages of construction. Drafters and engineers worked side by side with the aircraft as it was built. Photo was taken on February 2, 1932.



~ ;;" _ l~ A P-26A fuselage is seen in its construction jig immediately prior to the application of external skin. Noteworthy are the fuselage formers, bulkheads, and stringers. Also note complex jig assembly for positioning and forming tail wheel cut-out.
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Taken in September of 1933, left side-view of P-26A fuselage is seen following application of skin and prior to attachment of wings, engine and engine mount, tail surfaces, landing gear, and headrest assembly. Large cutout for tail wheel is particularly distinctive. 3
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Front view illustrating the first Boeing Model 248, identified as the first of three XP-936's (Boeing cln 1678) by the US Army Air Corps. The photo was taken at roll-out on March 17, 1932, at Boeing Field. Note location of pitot boom on left wing.



quirements expected to emanate from export sales. Twelve Model.281's were built, with two, X12271 and X12275, being used as demonstrators. X12271 was disassembled and shipped to China on September 15th, but was soon destroyed in a flight demonstration accident. Fortunately, with the exception of the accident, the initial parts of the demonstration had gone well and had left the Chinese with a positive impression. Accordingly, ten production Model 281's, cln's 1960, 1961, and 1965/1972 were ordered by the Chinese government and paid for mostly with funds raised by solicitation boxes in Chinese restaurants in the US. Deliveries of the Chinese aircraft began on December 12, 1935, and were completed on January 5, 1936 Gust before P-26C deliveries began). As shipped to the Chinese, the Model 281's were painted over-all light gray, with the blue and white Chinese 12-point star only on the undersurfaces of the wings. Later, they were repainted over-all olive drab and more complete markings were applied. The ten Model 281's saw light but significant action against the Japanese in the Nanking area, where they were based at Chuying airfield. Japanese efforts to penetrate south toward Nanking led to the city becoming a primary tamet for G3M2 bombers of the Kanoya Kokutai which by then were operating out of Taipei, Taiwan. On August 20, 1937, six G3M2's were destroyed in the ensuing air battle, with only one Model 281 receiv-



ing relatively minor damage. Unfortunately, spares shortages, accidents, and poor maintenance qUickly ended the Model 281 's r61e in the events leading to WW2. By the lime Nanking fell to the Japanese on December 13,1937, none of the Chinese Model 281's were still flyable. The second Model 281, X12275, cln 1962, was delivered to Barajas airfield, near Madrid, Spain on April 10, 1935, for demonstration to the Aviacio'n Militar under the direction of Direccio'n General de Aerona'utica. There, with company test pilot Les Tower and Boeing Vice President Erik Nelson overseeing reassembly, the aircraft was made ready for its flight demonstration. Though they were impressed with the performance of the Model 281, the Spanish government refused to buy the type in quantity. The unit price of Pts. 500,000 was considered too expensive for an already stretched Spanish military budget. The single Model 281 demonstrator was bought, however, with the idea of studying its design for potential application to indigenous fighter aircraft development. The Model 281 had been delivered to Spain only minimally equipped. It mounted no guns and there was no sychronizer gear on the engine. Later, the Spanish Air Force installed two British Vickers machine guns in underwing pods outboard of the propeller arc and integrated the aircraft into a mixed complement Republican



Twenty-six partially completed P-26A's are visible in this photo taken inside Boeing's production facility in March of 1934.



fighter unit. It was later shot down over Getafe by Rebel aircraft on October 21, 1936.



MODIFICATIONS: As with all high-performance military aircraft, P-26's were subject to a number of post-delivery modifications of both minor and major importance. The principal ones consisted of the following: Headrest: A Barksdale Field pi lot, Lt. Frederick I. Patrick, was killed during a forced landing on a routine cross-country flight on February 22, 1934. Though the plane, 33-46, flipped onto its back without major structural damage, the headrest sheared off following the flipover and Patrick's neck was broken. This accident resulted in the February 27th grounding of the entire 28-plane P-26A fleet until a fix could be developed. Since this was the first P-26A to crash, it was sent to Wright Field for study and the fuselage was used to static-test a new headrest. Boeing and Wright Field worked together to develop a new higher (8") headrest with substantial inner structure that could resist a 27,600 lb. vertical load, 13,000 lb. forward load, and a 7,080 lb. side load. Boeing installed the first new headrest on 33-56, which had yet to be delivered. Aircraft still at the factory were modified there. with deliveries resuming on March 27th. The others were modified at Army bases. All work on the headrest



Roll-out day shot of first XP-936. Aircraft had olive drab fuselage with yellow wings and tail surfaces. Vertical fin stripe w~sblue, and rudder stripes were red and white. Short headrest and fairing are particularly noticeable in this view when compared to the late P-26A configuratIOn. Also dlstmctlve IS the excessive bafflmg VISible on the nose cowling.
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modifications was completed by May 21st. Stabilizer Gravel Deflectors: Although they looked like the well-known black rubber de-icer boots, the sheet rubber covering on the lower leading edge of the horizontal stabilzer was there to prevent gravel kicked up by the propeller slipstream and the wheels from denting the sheet metal skin. Because of the rubber, the unique scalloped paint scheme of the 17th Pursuit Group was not applied to the underside of the stabilizer. Wing Flaps: The Army was unhappy with the high 82 mph landing speed of the P-26A. Consequently, both the government and Boeing developed flaps for retrofit to existing P-26A's. The National Advisory Committee for Aeronautics (NACA) designed four different sets and tried them as simple plywood structures wired onto P-26A 33-56 which was mounted in the full-scale wind tunnel at Langley Field, Virginia. Wright Field then built what proved to be the least desireable of the four, a one piece unit that crossed the fuselage from aileron to aileron and had a deep bow in the middle to conform to the fuselage underside when retracted. This was installed on 33-28, which soon crashed fol' the reasons the NACA had said it would-blanking of the airflow to the tail at low (landing) speed. A further disadvantage of the one-piece flap was that it precluded installation of the belly bomb rack. The Boeing flaps, which were handcranked down to a 45-deg. deployment angle, were more complex and expensive than the NACA-developed units in that they were recessed into the underside of the wing. They were in four sections, with the ouler ones overlapping the inner ends of the ailerons. Boeing tested them on the first Model 281 (foreign sales P-26), and then sent the aircraft to Wright Field for Army trials. The Army accepted the Boeing design, which reduced the landing speed to 73 mph, and starting in the spring of 1935, cycled the entire P-26A fleet through Boeing's Seattle facility for the Boeing flap retrofit. The 17th Pursuit Group from March Field, just redesignated an Attack Group and giVing up its P-26's, was the first to send its P·26's to Boeing, and these aircraft, when their respective retrofit was completed, were then distributed to the 1st and 20th Pursuit Groups. P-26's of the 20th Pursuit Group were retrofitted next, followed by the 1st. All P·26A's were fitted with the new flaps by the fall of 1935. Pitot Tube: The pitot tube of early production P-26A's, mounted on the right wing (the XP-936 had its pitot tube mounted on the left Wing), was found to oscillate in flight. An interim measure in which these tubes were shortened produced a constantly increasing airspeed error which read up to 13 mph low at 200 mph. The tube was eventually replaced with a more rigid, interim length design. Engine Change: As noted later, the 19 surviving P·26C's were refitted with R-1340-33 fuel-injected engines in 1937 and were redesignated P-26B. An easy recognition point was elimination of the two air intakes for the downdraft carburetor located on the top of the fuselage, just behind the engine. Exhaust Stacks: Pilots complained about glare from the short upper exhaust stacks during night flying, so, starting in October of 1935, the exhaust from cylinders 1, 2, and 9 was fed into a single collector stack that discharged on the right side of the nose just above the stack for cylinder 8. The other stacks remained single. New Tail Wheel: In 1936, Boeing developed a new tail wheel assembly that featured a smaller wheel with an oleo-pneumatic shock absorber that projected well below the fuselage instead of being nested in it. The new style was adopted in May by the Army and was installed in the P-26 fleet at Army depots. Fuselage Reinforcement: Midway through the P-26's service career skin wrinkles were detected on the fuselage midway between the cockpit and tail. Starting in 1935, it became necessary to remove some skin to perform an internal reinforcement modification. Evidence of this repair in the form of fresh paint is visible in some photographs.



OPERATIONAL PROBLEMS: The P-26 fleet had its share of accidents. The rate was not significantly greater than for other Air Corps models, but for some reason the airplane seemed to get more than its fair share of publicity. The narrow landing gear, cQl.lpled with the P-26's high center of gravity, troublesome mechanical brakes, and "soft" shock absorbers, was responsible for many ground accidents. If the pilot hit the brakes too hard, or if one brake locked or faded during application, the aircraft could easily flip onto its back. If one shock absorber depressed too far on a cross-wind landing roll, the wind could get under the high wing and cause a ground loop that could also easily lead to a nose-over.



The first XP-936 is seen with uncovered P-26A landing gear, the late P-26A headrest, and the original olive drab fuselage color changed to blue. The photo was taken on August 2, 1936, at the Allegheny Country Airport.
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In spite of Army coloring and markings, all three XP-936's were Baing-owned when tested by the Army under a bailment contract. This is the seldom-seen XP-936 No.2, photographed at Anacostia NAS on June 1, 1932.



The No. 3 XP-936 is seen during tests at Wright Field still with the early headrest and an over-all olive drab paint scheme. The pilot is wearing a standard seat-pack type parachute and is holding the small cockpit hatch that facilitated ingress and egress. Other accidents resulted from ordnance and equipcraft previously assigned to Barksdale Field and 12 ment. On several occasions, for instance, flares on the previously assigned to Selfridge Field. These equipped belly bomb rack ignited and set the airplane on fire. On the 3rd Pursuit Squadron which eventually flew the P-26 other occasions, pilot mismanagement of the fuel for no less than five years while successively operating system, or unpredictable system failures, resulted in out of Clark, Nichols, and Iba Fields. Additional P-26's engine stoppage and subsequent forced landings. Such were eventually assigned to the 3rd in order to make up landings, often taking place on unsuitable surfaces, for attrited aircraft, and a surplus led to the re-equipping made nosing-over almost inevitable. of the 17th Pursuit Squadron with some of its original OPERATIONS: P-26's when it arrived on Nichols Field in late 1940. In the Philippines, 12 P-26A's were transferred to the With a few exceptions, all of the P-26's were delivered from the factory to the operating squadrons of the three Philippine Army Air Force starting in .July of 1941. These stateside pursuit groups, the 1st, 17th, and 20th. As aircraft were utilized to form the 6th Pursuit Squadron these premier .organizations acquired later equipment, at Batangas Field, and on December 10th, entered combat when a number of Mitsubishi Zero-Sen fighters made their P-26's were passed on to other groups as indicated in the accompanying chart. No P-26's were sent out of an initial strafing attack on Zablan Field. Further comthe country until the spring of 1937, and then only to bat ensued during the following two weeks, with at least Hawaii, the Philippines, and the Canal Zone. Some'pura half dozen P-26's getting involved in air combat with suit groups activated as late as 1940 were provided with Zero-Sen fighters and G3M bombers. Though hopelessIy outclassed by the more modern Japanese aircraft, the obsolete P-26's as initial equipment. It should be noted that after 1938, few squadrons having P-26's were fUllyP-26's miraculously managed to score several victories equipped with that model alone. before the Japanese landed in force at Limon Bay on The first overseas deployment of the P-26 took place December 24th. An order to burn the remaining P-26's in the spring of 1937 with the arrival, at Clark Field, of the 6th Pursuit Squadron, though later rescinded, was unfortunately carried through, and accordingly, all reLuzon, the Philippines, of 14 P-26's that included 2 air-
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maining aircraft were destroyed. During 1938, P-26's were assigned to Wheeler Field, Hawaii, and Albrook Field, Panama Canal Zone. No less than 42 P-26's were sent to Hawaii to equip the 18th Pursuit Group (6th and 19th Pursuit Squadrons), though some 20 of these were later reassigned to the Philippines during late 1938 and early 1939. As the P-26's entered service in Hawaii, additional aircraft were being assigned to Aibrook Field in the Panama Canal Zone where they equipped the 16th Pursuit Group (24th and 29th Pursuit Squadrons). These aircraft provided the primary Canal air cover until supplanted by Curtiss P-36A's in 1940. Eleven P-26A's remained in the Panama Canal Zone in 1940, and most of these were eventually transferred to a US Army organization known as the Panama Canal Department Air Force (often referred to as the Panama Air Force) which, in turn, sold some of them to Guatemala for use by the Cuerpo de Aeronautica Militar. These aircraft were suppiemented by an additional four P-26A's which were acquired directly from the Air Corps. Guatemalan P-26's were reassigned to the Escuadro'n de Caza at Camp de la Aurora, Ciudad de Guatemala and utilized as front line fighters and advanced trainers for most of their Guatemalan careers. At the time of the Pearl Harbor debacle, there were only four P-26's left in the continental US. Additionally, there were seven in Panama, eight in Hawaii, and six still in US service in the Philippines. Altogether, 31 P-26A's and 14 converted P-26B's were sent to Hawaii, 34 P-26A's to the Philippines, and 26 P-26A's to Panama. The service career of the P-26A in Air Corps service spanned just under a decade. The last flyable example in US Army service, 33-89, was transferred to the Guatemalan Air Force from Albrook Field, Canal Zone, on May 4,1943, with 2,302 flying hours in its log books. The high-time US Army P-26A was 33-122. Unfortunately, it was written off following an accident in Panama in June of 1942 with some 2,550 hours logged.



The following is a complete listing of all P-26A/B/C US Army Air Corps unit assignments: GROUP



SQUADRON



1st Pursuit



P·26 YEARS '37·'38 '34·'35 '37·'38



STATION



'38·'41 '40·'41 '40·'41 '38-'39 '40-'41 '41 '41 '39 '34-'35 '34·'35 '34·'35 '41 '38·'41 '41 '41 '40 '34·'38 '34·'38 '35·'38 '40 '40 '40



Selfridge Selfridge Selfridge Selfridge Nichols PI Nichols. PI Nichols. Clark PI Canal Zone Wheeler TH Wheeler TH Wheeler TH Canal Zone March March March Wheeler TH Wheeler TH Wheeler TH Wheeler TH Wheeler TH Barksdale Barksdale Barksdale Selfridge Selfridge Bolling



'41 '41 '40-'41 '40·'41 '40-'42 '34·'36



Canal Zone Canal Zone Canal Zone Canal Zone Canal Zone Bolling



Air Corps Technical School



'34·'37



Chanute



MaterIel Division



'33-'40



Wright



17th



27th



4th Composite



15th Pursuit



16th Pursuit 17th Pursuit (to 17th Attack Group 3-1·35) 18th Pursuit



94th 3rd 17th 20th 29th 45th



46th 47th 24th 341h 73rd 95th 61h



19th



20th Pursuit



44th 73rd 78lh 55th 77th



79th 31st Pursuit



39th 40th 41st



32nd Pursuit



51st 53rd 28th 30th 31st



37th Pursuit



Bolling Field Air Corps Detachment



'34·'38



Notes: (1) fransferred as a new 17th P.S. with the same insignia to Philippines and re-equipped with P-26's and P-35's. (2)Activated in February of 1940 in 35th P.G. at Moffett Field with P-36A's. Transferred to the Philippines and given P-26's and P-35A's.



REPLACED NOTES BY (1) P·6E P-35 P-16 PB-2A PB-2A P-35 P-6E P-35 P-12E P-40B Mixed w/P-35A's on transfer from 1st PG Mixed w/P-35A's (2) P-12E P·36A Mixed wfP-36A's P-36A Activated 1211140 (3) P-40 Activated 12/1/40 (4) P-12E P-36A P-12E P-12E P-12E P-12E P-12E P-12E P-12EIF P-40 P-12E Activated 10/4/41 P-36A (5) Activated 1/1141 P-40 new squadron P-40 P-12E P-36A P-12E P·36A P-12E P·36A P-12E P·36A Activa!ed 2/1/40 Mix w/P-35 P-39 Mix w/P-35 Activated 2/1140 P-39 Mix w/P-35 To Selfridge P-39 11140 Initial Equipment P-36A Activated 1/1141 Initial Equipment P-36A Activated 1/1/41 Initial Equipment P-40 Activated 2/1/40 Initial Equipment P-40 Activated 2/1140 Initial Equipment P-40 Activated 2/1140 33-56,33-57,33-77 mixed wlother models



REPLACED



Mixed w/other models 33-28,33-48,33-52.33-56,33-179; 33-179 wlo 6/20/40; 33-78 trans. to Wright Field 717/40 and wlo 12113/40



(3) 1 P-26 with P-40·s. (4) 1 P-26 with P-36A's. (5) 2 P-26's with P-40's.



P·26A/B/C OVERVIEW:



A P-26A is seen in conventional markings at an unidentified airfield in New York on March 15, 1934. In this view the height of the modified headrest is readily apparent.



Clean P-26A warms up for mission. Aircraft has extended headrest and fairing and is apparently painted in conventional scheme of olive drab with yellow wings.
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Equipment in the Model 281 for export was identical to the standard P-26A except for a different radio (not installed in photo). Note flap handle and indicator.
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All P-26's and the Model 281 used standard Air Corps bucket seats designed for a seat-tYPe parachute. The seat back cushion could be used as a life preserver in water emergencies. 28



~, ~ Right side view of a P-26A cockpit illustrates the rack for maps, reports, ang the flight handbook, the right gun, and miscellaneous electrical accessories.



Canvas baggage compartment, with zippered back for access to rear fuselage, is laced into grommets in the side of bulkhead no. 2. The Boeing nameplate is visible on the right and the Air Corps nameplate on the left.



P-26A RADIO EQUIPMENT



RECEIVER CONTROL



RECEIVER MAST



RECEIVER. TUNING CONTROl..



RECEIVER ANTENNA
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