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Preface



DURING THE LAST year of the war in the Pacific, the U.S. Army Air Forces, Navy and Marine Corps, and British Royal Navy conducted a relentless air assault against the Japanese home islands. The attacks came from around the compass: from the west out of China, southwest from Okinawa, due south from the Marianas, northeast from the Aleutians, and from almost anywhere that aircraft carriers steamed. American B-29 bomber crews razed most of the enemy’s urban-industrial areas and delivered two nuclear weapons that ended the war. But there were many other significant players in the multiservice campaign: carrier-based aviators in Hellcats, Corsairs, Avengers, and Helldivers; long-range patrol bombers from the Aleutians; Mustang pilots from Iwo Jima; and almost everything in the Army Air Forces inventory from Okinawa.


Sixty-five years later, no single volume has examined the Allied air offensive against Japan in its terrible totality. Why there has been so little study of so epic a subject is difficult to explain. Certainly today, when interservice joint operations are not only common but necessary, the 1944–45 effort begs for detailed attention. Coordination of the various air forces, including land- and carrier-based Navy and Marine air groups, and integration of the British Pacific Fleet (BPF) into the American Fast Carrier Task Force, were substantial achievements on a scale never to be repeated.


The campaign was a long time coming, and a final test of some old theories of war making. As far back as the 1920s, airmen had postulated that strategic bombing could compel an industrialized enemy to surrender, thus avoiding the massive bloodletting of the Great War. But the airpower theorists reckoned from a false premise: that despotic regimes would take pity on their citizens’ plight as democratic governments were expected to do. In truth, the theory worked in neither direction. In World War II, more than 60,000 Britons died in air attacks, but the U.K.’s resolve never cracked. While national resolve was mightily strained in Germany, where the death toll in bombed cities could have run half a million in five years, it held to the end. Perhaps 330,000 Japanese were killed by air attack in one-fifth that time.


The toll was terrible, but rather than fatally undermining civilian morale, bombing achieved a more subtle victory in affecting Japan’s ability to resist. Moreover, airpower compelled Emperor Hirohito to surrender, sparing Japan a death count that might have grown tenfold in an Allied invasion.


In 1942, Tokyo stood like an Asian colossus astride the sweep of the Pacific and deep into the Chinese mainland. Less than three years later Japan had lost control of its own airspace, and its cities lay open to attack on a scale the world had never seen. With its industry in ruins, Japan’s chilling policy of arming women and schoolchildren with spears reminds us of the irresistible power of the concentrated Allied assault on Dai Nippon, even as it poses moral questions that persist today.


In the course of writing more than thirty previous histories, I came to know hundreds of veterans of the Pacific War, American and Japanese alike. One thing shines through: they populated a vastly different world than today. With the rise of idealistic globalism, the context in which World War II was fought is difficult for many people to fathom.


Mindful that more than 2,000 U.S. World War II veterans die every day, Whirlwind assembles narratives from a variety of sources: official records, published accounts, and interviews with the dwindling number of survivors. Sadly, this will be one of the last books based upon interviews with those who lived the events it describes. Whirlwind represents multiple stories within a story, setting in context the most devastating air campaign in history. The human drama played out in Asian skies had been divined by European visionaries three decades before, and migrated into American consciousness during the Great War. In the ensuing period an often acrimonious debate arose concerning the theory and practice of aerial bombardment. It too is part of our tale, which traces the origins of American airpower from the fledgling, controversial days of Billy Mitchell in the 1920s, through the search for an air doctrine in the 1930s to the stunning technological advances of the 1940s. The legacy remains with us in the twenty-first century. Look closely at a B-52 Stratofortress or even a B-2 stealth bomber; look beneath the sculpted perfection of an F/A-18 Hornet or an F-15 Strike Eagle. If you peer close enough, down to the cellular level, you can glimpse the long-ago silvery fleets of B-29s and the gloss-blue carrier planes that scourged an enemy who lived the biblical injunction: he who sows the wind shall reap the whirlwind.


Barrett Tillman


April 2009





Prologue
OFF HONSHU, APRIL 18, 1942



REVENGE SPED TOWARD Japan at nearly four miles per minute, borne upon olive-drab wings.


Flown by America’s finest aviator, the lone bomber approached the enemy shore at 200 feet. Three hours after taking off from the aircraft carrier Hornet, the forty-five-year-old pilot was determined to do something that had never been done: bomb Japan.


Piloting the twin-engine B-25 was Lieutenant Colonel James H. Doolittle, a stocky, balding flier often called a daredevil in the press but best described as master of the calculated risk. In his twenty-five years of flying he had proven both his cool head and his hot hands, winning prestigious races, setting records, and pioneering the crucial science of instrument flight. An oft-published photo showed him standing before his stubby Gee Bee racer with his Phi Beta Kappa key visible beneath his leather jacket. With a Ph.D. in aeronautics, he spoke with an engineer’s precision, saying “aeroplane” and describing friends as “chaps.”


Four months earlier, when Japanese carrier aircraft attacked Pearl Harbor, Doolittle had been a major conducting special projects for General Henry H. Arnold, the Army Air Forces chief. America was still reeling from Tokyo’s stunning blow against Hawaii as a nonstop onslaught rolled up U.S. and Allied forces across the Pacific: from Guam to Wake Island to the Philippines, East Indies, and the Asian mainland. The nation and President Franklin D. Roosevelt called for retribution.


Thus was born the First Special Aviation Project. Oddly, it was the brainchild of a submarine officer, Captain Francis Low. He conceived the idea of launching long-range Army bombers from an aircraft carrier and proposed a daring concept: a hit-and-run raid against Japan itself, launched well beyond the limited reach of Navy carrier aircraft. If all went well, sixteen B-25 Mitchells—named for the late airpower advocate William “Billy” Mitchell—were to land in China after bombing Japan.


It was a high-risk operation, calling for volunteer aircrews who were told only that they would be “out of the country for two or three months.” More men stepped forward than could be used. The crews were selected from all four squadrons of the 17th Bomb Group (Medium), the first B-25 unit. Originally stationed at Pendleton, Oregon, the group had flown antisubmarine patrols along the Pacific coast. A crew of the 17th reported sinking a Japanese sub off the mouth of the Columbia River on Christmas Day 1941, but the boat (the brand-new I-25) escaped to torpedo a tanker a few days later.


In February the group transferred to South Carolina to hunt U-boats in the Atlantic. A sub kill was claimed off the East Coast, making the 17th the first unit credited with destroying Axis submarines in both oceans.


The volunteers went to Eglin Field, Florida, to train for the special mission. Mostly they were youngsters: twelve of the sixteen pilots were lieutenants, and only five had won their wings before 1941. Fifteen of the copilots were less than a year out of flight school. Doolittle’s crew was typical, with an average age of twenty-five. Besides Doolittle, merely two of the eighty fliers were over thirty: Major John A. Hilger and Technical Sergeant E. V. Scott in Lieutenant Harold Watson’s number nine aircraft.


Flying a loaded Army bomber from an aircraft carrier had never been done. But during tests off the Virginia coast in February, two B-25s got off the Hornet without difficulty, demonstrating that fully armed and fueled bombers could operate safely. The plan went ahead.


Steaming via the Panama Canal, Hornet rendezvoused with her sister carrier, USS Enterprise, north of Midway on April 12. The task force was commanded by Vice Admiral William F. Halsey, the jut-jawed seadog who would become America’s most renowned naval warrior. The “Big E,” with her regular Navy air group for protection, would escort Hornet to within 450 miles of Japan. There Doolittle’s bombers would take off, and the two carriers would turn for home. If the task force was discovered before launch, the B-25s would still take off or be jettisoned, depending on circumstances.


On the morning of April 18, ten hours before scheduled takeoff, a Japanese picket boat sighted the task force. The vessel was sunk by the cruiser Nashville, but American radiomen overheard the Japanese sending a warning. Doolittle conferred with Hornet’s skipper, Captain Marc Mitscher, and decided to launch 170 miles east of the intended point.


Doolittle lowered his flaps, stood on the brakes, revved his Wright engines, and watched the launch officer. With the carrier’s bow rising in the Pacific swells, the officer’s flag swept down and Doolittle released the toe brakes. Hauling the control yoke full back, he felt his bomber’s wings lift fourteen tons of aluminum, steel, gasoline, ordnance, and living flesh.


He made it. He circled the ship to get his bearings, then set course for Japan, 713 miles away. The other fifteen Mitchells followed at an average of four-minute intervals. Fully loaded, each bomber had 1,141 gallons of fuel—enough for twelve hours or more of cruising at 5,000 feet. Stashed near Chuchow in China’s Hunan Province were 30,000 gallons of aviation gasoline and 500 gallons of oil for the Raiders—assuming they reached their destination deep in the Asian interior.


The fliers’ intended landfall was Inubo Saki, eighty miles east of Tokyo. The twenty-meter promontory with its chalky white lighthouse provided an excellent reference point for the navigators.


Meanwhile, advance warning of strange aircraft inbound from the sea had been radioed to various headquarters. Many Japanese had seen the Raiders but few realized they were Americans. Some farmers and villagers waved. The noontime arrival of Doolittle’s bombers coincided with a scheduled air raid practice, complete with airborne interceptors. But few defenders had any inkling of what was about to happen.


One observer who immediately recognized the unpleasant facts was Commander Masatake Okumiya, a naval officer at Kasumigaura Airbase twenty-five miles northeast of Tokyo. Glimpsing the silhouette of a B-25 skimming past his airfield, Okumiya realized that the radioed warnings had been ignored. Japan’s air defense system—such as it was—anticipated conventional high-level bombers flying in formations, as Japanese squadrons did over China.


At noon local time the Americans saw three V-formations, each of three Japanese fighters—the first of scores sighted over the enemy homeland. Tokyo knew that something was afoot but lacked details.


Approaching Tokyo’s north-central industrial area at barely rooftop height, Doolittle shoved the throttles forward, climbed to 1,200 feet, leveled off, and lined up a factory complex. Antiaircraft fire burst nearby, shaking the bomber’s airframe, but doing no damage. Jimmy Doolittle had a clear shot at his target in good visibility.


In the glass-enclosed nose, Staff Sergeant Fred Braemer checked his makeshift bombsight, which resembled a child’s toy: a protractor mounted on a stick. Mathematically accurate for a given altitude and airspeed, it could place a 500-pound bomb within blast radius of a chosen aim point. The B-25’s ordnance was a mix of 500-pound M43 demolition bombs and M54 incendiary clusters, all considered “extremely satisfactory.”


Braemer punched the bomb release, felt the Mitchell lift slightly, and became the first of a stream of bombardiers who would drop ordnance on Japan. His four incendiary clusters would provide a beacon for trailing bombers.


Having shed his load, Doolittle pushed on the control yoke and descended to rooftop height. America’s hottest pilot was comfortable speeding at low level: he had won every air race worth entering during the 1920s and 1930s.


The Raiders’ targets included petroleum facilities, ammunition stores, aircraft factories, steel mills, and the Tokyo Gas and Electric Company. Lieutenant Travis Hoover’s first three-plane flight went to northern Tokyo; Captain David M. Jones’s trio attacked the center; and Captain Edward J. York’s the southern urban area and northern portion of Tokyo Bay. Captain Charles R. Greening’s flight went for Kanagawa, Yokohama, and Yokosuka Navy Yard. He was intercepted by four fighters, two being claimed shot down by B-25 gunners. The fifth flight broke up, its planes attacking Nagoya, Osaka, and Kobe. The targets had been selected to spread the damage across fifty miles to prevent the Japanese government from denying that the attack had occurred.


Probably the most worthwhile target was a ship in Yokosuka dry dock: the 16,700-ton Taigei. The former submarine tender was being converted to a carrier, and it sustained a bomb hit on the bow and several incendiary clusters. Damage was light, and she would join the fleet before year end, renamed Ryuho. Most likely she was attacked by Lieutenant Edgar E. McElroy, with bombardier Sergeant Robert C. Bourgeois.


Antiaircraft fire was “active” but inaccurate; no bombers were seriously damaged. Doolittle’s crews attacked fast and low, preventing Japanese gunners from getting a clear shot at the B-25s. Barrage balloons—as many as five or six together—forced only one plane to divert from its briefed course.


Travis Hoover bombed an arsenal from 900 feet, well below the recommended altitude, as explosions blew wreckage higher than his bomber. Some Raiders reported bombing a residential area containing factories, and inevitably some unintended buildings were hit: Tokyo reported six schools and a military hospital struck. In all, about fifty people were killed and some 400 injured, with ninety buildings reportedly destroyed.


But not everyone found a target. Lieutenant Everett “Brick” Holstrom’s crew met “severe” fighter opposition. In evading the interceptors he bypassed Tokyo, proceeded to a secondary target, but was intercepted again. Frustrated, Holstrom dropped his bombs in the water and headed southwest for China.


Edward “Ski” York bombed Tokyo but knew he could not reach China. Before leaving the West Coast his carburetors had been “adjusted” by civilian mechanics. Burning 30 percent more fuel than normal, he diverted 600 miles northward across the Sea of Japan, landing north of Vladivostok in the Soviet Union.


Thirteen hours after launch, somewhere over the China coast, hundreds of miles from Chuchow, the other planes began running out of fuel. Doolittle ordered his crew to bail out, then jumped from 8,000 feet—his third parachute descent. He landed in a field fertilized with human waste.


The next morning, filthy and despondent, Doolittle sat on the wing of his wrecked bomber, pondering the failure of his mission. His gunner, Staff Sergeant Paul Leonard, snapped the CO’s picture, then sat beside him and asked, “What do you think will happen when you go home, Colonel?”


“I guess they’ll court-martial me and send me to prison,” Doolittle gloomed.


Leonard shook his head. “No, sir. They’re going to make you a general. And they’re going to give you the Congressional Medal of Honor.” Paul Leonard was right.


Of the eighty fliers on the mission, three died in crashes or attempted bailouts over the China coast. Eight were captured and taken to Tokyo. Four months later, they stood a mock trial in which no charges were revealed to them. All were declared guilty of war crimes, but for obscure reasons five were spared, leaving Lieutenants Dean E. Hallmark and William G. Farrow and Sergeant Harold Spatz to die. They were returned to China and, outside Shanghai one morning in October, they were made to kneel before three crosses, and were shot by Japanese soldiers. Another captured Raider starved to death in prison and fourteen others also would perish in the war.


In terms of actual damage, the Doolittle Raid amounted to little more than a pinprick. But its psychological effect was profound on both sides of the Pacific. The Doolittle Raiders had given American morale a boost unlike any other in the twentieth century. Newspapers crowed “Doolittle Do’oed it!” even while the Philippines were overrun by Japanese forces and U-boats prowled almost unmolested in American waters. Meanwhile, the Japanese Imperial Navy saw the raid as proof that the U.S. Pacific Fleet must be destroyed, adding impetus to Admiral Isoroku Yamamoto’s determination to force a major engagement at Midway in June. The disastrous outcome of that battle for Japan ensured America’s ability to take the offensive later that summer.


As Nationalist Generalissimo Chiang Kai-shek feared, China paid the heaviest price for the raid’s success. In May the Japanese swept through Chekiang and Kiangsu Provinces, seizing Chinese airfields to prevent further missions against the homeland and scourging villages suspected of assisting the Raiders. The toll will never be known, but the Chinese estimated perhaps a quarter-million people were killed in retaliation for America’s own retaliatory strike.


Metropolitan Japan would remain immune to American bombs for the next twenty-two months, until June 1944. But a terrible warning had been delivered, and a foretaste of impending cataclysm.





CHAPTER ONE
Before the Beginning



IN 1921 ITALIAN aviation visionary Giulio Douhet proclaimed, “Aeronautics opened up to men a new field of action, the field of the air. In so doing it of necessity created a new battlefield; for wherever two men meet, conflict is inevitable.”


In that opening passage of Command of the Air, Douhet established the twin towers of his professional philosophy: evangelical aviation mated with bone-deep cynicism about human nature.


Douhet was—and remains—an intriguing character. Born in 1869, he became an artillery officer but early on grasped the violent promise of military aviation. As a technocrat—he studied science and engineering—he perceived the potential for aerial warfare almost as soon as there were Zeppelins, let alone airplanes. In 1912, a year after Italy committed aircraft against the Turks in Libya, he wrote Rules for the Use of Airplanes in War. It was among the first efforts to establish a doctrine for military aviation.


When the Great War in Europe erupted in August 1914, Douhet was a vigorous forty-five-year-old infantry colonel. Eagerly following aviation developments, he was primed and ready when Italy entered the fray against Austria-Hungary and Germany eight months later. Though not a pilot, he advocated building an aerial armada of 500 bombers capable of carpeting the enemy with explosives, presumably forcing capitulation without prolonged ground combat.


But Douhet was bitterly disappointed as a succession of Italian defeats and command incompetence spurred his sharpened pen and acerbic tongue. Certain that aviation technology could offset his nation’s embarrassing unpreparedness, he vented his spleen in all directions, haranguing anyone who would listen, and many who would not. Inevitably such sentiments breached the tolerance of officialdom, and in 1916 Douhet was imprisoned for, among other things, “issuing false news . . . and disturbing the public tranquility.”


Undeterred in his evangelism, Douhet wrote from his cell, while army commanders and government ministers remained targets for his acid ink as the war news deteriorated. Finally, in late 1917, Italy’s fortunes bottomed out with the disastrous Battle of Caporetto, which produced 300,000 Italian casualties. At that dismal point Douhet was released from prison and named director of the General Air Commissariat, responsible for coordinating Italy’s aviation plans and policies. However, it was too little too late. He found an ingrained bureaucracy unwilling to enact his plans, and he left in disgust in June 1918.


Following the war, the verdict of Douhet’s court-martial was reversed and, remarkably, he was promoted to general. However, by then he had lost faith in Italy’s government and military, and declined to return to duty.


After 1918, Douhet believed the material means of achieving his vision of airpower finally existed. His colleague Gianni Caproni had produced hundreds of large, capable bombers, some flown by Americans against targets in Austria-Hungary. Other nations also had made remarkable progress, including the firms of Vickers and Handley Page in Britain; Sikorsky in Russia; and Gotha and Friedrichshafen in Germany. Douhet was concerned that, having built an air weapon, after “the war to end all wars” Italy would neither maintain nor employ the machines as he envisioned. Consequently, he focused more on his writing, leading to publication of Command of the Air in 1921. Essentially, it advocated unrelenting bombing of enemy population and production centers—a two-prong attack on a nation’s moral and material means of resistance. Properly conducted, Douhet asserted, such a policy could win a quick decision and save millions of lives in the long run.


High on Douhet’s list of requirements was an independent air force, by 1919 a reality only in Britain. There, Douhet’s opposite number was a prewar pilot, Major General Sir Hugh Trenchard, who in 1918 had belatedly espoused strategic bombardment and established a highly capable force that raided far into Germany. Unlike Douhet, Trenchard had staying power, remaining as chief of the air staff for a decade after the war.


Trenchard had already seen the reality of heavy bombers in the Great War. Though Germany’s Zeppelin raids on London and environs gained most of the attention—the long, sleek dirigibles made great news copy—they proved too vulnerable to improved defenses. Instead, the kaiser had turned to an armada of Gothas and Riesen (giant) biplanes beginning in the spring of 1917. However, from 1915 to 1918 only some 300 tons of Teutonic ordnance fell on Britain, causing 1,400 deaths and nearly 5,000 other casualties. It represented barely two days’ sanguinary bill at the front, but the psychological impact was enormous. The appearance of German bombers in English skies led to nearly doubling the size of the Royal Flying Corps, literally overnight. It became the Royal Air Force in April 1918.


Meanwhile, in the nexus of wartime alliances, a third airpower champion appeared. He was a French-born American, Lieutenant Colonel William L. Mitchell, known to friends and to history as Billy.


As one of the senior U.S. airmen in France in 1917, Mitchell met Trenchard and established a warm personal and professional relationship. Six years junior to the Briton, Mitchell had won his wings in 1916 and was avid in his support of aviation. Rising rapidly, he rocketed to brigadier general and directed the Allied air effort supporting the huge Saint-Mihiel offensive in September 1918. Deploying nearly 1,500 planes, Mitchell crafted a remarkably effective air-ground plan in an era when aircraft voice radio was nearly nonexistent.


In his eighteen months in Europe, Mitchell made a name for himself, and enemies as well. His fiery advocacy of aviation alienated many ground officers, and his perceived flamboyance riled some of his fellow airmen. Because America lacked a strategic bombing force, his early focus was necessarily limited to tactical airpower, but after returning to America he soon raised his sights and became a disciple of Giulio Douhet.


All three men—the Italian, the Briton, and the American—faced similar postwar problems. The greatest was public and even military indifference. Conventional wisdom held that there would be no more Great Wars, especially with the emergence of the League of Nations. Consequently, vastly reduced defense funding became the fiscal bone that army and navy dogs scrapped over. With military and naval hierarchies firmly established, the upstart airmen began at a decided disadvantage, even with Britain’s Royal Air Force and then Italy’s Regia Aeronautica becoming independent services in 1923.


Mitchell faced a greater challenge than Douhet and Trenchard, as America enjoyed a 3,000-mile separation from Europe, courtesy of the Atlantic Ocean. No nation in the Western Hemisphere posed a remotely serious threat to the United States, leaving congressmen and senators to ask (not unwisely) why they should appropriate scarce funds for more flying machines.


Mitchell turned the financial argument on its head, insisting that long-range bombers could defend America’s shores more efficiently than a two-ocean navy. In attempting to prove his point, he finagled a series of tests pitting bombers against obsolete U.S. and captured German warships off the Virginia coast in 1921. The Navy agreed, mainly out of curiosity as to how modern naval vessels would withstand aerial bombardment. Ironically (in light of later developments) Mitchell sought participation of Navy aircraft as well.


Billy Mitchell may have been an irritating gadfly, but he meant business. He readily agreed to conduct the tests under “wartime conditions,” though the target vessels were immobile. Having accepted the rules, he cheated like hell. Mitchell obtained one-ton bombs that could not easily be carried aloft, and restricted the range of any aircraft that bore them. Nevertheless, in their most spectacular test his airmen scored a major triumph by using their unconventional weapons against the “unsinkable” battleship Ostfriesland. The 24,000-ton veteran of the Battle of Jutland survived the first day’s tests with minor damage, but the next day Mitchell launched his heavyweights, British Handley Page 0/400s. They scored two hits and four near misses that ripped Ostfriesland’s hull, sending her down in twenty-one minutes. The Navy was astonished—and the Army leadership embarrassed. But Mitchell’s giant bombs sank other aged battleships in additional tests, even using huge 4,300-pound weapons.


The next year Mitchell met Douhet in Europe and was captured by the Italian’s fervor and the depth of Command of the Air. Mitchell had excerpts sent to colleagues, and got banished for his trouble. Dispatched to Hawaii and then to Asia, he literally took a page from Douhet’s book and spent his exile producing a tome of his own. The result was a 324-page treatise predicting war with Japan. Published in 1925, Winged Defense insisted that the mere threat of sustained aerial bombardment would cause a collapse of enemy willpower, and that battleships were becoming obsolete as aviation technology advanced. The fact that Mitchell reverted to colonel that year probably was no coincidence.


That was bad enough. But in September, one of Mitchell’s naval counterparts died unnecessarily, following orders from nonaviators. Sent into treacherous weather over Ohio, Commander Zachary Lansdowne perished with thirteen other crew members of the dirigible Shenandoah. Fliers were outraged that “paddlefeet” controlled airmen’s destinies. Many grumbled; Mitchell exploded. Calling a press conference, he publicly accused the leaders of the U.S. Army and Navy of professional incompetence and indicted the “almost treasonable administration of the national defense.” The gauntlet had been dropped, and no one doubted that it would be retrieved and flung in the accuser’s face.


In a sensational six-week trial, Mitchell exploited his court-martial to gain a public forum for his views. He received sympathetic coverage in many newspapers but the outcome was a foregone conclusion. Undeniably guilty of insubordination, in December 1925 he was suspended from active duty for five years. Rather than live with the penalty, he resigned from the Army to continue his crusade as a civilian. He died in 1936, still insisting that America’s military future would be found in the sky.


Eventually Mitchell was proven wrong on many details but the concept of strategic bombardment outlived him. Almost before he was buried, the Army gave significant contracts to two leading aircraft manufacturers: Boeing in Seattle, Washington, and Douglas in El Segundo, California. Their commission was to build single examples of large, ocean-spanning bombers that could be flown and evaluated as prototypes of follow-on designs. In the words of a later generation, they were technology demonstrators.


First up was Boeing’s experimental XB-15. Successfully flown by test pilot Edmund T. Allen in 1937, it featured a 149-foot wingspan and 32.5-ton empty weight. Its four 850-horsepower radial engines were reliable but insufficient to achieve tactical speeds. Nevertheless, the giant’s purpose was to prove that a bomber could fly 5,000 miles, whatever the speed. Assuming a mission radius of 2,500 miles, the XB-15’s 152 mph cruising speed equaled 33.5 hours airborne—the duration of Charles Lindbergh’s solo flight from New York to Paris in 1927. Consequently, the ten-man crew required an automatic pilot, bunks, galley, and lavatory. With a 12,000-pound bomb load, the B-15’s maximum takeoff weight was 5,000 pounds greater than that of the B-17G in World War II.


The Douglas entry, the XB-19, suffered a lengthy gestation. It represented half a generation of advancement over the XB-15, with greater size and weight, and a nose wheel configuration. With costs soaring, in 1938 the company sought to cancel the contract but the Army believed the giant (212-foot wingspan) was worth procuring. When first flown in June 1941, it had already been overtaken by advancing technology. Douglas envisioned a full crew of sixteen, including nine gunners for eleven machine guns and two 37mm cannon. There were also provisions for a six-man relief crew, acknowledging the problem of crew fatigue on prolonged missions.


Douglas lost money hand over fist on the XB-19. Paid $1.4 million, the company eventually spent nearly three times as much to complete the contract. Nevertheless, the XB-19 proved the potential for huge piston-driven aircraft, as its wingspan was seventy feet more and its seventy-ton empty weight nearly twice that of the B-29 Superfortress. However, an omen of things to come involved the troublesome Wright R-3350 engines, which proved unworkable and were replaced by 2,600-horsepower Allisons. The lone B-19 was scrapped in 1949.


Meanwhile, the Army had proceeded with a truly practical design, Boeing’s classic B-17. Smaller and shorter-ranged than the XB-15 and -19, it nonetheless represented the world standard in heavy bombers when it lifted off Boeing’s Seattle runway in July 1935. Later christened the Flying Fortress, it was produced in large numbers (more than 12,700 through 1945) and, perhaps more than any other aircraft, came to embody American aviation in World War II.


Other designs also were aborning, notably Consolidated’s B-24 Liberator, first flown in December 1939. Even more widely built than the B-17, the Liberator is destined to hold the all-time U.S. production record with some 18,400 for the Army, Navy, and Allied nations. Between them, the Fortress and Liberator accounted for more than 60 percent of the world’s heavy bombers manufactured for World War II.


Producing some 31,000 multi-engine bombers was one thing; supporting and operating them was quite another. The man responsible for making it happen was a Mitchell disciple, General Henry H. Arnold, chief of the Army’s aviation branch.


Unquestionably dedicated to bombardment aviation, “Hap” Arnold was yin to Mitchell’s yang. One of the Army’s first two pilots in 1911, Arnold was a company man—a West Pointer in contrast to Mitchell’s rise from the ranks. But Arnold possessed vision, ability, and political skills. After overcoming the early taint of Mitchell’s approval, he rose to command the Air Corps in 1938, with few policy makers doubting the need for a strong, capable air force.


There had already been some progress. In 1925 Congress established the Morrow Board (under Dwight W. Morrow, later Charles Lindbergh’s father-in-law) to study military aviation. Based on that survey, barely six months after Mitchell’s trial, the Air Corps Act of 1926 granted quasi-independent status to Army aviation, with representation on the general staff, and expanded the air branch.


Despite such institutional success, airpower’s early high priests fared poorly—Giulio Douhet having been imprisoned and Billy Mitchell being court-martialed. Of the big three, only Britain’s Trenchard survived professionally.


In Search of Doctrine


Meanwhile, the great debate about aerial bombardment continued in Europe. Trenchard in particular believed that aircraft were inherently offensive so they must be used in a policy of what he called “relentless and incessant offensiveness.” But unlike Douhet, who advocated bombing enemy populations, the Briton wanted to target heavy industry because he believed that destroying the enemy’s war-making potential would erode civilian morale.


Meanwhile, the U.S. Army conducted a long search for a practical doctrine of strategic bombardment. Most of the work was conducted at the Air Corps Tactical School (ACTS) at Maxwell Field, Alabama. Between the world wars, ACTS was the closest thing to a U.S. air academy. It provided courses in leadership, command, and air doctrine and strategy, though some instructors and students recognized that until proven in combat, theory necessarily remained theoretical.


When the doctrinal search began in 1920, airmen acknowledged that aviation technology would not match airpower theory for many years. In truth, two decades passed before Douhet’s vision of long-range bombers delivering heavy loads became a reality. Consequently, in the first six years of discussion, ACTS’s focus narrowed on the primacy of bombardment over the other aviation branches, notably reconnaissance and observation, ground attack, and fighter. Experience in the Great War had conclusively proven the worth of aircraft in reconnaissance and directing artillery fire, the great killer of the Western Front. Only the Germans deployed dedicated ground attack units, but most combatant air arms used aircraft to support the infantry.


With the primacy of bombardment aviation accepted by 1926, the Maxwell theorists next evolved the concept of the self-defending bomber, which would not require fighter escort. ACTS’s second study period lasted until 1934, the dawning of the B-17 era. Though the early technological deficit was declining as more capable aircraft emerged, some important wrinkles remained to be ironed out. It is remarkable that so many knowledgeable practitioners (nearly all captains and majors) denigrated the fighter. With some exceptions, they convinced themselves that unescorted heavy bombers could not only survive but thrive in a modern air defense network. The school solution held that bombers would operate in an altitude sanctuary, well above the range of heavy flak guns and even beyond the effective ceiling of most interceptor aircraft. Among the few dissenters was a leather-faced Louisiana fighter pilot named Claire Lee Chennault, who in 1937 left the service for his heresy and took himself to China.


In truth, Chennault was not the only practitioner who recognized the importance of pursuit aviation. But as with strategic bombing, technical reality trailed in theory’s slipstream. Other fliers knew that long-range fighters would be necessary to escort heavy bombers, but almost none existed before 1943. However, there was evidence from abroad for those who cared to look. The Sino-Japanese conflict (initiated in 1931; permanent from 1937) and the Spanish Civil War (1936–39) seemed to indicate the need for bomber escorts. But neither war provided many solid case studies of modern, large-scale air operations.


If the limited examples of China and Spain could be ignored, the Battle of Britain should have convinced ACTS that unescorted daylight bombing was a dead end, in both the figurative and Darwinian sense. During the four-month 1940 air campaign, the Luftwaffe lost 1,000 bombers with escort, proving that fighter range as well as performance was crucial to bomber survival. But Hermann Göring’s Messerschmitt 109 fighters were fully extended just to cover his bombers over London from bases in northern France. His longer-ranged twin-engine Me 110 fighters, though fast and well armed, simply could not compete with lighter, more agile single-engine interceptors. Therefore, bomber escort became the question that no one dared speak. Because there were no long-range fighters, policy was tweaked to do without them. In short, the technological tail wagged the doctrinal dog.


Having spent fourteen years producing the philosophy and method of bombardment, from 1935 the next set of ACTS classes got down to bombing business: translating previous work into a viable doctrine. The process lasted until the verge of America’s entry into the Second World War, being completed in 1940. It emphasized the self-defending bomber, operating in daylight (for better navigation and bombing accuracy), and attacking specific target sets: enemy industry, transport, petroleum, and other military-industrial facilities. ACTS shared Trenchard’s conclusion that without specifically targeting enemy civilians, depriving them of power, water, and other services would cripple their morale and, ergo, force the hostile nation into submission. It was also vintage Mitchell, who believed “the very threat of bombing” could expel civilians (i.e., factory workers) from industrial centers. Therefore, presumably direct air attack on enemy cities would result in a shorter war and fewer military casualties.


In twenty years of discussion and study, nearly 1,100 officers graduated from ACTS. Of those, nearly two-thirds attended between 1936 and 1940, and 261 served as generals in World War II. By 1941 the technology was forthcoming, with B-17s and B-24s in the inventory, providing the second generation of American airmen with the means to conduct strategic warfare. How well theory matched reality waited to be seen.


The Nine-Day Miracle


In August 1941 the newly semi-independent Army Air Force worked a miracle, and it took just nine days to do it.


As part of the overall Army plan for U.S. entry into the European War, which had begun in 1939, the service’s aviation branch was allowed to conduct its own planning. That was the good news. The bad news: the document was needed almost immediately to coordinate with British planning. Arnold tossed the hot potato to the Air Corps Tactical School.


Before Pearl Harbor, Arnold’s commission to ACTS was fourfold: determine what was needed to defend the Western Hemisphere; conduct strategic operations against Germany; hold the line in the Pacific; and support an eventual American-Allied return to Occupied Europe. The overall strategy was in keeping with what would become Roosevelt and Prime Minister Winston Churchill’s “Germany first” policy, announced in January 1942.


Five exceptional officers were tasked with producing what became Air War Plans Division One, better known as AWPD-1. The team included Colonel Donald Wilson, Lieutenant Colonels Kenneth N. Walker and Harold L. George, and Majors Haywood S. Hansell and Laurence S. Kuter. All would become generals. Eventually Ken Walker and “Possum” Hansell held bomber commands in the Pacific: Walker received a posthumous Medal of Honor for his combat leadership while Hansell would feature prominently in the B-29 campaign against Japan.


The planners received the go signal on the 4th of August; they delivered on the 12th.


AWPD-1 was the starting point in a series of papers describing what was necessary to conduct a strategic bombing campaign against a hostile industrialized nation. The focus was almost wholly upon Germany, as lack of targeting information prevented a similarly detailed plan against Japan. Tokyo would figure in AWPD-42, which was issued the following autumn.


Among AWPD-1’s target sets were electrical power production, transportation hubs and networks, petroleum production, and enemy morale. Germany’s electrical grid was dropped from first to thirteenth place in eventual priority, under the mistaken impression that it was too widespread to be crippled. In wartime, enemy industry and petroleum processing would become the major objectives, with transport and troop formations outranking power generation. However, postwar examination confirmed the planners’ prescience, as the power grid was indeed vulnerable.


AWPD-1 detailed the force structure needed for a global air war: personnel, aircraft, bases, targets, and the operating doctrine to make it all work. The document’s major error was the number of aircraft to be ordered, as not even the airpower acolytes predicted the enormous capability of American industry. The plan’s postulated 239 combat groups (ninety-eight of them flying bombers) proved eerily close to the wartime high of 243 with 80,000 aircraft and 2.4 million men.


Well after the war, Hansell recalled the work of 1941. “In view of the world situation, the Strategic Air Intelligence Section naturally concentrated on the Axis powers. It was slow and tedious work, but ultimately we made a lot of headway with Germany and Italy. Japan, however, was a different story. The Japanese had established and maintained a curtain of secrecy that we found absolutely impenetrable. There were not even any recent maps available.”


At the time, few Americans were concerned with prospects for war with Japan, considered a land of polite, smiling people who bowed much and viewed the world through Coke-bottle glasses. “Made in Japan” was stamped on cheap, imitative products of little account, and whatever mischief Tokyo conducted in Asia was far removed from the national consciousness. As Hansell wrote, “The American people simply could not believe that Japan would challenge the United States in open warfare.”


Then came the events of December 7, which, as Hansell said, “in one blow destroyed the validity of all the Army and Navy War Plans. Naturally all strategic plans of any importance had embraced a major role for the United States Fleet. Suddenly the surface component of that fleet had lost its backbone. Not only were we suddenly at war but almost all the strategic planning for the conduct of our military operations had been nullified in one stroke.”


Strategic airpower doctrine resembled a three-legged stool. It depended equally upon targeting (material and psychological), bombing accuracy, and the viability of the self-defending bomber. Surprisingly, AWPD-1 touched upon the desirability of long-range escort fighters but AWPD-42 did not.


Airmen such as ACTS’s Kenneth Walker firmly believed in the concept of precision, daylight bombing from high altitude. The advantages were obvious: relative immunity to antiaircraft fire; the presumed difficulty of fighter interception; and better navigation and bombing accuracy than at night. However, by the time AWPD-1 was finished in 1941, the British had abandoned daytime operations over Germany, having learned that unescorted bombers could not survive in daylight. The Luftwaffe’s flak and fighters made nocturnal missions costly enough: throughout the war, about half of Bomber Command personnel were killed or captured, mainly flying at night.


Theory Versus Reality


Two of the most influential figures in American bombardment aviation were immigrants: a Russian flier and a Dutch engineer. Between them, they represented the enduring pattern that strategic bombing theory usually outpaced reality by more than twenty years. They were Alexander Nikolaivich Prokofiev de Seversky and Carl L. Norden.


“Air power is the American weapon,” declared Alexander de Seversky in his classic 1942 treatise, Victory Through Air Power. Seversky was an accomplished airman, having been taught to fly by his father at age fourteen in 1908. During the Great War the youngster joined the czar’s naval air service, losing a leg but returning to duty. Loss of a limb did not prevent him from becoming the nation’s leading naval ace. Appointed to a military mission to America in 1917, his stay overlapped the Bolshevik revolution in his homeland. Happy to spend the rest of his life in the United States, he quickly established relations with the aeronautic elite, including Billy Mitchell.


Seversky bore more credentials than any contemporary: naval officer, airman, fighter ace, engineer, and manufacturer. With that background he wrote widely and well—hundreds of articles appeared under his byline—and he lectured extensively. By one reckoning he addressed 100,000 military officers during his career.


Settling in New York, Seversky founded his own company in 1931 and became a factor in the aviation industry. (The surname represented a PR flack’s dream: “Sever the Sky!”) However, he proved a poor businessman, and in 1939 Seversky was voted out by his board of directors, who reestablished the firm as Republic Aircraft.


Nevertheless, few airmen pushed harder or more eloquently for full development of “the American weapon” than Seversky. Nearly as concerned with aviation’s philosophical aspects as Douhet had been, Seversky published his “Air Power Lessons for America” in 1942. By war’s end they proved about one-third accurate: among other things, he underestimated navies and aircraft carriers while overstating bombing’s effect on morale. However, some of his lessons later gained credence with improved technology.


For all his success as an author and lecturer, no venue matched Seversky’s bravura performance in the 1943 Disney version of Victory Through Air Power. Aside from the cinematic artistry, Seversky’s onscreen performance mesmerized many viewers. Moving about the soundstage, his blue eyes seemingly penetrating the camera, he made an impressive appearance, reinforced by a Count Dracula voice that left audiences spellbound.


Yet for all his background and knowledge, Seversky conjured a peculiar plan. Narrating a polar view of the world, he espoused quashing Japan with long-range bombers from, of all places, the Aleutians. Whether he had ever flown there, he should have realized that the Alaskan weather factory produced arguably the worst flying environment on earth, with base construction and logistics posing enormous problems as well.


However, Seversky waged a single-minded crusade to convert his countrymen to the Mitchell vision of airpower: an all-conquering force that would turn the Army and Navy into supporting arms. Reality forced itself upon such grandiose visions, but it would be difficult to overstate Seversky’s influence with the American reading public.


Meanwhile, airpower’s hands-on practitioners took over from the theorists. In that regard, Seversky handed off to another émigré from even more unlikely origins.


The world’s most famous bombsight was the brainchild of Carl Norden, born of Dutch parents in Java in 1880. After studying engineering in Europe he sought opportunity in America and became an industry consultant before the Great War. Impressed by his work with the Sperry Gyroscope Company, in 1920 the Navy asked Norden to develop a gyro-stabilized bombsight to replace the British and American types then in use.


Two years later Norden’s design was successfully tested, and the Army took note. Despite a long rivalry, the two services had decided to standardize on some items, including a precision bombsight. The first large order (eighty Mark XI sights at $5,000 each) came in 1927, based on tests that demonstrated a mean error of 110 feet from aim point at 6,000 feet altitude.


Peering through his eyepiece, a bombardier set up his Norden for the attack with the aircraft’s automatic pilot slaved to the sight so the bombardier was flying the airplane through his sight. Because accuracy depended on an absolutely level bombing platform, the Norden used two gyroscopes set to maintain wings level and a constant plumb line relative to the ground.


The bombardier had already performed a crucial task, setting values for speed, altitude, temperature, and barometric pressure. Then he consulted a thick book of mathematical tables to synchronize the sight and aircraft speeds.


As the bomber approached the target, the bombardier put his crosshairs on the desired impact point via a movable mirror that measured the changing approach angle. In his eyepiece the target appeared stationary, and the bombardier could make subtle course corrections by turning knobs that controlled the autopilot. That was important because winds aloft adversely affected a bomb’s trajectory, requiring the human operator to “kill his drift” via the sight. Judging the wind was more art than science, especially since winds could be diverse at various altitudes.


Contrary to the movies, the bombardier did not press a button before shouting “Bombs away!” Rather, the exercise in three-dimensional geometry was calculated for the sight to release the bombs at the instant the plane passed through a predetermined point above the earth. Atop the sight were two parallel tracks, each with a moving pointer. One indicated the plane’s progress through space; the other the bombardier’s estimate of the correct release time. If the bombardier had done his job well, when the two pointers met they tripped an electromechanical switch that opened the shackles in the bomb bay, sending the ordnance on its ballistic parabola to the target.


Whatever the sight’s virtues, interwar tests led to unjustified optimism about the accuracy of high-level bombing. Most of the experiments prompting unrealistic expectations had involved optimum scenarios: clear weather, no time pressure (certainly no flak or fighters), and bombers mostly flown at 10,000 feet or less. But flying straight and level at “angels ten” in the face of a well-defended target proved tantamount to suicide.


During the war, U.S. Army commanders would describe their operations as precision attacks, which in a manner of speaking fell within bounds. Flying in daylight, seeking specific aim points, the American method of strategic bombing was demonstrably more accurate than the RAF’s nocturnal area attacks. But in 1942–43 the Americans fared only slightly better. The vaunted “pickle barrel” accuracy of the Norden sight mated to the B-17 and B-24 usually failed to match the brochure under combat conditions.


Nevertheless, no bombers were useful without accurate bombsights, and Norden’s invention filled a void, becoming the world standard in its lethally esoteric trade.


Morality of Bombing


Douhet and many other airpower theorists espoused a seeming contradiction: by ruthlessly bombing civilian production centers a greater good would be realized in shortening a war, reducing the carnage among soldiers. That dichotomy appeared rational in light of the World War I experience, but inevitably it would clash with later concerns about the morality of unrestricted bombing.


Morality was a constant factor in criticism of strategic airpower, and Britain especially rejected terror bombing, having been on the receiving end in 1915–1918. In 1938 RAF doctrine stated, “A direct attack upon an enemy civil population . . . is a course of action which no British air staff would recommend and no British cabinet would sanction.”


In World War II, the Allies’ moral objection to urban bombing emerged mostly in Britain, where some 60,000 civilians died under German bombs and rockets. The bishop of Chichester was a particularly vocal opponent of strategic bombardment, though he supported tactical air operations. He and a handful of others insisted that Britain—and, by extension, America—would lose “the moral high ground” by bombing cities.


Such philosophical concerns collided head-on with two unbending realities. First, cities were where German weapons were forged, in factories operated almost entirely by civilians, who lived in urban areas surrounding the plants. Therefore, a halt to strategic air operations on moral or any other grounds would have produced a unilateral Allied cease-fire until Anglo-American armies were landed in France. But D-Day could not have been achieved absent Allied air superiority, which was gained only by round-the-clock bombing and daylight air battles that eroded the Luftwaffe’s strength.


Second, despite some airmen’s assertions to the contrary, there was seldom such a thing as precision bombing. The British government was flat-out duplicitous on the matter, insisting to the end that Bomber Command only attacked military targets (amid occasional admissions that declining enemy morale was a desirable by-product). But for much of the war, the RAF could not reliably put more than one-fifth of its tonnage within damaging distance of any factory, hence the resort to area bombing. In the words of British historian Max Hastings, “It was preferable to attack anything in Germany than to attack nothing.”


The airmen of all nations faced a moral and pragmatic contradiction. While few but Douhet openly advocated terror bombing, none could admit that 1940s technology and tactics mostly limited them to area attacks. It was one thing for the RAF to insist that it did not target civilians, yet another for the Americans to concede that their precision doctrine remained an ambitious goal rather than a routine reality.


To some combatants, the controversy attending strategic bombing appeared odd in the extreme. The Italian philosophy was well established, courtesy of Douhet, who died in 1930, but the Regia Aeronautica had little opportunity to test his theories by attacking major cities. The German record is checkered, from the controversial 1937 bombing of Guernica during the Spanish Civil War, to the attempt to recall the unnecessary mission against Rotterdam in 1940. However, if there was ever any discussion of the matter in Germany, there was probably none at all in Japan.


Prior to 1942 the world’s most sustained, most ruthless, and bloodiest air campaign was conducted by Emperor Hirohito’s bombers over China. In Tokyo’s attempt to control the Asian landmass, more than fifty cities were attacked from 1937 onward. Japanese bombers killed as many as 4,000 Chinese at a time, most notably at Chungking in 1941. But faced with immense distances and an enemy army that usually refused to concentrate, the Japanese were forced into much the same position as the Anglo-Americans in 1942–44: bomb something or do nothing. The essential difference lay in each side’s relative objectives: the Allies, victims of aggression, sought to cripple German industry, whereas the Japanese aggressors found precious few industrial targets and therefore resorted to an undisguised terror campaign.


Without realizing it, Tokyo’s warlords handed their enemies a powerful weapon: a moral certitude that the Japanese nation and its population had earned the firestorm that lurked beyond the broad sweep of the Pacific Ocean.


The View from Tokyo


In 1941, while American planners focused their efforts on a war with Germany, the least likely enemy posed an unappreciated threat. By then Japan’s 73 million people were personally and culturally inured to war in China. Based upon previous acquisitions, another 30 million subjects lived under Japanese rule, primarily in Korea and Formosa. The empire’s combined population enabled Tokyo’s propagandists to speak of a people 100 million strong.


Japan had largely been unified for 1,500 years and, in an astonishing national sprint, raced from essentially a feudal economy to near military parity with the Western powers in barely seventy years. Tough, disciplined, and enormously hardworking, Japanese were trained from childhood to serve the nation. Since 1890 students had been required to “offer yourselves courageously to the State.”


Beginning in the nineteenth century the ages-old Bushido warrior’s code had morphed into a European-style fascist ideology mated to the Shinto concept of emperor worship. The pillars of Bushido were loyalty, honor, and skill at arms, but Japan’s increasingly militarist governments succeeded in displacing the moderate samurai values with far harsher attitudes. The leavening ethics of Confucianism and Buddhism were increasingly replaced, with Shintoism becoming the state religion during the Meiji era of modernization from the 1860s. However, changes under Emperor Meiji did not extend to plain speaking, ultimately with disastrous long-term results. Japanese culture still abhorred American-style candor—far better to tolerate a poor situation than to offend people, especially one’s superiors.


Based on a homogenous population, the Ministry of Education touted inborn national character traits that lent moral authority to any enterprise. It was the same attitude found in the Japanese Serviceman’s Code of Conduct, a rigid, brutal compulsion to obedience framed as “sublime self sacrifice.” Yamato damashi, the Japanese fighting spirit, was exulted as mind over matter; flesh over steel.


Still, there were ironic foreign influences. The Imperial Navy absorbed the British Royal Navy’s values at the cellular level, to the extent of printing some texts in English, treasuring a lock of Horatio Nelson’s hair, and adopting bridge as a pastime. But more typical was Dai Nippon’s contempt for Western values. A British historian quoted a Japanese army document stating that American men “make money to live luxuriously and over-educate their wives and daughters who are allowed to talk too much” (a sentiment doubtless shared by some American males). The propaganda piece excoriated the United States as a murderous land, conveniently overlooking Japanese militants who assassinated government ministers during the 1920s and 1930s.


From the early 1930s, Japan was increasingly dominated by the military, with active-duty or retired generals and admirals in the nominally civilian posts of war and navy minister. But the nation had no central command comparable to the U.S. Joint Chiefs of Staff, and there was little coordination between diplomatic and military actions. Raised in a pervasive atmosphere of racial and cultural superiority, generations of Japanese assumed that because they dominated Asia, the same must apply globally.


Historian Dr. M. G. Sheftall notes that many ultranationalists adhered to a form of thirteenth-century Nichiren Buddhism popular in prewar Japanese literature. Their worldview was dominated by the concept of a multigenerational confrontation between East and West, climaxing in an apocalyptic victory bringing peace on earth. That view fit nicely with the ideology of “eight corners of the world under one roof.”


Whatever the guiding philosophy, Japan’s war policy was largely determined by the Supreme Council, known as “The Big Six,” comprising the prime minister, foreign minister, army minister and chief of staff, and navy minister and chief of staff. As per the 1889 constitution, the emperor was nominally supreme commander and, though he sanctioned laws, he was not head of government. Prince Hirohito had assumed the throne as Emperor Showa (Enlightenment) in 1926, and when he died in 1989 he had been the twentieth century’s longest-serving head of state.


Imperial General Headquarters had been established in 1938, responsible for overseeing the undeclared war with China. That same year the civilian population was brought more fully into the constant state of conflict with gasoline rationing and occasional rice shortages. The government tightened its control of industry; press censorship was administered by the Home Ministry; and military training became compulsory in schools.


Despite the increased war footing, Japan tangled with the Soviet giant in 1939. Tokyo controlled Manchuria but sought more, leading to a Mongolian border dispute known as the Battle of Nomohan. It ended in a decisive Russian victory after four months of fighting.


Nevertheless, Tokyo set its geopolitical sights on most of China and even India. But the army and navy had very different agendas. The army, most influential in government circles, favored not only continuing but expanding Japan’s conquests on the Asian mainland. The navy, naturally more worldly, had a better concept of what lay beyond the horizon. Essentially, the navy wanted a secure source of oil to fuel the fleet. That meant the Dutch East Indies. The army wanted China. Resolving the differences took enormous effort, especially given the services’ long-standing disagreements that often boiled into outright animosity. Nevertheless, the generals had their way, and 7.1 million uniformed Japanese served the cause of expanding what the Japanese termed the “Greater East Asia Co-Prosperity Sphere.”

OEBPS/images/f0xii-01.jpg
SOVIET UNION

e

MANCHURIA

e
Komea | o
Yoo Nagugg | dTeiyo
S i

Nk, “Nagionie JAPAN
RS

Kok
Ilands

oo jimacs
Formosa Okinawa. L

A 3 "
; J i
VAT i e D
oy S it
Yo, & s

Command

S

A

i
Borneo <

INDIAN
OCEAN

Ve
ertonds gt Tndies

o, Somis

Soleoequsor

AvSTRALIA






OEBPS/images/line.jpg









OEBPS/images/man.jpg





OEBPS/images/f00iv-01.jpg





OEBPS/images/9781416585022.jpg
WHIRLWIND

The Afr War Against Japan, 1942-1945

Barrett Tillman

Simon & Schuster
NEW YORK LONDON TORONTO SYDNEY





OEBPS/images/f0xii-01a.jpg
OMidoay Isand.

vt Rt
o Hawaiian
s

Canine bt i &

e prov
G sumon
Bogle b
Soloion lands & Western Pacific
& and

Eastern China Theater

Coral sea






OEBPS/images/pub.jpg
Simon & Schuster
NEW YORK LONDON TORONTO SYDNEY





