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MISSIONIZATION COMPLETE
THE BEECH P&9 Mkll.

The Beech PC-9 Mkll is an

aircraft with an impeccable blood
line...the PC-9. Since it has
evolved from this highlysuccessful
trainer, it has a proven record of
fewer and less costly hot-section
overhauls than its competitors.
Fewer maintenance hours per
flight hour. Better reliability and a
lower attrition rate.

Beechcraft is the world's highest
volume producer of airplanes in
this weight class. More importantly,
Beechcraft is the world's most

experienced producer, with over
50 years of expertise In delivering
effective military trainers.

Beechcraft has built and is

flying the definitive JPATS trainer.
Namely, the one with a low

acquisition cost, high Beechcraft
quality and the kind of exciting,
yet economical performance that
makes you wonder why you'd ever
consider anything else.

13eechcraft
ABayHieon Company



Few ever took larger gambles, with higher payoffs
or with more spectacular success, than
Jimmy Doolittle, a one-of-a-kind aviation pioneer.

An American Hero

OF THE world's renowned pilots, one always stood out
above the others: James H. "Jimmy" Doolittle—

boxing champion, racing and stunt pilot, aviation record-
setter, scientist, Air Force general, outdoorsman, and ad
visor to Presidents. Unusual accomplishments were the
hallmark of his life, which ended September 27 at his home
in Pebble Beach, Calif. General Doolittle was ninety-six
years old.

His life intersected with many of the most critical mo
ments in the history of aviation and airpower. One of his
accomplishments proved to be an aviation milestone—his
1929 demonstration that pilots could fly their aircraft at
night and through bad weather without ever seeing the
ground, using instruments only. [See "Flying Blind," Sep
tember 1989, p. 138.} It was not the first nor last time that
he would prove himself a master of the calculated risk.

Highly Competitive
Jimmy Doolittle was born in Alameda, Calif., on De

cember 14, 1896, and spent his early years in Nome,
Alaska, where his father was a carpenter and his mother a
seamstress. Those were the Gold Rush days, when thou
sands of people followed their dreams of quick wealth to
the edge of the Bering Sea.

Young Jimmy was shorter than his playmates and was
continually forced to defend himself against older and
bigger boys. Wiry, tough, and highly competitive, he learned
to take care of himself and sought to excel in everything he
attempted. Jimmy's mother, convinced that there was a
better life for her son in the States, returned with him to
California when he was twelve. His father remained in

Alaska and never lived with the family again.
Like so many lads in those days after the Wright brothers

proved that heavier-than-air flight was possible, Jimmy
tried to build a glider and crashed several times. He took up
boxing and, at age fifteen, became amateur bantamweight
champion of the west coast. He liked acrobatics and prac
ticed handstands and tumbling by the hour.

He attended Los Angeles Manual Arts High School,
where he learned carpentry, metalworking, and mechani
cal drawing. From there he entered the University of
California, where he studied mineral engineering and con
tinued, against his mother's wishes, to box. She needn't
have worried. Doolittle was so aggressive that he held the
intercollegiate lightweight and middleweight champion
ships simultaneously.
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first Block 50 F-16 in August. The
Block 50 has avionics and engine
upgrades and will change the wing's
mission. The former mission was

ground attack using Low-Altitude Navi
gation and Targeting Infrared for Night.
The new mission will be Suppression
of Enemy Air Defenses.

• In an effort to preserve one of the
Air Force's oldest and most distin

guished units, the service inactivated
the 343d Wing at Eielson ARB, Alaska,
in August and activated, in its place,
the 354th Fighter Wing. The 354th
FW was a World War II combat unit

activated in 1942 as the 354th Fighter
Group. It was inactivated March 31,
1993, with the closing of Myrtle Beach
AFB, S.C.

• The Pentagon's Advanced Re
search Projects Agency signed a $98
million agreement with Optical Imag
ing Systems, Inc., in August to de
velop manufacturing technology and
build a manufacturing demonstration
facility based on active matrix liquid
crystal display technology. This capa
bility is essential to the F-22 and other
high-priorityprograms. The agreement
was a joint effort by ARPA and Wright-
Patterson AFB, Ohio.

• San Antonio AirLogistics Center's
Propulsion Management directorate
has been tasked by Portugal to over
haul and upgrade twenty-two F-16
fighter engines at a total projected cost
of $15 million. The directorate will over
haul the F100-PW-200A engines and
upgrade them to the more advanced
F100-PW-220E configuration.

• Twentieth Air Force completed
its transfer to Francis E. Warren AFB,
Wyo., from Vandenberg AFB, Calif.,
in October. Twentieth Air Force is re
sponsible for the day-to-day opera
tions of the nation's ICBM force. It
provides guidance and support for six
operational missile wings.

• The National Aerospace Plane
Program Office said in Septemberthat
it successfully completed the first se
ries of full-scale scramjet engine tests
at simulated Mach 12, 14, and 16
flight conditions. The test of the E21
configuration, in which both critical
height and length dimensions are full-
scale, was conducted at the sixteen-
inch hypersonic shock tunnel located
at NASA's Ames Research Center,
Moffett Field, Calif,

• A joint resolution by Congress
designated September 17,1993, "Na
tional POW/MIA Recognition Day" and
authorized the display of the National
League of Families POW/MIA flag.

• AT-38 en route to Randolph AFB,
Tex., crashed shortly after takeoff from
Vance AFB, Okla., in September. The
pilots, both assigned to Vance, ejected
safely from the aircraft. Col. Milton E.

AIR FORCE Magazine / November 1993

AFA will prepare
a resume that...
• makes your objective
clear.

• uses terminology civil
ian employers will
understand and appreci
ate — free of military-
oriented "buzz words."

• avoids reading like a
job description.
• conveys your accom
plishments to a prospec
tive employer and shows
how you can contribute
to the team.

• communicates the
information in a format
that is best suited for
your experience and
qualifications.

The content of a
resume is what will get
you an interview, it is the
single most impoTcanc
paper in your life when
you're looking for a job.

Tlie cost? $160.00 for a
complete resume; $50.00
for a critique of a resume
you've already written.
And, as with all AFA
services, your satisfac
tion is guaranteed!

For complete details,
call AFA's Customer
Service Office 1-800-
727-3337 or write:

Air Force
Association

Attn: Member Services

1501 Lee Highway
Arlington, VA 22209

Branch, Jr., of Macon, Ga., and Capt.
Matthew Heuerof Colusa, Calif., were
treated at the base clinic and released.
After the crash nearly four acres of
farmland were scorched. The acci
dent is under investigation.

Purchases

The Air Force awarded Lockheed

a $37 million face-value increase to a
fixed-price incentive firm contract for
incorporation of Block 50 F-16C/D con
figuration changes in the F-16 aircraft.
Expected completion; September 1993.

The Air Force awarded Northrop a
$56 million face-value increase to a
fixed-price incentive firm contract to
continue production of several B-2
components, The components include
such items as KU- and X-band tran
sponders, standby flight instrumenta
tion sets, tactical air navigation radar,
power control units, energy reference
monitors, air turbine starters, door
actuators, powertransmission shafts,
the 2SR-63 system, and the multipur
pose display unit. Expected comple
tion: January 1998. •

HANDCRAFTED AVIATION DISPLAY MODELS
Over 300 Aviation Display Models Available

1/72n<] Scale F-22's &
F-117A-9eS39,9S + S/H

(800) 441-9524-Orders
(814) 238-8571 - Catalogs
(814) 238-8572-FAX

Hours: M-F 9:30am - 7:00pm

SHOWCASE MODEL CO.

RO, Box 470, Dept. AFM-93-11
State College. PA 16804-0470

WORLD'S LARGEST MAKER OF AEROSPACE REPLICAS
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17



AIR FORCE Magazine / November 1993



In 1925, Jimmy Doolittle won the Schneider Trophy in a
Curtiss R3C-2 (above), setting a new world speed record.
At right is Doolittle with the Laird Super Solution, which he
belly-landed after the landing gear failed in a test flight.

When the US entered World War I, Doolittle enlisted as
a private in the US Army's flying training program. He
completed ground school and flight training and was com
missioned as a second lieutenant in March 1918. He had

hoped to fly combat missions in France, but the war ended
before he could get there.

Doolittle decided to remain in uniform. During the next
few years, he served as a gunnery and flight instructor and
became widely known for his daring low-altitude aerobat
ics at air shows. He was assigned to the Air Service
Mechanical School in San Antonio, Tex., and became
intensely interested in aircraft engines, structures, fuels,
and lubricants. He then decided to continue his military
career because he felt he would have the opportunity to
combine his flying skill, his interest in science, and his
inclination for tinkering with mechanical things.

In the early 1920s, US Army pilots were encouraged to
keep aviation in the news and make the public aware of
what airplanes promised for the future. To do his part,
Doolittle conceived the idea of setting a coast-to-coast
speed record. He modified a de Havilland DH-4 two-seat
training plane, adding extra gas tanks so he could make the
2,200-mile flight with only one fuel stop. In September
1922, he flew from Pablo Beach, Fla., to San Diego, Calif.,
becoming the first pilot to fly across the continent in less
than a day. Several years later, this feat brought him the
Distinguished Flying Cross.

Doolittle subsequently was assigned to McCook Field in
Dayton, Ohio, where he quickly established a reputation as
a fearless pilot and repeatedly risked his life to test the
flight characteristics and limitations of experimental air
craft. At McCook he carried out what were later described

officially as "extremely valuable aircraft acceleration tests."
These later earned him a second Distinguished Flying
Cross.

Ever on the lookout for more flying experiences, Doolit
tle volunteered for special training with the Navy, flying
high-speed seaplanes. In 1925, he won the Schneider
Trophy, piloting a pontoon-equipped Curtiss R3C-2 to a
new world speed record. To increase his value to the
Army, he requested the opportunity to attend Massachu
setts Institute ofTechnology. There he received a master's

degree in aeronautical engineering and a doctorate in
aeronautical science, the latter being one of the first
granted in the United States.

At age twenty-eight, he completed his academic work.
He returned to McCook Field and flight testing. By this
time, he had become well known throughout the military
services. It fascinated newspaper reporters that a daring
test and stunt pilot could earn the highest academic degree
from a prestigious university.

His fame led Curtiss Aircraft in 1926 to borrow Doolittle

to demonstrate the company's new P-1 Hawk fighter in
South America. The trip would add considerably to the
Doolittle legend.

Night of the Pisco Sours
Jimmy Doolittle didn't know what to expect when he

stepped off the boat in Santiago, Chile. He imagined he
would be expected to put on a one-man aerobatic show for
Chilean officials. However, he found that he was only one
of several salesmen-pilots there. German and Italian firms
had sent their best flying machines and pilots. The Chil
eans wanted pilots and planes to compete in order to de
termine which aircraft to buy for Chile's Air Force.

Several nights before the competition, Chilean Air Force
pilots held a cocktail party in the officers' club, where they
introduced Doolittle to a delicious and powerful drink
called a "pisco sour." During the evening, conversation
turned to Douglas Fairbanks, the famous actor of silent
films whose legendary balcony-leaping and sword-fighting
antics captivated huge and enthusiastic South American
audiences.

Doolittle could not speak Spanish, but he sensed the
admiration that his hosts had for the handsome American

actor. In a moment of puckishness, Doolittle declared to his
amazed hosts that, in his view, Fairbanks was not an
especially talented acrobat and that "all American kids can
do those things."

To the Chilean pilots, this statement needed proving.
Doolittle now had to demonstrate that he could tumble,
leap, and do handstands as easily as Fairbanks. He bent
down, rose into a handstand, and began walking on his
hands through the club lounge. When he stood up to polite
applause, he thought he should do more. He did a couple
of backflips, then walked over to a balcony overlooking
a courtyard and eased up into a handstand on the railing.
Again he received applause, but Doolittle wasn't through
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yet. He grasped the narrow stone ledge of the balcony
with one hand and extended his body parallel to the
ground—a feat requiring strong arms and a knowledge of
body leverage.

There were shouts of "Bravo!" and "Ole!" as the daring
American seemed suspended in space. Then Doolittle felt
something give way. The ledge, made of sandstone, crum
bled, and he plunged to the courtyard two floors below as
the onlookers screamed.

Doolittle was rushed to the hospital, where X-rays showed
he had broken both ankles. There was no doubt that he

should not fly in the competition, but there were no other
US pilots to fill in.

Doolittle was furious at himself. He knew that, when his
friends in the US found out about his foolishness, he'd be the
laughingstock of the Air Corps. As doctors put casts on both
legs, they told him he would have to remain in bed for
several weeks and wear the casts for at least two months. The

pilots from the other countries would be able to demonstrate
their planes without facing an American challenge.

A German ace, Karl A. von Schoenebeck, was scheduled
to show off a new Dornier fighter, which many believed to
be the best in the competition. Doolittle, however, was
certain that the P-1 Hawk was better and intended to prove
it. He asked his mechanic to get the plane ready for flight
and install some clips on his flight boots to keep his feet
from slipping off the rudder pedals.

A few days later, as the President of Chile and hundreds
of cheering spectators watched von Schoenebeck put the
Dornier through an aerobatic routine of loops, rolls, and
inverted flight, Doolittle painfully climbed into the Hawk's
cockpit.

Doolittle started up the Hawk's engine and roared into
the air. The American fighter climbed to the German's
altitude and then roared by him in a pursuit pass. Von
Schoenebeck, sensing the challenge of a dogfight, zoomed
after the P-1. He found that Doolittle was always on his tail
and couldn't be shaken. The speedy American fighter
badly outclassed the Dornier, which by comparison sud
denly seemed clumsy.

The German pilot broke off the engagement and headed
back for the airport. Fabric had begun to tear away from
the Dornier's top wing; the plane had exceeded its
limitations and was in danger of coming apart. As his
adversary landed, Doolittle circled and then roared in
verted across the breadth of the field only a few feet off
the ground, drawing wild cheers from the crowd. When
he landed and slowly extracted himself from the cockpit,
it finally hit the audience that not only had the American
beaten the German but had done so with both legs in
casts!

With his legs in splints, Doolittle continued his demon
strations in other South American countries. When he

returned to the US, doctors had to reset his ankles, requir
ing a hospital recovery period of six weeks.

"Spur of the Moment"
Though his body was inactive, his mind wasn't. He

wanted to do something with an airplane that no one else
had ever done—fly an outside loop. He had always won
dered if a human being could survive this maneuver,
which subjects both pilot and plane to severe strain. One
might build an aircraft strong enough to hold up under the
stress, but what about a man's body? The centrifugal
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Above is the Consolidated NY-2 in which Doolittle in 1929
became the first pilot to fly "blind." He considered this his
finest contribution to aviation.

force might be strong enough to burst the blood vessels in
the human head.

Doolittle calculated the degree of strain that would be
placed on an aircraft and concluded that the Curtiss Hawk
could take the pressure. He wasn't sure that he could say
the same thing about his body.

Once he was out of the hospital and flying again, Doolittle
spent many hours practicing dives, tucking under, and
attempting to climb back on top of the loop. He found the
physical discomfort severe but bearable. On May 25,1927,
he completed the world's first outside loop, a feat wit
nessed by other pilots at McCook Field.

When the press asked why he did it, Doolittle grinned
and replied, "Don't know why I did it. Just thought of it on
the spur of the moment."

Doolittle began looking for tougher challenges and more
durable contributions to the advancement of aviation. At
about that time, Daniel Guggenheim, a wealthy industrial
ist and philanthropist, established a $2.5 million fund to
promote "the art, science, and business of aviation." His
son Harry, a former Navy flyer, served as president of the
fund.

In one phase of its work, the fund was to be used to study

Doolittle (in civilian hat) toured Europe in the 1930s for
Shell Oil Co. and Curtlss-Wright to promote aviation. He
was assisted by Capt. John K. "Joe" Cannon (at right, with
helmet and goggles).



The General and AFA

In the immediate post-World War IIyears, Jimmy Doolittle
was a forceful figure in the fight for a separate Air Force and
for the establishment of a strong and independent Air Force
Association. The two endeavors were inextricably linked.

Doolittle had long believed that the US should create an
aviation service equal to the Army and Navy, but this task
became urgent after the war. He and Gen. H. H. "Hap"
Arnold, Chief of Staff of Army Air Forces, took immediate
steps to create the vehicle to promote the Air Force and
airpower.

To this end, the two senior generals arranged a meeting of
ten top wartime USAAF leaders, who met on October 12,
1945, at the University Club in New York, N. Y. Their pur
pose was to lay the foundation for an AAF veterans organi
zation that would push to make the Air Force a reality and
that also would be the civilian vanguard for military airpower.

In the next several months, General Doolittle played a
direct and energetic role in organizing AFA. During this
time, the Association set up headquarters in Washington,
D. C., determined its structure and mission, and drafted a
constitution and bylaws. In January 1946, General Doolittle
became AFA's first president. He also directed the creation
of AFA units around the country, and, in the organization's
first year, its membership swelled to more than 126,000.

General Doolittle presided over AFA's first National Con
vention, held September 15-16, 1947, in Columbus, Ohio,
and on September 17 became the Association's first elect
ed chairman. The next day—September 18,1947—Presi
dent Truman signed the legislation that created a separate
Department of the Air Force.

Though AFA's principal goal had been achieved, Gen
eral Doolittle continued to take an active part in Association
business. Seldom in the early years did he miss an AFA
Board meeting or National Convention. He participated in
numerous AFA national defense symposiums and semi
nars, often serving as moderator. Even after relinquishing
his formal positions, he continued to attend AFA functions
around the country.

In 1974, at the request of AFA, the General lent his il
lustrious name to a scholarship effort managed by AFA's
Aerospace Education Foundation—the Doolittle Fellows
Program. He served as keynote speaker at the 1978 Na
tional Convention. In 1984, he was on hand for the dedica
tion of AFA's new National Headquarters Building in Arling
ton, Va., just across the Potomac River from the nation's
capital. In 1986, at the age of eighty-nine, General Doolittle
and many of his Tokyo Raiders came to AFA's "Gathering
of Eagles" in Las Vegas.

AFA officials last paid a formal call in August 1990, when
four senior leaders met the General in his home in Pebble
Beach, Calif. Those present remember that, though he was
almost ninety-four. General Doolittle was as vigorous and
friendly as ever.

—John O. Gray
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ways to ensure safe and reliable flight even in poor weather
conditions. A Full Flight Laboratory was set up at Mitchel
Field on Long Island, N. Y., in late 1928. The laboratory's
officials borrowed Doolittle from the Army to take charge
of a broad range of flight experiments, one of which was
flying "under the hood," or without being able to see where
one was flying. Lt. Ben Kelsey joined him to fly as safety
pilot while Doolittle was flying under the hood. Two
aircraft—a Vought 02U-1 Navy observation plane and a
sturdy Consolidated NY-2 Navy/Army trainer—were pur
chased for the tests.

Researchers began to test various cockpit instruments and
radio navigation aids. Doolittle flew hundreds of flights in
the NY-2, testing foreign-made instruments. The artificial
horizon and directional instruments invented by ElmerSperry

V

Above left, Doolittle discusses the organization of AFA with
actor Jimmy Stewart and Gen. Carl A. Spaatz. Above, he
talks with Gen. Dwight D. Eisenhower at an AFA function.

and the sensitive altimeter perfected by Paul Kollsman
proved to be the right combination for totally "blind" flight.

Doolittle described his blind landing technique:
"The plane was put into a glide at 60 mph, with some

power on, and flown directly into the ground. Although
this was about 15 mph above stalling speed, the landing
gear absorbed the shock of landing and, if the angle of glide
was just right, the airplane didn't even bounce. Actually,
after a while, it was possible to make consistently perfect
landings by this method."

Experiments were also conducted using ground and
airborne radio navigation aids then being perfected so that
pilots could navigate from point to point by "homing" in on
radio transmitters.

By the fall of 1929, Doolittle had made more than 100
flights in the NY-2 under the hood with Kelsey as safety
pilot. Harry Guggenheim planned to observe such a flight,
but Doolittle was ready to demonstrate that he could suc
cessfully fly blind solo. On September 24, 1929, fog en
shrouded Mitchel Field. It was an ideal time for a blind

flight. Ground radios were manned, the plane was readied,
and Doolittle eased into the cockpit.

A "Sloppy" Landing
"I taxied out and took off," he explained later. "I came

through the fog [on top] at about 500 feet and made a wide
swing coming around into landing position. By the time I
landed ten minutes after takeoff, the fog had just started to
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lift. About this time, Mr. Guggenheim arrived, so we
decided to do an 'official' under-the-hood flight. I'd just
made a real flight in the fog so I wanted to go alone, but Mr.
Guggenheim insisted that Ben Kelsey be taken along as
safety pilot.

"We both got into the plane, and the hood over my
cockpit was tightly closed. I taxied out and took off toward
the west in a gradual climb. At about 1,000 feet, I leveled
off and made a 180-degree turn to the left, flew several
miles, then made another left turn. The airplane was now
properly lined up on the west leg of the Mitchel range, so
I started a gradual descent. I leveled off at 200 feet and flew
level until I passed the fan marker on the east side of the
field. From this point, I flew the plane down to the ground
using the instrument landing procedure we had developed.
Despite all my previous practice, however, the approach
and landing were sloppy."

The approach and landing may have been sloppy by
Doolittle's standards, but it was a safe landing, and Ben
Kelsey never touched the controls. The flight marked the
beginning of the end of the "seat-of-the-pants" era of
aviation. The achievement did not completely solve the
problems of instrument flying, but it was a significant start.
It was Doolittle's finest contribution to aviation.

When the instrument flying experiments ended, Doolittle
began to take stock. He believed he could not support his
mother, mother-in-law, wife, and two sons on the low pay
of a lieutenant. He resigned his regular commission in 1930
and accepted a commission in the Air Corps Reserve as a
major. He was hired by Shell Oil Co. to head its newly
established aviation department. His job was to demon
strate the capabilities of the airplane, keep aviation in the
public eye, and thereby advance the development and use
of Shell aviation gas, oil, and lubricants. He decided to
spend the next three years setting point-to-point speed
records and entering air races.

The Mystery Ship
Though Shell gave Doolittle a Lockheed Vega to fly on

company business, he bought a damaged Beech Travelair
monoplane with his own money because he didn't want the
company to take a financial hit if he should crash in the
upcoming Bendix Race, an annual near-transcontinental
dash from Burbank, Calif., to Cleveland, Ohio. He had the
plane's fuselage and controls modified, hoping to make it
the world's fastest plane. The press dubbed the result "The
Mystery Ship."

Doolittle took the plane for a test flight. After putting it
through some routine aerobatics, he made a speed run
across the field and watched the airspeed indicator climb to
nearly 300 mph. Pleased with this performance, he leveled
off, then suddenly heard the ominous sound of bending
metal. The plane began to vibrate, and Doolittle knew his
prized possession was falling apart. The wings began to
disintegrate.

There was only one thing to do. He unfastened his safety
belt and bailed out. Once before, in warm-up flights for a
demonstration at the 1929 Cleveland Air Race, an airplane
had lost a wing and Doolittle had jumped, so this was the
second time a parachute had saved his life. This time, the
plane was his, and he could ill afford its loss.

Saddened but undaunted, Doolittle borrowed a plane
built by E. M. "Matty" Laird, the "Super Solution," and
entered the 1931 Bendix Race. He won the Bendix Trophy
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Shell Oil gave Doolittle a Lockheed Vega to fly on company
business, but he bought a Beech Travelair for air races. He
modified its fuselage and controls, trying to make it the
world's fastest plane, but it crashed on a test flight.

but, to the amazement of the crowd in Cleveland, quickly
gassed up the plane and took off for Newark, N. J. He was
trying to break the coast-to-coast record set by Frank
Hawks the year before. Even though he had to fly through
a line of strong thunderstorms, Doolittle set a new record,
becoming the first pilot to cross the continent in less than
twelve hours.

Doolittle planned to enter the 1932 Bendix Race with the
Super Solution. On a test flight in Kansas, however, the
landing gear failed and Doolittle had to bring it down with
one gear up, damaging the plane so extensively that it could
not be repaired in time for the race.

Several aircraft manufacturers offered replacements. One
of these, Zantford D. Granville, offered Doolittle his "Gee
Bee" R-1 racer, considered by many to be the most danger
ous plane ever built. The stubby racer seemed to have no
wings or tail, only a powerful engine. Doolittle was in
trigued by the plane but, since it had little fuel capacity, he
decided to skip the long-distance Bendix race and instead
compete against the world's best sprint aircraft in the closed-
course Thompson Trophy Race. In a test flight of the Gee
Bee, he found it extremely unstable and so sensitive on the
controls that he inadvertently snap-rolled twice while mak
ing his first flight.

In a preliminary run with the Gee Bee, Doolittle broke
the existing speed record with an average of 296.287 mph
and won a prize of $1,575. Two days later, he won the
Thompson Trophy Race and its $4,500 prize by beating the
fastest pilots in the world.

No More Races

His hair-raising experiences with the Gee Bee caused
Doolittle to wonder if racing, with its many accidents and
deaths, really advanced the cause of aviation. He had had
his share of crashes and mishaps and twice narrowly
escaped death. A few weeks after the Thompson Race, he
announced to a surprised public that he was through racing.
He never raced again.

Between 1932 and 1940, Doolittle devoted his time to
promoting the development of 100-octane gasoline. In
those days, large aircraft engines used 91-octane fuel.
Larger engines could be designed to propel an aircraft
faster and higher and carry heavier loads, but their in-



Above, a B'25 heads to Bglin Field, Fla., to train for the
Tokyo Raid. Below, right, Is Doollttle's B-25 crew: (left to
right) Lt. Henry A. Potter, Colonel Dooiittle, SSgt. Fred A.
Braemer, Lt. Richard E. Cole, and SSgt. Paul J. Leonard.

creased compression required a higher rating for smoother
burning and decreased detonation. If larger and faster air
craft were to be built, higher-octane fuels would have to be
developed.

At Dooiittle's urging, Shell assumed the financial risk
on the venture, even though there were no engines capable
of using such fuel at that time. Dooiittle then convinced
engine manufacturers to build more powerful engines,
which later contributed to the Allied victory in World War
II. He never received sufficient credit for this contribution

to aviation, though it was surpassed in importance only by
his blind-flying experiments.

In 1933, Dooiittle and his wife Joe went on a five-month
world tour. He put the Curtiss Hawk through its awe-
inspiring paces at each stop and was always invited to visit
the host nation's commercial and military aviation facili
ties. These visits gave Doolitle unusually sharp insight into
local thinking and planning with respect to aviation.

What he saw alarmed him. The US, he concluded, was
falling behind in aviation, especially military aviation. He
began to speak out about his concerns. The Depression had
generated severe cutbacks in US military appropriations,
but other nations, such as Japan and Germany, were forg
ing ahead with new planes and armament.

In 1937, Dooiittle visited Germany. He was appalled to
discover that Germany, which under the terms of the
Treaty of Versailles was not even supposed to have an air
force, was in fact building hundreds of planes and readying
itself for war. He visited again in 1939 and came away even
more concerned. He rushed home to report what he saw to
Maj. Gen. Henry H. "Hap" Arnold, Chief of the Air Corps,
and was so sure that war was inevitable that he left his

lucrative job with Shell to return to the Air Corps as a major
at one-third of his civilian salary. He reported for active
duty on July 1, 1940.

Because of his experience in industry and his "can-do"
spirit, Dooiittle was assigned to General Motors' Allison
engine plant at Indianapolis, Ind., and then to Detroit,
Mich., to assist in converting the American automobile
industry to mass production of warplanes. After the attack
on Pearl Harbor, he was ordered to Washington, promoted
to lieutenant colonel, and put in charge of several special
projects.
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Shock Value

One of these was to plan a surprise air attack on Japan.
[See "The Dooiittle Raid," April 1992, p. 54.] In its final
form, it called for launching normally landbased B-25
medium bombers from the deck of an aircraft carrier, a
feat most thought impossible. Volunteer crews were se
lected, and Dooiittle supervised their training at Eglin
Field, Fla., where Lt. Henry L. Miller, a Navy pilot
instructor, taught the pilots how to lake off in short
distances with heavy loads. On April 1, 1942, at Alameda,
Calif., the Navy embarked sixteen bombers aboard the
carrier Hornet. The mission plan called for the Hornet
battle group to draw within 450 miles of Japan and launch

its aircraft, which would then bomb five major cities. US
planners hoped that, though the actual damage would not
be great, the shock of coming under attack would deal a
serious psychological blow to Tokyo and boost American
and Allied morale.

As the task force steamed westward, Japan suspected an
attack. When it didn't come as expected, Japanese fear
subsided. However, when the task force was within 650
milesofthehome islands on April 18,1942, it was detected
by a Japanese fishing boat serving as a picket ship. At that
point, Dooiittle decided the mission should begin earlier
than planned.

All aircraft took off successfully and flew at wave-top
level toward their targets. Japanese fighters fired on sev
eral, inflicting only minimal damage and preventing none
from dropping their bombs and escaping. After the raid,
fifteen of the B-25s headed for China; one, low on fuel,
headed for Russia, which was still neutral in the Pacific
War. Soviet authorities seized this plane; its crew members
were interned for more than a year but eventually escaped
to Iran. They returned to the US in May 1943.

As a result of their earlier takeoff, the remaining B-25s
arrived over the Chinese mountains after dark in stormy
weather with gas running low. It was raining hard, and the
airfield beacon at their destination airfield had not been set

up. None of the crew members knew exactly where they
were. Three of the planes had ditched. The crews of the
other twelve planes—including the one carrying Dooiittle—
bailed out. It was the third (and last) time Dooiittle relied
on a parachute to escape a plane and save his life.

One Raider died on bailout; two more drowned trying to
swim to shore. Eight were captured by Japanese troops.
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given a mock trial, and sentenced to death. Of those eight,
three were executed by a Japanese firing squad and one
died of malnutrition. The other four, their sentences com
muted to life imprisonment without hope of parole, sur
vived forty months of torture, beatings, and starvation.
They were released after Japan agreed to an unconditional
surrender in August 1945.

Doolittle thought his first combat mission was a com
plete failure. He had lost all of his planes. He thought he
might be court-martialed, but he had seriously misread
the situation in Japan and the United States. The Japanese
people were shocked at this surprise intrusion into their
homeland. They had been told their country could never
be attacked by a foreign nation. What made the shock
more profound was that it had been launched from a
carrier, precisely as the Japanese had done at Pearl Har
bor only a few months earlier. For the US, which had
suffered one defeat after another to the Imperial Japanese
forces, the raid provided a great morale boost. As for
Doolittle, he skipped the rank of colonel entirely and was
promoted to brigadier general. When he returned to the
US, President Franklin Roosevelt gave him the Medal of
Honor.

In time, Doolittle was promoted to major general and
assigned to head Twelfth Air Force in North Africa after
the Allied invasion. The going was not easy. German
defense forces put up heavy flak over every target, and the
toll on American planes was high. But Doolittle's person
ality and presence built a contagious esprit de corps.
German and Italian defenses were overcome, and US air
craft pounded enemy supply lines. Doolittle headed Fif
teenth Air Force briefly, then was promoted to lieutenant
general and ordered to England in 1944 to take command
of Eighth Air Force.

Under New Management
Soon after arriving in England, Doolittle changed the

tactics of fighters that were used mostly to escort and
protect American bombers against enemy fighter planes
during raids over Germany. He had noticed a sign over the
doorway of a fighter group commander's office which
read, "The first duty of Eighth Air Force fighters is to bring
the bombers back alive." Doolittle ordered the sign re
moved. "From now on," he said, "the first duty of our
fighters is to destroy German fighters!"

From that time on, US fighter pilots took the offensive
and went after German interceptors with a vengeance.
Germany's surrender on May 7, 1945, was partly attribut
able to this important change of tactics at a critical time. In
later years, Doolittle remembered it as the most important
decision he made during the war.

Doolittle returned to civilian life with Shell but was

frequently called on to head scientific and military
boards, commissions, and task forces. He advocated the
creation of a separate air force and was active in the
1947 effort to establish the Department of Defense with
three separate military services. He was one of the
founders of the Air Force Association and became its

first president [see box, p. 22].

Doolittle chose to fly the first B-25 from the deck of the
carrier Hornet toward Tokyo, assuming the most danger
ous assignment (due to the short takeoff distance).

As a senior Shell executive, Doolittle flew the com
pany plane, a North American B-25, but realized he
couldn't stay as proficient as he should. He decided to
quit piloting in 1951. "My office was in New York then,"
he said, "so, to get rid of the temptation, I had the plane
transferred to the West Coast. I never flew as pilot in
command again."

In 1959, Doolittle retired from the Air Force Reserve
as a lieutenant general, becoming the only Reserve
officer ever to retire at that rank. In 1985, he was
promoted to full general; his fourth star was pinned on
by President Ronald Reagan and Sen. Barry Goldwater.
He served on the boards of several large corporations
until his late eighties.

During his busy years as a military and racing pilot,
scientist, and military leader, he formed a personal phi
losophy, which he once described in these words:

"I believe every person has been put on this Earth for just
one purpose—to serve his fellow man. It doesn't matter
how he does this. He can build a bridge, paint a picture,
invent a labor-saving gadget, or run a gas station. The point
is, he should try to leave the Earth a better place than he
found it. If he does, his life will have been worthwhile. If
he doesn't do what he can within his own limitations, he is
destined to be unhappy."

In his final years. General Doolittle became an elder
statesman whose wise counsel and guidance were sought in
every phase of aviation and aerospace science. He always
thought he had been extremely lucky and never thought of
himself as a bold, superbrave pilot. He laughed when he
was reminded that he was known as the "master of the

calculated risk."

"I have always tried to be conservative," he told me.
"I've always tried to do something new, but before exhib
iting that new thing to the public, I practiced it again and
again to be sure the hazard was minimized as much as
possible. My calculations didn't always work out pre
cisely. Otherwise, I wouldn't have had to jump out of an
airplane three times to save my neck." •

C. V. Giines is the author of four bool<s about the iife of Gen. Jimmy Doolittle: Doolittle's Tokyo Raiders, Four Came Home,
The Doolittle Raid, and Jimmy Doolittle: Master of the Calculated Risk. He also assisted the General in the writing of his
memoirs. I Could Never Be So Lucky Again, published in 1991.
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The new team must confront a force drawdown,
diminishing budgets, micromanagement, and an
"extremely antagonistic acquisition environment."

Materiel Command
Faces Uncertainty

By James W. Canan, Senior Editor

The Air Force is fast becoming a
US-based expeditionary force

heavily reliant on three new major
commands—Air Combat Command

and Air Mobility Command for com
bat operations and Air Force Materiel
Command for the weapons and logis
tics that make them possible.

AFMC's importance to USAF is be
yond question. For example, roughly
two-thirds of all Air Force personnel
in Operation Desert Storm were logis-
ticians. The loggies supported the fly
ing squadrons in fine style. Warplanes
and other equipment held up remark
ably well under tough conditions. Their
high reliability and maintainability were
a tribute to the acquisition and logis
tics worlds, since combined in AFMC.

There was a down side, however,
to the disproportionately high num
ber of Air Force logisticians in the
Persian Gulf War. USAF obviously
had a long way to go in becoming the
lean, rapid-reaction force of its best-
laid plans. Squadrons deployed to
the theater of operations had to take
along a lot of logistical baggage, even
though an extensive support infra
structure awaited them in Saudi Ara

bia. They will not find the likes of it
anywhere else the next time around.
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Concern for AFMC's five Air Logistics Centers (ALCs) runs high, though they re
ceived an eleventh-hour reprieve from the Base Realignment and Closure Com
mission this year. Above, a C-130 prepares for maintenance at Ogden ALC at Hill
AFB, Utah. Opposite, an aircraft small-parts repair mechanic at Ogden guides C-S
landing gear wheels from stripping tanks to prepare them for plastic blasting.
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