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Line up of Bell P-59A-1's at the Niacara Falls Municipal Airport with the Bell Plant in the bac ground.
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THE BELL XP-39A AIRAGOMET
THE UNITED STATES' FIRST JET AIRGRAFT

By RONALD D. NEAL

On September 4, 1941 the first officially recorded
conference to discuss jet propulsion was held in the
office of Major General Hunry H. Arnold, who was ti.n
Chief of the Army Air Force, The ground work for this
meeting actually had its beginnings in the carly nsart
of 1941, when on February 25, General Arnold, prompted
by Army intelligence reports on Gernan roclet develop-
ments, wrote Mr, Vannevar Bush, Chairman of the NACA,
advising him of the German efforts in the roc“~t field.
General Arnold went on to suggest that the NACA might
Took further into this question of jet prooulsion.
Acting on General Arnold's suggestion, Mr. Bush, in
March 1941, established the Special Coumittee on Jet
Propulsion under the direction of Dr. W. R. Durand.

Dr. Durand had been the chairman of the NACA during
World War |, and he came out of retirement to accept
this new and important position., |t should perhaps

be pointed out that at this time (circa 1940-1941) the
term "jet propulsion' was .nainly thought of as applying
to the principle of what today would be callad ''rocket
propulsion'' or non-air breathing engines, and thus the
early usage of 'jet' did not necessarily refer to the
present day conception of the jet engine.

The British had already been active in the field of
jet propulsion for several years, particularly in the
area of gas turbine development, and one of the fore-
most exponents for using the gas turbine as a propulsion
device was a young RAF officer by the name of Franl J.
Whittle., Whittle's interest in gas turbines dated back
to 1928 when in his fourth term as a cadet in the RAF
College at Cranwell, he discussed, in a paper he had
written on the future developments of aircraft, the
possible use of jet propulsion and gas turbines. Sore
18 months later, he conceived the idea of using the gas
turbine for jet propulsion. Naturally, other people
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and cther groups throughout the world rre wor'1ag on
somewhat similar c¢fforts, However, in this article

the remarks will be confined priarily to the svents
that eventually contributed directly to the United
Stat. s' ¢ntrance and particivation in the jet oropulsior
field,

in January 1930, Whittle first ajlied for a British
patent (No. 347,206) on his engine idea. Aftcr apply-
ing for the patent he attenpted to interest th: Air
Ministry in backinc the develonr:nt of his srososed cas
turbine engine. His idea was turned down on the arou--.
that the practical difficulties involved in develciing
it were too great, He next attc pted to intercst ori-
vatce British industry in his desiagn, but again his of-
forts met with failure. Alter these setbacks, Whittle's
active worh in the fiald alnost ccased and, duc to tho
lack of encouragement, hc even Jet the basic natent ex-
pire rather than pay the renewal 1¢ ., Howover, unox-
pected help caac in May 1935 when ho tas aporoached by
two ex-RAF officers who were intercsted in the nossibil-
ities offered by a gas turbine enqgine. Fro: this begin-
ning an organization was eventually "or ..Jd for the pur-
posc of producing a gas turbine cengine bascd on Whittle's
designs. The firm was ligally incorporated in March
1936 as Power Jets, Ltd. So two wonths later, Power
Jets placed an order with the British Thompson Houston
Coripany for the construction of a curnlete engine.

The test on the first engine, known as the type WU,
began on April 12, 1937, For the next counle of years
the new group struggled forward ayainst constant develon-
ment problems on the engine and the continued lack of
any enthusiastic official interest or backing. However,
the continued progress and improve .ont of thc cnginc
finally won the support of the government, and in July
1939 Power Jets was given the go-ahead to build a flight
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- .¢ine, The desian of the flight engine, which was des-
i nated as the W.l, was undertaken by Whittle and the
engineers at the British Thompson Houston Company. The
Gloster Aircraft Company, Ltd. was given the contract

to build the airfre ~ for the first British jet propel-
led airpla-z, and it was thereafter to be wnown by its
soecification number of E,28/39,

As the W.l engine was being built, a sufficient nuin-
ber of unairworthy parts and spares became available so
that from these oieces a test enginc, to be known as the
W.1X, could be assembled, With this engine installed
in the airplane, the first taxiing tests took nlace on
April 7, 1941, At the conplation of the trials, the
850 pound thrust W,1 flight enginc was instalicd in the
airplane, and Gloster's chief test pilot, Philip E. G.
(Jerry) Sayer, made the first flight on the evening of
May 15, 1941, This flight was not the first of a jet-
powered airplane, since this honor wmust be rcserved for
the German-designed Heinkel He 178 which flew on August
27, 1939, The first twin-engined jet to fly was also a
Heinkel design, the He 280V-1, making its initial Flight
on April 2, 1941, Today, the Gloster E.28/39, Serial
No. W LO41/G, is preserved in the aeronautical collec-
tion of the Science Museun, South Kensington, London,
England. The "G'" at the end of the serial number indi-
cated that an armed guard was required for the airplane.

In April 1941, while in England, General Arnold fin-
ally had the opoortunity o review first-~hand the Eng-
lish developrents in the jet propulsion ficld when he
had the occasion to exanine the Whittle gas turbine en-
¢gine and the Gloster E,38/39 airplane. During this vis-
it, he also had the opportunity to witness both taxiing
and short flight tests of the airplane. Realizing the
full irmportarce of these developments, he discussed the
¢as turbinc yuestion further with Lord Beaverbrook, Sir
Henry Tizard, Colonel Moore-Brabazon and Sir Charles
Portal. As a result of these discussions, preliminary
arrangements werc made for providing information on the
Whittle engine to General Arnold's London technical
staff for their evaluation.

General Arnold returned to the United States in May.
He at once informed Brig. General Frank Carroll, Chicf
of the Engineering Division at Wright Field, and Brig,
General Qliver P, Echols, A-4 on the Air Staff at the
Army Air Force headquarters in Washington, of the forth-
coming development and production efforts that would

probably be required in the field of gas turbine engines.

He also advised the State Department of his findings and
recuested their assistance in making the necessary ar-
rangements for establishing the desired liaison between
the two countries to facilitate the exchange of informa-
tion 1n the gas turbine area. In order to insure the
necessary cooperation between the United States and
Encland, a series of negotiations wcre then undertaken
between Cordell Hull, United States Secretary of State,
and the Earl of Halifax, British Ambassador to the
United States,

As a result of these combined efforts, a very impor-
tant —eeting took place on July 22, 1941, at the Minis-
try of Aircraft Production in London. At this meeting
Air Marshall Linnell of the MAP and Dr. Roxbee Cox or
Power Jets Ltd. briefed Colonel A, J. Lyon and Mr. D, R.
Shoults,on gas turbine developments in the United King-
con., On July 25, Colonel Lyon, Mr. Shoults and Major
Carl Brandt visited the Power Jets Ltd. facilities and
ciscussed gas turbine progress with Wing Commander Whit-
“le. Three days later, this same group visited the
Gloster Ajrcrait Company's factory and viewed the two
£.28/39 experi .zntal aircraft then under developnent.
During this visit, details of the F.9/40, twin engine
fichter Jo_ion (later versions of which would be known
as th= Meteor) werc also discussed,

Colonel Lyon was General Arnold's representative in
Encland for all technical matters. Mr. Shoults was a
technical service rcoresentative for the General Elec-
tric Co—=~any, and hz had originally been sent to England
by General Electric to advise and assist Coloncl Lyon

in the servicing and use of turbosupercharger equipment
being used in the lLend-lLease B-17C airplancs. However,
with the new and growing emphasis on gas turbine engines,
General Arnold had appointed Mr. Shoults to act jointly
with Colonel Lyon as an investigating cormittee on the
new engine, In order to evaluate the technical aspects
of the English jet-powered airplanes, Colonel Lyon had
requested Major Brandt to serve on the committee and to
report on this phase of the program.

In late July, Major Donald J. Keirn arrived in Eng-
land on a secret nission, and reporting directly to Col-
onel Lyon, he found that he had been appointed, by Gen-
eral Arnold, to be Colonel Lyon's deputy on the jet
propulsion project. After being brought up to date on
the British developments in the gas turbine field, Major
Keirn was sent to Lutterworth where the Power Jets fac-
tory was located. There he could gain first hand in-
formation on this effort and evaluate it with respect
to possible American utilization. Arriving at Lutter-
worth, he met Frank Whittle for the Tirst time and then
for the next four days he went over the details of the
Whittle engine. Returning to London, he again reported
to Colonel Lyon and made thke recommendation that the
United States build a copy of the Whittle design.

In order to present the results of their findings re-
garding possible United States participation in the gas
turbine field, Mr, Shoults and Major Brandt returned to
the United Stat.s, and at tho Scpte.ber 4 oeting they
presented the recommendations of the London committee.
The government and the Army Air Force were represented
at this meeting by Mr, Robert A. Lovett, Assistant Sec-
retary of War for Air, Major General H. H. Arnold, Chief
AAF, Brig. Genzral Carl A. Spaatz, Chicf of the Air Staff,
Brig. General Qliver P. Echols, Chiel of the Materiel
Division, Lt. Coloncl Benjariin W. Chidlaw, Materiel Div-
ision and Major Brandt. The General Electric Company
was represented by Dr. A, R, Stevenson, Jr., Mr. R. C.
Muir, Mr. S. R, Puffer and Mr. Shoults. At this meeting,
after hearing and discussing the recoarendations, it was
tentatively decided that 15 congines and three airplanes
should be produced as soon as possible. Due to the Tow
thrust output of the Whittlce engine, it was decided that
the airplane should be of a twin engine design with Bell
Aircraft Corporation being sclected as the first choice
to build the airplane.

The official reason given for selecting Bell as the
airframe manufacturer was listed as becing because of its
close proximity to the General Electric Tacilities. How-
ever, as with most major decisions, the final conclusion
or recommendation is usually not the result of any one
factor. Rather, it represents the best judgment based
upon several considerations, and such was the case in
the selection of Bell. In a letter to the author, Gen-
eral B, W, Chidlaw, USAF (Ret.), elaborated on this
point and nade the Tollowina recmarks.

"Quite naturally all aircraft companies
experienced in Fighter Aircraft Design and Pro-
duction entered into our carly considerations.

My recommendation as to the choice of BELL (on

the airframe side) hinged mostly around the fol-

lowing considerations:

"(1) Most all of the other companies pre-
viously experienced in Fighter desiagn and pro-
duction found their design and engineering staffs
so overloaded with work improving and/or 'de-
bugaing' the aircraft already under development
or production that | did not wish to see them
further overloaded with undertaking still another
project of this magnitude - particularly within
the completion time span of one year which Gen-
eral Arnold had decreed for the first phase com-
pletion of this highly experimental project.

"(2) Bell had a smaller, but highly-exper-
ienced and imaginative engineering stalf, well=-
experienced in Fighter design. This particular
group was--at just that tiime--lcss overloaded
with current development and producticon improve-
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nt...work anc hence ablc to undertake a oroj-
~ct «° this sort with less int.rference to other
t.nortant projects and production prograis then
on the bocis,

'""(3) BELL had certain isolated lacilities
which could 5 nade readily available to start
this nroject under the strict conditions of tho
'SECRET' classification as inposed by General
Arnold,

"(4) The proxicity of Buifalo to the Schonec-
tady and Lynn (Mass.) enginc plants of G.E. promis-
ed easicr, Tastor and ore conlete and constant
courdination, cu necessary to both the airfrane
and :nginc manufacturers in this project, so
highly cxperimental in nature, You ust re-

—.oer that in building the Ascricanized version
of the British cngine all acasurenents had to be
translatcd to Anerican standards and such ‘casuro=-
sents had to be passed on i-awdiately to the design
stir of the airfra “lenutacturar so that both
carts of the project could go on concurrently.,

"(5)  Last, but by no  ans least. wc t.re
all awarce of Larry Bell's trer..dous o rscnal
drive and houndl <o (oathusias  in all  attors
rolatin¢ to Riscarch and Develo ont...and we

Tilewis. bnow that once in this Lrograr, M.
Boll would p.rsonally be ricing hord...an”
"oeepine on bteg Ttk projoct...every cinuce. !
Bell's willineness and capacity to uacderta - the
sun what unorthodox< anproach had alrcacy been ' oon-

strated by tho Bell-designed XFM-1 Airacuda an' the
XP-39 Airacobra. In Lhe years to o &, the ability of
tha Ball Aircraft Cornoration to oush lorward into new
fronti.rs would be oxo plified by the Bell X-1, X-2
and X-5 roscarch airplenes.,

General Electric, of course, had be :n szlected by
the Arry Air Force as the enyine contractor because of
thoeir oxtensive rescarch and develov--nt canabilitices
in the cletxly-related field of turbosupcrcharacrs.

It is intcresting te note that wher the NACA S| ocial
Cowiittee on Jet Propulsion was [irst foriod, the only
industrial companies invited to particirpate were West-
inghousc, Allis-Chalners and the Schenectady stea
turbin division of Genzral Electric, Reprosentatives
fror the established aircraft cngine corpanies, i.e.,
Allison, Pratt & Whitncy, ctc., were specifically loft
out of this aroun at the request of General Arnold. At
this tine he Ffeared that the old line Firms might noss-
ibly bc opposed to the developrent of an unorthodox
powerplant .

At the conclusion o the Scptember 4 mecting, Arnold
had the 3ritish guvern nt notified, through the Al-ri-
can Ervassy in London, that a decision had been reached
to produ~: jot-pro - 1led airplanes and gas turbine en-
gines in k- Unitel States. It was also requcsted that
Great Britein sznd authorization richts covering the rc-
production of the Whittle cngi..2, one complete engine
and one single encine airplane (E.28/39) to the United
States,

That cvening, General Arnold's office contactcd
Larry Bell at his home and recu:sted that he anc his
chi<’ engineer, Mr. Harland M. Poyer, be present for a

*eting in Washington the next day., Mr. Bell then
guickly contacted Poyer at his ho .. to advise him of
the meeting, and late that evening they both left Buf-
Talo Tor Washington.

Thus, on Scptember 5, in a preliminary meeting with
General Echuls, Mr, Bell and Mr Poyer were given a
briefling «n the rcasons for their visit and a resurie
of progr:s in the gas turbinc ficld, The records in-
dicate that at this .ecting General Echols ashked Mr,
Bell to participate in the Jeveloprient of America's
first jet-powcred airnlane and that Mr., Bell in turn
expressed tho willingness of his conpany to undertake
this . fort, Since the decision to have Bell build the
airpltane had already bcoen nade the day before, it then
seems likely to assume that the act of asking Mr, Bell
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to participate, was 7norc a matter or r1or”, than an act-
val request.  In any e¢veat, the “act that Bl would
build the airplanc was orobably a faragone conclusion!
Later that same day & sccond ~etin~ took place, this
ti-~ in General Arnold's office, with Mr. Bell Mr,
Poyzr and Mr. Shoults prescnt, and at this . _ting a
final dccision was reachcd to build 15 gas turbine cn-
cones @nd three airplanes.

ATtoer returning to 3uifalo, Mr. Poyer selocted a
srall ¢grous of his ~ @y cngin .ers and thase ~vn were then
callaed into ifr, Bell's oific:. Th-y were first sworn to
strict seccrecy and then v a bri finc on the recent
Washincton trin, Mr. Bell then assi o th . the tash
o7 desianing the XP-59A, This original group c:asisted
of an acrodynanics ¢n Toeer, a ther wdyne s cnoincor,
a structural desicacr, a ¢ veloo ot cnvincer, a stress
analysis ngin r and 2 weichts engin r.

Twio other n who, of course, knew of thoe project
were Robert J. Woods and Ray P Whitna co-foundors,
who alona with Larry Bell had organized Bell Aircraft
Corporali v oa July 10, 1735, At that ti. Larry Bell
had becen vico-orosident and ger ral uanaager of the Con-
< lidated Afrcraft C rooraticn, but whe o Consolidated

aved to Calinrnie he resigned his position and renain-

2c in Buifale to for his own cw any. Initialiy,
L0,000 squarn /'~ L o7 chace 1n Consolicdat:a s old Rild-
ing was r-atoc, and by the ond ¢ 71 E 11 Aircrait
Corporatic~ «-aloyed all of 60 nuHle, The Tirsc air-
nlanc ' 3100 to b ~radust’ by B 11 was the XFM-1 Ajra-

cuda ..hich First Tlow on S Lteaber 1, 1937,

With only an 8 < 11 . __-hard sh tch of the cncine
anc wor..ina undar extr. SCCUrly . casures, tias group
o7 six ten, withi~ the scort soer 7 two woeks, breparcd
a propousal and a 1/20 scalc odol of the airplanc.  The
nrouosal was oresanted to and apornved by General Arnold.
On Sept-mber 30, 1941 Fixed fec Contract W535 ac-21931
vas «nc -7 1n > with the Bell Aircraft Corporation for
three XP-59A airplanes, onc¢ wind tunr 1 wmodel and data
for a total orice »f S1.644 431, The (P-59A airplanes,
were described in the ¢ atract only as 'twin engine,
sincle olace intorcect o .orsuit  odels ' CGencral Ech-
ols had recoi .nded the approval of this contract with
the cow nt that this 3irplance was nceded in connection
with the develop ~nt of hich performance interceptor
pursuit airnlan - The councract was approved by the
Under Sceretary of War on October 3, 1941 and it called
for the first airolens to be delivered eight months from
the date of the contract approval--a rather tight sched-
ule considerinag the magnitude of the oroject. The guide-
lines given for the design of the airplane were very
loose, with Bell buing civen @ free hand in determining
thoe configuration of the airplane. The only basic re-
quire  ent was that they wrap an airframe around the two
forthcoiing General Electric engines.

Throughout the entire XP-59A effort tight security
ileasures were constantly imposed on the project, and
from the beginning it was given a special secret class-
ification. |In fact, the designation for the airplane,
XP-59A, was not original, but rather was borrowed from
a Bell experiental model that had been assigned the
designation XP-59. The XP-59 was to be a 450 mile per
hour single engine interceptor with twin tail booms,
dual rotating pusher propellers and a tricycle landing
gear, The armament for the final version was to be four
.50 caliber machine guns and two 20 mm cannons and the
airplanc was to be powered by a two-stage Pratt & Whit-
ney R-2800-23 engine. The original Army Air Force con-
tract called for the procurement of two airplanes of
this type, but the program never progressed further than
a partial mock-up and several wind tunnel models, and
on December 1, 1941 the Army Air Force informed Bell that
the propeller-driven XP-59 project would be terminated.

When Bell first agreed to participate in the secret
jet propulsion program, the question of the airplane
designation had arisen. It was then decided to assign
the new jet airplane the designation XP-59A so that at
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General arrangement drawing of the original, propeller-
driven XP-59 that did not progress beyond drawing board.

least on paper it would appear to be a modification of
the Bell propeller-driven design. Bell Aircraft was to
assign Model Number 27 to the XP-59A project.

Colonel Chidlaw was selected by General Arnold and
General Echols to head up, ronitor and direct the dev-
elopnent and testing chases of the XP-59A project.

This responsibility also involved the coordination of
the activities at Bell and Gencral Electric with the
British and Washington, Colonel Chidlaw brought to the
project almost 20 years of aviation experience, having
joined the Air Service in 1922 as a 2nd Lieutenant in-
mediately after his graduation fro- the United States
Military Academy, Ray Whitman, acting as the Bell
representative, handled the liaison work between Bell,
Wright Field and Washington. Major Ralph R. Swofford,
Jr. and Major Keirn were assigned as aircraft project
officer and jet engine project sf¥icer, respectively.
Both of these men reported directly to Colonel Frank O.
Carroll, who was Chief of the Experivental Engineering
Section at Wright Field.

Just as Bell was beginning to orepare its proposal
for the XP-59A airplane, negotiations between the United
States and England, concerning details of the Whittlc
engine, were rapidly reaching completion., In reply to
General Arnold's reauest of Septermber 4, the Military
Air Attache in London advised that drawings and data
on the jet engine and one complete engine would be sent
to the United States as soon as possible. A single en-
~inz airnolane was not available and at that time a def-
inite date could not be established Tor shipping one.

On Scptember 22, 1941 the British Air Co “ission
advised the Unilcs States Scerctary of Yar that author-
ity for rcleasc of all available infor.ation on jct pro-
oulsion tu the United States had boen civen by the Brit-
ish Government, However, certain rectrictions on the
use of the material would first have to bz agreced upon
by the United States. Thesc restrictions were, (1) the
inTr ation would be uscd only lor the rurpose intended,
(2) secrccy would be naintained and corwacrcial rights
would be protected, (3) no information would be released
to a third party without the concurrence of the British
Goverr =nt, and (4) none but citizens of the United
States and subjcocts of Great Britian (of lnown background
in either casc) would be oer itted to have knowledge of
this information without British consent. On Octobcr 9,
1941 these restrictions were oificially confirned by
Heary L. Stimson, United States Scceretary of War, with
only one -inor addition, dealing with United States
rights of development on independent gas turbinc pro-
jects.

All of the jet propulsion projects werc originally
placed in a '"'Special Secret'' cateqory, and this classi-
fication remaincd in effect until May 1943 when the pro-
ject was reduced to '"Secret.'' in November 1943 the scc-
urity classification was reduced to '"Confidential'’ with
the actual airplane performance remaining ''Secrct'', and
finally, in August 1944 this classification was further
reducad to '"Restricted.'" Initially thi XP-59A project
was so secret that the Army Air Force Plant Resident at
Bell was not even inforaed of the project's existence
until May 1943,

With the initial authorization of September 22, ar-
rangements had been started Ffor the shinment of the re-
quested items to the U.S. Thus, on October 1, 1941 a
B-2L4 Liberator lifted from the runway at Prestwick, Scot-
land and winged westward across the Atlantic. It is
interesting to note that exactly one year later, to the
day, the jet-powered XP-59A would make its maiden flight,
The destination of the B-24's carqgo was the Turbo-Super=
charger Depart.cnt of General Electric's Lynn, Massachu-
setts plant. The ship..ont consisted of the W,1X engine,
which was concealed under floor boards in the bomb bay,
and a set of nanuiacturing drawings of the Power Jets
W.2B engine design., The W.1X engine that was being sent
to the United States was the samc engine that was used
for the initial taxi tests of the E.28/39, and during
the nine months while it was being tested by Power Jets,
it had accumulated approxinately 132 hours of test run-
ning. All of this nraterial was accompanied by a three-
man Power Jets teai and Major Keirn. The airplane ar-
rived at Bolling Field, Washington, D.C. on October 2,
and after a running battle with a rather uncooperative
United States Customs Department, the still secret and
uninsoected cargo was finally delivered to the General
Elcctric olant by Major Keirn.

To test the Whittle cngine, General Electric built
a special engine test cell, and for sccurity reasons
this cell was built within an existing building with
the ecngine exhaust being ducted into an unusued 6h-foot
chimney, This small engine test cell was constructed
oi reinforced concrete with the entrance to the test
area being through a heavy steel door. The only means
for viewing the engine was through a small observation
slit, The heavy construction of the cell and the ex-
treme precautions taken while running the engine were
considered necessary in order to prevent any accidents
fro- occurring that riight jezopardize the security of
the project. The first test experience in the test cell
with the Whittle engine took place in November 1941,

The initial engine run-ups were restricted to 10,000 rpm
and only after gaining considerable test time and exper-
ience on the engine was the speed stepped up to the
14,000 rpm level, The naximum speed of this engine was
approximately 17,550 rpr.

Using the W.2B drawings, the General Electric person=
nel, under the direction of Mr. Donald F. Warner, began
to produce a reproduction of this engine. However,
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detailed inspection of the drawings revealed several
omissions and some shortcoinings in the overall design of
the engine, and General Electric reauested that they be
pervitted to make the missing parts and to incorporate
other design details that they felt were necessary. The
Army Air Force apnroved the request with the provision
that General Electric should not make any modifications
that would adversely affect encine performance. |In
spite of the many problens that had to be overcome, the
General Electric engine, now known as the Type [-A,

made its first run in the test cell on March 18, 1942,
less than six months after the arrival of the drawings!
Eventually, a total of 30 !-A engines would be produced
for the XP-59A program,

The Type I-A was a centrifugal, reverse flow, turbo-
jet engine that delivered approximately 1,250 pounds of
thrust. Just as in the case of the airframe designation,
the "l-series'' designation for the jet engine was sel-
ected for security reasons. General Electric was then
producing aircraft superchargers with the designation
VA" through '"F'' and therefore, the use of ''lI'', plus the
fact that the jet engine was referred to as a turbosup-
ercharger, served to hide the true nature of the project

Wing Commander Frank Whittle arrived in the United
States in early June 1942, the purpose of his visit be-
ing to deliver the latest drawings of the new Power Jets
W2/500 engine and to confer with the General Electric
people on the development of their |-A engine. From its
earliest runs the |-A engine had suffered from excess-
ive exhaust gas temperatures, and Whittle was instrumen-
tal in helping to solve this problewm. Commander Whittle
returned to England in the first week of August 1942
after having remained here until the problems with the
engine were ironed out and units were ready for instal-
lation in the number one XP-59A,

After preparing their proposal and receiving approv-
al of the design, the Bell team had set up the initial
XP-59A projcct in the old Pierce-Arrow Plant which was
located on Elmwood Avenue in Buffalo. The original pre-
liminary drawings were mnade at this location. Before
the detail layout stage was rcached, however, the proj-
cct was moved into the second floor of a four story
building located at Main and Rodney Streets in Buffalo.
At the outset of the program Bell had realized that a
separate area for the engineering and shop work would
bz necessary for the XP-59A effort and so, after some
scouting, the '"Main Street' plant was located and leas-
ed from the Ford Motor Company., When the project first
began noving into the building the lower floor was still
occupied by a Ford Agency. This activity was immediate-
ly eascd out with Bell then setting up their machine
shop facilities and storage area on the newly-vacated
first floor. AIll entrances to the building were guard-
ed around the clock and special identification passes
were required for entrance to the building. To further
insure security the metal window frames were welded
shut and the lower window panes (even on the second
floor) were painted over.

Though initially lacking accurate engine details,
Bell had proceeded on the design of the airplane and a
1/16 scale wind tunnel force model was built and tested
in the Wright Field five foot tunnel by December 1941,

A second wind tunnel model was built, this one being
used for pressure distribution studies, and tests on
this model were completed by late March 1942, Because
of the extreme secrecy of the project it had been de-
creed that all of the wind tunnel tests, prior to the
first flight of the airplane, would be conducted in the
Wright Field tunnel, Realizing the importance of proper
intake duct design for the engines and recognizing the
limitations of the Wright Field facility, Major Echnls,
in November 1941, had requested that testing in NACA
tunnels be permitted. Because of the secrecy require-
ment imposed by the original agreement with Britain,
General Arnold had to refuse this request. In June
1942, Colonel Chidlaw reported that the XP-59A project
was being handicapped by the requirement of secrecy
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General Electric Tyme [-A turbojet engine, the type used
for the first fliaht of the XP-59A, (General Electric)

which per-itted tunnel testing in the Wright Field fac-
ility only. He went on to comment that the engine per-
formance for the General Electric engine was in poor
agreement with the original calculations, partly because
the original encine calculations were based on small
scale model cdata that had to be extrapolated from the
Wricht Field tunnel tests. Another factor that did not
help was that the British W2B engine, which was the bas-
is for the | series, was designed for a static sea level
thrust of 1,760 pounds. Actually, it never reached this
performance, with 1,560 pounds of thrust being the max-
isum obtained. In line with this fact, Colonel Keirn
and Mr. Shoults, in an Institute of the Aeronautical
Sciences paper, presented in August 1945 stated:

""Performance predictions for this aircraft

(XP-59A) were based on estimated design per-

formance characteristics furnished from

England in lieu of United States engine test

data, Unfortunately, neither the original

nor the later production engines produced

the output predicted.'

One of the many problems that confronted the Bell
design team was that the secrecy of the project prevent-
ed any contact with outside technical experts (NACA) or
any of the aircraft equipment vendors. They were then
forced to either design and build all of the parts and
equipment for the airplane or purchase readily available
"off the shelf' components. Many of the major pieces of
the airplanes were fabricated in the first floor machine
shop, but large or specialized parts had to be farmed
out to the main Bell plant facilities. To disguise
their true nature, the drawings that had to be sent to
the main plant for fabrication were deliberately mis-
titled. An example of this practice was the engine ex-
haust pipe that was labeled as a "heater duct.'" No
doubt the sheet metal man who received a drawing calling
for a lh-inch heater duct was convinced that he was work-
ing on a part for one of the world's largest airplanes.
The actual assembly of the three XP-59A airplanes was
carried out on the second floor of the building. Manu-
facture of the nunber one airplane began on January 9,
1942 with the assembly worl on the wing and fuselage
occurring during March and April.

As finally formalized the design of the jet-powered
XP-59A bore a strong family resemblance to the piston
engine Bell designs, the P-39 and P-63. This was a nat-
ural occurrence, since the extremely short time allowed
for development of the airplane almost precluded any
major advances in the state of the art. Also, the se-
crecy of the project dictated that Bell draw on its own
design team, without additional hiring, and these people
in turn used their design experience with the piston-
powered airplanes, Furthermore, the purpose of the proj-
ect was to design, build and fly a jet-propelled airplane
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as quickly as possible in order to provide the United
States with experience with this new type of oowerolant.
The XP-59A was also unique in that from the beginning
of the project it was oroposed to build an airplane

that would result in a production fighter. Comenting
on the purpose of the XP-59A project, General Chidlaw
has remarked:

"...we wished to start this project primarily in

a Fighter Configuration as a 'Fighter prototype’

test bed hoping that we could later expedite

(with the development of greater thrust from

the Americanized version of the Whittle engine

and the addition of adequate armament) the trans-

lation from the initial experimental test air-

plane (s) into a useable 'superior performance'

fighter, capable of beinc produced in gquantity for

our then Arnmy Air Forcc fighter units.'
This is in contrast to the British and Gernan efforts
in that the first jet airplancs produced by thesc coun-
tries werc purely cxperi ntal in nature with no real
hope or plan for production of these models.

As the project effort began to pick up e oncus,
it soon becane necessary to increase the manpower lovel
of the project and so in the nain Bell plant a strang:
thing began to occur--people suddenly began to disappear.
Where these people had gone, what they were doing, or
even if they still worled for Bell was a aystery to
those who remained behind, and the now emoty and vacant
desks and drawingboards only served to add to the fiys-
tery. Of coursc, the peoplc who were now working on
the "X'" airplane could not entirely end their social
life, and when parties or a professional meeting took
place and these ''lost ones'' madc an appearance, they
were subjected to the friendly cross-exanination from
their friends and ex-coworkers., The extent of the sec-
urity finally reached the point where those woriing on
the XP-59A were actually discouraged fron participating
in social affairs. The people working in the project
not only had to refrain from telling their fanilics
what they were working on, but the location where they
worked had to remain a secret, In the event of an emer-
gency, the family could call a phorie number that woulc
ring a phone at the secret plant. Thz name of thc party
calling and their phone number was taken and this in-
formation was relayed on to the employee, who could
then return the call from another phone!

The all metal, semi-monocoque [lusclagye of the XP-59A
consisted of a spliced forward and aft section. The
forward section was the principal component, with this
section containing such items as the wing center section,
the engines (which were housed in nacelles that were in-
tegral with the main fuselage), all engine accessories
and controls, pilot compartment, radio equipment, the
non-steerable nose landing gear and all flight control
systems. The engines, which attached to the wing cecn-
ter section structure, were supported by three engine
mounts located on the forward portion of the engine.
Ready access to the engines and accessories was gained
by the removal of the three sections of nacelle cowling.
The pilot compartment was heated and pressurized by us-
ing bleed air from the compressor of each engine., The
cabin glass was heated by using hot exhaust air from
the left engine tail pipe. The gun compartment was
heated by utilizing the air uscd to cool the rear en-
gine bearings. Access to the cochpit was made through
a side-hinged canopy.

The instrument panel was equipped with all the nor-
mal fighter type flight and engine instruments, and
the general panel layout followed conventional design.
However, the noticeable additions in the panel came in
the form of an 18,000 rpm indicating tachometer and tail
pipe temperature gauges. Later on, after the airplane
had been flying for a while, a problem involving over-
heating of the engine bearings was encountered and so
bearing temperature gauges were incorporated as standard
equipment. In flight the airplane was found to be so
vibration free, due to the smoothness of the jet engincs,

The =ain instrusont pancl of the oriainal Bell XP-59A,
(Photo - National Air Muscu:)

that it was nccessary to install a vibrator on the in-
struncnt canel so that the instruments would function
proncrly and not stick due to the natural friction in
the instruient nmechanical linkage,

Even though the nunber one airolanc was never fitted
with any arnmarient, it was designed from the outset to
carry two type M4 37mm cannons, with 44 rounds of ammu-
nition each, in the nose compartment. The sccond and
third airplanes were so arned,

Each wing was made up of an inner and outer vancl,
with the inner panel attaching to the wing center scc-
tion. The inner panel was built up on three spars con=-
sisting of the front bean, auxiliary bcan and rear bean.
The electrically-driven nain landing gear retraction mech-
anism was located in the inner wing pancl and it was
attached to the auxiliary beam with the year retracting
inwards. The outer wing panel, carrying the aileron as-
sembly, had only a front and rear bcan with the inner
wing auxiliary bean ending at the junction of the inner
and outer pancls., All of thc fuel was carricd in wing
fuel tanks that consisted of four self-sealing cells in
each wing for a total capacity of 290 U. S. gallons.

The airfoil sections erployed (or the wing design were
of the low drag laninar flow 66 series.

The ailerons were of onospar construction with
fabric covering and they werc actuated through a control
syster using bell cranks and oush-pull tube asscublics,
The aileron trim tabs, located on both ailerons, were
cable operated.

The fabric covered flaps werc located on the inner
wing panels and each flap was raised and lowered through
its individual gear box and actuating screw, both sys-
tems being driven by a 24 volt electric 1otor located
in the fuselage. Limit speed for fully deflected flaos
(459) was 150 mph [AS.

The horizontal and vertical stabilizers were of con-
ventional all metal construction. The rudder and eleva-
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tors were of similar construction to the ailcrons and
they, too, were fabric covered, The use of Tabric con-
trol surfaces might today seem to be a poor choice of
raterials Tor a jct airolane, but it 1ust be remembered
that other airplanes of this period were capable of
high speed performance and yet they, too, were initially
Titted with fabric surfaces. Actually, at this point
(1941-1942) the speeds had not progressed to the point
where control surface distortion and/or failure of con-
trol surface fabric hac become a problen, The fabric
surfaces did eventually crcate a problen in the P-59
program, and later models were modificd to have etal-
covered surfaces,

One unexnected problen experienced with the fabric-
covered eleavators was the danger of burning or scorch=
ing ther as a result of a "hot start'' with the engines.
The "hot start'' could occur when accumulated raw kero-
sene in the tail pipe area was ignited during an cngine
start., To prevent damagc to these surfaces, pilots were
eventually instructed to keep the stick pulled back (up
elevator) during engine starts!

Just a few short months after the initiation of the
XP-59A program, Bell submitted a quotation, on February
17, 1942, to the Army Air Force for 13 YP-59A airplanes
to be used as service test articles, The contract for
procuring these airplanes was enacted as a supplenent
agree ent to the original XP-59A contract. The contract
called for 13 YP-59A airplanes, a static test airplane,
wind tunnel models, spare parts and data for a total
cost, including fixed fee, of $2,670,377.16 with this
contract being approved by the Secretary of War on
March 26, 1942,

Both from an external and internal appearance these
airplanes, as originally built, closely resembled the
X nodels because design changes between the two models
were being held to a minimun in order that the transi-
tion from experimental to service test, and eventually
to the production airplane, would be as uninterrupted
as possible, Initially, the only noticeable exterior
difference between the two models was that the canopy
on the Y models was of an aft sliding design, whereas
the X airplanes had a hinged, side~opening canopy.

As the design of the service test models progressed,
sore questions arose regarding the suitability of the
proposed armament for the airplanes, but after consider-
ing several armament installations the Army Air Force
advised Bell that the first nine YP-59A airplanes should
be armed with two 37mm cannons. After further consider-
ations on the armament question, Bell was advised that
the last four airplanes should bc equipped with one
37ar cannon and three ,50 calibre machine guns. These
last four airplanes also differed in that they were to
be provided with droppable auxiliary fuel tanks,

Along with all the other problcms occasioned by the
extreme security measures of the project, it had been
realized by the AAF that the flight testing of the jet
airolane could not be carried out in the populated Buf-
falo area, Therefore, Colonel Chidlaw and Major Swof-
ford made a tour of various sections of the country to
determine a suitable location., After surveying the
available sites, they selected the Army Air Force Muroc
Bombing and Gunnery Range located on Rogers Dry Lake in
eastern Kern County, California, This site was later re-
naned Edwards Air Force Base on January 27, 1950, in
honor of Captain Glen W, Edwards, who was killed June 5,
1948 while flight-testing the Northrop YB-49 flying
viina airolane. The jet flight test area, having now
been established as the Materiel Command Flight Test
Base, was located at the north end of the lake about
five ~iles from the regular Army Air Force base of Muroc.
Later on in its career this new area would somctines be
referred to as the Wright Field of the West, or as Mur-
oc |1,

It would have been hard to sclect a nore fly-
ing sitc, for the hard surface of Rogers Dry Lake afford-
zd an alrost unobstructed landing field encormassing
epproxiately 65 scuare :miles. Situated among the San

ideal
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Barnardino and Shadow mountains, this arca in the heart
of the Mojave Desert, looked out across a vast barren
wasteland of sand, tumbleweeds and an occasional grove
of Joshua trees.

Bell was advised in rid-May 1942 that a test site
had been selected and that the XP-59A airplanes would
be tested at Muroc. It was at this point that Larry
Bell called in his chief test pilot, Robert M. Stanluy,
and told himn that Bell was actively engaged in the dcv-
clopnent of a jet-propelled airplane and that he should
begin to establish a flight test program for the air-
plane. Stanley's aircraft experience dated back to
1931 when he first went to work for the Douglas Aircraft
Company. Four years later he received his Bachelor of
Science Degree in Aeronautical Engincering from Cal Terh,
with the next four years being spent as a Navy pilot.
In 1939 he joined United Aircraft Corporation as a test
pilot and then joined Bell in 1940. Bob Stanley's task
now became one of familiarizing himself with the air-
plane and its gas turbine engines and preparing the re-
organization of his flight-research staff so that he
could take several of these pcople some 2,000 miles to
the California desert, while still leaving sufficicnt
personnel to handle the normal testing operations at
Buffalo. So secret was the project that many of the
flight test people later sent to the Muroc sitc did not
even know what airplane they were being sent to work on
until they arrived and got their first look at the new
airplane.

By the middle of July the XP-59A airplanes were on
schedule, but Bell was being delayed due to slippage in
the engine delivery schedule, Finally, on August &,
the first of the two Type 1-A engines arrived at Bell,
The second engine followed shortly thereafter, and the
final assembly of the number one airplane was then com-
pleted and the task of disassembling and crating it for
shipment to Muroc began on September 10, 1942.

Since the old Ford building had not originally been
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Map of the area in and around the Rogers Dry Lake site
where the XP-59A was first flown. The jet test base
was located at the north end of the lake. (Neal)
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desicned to have airplanes built on its second floor,
it was necessary to make certain structural changes in
the exterior of the building. A rather large hole was
knocked in one of the brick walls so that the larger
crated components of the airplane could be lowered to
the ground and the waiting railroad cars. And so, at
about two o'clock on the morning of September 12, the
fuselage and wing crates were loaded and the journey
began. At approximately eight o'clock on the morning
of September 19, the XP-59A, Bell Model 27-1, along with
the three General Electric personnel and five military
guards that had accompanied the airplane, arrived at
Muroc, California.

Bob Stanley had first arrived at the test site on
August 20 to survey the progress being made on the con-
struction of the hangar and barracks. Progress on the
buildings was not as far along as had been hoped, and
the contractor held out little hope for having work com-
pleted by the middle of September, However, by the time
the airplane arrived, the barracks were finished and the
hangar was complete except for a floor and the electri-
cal wiring., The approaching arrival of the airplane
necessitated the removal of the civilian construction
personnel from the area, and Stanley and his crew had
to make the finishing touches on the hangar. The first
crew of Bell personnel had left Buffalo at eight A.M,
on September 14, and consisted of 11 people,with this

group arriving at Barstow, California September 17, 1942,

Conditions at the site were somewhat primitive with
drinking water being obtained from a 200 foot deep well
and water storage being maintained in a wooden water
tank. The mess for feeding all personnel at the new
area was set up and managed entirely by Bell personnel
with the Army Air Force providing all of the cooking
and kitchen utensils for the mess. Transportation at
the base was provided by two company-owned station wag-
ons that Bob Stanley had purchased in mid-August.

One of the problems the trip to Muroc had presented
the General Electric people, was the possibility that
the engine bearings might sustain damage due to the con-
stant pounding caused by the rail expansion joints.
Since the bearingswere of very close tolerance, and be-
cause the engine operated at such high speeds, a damag-

ed bearing could result in the destruction of the engine.

In order to prevent the bearings from being flattened

or ridged, it was decided that the engines should be
kept rotating throughout the trip. To accomplish this

a small door was made in the side of the crate contain-
ing the fuselage,and flexible pipe from an auxiliary air
compressor was then ducted to the engine intakes so as
to provide a flow of air through the engines and thus
keep them rotating.

The crated pieces of the airplane after being un-
loaded from the train, were trucked on September 20 to
the newly-built hangar at the test site where the Bell
assembly team then began the task of re-assembling the
airplane and checking out the various systems. This
work continued throughout the next week with the first
installed engine run-up occurring on September 26, Both
engines were successfully run through three five-minute
run-ups. The official target date for the first flight
had been scheduled for Octobzer 2 and so a great deal of
effort was being exerted by all members of the flight
test team in order to meet this date. Larry Bell arriv-
ed at Muroc on September 30, in time to witness Bob
Stanley make the initial taxi runs., After these initial
trials, several '"high speed taxi'" runs were made for the
purpose of general aircraft checkout and to obtain a
feel for control surface effectiveness. During these
runs "'lift-off' actually occurred and based on the en-
couraging performance of the ajrplanc, Bob Stanley want-
ed to go ahead and try for the first flight., However,
since it was getting late in the day, and not wishing
to push their luck, Mr. Bell persuaded him to wait until
the next day.

Then in the early afternocon of October 1, 1942,
American aviation history was made when Stanley lifted

the XP-59A from the Muroc lake bed for the first jet
flight. On this date, four flights were made, all with
landing gear down and with the altitude being limited
to about 100 feet.

Stanley's comments on the first flight have been
recorded as follows:

"Duration of flight: 30 minutes. Throttle

was applied promptly and acceleration during

take-of f appeared quite satisfactory . . .

The first flight reached an altitutde of

approximately twenty-five feet.'

The next day before military and civilian observers who
had come to witness the official takeoff, Stanley made
two more flights, one to 6,000 feet and the other to an
altitude of 10,000 feet. The third flight of the day,
and the first by a U. S. Army Air Force pilot, was made
by Colonel Lawrence G. Craige who was the Chief of the
Aircraft Project Section at Wright Field. Colonels
Keirn, Swofford and Chidlaw had actually already drawn
straws to see who would be the first military pilot to
fly the XP-59A, however, at the time of the flight all
three of these men were absent from the Muroc area and
so the honor fell to Colonel Craige. Colonel Craige

was an old hand at the flying game having joined the
Army Air Service irmediately after graduation from the
United States Military Academy in 1923, The fourth and
final flight of the day was then made by Mr. Stanley.
Stanley was to stay on at the site until late in October
when Larry Bell called him back to Buffalo. Bell test
pilot, Frank H. Kelley, Jr. then took over as the Repre-
sentative-In-Charge for Bell on November 11.

Some of the people in attendance for the October 1
and/or October 2 flights were Harlan Poyer, E. P. Rhodes,
Arthur L. Fornoff, R. A, Wolf and Herb Bowers of Bell;
Ray Shoults and Don Warner from General Electric; Dr.

W. F. Durand, NACA; and Major N, D. Heenan of the Brit-
ish Air Commission.

The XP-59A airplane, as first flown at Muroc, was
finished in the standard U. S. Army Air Force camouflage
scheme (circa 1941-1942) of dark olive drab upper sur-
faces and gray lower surfaces. The national markings
consisted of the blue circle with a white star and this
marking was carried on the fuselage sides, upper left
wing surface, and lower right wing surface. At the
time of the first flight no serial numbers or any other
identifying marks were carried on the airplane.

Following the October 2 flights, no more flights
were made until October 30 due to repairs and modifica-
tions being carried out on the airplane.

On the last flight of October 2, the landing gear
had failed to achieve full retraction (fortunately, how-
ever, it would fully extend and lock) and correcting this
problem required the fabrication of new parts for the
landing gear system. Two new |-A engines were received
and installed in the airplane because at this time and
for sometime to come the engine life was anything but
optimum, The serial numbers for the original Type I-A
Supercharger engines used in the first XP-59A were No.
170121 left hand engine and No, 170131 right hand engine.
A cut-away of an |-A engine, No. 240215, is presently on
display at the Air Force Museum. It was during this
period that the number one XP-59A received its unofficial
nickname, 'MISS FIRE.' The name was given to the air-
plane at a time of some exasperation when one of the
newly-installed engines repeatedly failed to start.

The official name for the P-59 models, 'Airacomet'’ did
not come into usage until September 1943, when this name
was selected from a list of names proposed by Bell em-
ployees who worked on the project.

The starting procedure for the |--A engines was act-
ually quite simple. The first steps involved making
certain that the fuel selector valves were switched to
the proper tanks and that the stop cock fuel levers
were set to the minimum position, The battery switch,
general switch and engine switch were set on the 'on'
position, and when the electric starter had brought the
engine up to about 1,200 rpm, the fuel stop cock was
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The First U, S. | t airplanc, Bell Model 27-1, as it appeared for its first Flight, October 1, 1942, (USAF 32720)

The XP-59A, 27/-1, with Robort M. Stanlcy on the loft and Colonel Lawrence C. Craige on the right. (Bell Asrosystems)

Durina * rly 1943, the first Bell XP-59A in flight over thc Southern California desert. (U. S. Air Force 19943)
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The lurinous glow of a nighttime engine start for the
nu.ber one Bcll XP-59A,  (Bell Aerosystems)

opencd and the throttie was advanced to a half-way open
position with the engine then firing in approximately
five seconds. As soon as the engine fired, the throttle
was returned to approximately a fourth-open setting.

The only way to shut the engines down was to cut off

the fuel supply to ther by putting the stop cock fuel
levers back to the ''of f!'' position.

Perhaps, at this point it would be well to comment
on a question dealing with the serial numbers [or the
XP-59A airplanes. The serial numbers assigned to the
three '"X'"' airplanes wecre 42-108784, 42-108785, and 42-
108786. However, the serial numbers given to the 13
service test "Y' models were 42-108771 through 42-
108783 and, thus, frou: the serial numbering sequence
it Is seen that the ''Y' models have lower numbers than
the '"X'" models. Examination of photographs of the XP=-
59A airplanes shows that initially none of the '"X'" air-
planes carried any serial numbers on thcir vertical
stabilizer., It is, thereforc, the author's conjecture
that because ol the special secret classilication given
to the jet propulsion project, that the three '"X'" air-
planes were not even originally assigned serial numbers
and that only after the project classification was re-
duced to ''Secret'' in May 1943 were serial numbers assian-
ed, and in the security shuffle the "Y' models were as-
signed serial nunbers first,

During the month of October the first airplane un=-
derwent modification so that an obscrver could be car-
ried in the nose section. This modification consisted

Modcl 27-1, modif'ed to carry an observer, with Lawrencc
D. Bell in front and Frank Kelley in cockpit. (Bell)

‘of mounting a standard airplane seat and an instrument

panel in the area that was normally to be the gun com-
partment, A 20 inch hole was then cut in the upper fuse-
lage skin, some rubber combing and a small plexiglass
windshicld were added and the result was the world's
first two-seated jct airplane. The purpose of this mod-
ification, of course, was to enable an observer to go
alony and record the ruch-needed 71ight data. When fly-
ing with the number one airplane was finally resumed on
October 30, 1942, Mr. E. P. Rhodes, the Bell project
engineer for the XP-59A, went along as the first obser-
ver,

In these carly days almost all of the flight test
data was taken by the pilot rcading his instruments and
radioing the information back to the ground, or he could
attempt to jot the information down on a pad of paper
while he continued to 1y the airplane. Because of the
many readings required for the new jet engines, the add-
ed cockpit for the observer on the XP-59A was a real
asset. Later on in the orograr: Brown Recorders were in-
stalled in the airplane to record data and an instrument
nvanel was installed in the aft fuselage section with this
panel then being photographed during flight so as to
obtain a continuous data record throughout the test.

Meanwhile, back at the factory, work had continucd
on the other two XP-59A airplanes, so that by the end of
October the second airplane,27-2, was corplete except
for engine installation and landing gear retraction sys-
tem, and assembly on the third airplane, 27-3, was approx

XP-59A, 27-2, in July 1943 shortly aftcr Jack Woolams sct an unofficial altitude record of 45,765 feet, (Bell)
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imately 80 percent complete. General Electric was un-
able to necet the engine delivery schedule for the second
airplanc, and so when fabrication was conplcted, it was
shipped on to Muroc without e¢ngines. The wing panels
arrived on December 27, followed by the fusclage on
January 4, 1943, but the end of January found it stil]
at Muroc without engines, The engines finally arrived
in the carly part of February and the first flight of
the number two airplanc took place on February 15, 1943,
with Frank Kelley at the controls. The first flight of
this plane proved to be fTar from routine, No sooner had
Kelley taken off than the cabin defroster malfunctioned,
with the result that the cockpit filled with smoke., Re-
acting quickly to the situation he made a tight turn,
began a landing approach, cut the engines and then pro-
ceeded to make a dead stick landing. No permanent dam-
age was done to the plane and further flights were re-
sumed on a regular schedule the next day, As the flight
orogram continued, the practice of making dcad stick
landings actually became rather routine., This situation
came about as a result of the combination of three fac-
tors; limited endurance of the airplane, a low wing
loading and the great cxpanse of space available at
Muroc., To make full use of these factors the oilots
sometimes would fly the airplancs until they ran out of
fuel and then peacefully glide back to the base.

The same problen of delayed engine delivery cconfron-
ted the third airplane and it was shipped, without c¢n-
gines, from the Main Stroact plant on February 5, 1943,
This airplane arrived at the site on February 21, 1943,
but due to the lack of enginas and the work and modifi-
cations being carried out on the first two, it was not
immediately assembled.

The problem of enginc delivery slippage was certain-
ly not a new one, lor as carly as October 30, 1942, Col-
oncl Swofford had stressed the fact to Colonel Chidlaw
that little progress could be made on the XP-59A flight
test program until sufficient engines were available at
the test site., The need for additional engines was nec-
essary because engine inspections would be constantly
interrupting the test program. In all fairness to Gen-
eral Electric, it must be remenbered that they were in-
volved in producing a truly revolutionary, and to a
large degree, untried, type of powerplant, and thc prob-
lems being experienced with the |-A engines were ~erely
the growing pains of a new piece of equipment.

The work on the Y model design had also progressed
rapidly so that by the .1ddle of August 1942 the engin-
cering on the first nine airplancs was almost completa.,
A review of the progress on the airplancs was made by
newly=promoted Colonel Swofford, in late October, and at
this time he estimated that the first YP-59A could not
be delivered before February 28, 1943, Becausc of var-
fous problems, this anticipated date came and went with-
ocut the delivery of the Y model.

Second YP-59A, 27=5, was one of three "Y' airnlancs used
in the accelerated service tests conducted during Feb-
ruary of 1944, (Photo - National Air Museur)
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Rear view of the number threc XP-59A showing the rational
insignia with red border, su n:r of 1943, (Be11)

The Tirsc YP-59A, 27-L4, was {inally delivered to
Muroc on June 12, 1943, quickly followed by Lhe arrival
of the second YP-59A, 27-5, on June 22, 1943 The o
Tivery of thce Y airplancs was behind schedule becausc
of interference from the P-63 prograr, delay in the re-
ceint of parts, changes that were naccssary because of
failures in the static Lest airplance and changes that
had to be made to the canopy emergency relcase mechanis -
Even after the first two airnlanes werce deliverced to
Muroc their initial {1ights were delayed because of Tur-
ther modifications being made tu the canupy release and
to the ailerons., The first flight of the YP-59A's 27/-4
and 27-5 tool. place on Septenber 15 and August 18, 1943,
respectively., Still a further problen associated with
the First Y models delivered to Muroc was that thoy
lacked the more powerful =16 engine that had been prom-
iscd for them., The lack of the [-16 engines at the « -
sired tine had been anticipated by Bell and they had
therefore installed simaller tail pipes on the first six
airplanes so that either the |-A or 1-14B engines could
be installed without problens. Perforrance Flight tests
werce carried out-on the second YP-59A, 27-5, in Decel ber
1943, This airplane was powered with the I-A engincs
and since its conficuration was the samne as the X air:
olancs, its performance is then reoresentative of both
the X and Y models., The maxiawu  true air snecd attained
was 389 rriles per hour at an altitude of 35,160 Tect and
a gross weight of approxiately 8,900 pounds. At 1ax-
iour rpn (16,500) this soced fell to about 350 iles per

The YP-5QA, 27-8, at Wright Ficld, Ohio  This airnlane

was totally destroycd as a result of a takeoif accident

at Reidsville, N. 2. on February 17, 1945.  (USAF)
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The "Mystic Mistre<s'', two-seatced YP-59A, L42-108783, in
black paint {inish., This airnlane was the '"Mother'' uscd
to control the drone aircraft. (Esposito Collcction)

hour at sca tevel., Mini tine te cli~b ta 30,000 fect
was 18,82 .inutes. Four othor YP-59A airolancs were
cventually flown at the Muroc site with <. 27-7, 27-8,
27-9 and 27-10 beine delivered on October 7, 26, Novem-
ber 1 and 16, 1943, respectively,

The last one of theoo YP-59A airplanes delivered,
27-10, was cventually nodified to have a sccond onen
scat cockpit, in a anncr si
Still another YP-59A was odified to have the sccond
cockpit, this airplanc, 27-16, nared The "Mystic Mis-
tross'', was usod as the "Mother'' plane durine the devel-
op...nt of radio control equipicent for drone airnlanes
in late 1944 and early 1945, The original drone or
""robot' airnlanc used in this orogran was also a YP-59A,
27-13. However, on March 23, 1945 thi- airplane was
conpletely destroyed durine a radio-controlled takeoif,
Alter this accident, a production P-59B-1,44-22633, navi-
«d the "Reluctant Robot'', was usad as the ''robot'' air-
nlane for the re ~inder of the srogram. ''The Mystic
Mistruess' was to aain a further distinction when it was
used to carry the first air mail to be flown by a jet
airplanc,

Prior to its conversion to a two seater, tho YP-59A
airplare, 27-16, was used in qunnery tests to deter-ine
its suitability as a qun platforn., These tests were
carricd out in April 1944 viith firing tests of the threc
.50 caliber sachine ans being ~ade at peeds varying
froo 220 aph to 340 aoh., During this series of tests
the 37+ . cannon was not {ired because of the proble~ of
atterpting to sinultancously hit a deflectina tarcet
with the wachine ouns and cannon. As a result of these
tests, it was concluded that, as tested, the YP-59A
airplanc was unsatisfactory as a qun olatfor» because
of its poor directional stability at soeeds above 290
“ph.

Along with all the other problens normally expected
with a new airnlanc and powerplant, it was unfortunate
For the XP-59A oroqgram that heavy rains carme to the usu-
ally dry California desert in late January 1943, with
the resulting flooding of the lake bed ~reventing fur-
ther flight testing of the airplane. However, while
waiting for the lake surface to dry out, the time was
utilized to conduct ground tests on the engines in an
attempt to solve the critical problem of engine bearing
over-hcating that had developed during the flight tests.
The results of thesc ground tests indicated that the
over heating of the bearings was apparently the result
of excessive bearing tolerances and thus, the cure for
this probl rested with General Electric.

The bad weather continued through February with the
weather reports indicating that more rain could be ex-
pected.  Since the urgency of the project recuired that
f1ight testing should resu o as suon as possiblc, it
was then necessary to locate an alternate flyina arca.
It was cuickly discovered that an area was availablce at
an auxiliary air ficld, Hawes Field, of the Victorvillc

ilar to the oriainal XP-59A,

The ' Reluctant Robot', a P-59B-1, 44-22633, with its
oranaga paint finish., Aircraft is seen during the period
of radio-controlled testing. (Esposito Collection)

clider proaram. The Victorville Air Base (now George

Air Force Basc) was located about 35 =iles from the Muroc
cite, Becausce of this neced, General Carroll issued a
directive that nernitted flights from another location,
and so on March 1C, 1943, the nunber two XP-59A was

tov'ed don a nublic highway for approximately 35 miles

to Hawes Ficld. To maintain the security of the airplane
for this trip, the entire center scction of the fuselage
and nost of the nose section was wrapped in canvas and

in addition, a dumny four-bladed vropeller was fitted on
the nose. Durince this move the highway was briefly clos-
ed to ublic travel,

The number one XP-59A was left at the Muroc site where
worlk continued on the various rmodifications and revisions
recuired on this airplanc.

After making one flight fromn Hawes Field, on March
11, it was decided that this base was unsatisfactory from
the standpoint of security. Therefore, another move was
made, about March 15, to Harpers Lake, located almost due
north of the Victorville base. This area proved to be
adcquate for fliaht testing even though it made the ov-
crall operations sonewhat difficult. This temporary
site was located about 42 wiles from the main base at
Muroc and therefore it was very inconvenient to transport
all the personnel to and from this base daily. In addi-
tion, it was now necessary to maintain a considerable
anount of supplies at this auxiliary base, and it was
also nccessary to orovide a noon-day meal for the per-
sonnel,

The Harperslake site was used until April 7, when the
i proved surface conditions of Rogers Lake permitted
the return of the flight test program. The number two
airplane was then Tlown back, and the temporary Harpers
site was disbanded much to the relief of all involved,

Second XP-59A, 27-2, with canvas covers and dummy pro-
neller used while the airplane was being moved from one
site to another. (Bell Aerosystems)
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Head-on view of the XP-S59A showing the overall clean Tines

By April 11, 1943 the first XP-59A had iade 30
f1ishts for a total {lyina ti .- of unly 15. hours, while
the second airnlane had cade 24 [lights and acauired

13 3/L4 hours of Tlight tiac. The third airplanc had not
yet heer “lown. During the remaining osart of April the
fliaht testing began to gather scome omentum, so that

by the 25th of the month the nunber onc airplane had a
total of 20 hours, 10 uinutes, the nuaber two olunc a
total of 17 hours, 2 ninutes, and the third XP-53A had
finally flown four a total flicht ti~e of une hour, threc
~inutes. During the April-May puriod, approxi 1ac ly 67
flights were -ade covering such arcas as glide tosts,
specd-power calibrations, landin:y gear tests and parform-
ance investigations., Frow the first Tlight of the nuu-
ber one airplane, on October T, 1942, chrough January
1943, about 15 hours of flying time had been accuiulated
and all of this tine was on the iirst XP-59A. For the
first month of its flying existence, October 1942, the
airplane flew a total of 5 hours, 45 =inutes. In Novem-
ber it flew only 3 hours, 40 inutes. In Decombuer no
flights werz nade at all and in January 1943, tho air-
plane was flown 5 hours, 15 rinutes. This rather Tow
nuvber of flight hours was not due to any serious prob-
lens associated with the airplanc, but rather, it was
the rcsult of the constant naintenance and trouble-
shooting that was required on the cagines., In addition
to the major probler of the overheated engine bearings,
sone of the other problens that were experienced with
the engines were loss of turbine blades, malfunction of
fuel pumps, flane-out in high speed dives and the inabil-
ity tothen make an in-tlight engine restart, high fuel
consumption and engine surging at high altitudes.

The problen of engine surge at hich altitudes was a
characteristic of the W2B enaineg,and even though thc
W2B was a British design and already well into the dev-
eloprnent stage when General Electric first received the
drawings, it fell to General Electric and Bell tu first
encounter and then solve this proble, This situation
occurred because the XP-59A flew some 10 nonths before
its contemporary, the F.9/L40. The order for the F.9/40
had been placed by the Ministry of Aircraft Production
on February 7, 1941. However, the first taxiing trials
of the airplane were not made until July 3, 1942 with
the first flight being delayed until March 5, 1943, When
this first flight of the F.9/L0 did occur, the airplane
was powered by a Halford H,1 engine which employed a
centrifugal compressor, |ts combusion syster was of a
straight-throuch desiun rather than the reverse-flow of
the Whittle encine. The first flight of an F.9/40 air-
plane powered by a Whittle-type engine (a W.2B/23) did
not take place until July 24, 1943,

Out of the many difficulties and oroblems ol the [|-A
engine cane the necessary experience and knowledge re-
quired to design the newer and better jet engines that
General Electric would produce in the years to cone,
advances were —ade in angine design,l-A units in the
three XP-59A ~odels were eventually reolaced by General
Electric I-14B encines. The I-1k enginc was very si:ilar

As
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of the aircrart. (Photu - Air Technical Service Coamand)

provenents in the
(based on the

to the I-A diosign but it featured |
casing desian, an irproved turbine wheel
design of the W2500) and new combustion liners. The

I-14 cngi e .ade its first run-up at the General Electric
plant in Fcbruary 1343, delivering some 1,400 pounds of
thrust.

In preparation 7or the Navy's participation in the
jet aircraft field, Captain Frederick M, Trapnell, Chiof
of Flight Test for the Bureau of Acronautics, becane tho
first Naval aviator to fly a jet when he made a 1light
in the nunber one XP-59A at Muroc on April 21, 1943,
Captain Trapncll had been ordered to Muroc to undertale
sonewhat of a .wysterious project and it was during the
trip that he was first briefed on the nature of the
XP-59A project and on the jet propulsion engines that

powered it, Recalling this early flight, Admiral Trap-
nell, U.S.N, Ret. provided the following remarks,
"In ground run-ups the je¢t was very inpressive
for its unusual nose ancd the 'blow-torch' slio-
streain, but the aircraft was obviously a very gentle

type of high-altitude [ighter with low wing-loading.
"It was a great surprise to find that the thing
was very quiet and smooth fron the pilot's point of
view. During takecoi{ the rattling of the landing
gear was audible and the general impression was that
oi a glider. The XP-59 was conparatively low-power-
ed and this was apparent fror the shallow climb-out.

Its performance was, at first, distinctly unimpress-

ive--lona takeoff and slow rate of climb,"

Shortly after his flight in the secret jet airplanc,
Captain Trapnell found hinsell in a rather intcresting
situation,

"I found myself in a group discussing rumors then

View of undersurfaces of the Bell XP-59A, (Photo - USAF)
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emenating from Europe, of a weird and wonderful
means of propulsion - without a propeller. The
discussion bccame quite intense and very inaccur-
ate, to say the least. | was supposed to be

the most knowledgeable of those present but |

had to sit silent and act dumb, | couldn’t
say that | not only knew about it but had flown
onc, | was forbidden to say a word."

In November 1943, the Navy received its first jet
airplanes when two YP-59A's, 27-11 and 27~12 were ship-
ped to the Naval Air Station at Patuxent River, Maryland
where they were to be flight tested. In late 1945 the
Mavy was to receive three production P-59B-1 airplanes,
L414..22651, L4L4-22657 and L4=22658 with these threc air-
planes also being evailuated at Patuxent River,

Several "firsts' were naturally associated with this
jet project and another of these was the precedent set
by Colonel Keirn on Junz 16, 1943, when he reroved the
propclier blades {rom the insignia worn on his uniforn,
He also gave verbai permission for Army Air Force per-
sonncl who were associated with the airplane to remove
the now ''outdated' props from their insignias.

Still another "first' but this tine of a more humor-
ous vane, at least to all but the involved party, occur-
red when one of the Bell crew walked into the jet ex-
haust. The fol!lowing quote is f[rom the Bell flight test
log of February 10, 194kL:

""On this date, Bell inspector E. F. Fisher,
weighing 200 pounds, walked into the jet approx-
imately four feet behind the nozzle while the
aircraft was operating at rated power, It lifted
him approximately 3 feet in the air, tumbled him
end over end approximately 3 times, and he made a
face-down Tanding on the concrete approximately
25 feet behind the nozzle exit. No substantial
injuries were sustained other than brush burns
obtained upon contact with the concrete surface.'
The three '"X'' models continued to be flown at Muroc

at a continuous pace so that by October 8, 1943 the
number two plane had accumulated 53 hours, 35 minutes
with number three logging 42 hours, 5 minutes of flight
time by November 17, 1943, 1t was during this period

of testing that Bell test pilot, Jack Woolams, reached
an altitude of 45,765 feet in number two on July 14,
1943 . Several months later, on December 15, 1943, Wool-
ams established a new unofficial American altituce rec-
ord for single place aircraft when he reached an alti-
tude of 47,600 feet while flying a YP-59A, 27-4,

The first Army Air Force jet-equipped unit was the
L12th Fighter Group of the Fourth Air Force. The L12th
was activated in late November 1943 at Muroc under the
direction of Colonel Homer A, Boushey., Colonel Boushey
was no newcomer to pioneering aviation projects, for on
August 6, 1941 Captain Boushey made the first rocket-
powered flight in this country when he piloted a rocket-
powered Ercoupe in a brief flight at March Field, Cal-
ifornia. Originally, the Fourth Air Force furnished
about 20 enlisted mechanics and one engineering officer
so that this group could be trained in the maintenance
and operational care of the jet airplanes. The group
was also to serve as a nucleus for the training of pi-
lots and other personnel who would be serving with units
that would be equipped with jet airplanes,

The third YP-59A, Bell S/N 27-6, AAF 42-108773, be-
came an international traveler when the crated airplane
was shipped directly from the Bell factory to the RAF
fieid at Moreton Valance, England. This shipment left
the plant on or about September 13, 1943 and the fuse-
lage crate arrived at Moreton Valance on September 26
with the crated wings arriving the next day. The More-
ton Valance facility had been selected because it offer-
ed the necessary equipment and personnel for assembly,
and since Gloster shared the field with the RAF, a high
degree of security could also be maintained at this lo-
cation. The assembly of the airplane was carried out
by a joint RAF crew and Gloster Aircraft experimental
group personnel under the direction of Mr. Charles

Cosscr and Franic Burnhan of General Electric and ''Doc'
Meshako of Bell. Kelley, now Bell's deputy chief test
pilot, had accompanicd the other three Amcricans to Eng-
land and when the airplanc had been asserbled and check-
ed out, hc nade the first flight in it on Scptember 28,
1943, This i1light was witncssed by Mr. M, Daunt, Chicl
Test Pilot for Gloster, Mr. John Grierson, Assistant
Chiel Test Pilot for Gloster and Wing Commander H. J.
Wilson, RAF. After this demonstration flight, the air-
plane was turned over to the RAF for their use and eval-
uation,

On November 5, Wing Commandcr Wilson flew the air-
plane fror: Moreton Valance to Farnborough, whcre the
flight test program on the airplane was to be conducted
by "T'"" Flight to which the alrcraft was attached. Fror
December 1943 through January 1944 the airplane made
nine flights totaling 5 hours, 10 rinutes, with the
pilots for these flights being W/Cdr Wilson, S/Ldr
DBS Davie and S/Ldr toloney. At the end of January the
engines were pulled and sent away for overhaul, and it
was April 1944 before the plane again flew, When Tly-
ing did resume the pilots were Wilson and Moloney and
six flights for a total flight time of 4 hours, 24 ~in-
utes were nade from April 17 through April 26. After
these flights, the engines were again apparently removed
for overhaul and after this point no further efforts on
the airplane were undertaken., The British Air Co~ iss-
ion, on November 30, 194k, officially adviscd the AAF
that the anticipated test program for thc airplanc could
not be completed because of morce urgent operational and
developnent work. Since thce storage of the olanu was
taking up nceded space, they advised that it would eith-
er have to be stored in England at a maintenancc unit
or returned to the United States, and they requested
that the AAF make a decision on thic matter. The Air
Technical Scrvice Command (ATSC) that had control over
this phase requestcd that the British make arranqgoments
to return the airplane to Wright Field, Conscquently,
by late June 1945, the airplanc had hecn received at the
Foreign Equipment Branch, Vandalia, Ohio (naturally,
since the airplane was now a British Typc!) and fron
there it was sent to the NACA laboratory at Cleveland,
Ohio for modifications.

When the airplane was first shipped from Bell it
was painted in the standard AAF colors and markings.

The British repainted it with their typical camouflage
scheme of gray and green with all the undersurfaces be-
ing painted a bright yellow. British national markings
and a British serial number, RJ 362/G, wcre also applied.
The RAF name that was given to the YP-59A was "'TOLLGATE."

Recently Mr, R. C. Wright, Chief Librarian at Farn-
borough was contacted, and he was kind enough to provide
several very interesting notes on this particular air-
plane, Part of the material that he provided was in
the form of extracts from a diary that was kept by ''T"
Flight. This information is repeated here because it
so clearly points out some of the problems the British
experienced, plus an excellent example of British humor.

"April 1944, The Bell has been gaily dropping
static vents on the unsuspecting citizens of Farn-

borough and/or Fleet: We'll have to think of a n»w

not that won't break, The engines also have been

removed now and as yet we know not where thc new
ones are coming from.

"May 1944, The Bell is still minus cngines and
nobody seems to be very interested in the poor
thing.

"June 1944, The Bell, after having some 200 odd

modifications applied to it, is to be sent back to
America, and will probably never fly again here.

"July 1944, Bell still here, but in bits and has
been hidden away in a Bersoneau hangar.

"August 1944, The Bell is going to Rolls Royce.
We wish them joy - they know not what they have
taken on. We have done only 60 of the outstanding
modifications on it."

Originally the British Air Comnissior had requested
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Navy's first jet airplanc, YP-G9A, 42-108778, BuNo 63960, at NAS Patuxent River in

[N 1)

BuNo 63960 at Patuxent River in July 1947 with redesign-

ed vertical tail surfaces and ventral fin. (W. Larkins)
\
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The YP-59A, 27-6, which was
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assigned to the Royal Air Force and carried serial RJ 362/G,
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January 1944, (National Archives)
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Navy P-59B-1, ex L4-22658, BuNo 64108, at Patuxent Riv-
er, Maryland in April of 1947. (Photo - W. Larkins)

(Royal Aircraft Estbm't)
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thet six YP-SO9h air.la o s allocater to th , he Vi,
a‘tor consido i L this roec sty it we . docido” thac tuo
et Y airslai o, could b Turaist ¢ without any scr -
iews vatade ocerri | te che AAF procre . Thi-s initial
rocacst was nac in carly July 1943 and result @ in the

sl o boel the Firse Y o0, 27+5, Hooowver, by Coc
.

Sher 1943 a Turthor acrd i was reachc Jheroeby a

croducticn P=59A airolanz was Lo 5o sent fo Encland in-
setad o0 a soctd Yoo Havi i« received . Y air-
clanc and thor cncounterine so nany vari»d oroble s on

it .St have catoo ' t'0 Britich tu recoms idar this agre. -
~nt, Tor in Aucust 1944 they adviced the Ar y Air Force
that they no lon v roally ¢ =ired to have mne of the

production airoleass shinped to thes!

In oxchanc for the Y cir lan scat to the and in
Fullfillocnt of General Arnold's original reguest, they
evontually sent onc of their jot airblan's t  the United
States,  The airolane that was scat was the First oro-
cuction Meteor I, S/MN EE 210, thich was shipped from

Enuland in early fobrevary 1944, The pilot Tor the first
Tlight of this airplane at Muroc, on April 15, 1944, was
British test pilot John Gricrsen. Back in April 1943,

Wing Coivcan’ r Wilson of the Royal Air Force had travel -
ed to Muroc and thers he . a'c o fliaht in the nunber

onc XP-59A to buoca.. the Tirst Britisk »ilot to fly the
Arerican jet.
Shortly after cy Lot Muroc, arothar Boil tost

N
Alvin M. (Tcx) Johnste-, arrived on S otrber 25,

pilot

to het. Jact "7 ude < eyt gh PR AUttt oo roe Jotn-
ston ro ainec at the site throuah the iddle of Nove Ler
1943, and rotus -4 ¢ 19h2

Muroc avarn on Dece b o 3T,

to take over the dutias of Re-rcsentative-in-Charge to
relieve Woalaus, cnabling Jach to return to Buffalo to
hanclc rore pre.sine dutics ther® On January 2, 194k,
Johnston was joincd by annther Bell pilot, R.J. 0'Gorman,

Duc to the Tact that the threc "X'" ajrplancs wera
used primarily to solve enginc proble.s, the first Arry
Official Porfor ance tests of the XP-59A airplanc were
made in October 1943 on an l-16-equippe ' YP-59A. Even
then, the perforuancs tests could not be corulcted ba-
cause of cngine surge oroblois that linited 7lights to
a maximun altitude of 20,000 f et.

The 1-16 was an i proved version of the basic '-A
design with the encine developing 1,650 pounds of thrust
at 16,500 rpi This cnjinc was the first satisfactory
Anerican turbojet to be roleascd for quantity production,

and it was also the {ir=t 2r 1nz to be  gven a g dese
funation when it bec. .. the J31 Thoughthe 1-16 vas a
¢reatly improved rodel, it was still nccessary in riost

cases to ofwoaturely v riaei onc beicr. 1t reached the
allowable total ti = betw en overhaus of 50 hours.
A1l of the test ar a in and around the north e 2 of

. v A
° ! oy
v — h \ )
T S on
— ‘ ] J)‘ i I N ” .
s = ¢ o )
[} ‘ ~
) 4 .
A —_ i { !
- [

L 1
O
! t
Yoo CF
?ut—away of an 1-16 zr_inc clearly showing the reverse
T drsion o this Coaing The 1416 was a later model
th . hasic I-A, [(Photo - USAF)

the lake wes in a restricted air - 2 because of the
classif.od orojccts being carriod out thore Hovover,
cvery now and th -, curiosity would ovorcu™: better

judgment, and somz of the P-38 pilots ilying out of the
Lockheed plant at Burbank, would sncoak over for a aujchk
look around. On onc such visit, a 2-38 pilot suddenly
found an XP-59A on his tail with all appearances indic |
ting that the jet was ¢oing to shoot hi  down, being -
a restricted scction, and with discretion winning over
valor, the P-38 headed back across the rountains at a
high rat: of specd!

Still other Tlying visitors car . to the scerct test
area, this tine fro~ the Muroc Arcy Air Force Basc wherce
new pilots were acquiring their First 20 hours in the
P-38. Orders wer:z given to these pilots not to Fly
'over'' the north end of th: lake. Howover, in mid-June
of 1943, Lt Royal D. Frey was fiying ''ncar'' the end of
the lake when he saw an airplanc takc of 7 from the small
cluster of buildings.

Though too high to make out any
details, hc watched as the airolane continued 1ts take-
of f and clinb. As the airolane bocan Lo clyb out, its
shadow was cast against the alicst Hur white surface
of the dry lale bed below, and as he watchod this shad-
ow, he could sec that th.. shadow airnlanc had a long
trail of '"'srmoke' coning irom it and y o frc  the real
airplar there was nou trace of this. In raotrospect,
what he probably saw was the shadow cast by the hcat

waves frc- the [ :t engines., After its taco.f, he lost

sli~ht of the airplan: until s2vorel .otes later when
it suddenly and rapidly passec by hi  irna steeo, roll -
ing cli b Howev r, this ko 7 chcountor was cnough o

let him sec that this airoslance had no croncllers,

Returning to theo base, he reported tha sighting of
this propellarless airolane to the aih  pilots, but
being ~en of loyic, they assurzd him that he must be
"drunk'' sincc 1t was obvious that an airolane could not
fly without a onropeller. Realioing the error of his
ways, he cisrnissed the satter Tre his nind until sever-
al ronths later, when noews o the jet airplane was re-
leased, and then he knew that he had witnessed a flight
of one of these airplanes. Tha airplanc he saw was
probably the number two or thrce plane during an aileron
response test tc checw cut soa newly-designed ailerons,

When a group of peopla must work long hours and un=-
der adverse conditions, it is not unusual (or them to
adopt a trade arl,and such was truc For the Bell crew.
As their tradoeark they took te v.carino black derby hats,
and it is reoorted that to sce a ¢rouo dresscd in desert
togs and black aerby hats bowling or drinking at some
bar was ind -/ a sight to L,ohold,

On still another (lying encounter, Jack Woolams uscd
his derby bat as part oi a practical jole, Army Air
Force planes were always flying somewhere in the area,
and so he hacd decided to have a little fun at their ex-
pense,  The equi; went he needed, in addition to his hat,
vvas a Halloween .iask and a P-59. Onc day a flight of
Army fighters were peac Tully flying along when sudden-
ly they were joined by anuther airplane. [Imagine their
surprise when they saw that this airplane had no propel-
lers, but the real shock came when they saw that the
pilot of this strange new airplane was a cigar=-smoking,
black derby hat-wearing----gorilla!l

The extrene secrecy of the jet project had from time
to time proved troublesome, however, on one occasion at
least, this secrecy requirement presented somewhat of an
actual hazard. The situation developed on September
24, 1943 during a photographic mission with another air-
craft. When the two airplanes had taken off the weathcr
was clear, but abruptly and almost without warning, a
terrific sandstorm came up out of the east. At the end
of their mission and with the XP-59A beginning to run
short of fuel, it was necessary to hcad for home base.
Arriving over the area of the base, the pilots found the
ground completely obliterated. So severe was the sand-
storm that the accompanying aircraft proceeded directly
on to Burbank for a landing. However, Woolams flying
the classiified XP-59A had no other choice but to chance
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a landini, and so it was necessary to mahke an instrument
landing during the height of the stor:, fortunately,
without mishap.

Jack Woola=s had won his wings at Kelly Field, Tex-
as in June 1928 and after scrving with the 79th Pursuit
Sguadron hz returned to the University of Chicago to
get his degrec. Graduating in June 1941, he joined Bell
as a test pilot. His work with the XP-59A was just a
preview of things to come, for by 1946 he had reached
the position of Chief Test Pilot for Bell and was pre-
paring to be the first nan to reach supersonic specds
in the new Bell XS-1 rocket-plane. Howcver, Jack Wool-
ams was to meet his death on August 30, 1946 in the trag-
ic crash of the Thompson Trophy racer, Cobra I.

Though much of the flight time was being spent on
power plant experimentation, it soon becarme apparent
that several problems existed with the airolane itself.
One of the problems that was becoming obvious was that
the airplanes were underpowered even when the engines
were operating at peak performance. The need of a weight
reduction study to help solve this problem was even rore
apparent when one considered the fact that the power-
plant installation in the XP-59A was about 25/ le¢ss in
weight than that in the P-39, yet the gross weight of
the XP-59A was about 25% more than the P-39--being ap-
proximately 10,300 pounds, Mechanical problems were
encountered with the 37mm cannons, the pressurc cabin
and the ailerons and flaps. Aerodynanic problems ap-
peared in the combined form of poor spin characteris-
tics and a low level of directional stability.

The spin tests on the XP-59A airplanes were started
late in December 1943 with Woolams serving as the test
pilot. However, it was quickly discovered that it was
extremely difficult to recover from a spin, and so the
tests were postponed until a fix could be developed.
This problem was not unexpected because in March 1943
Bell had received the NACA rcports on the YP-59A spin
model that had been tested in the NACA vertical spin tun-
nel and from the results of these model tests it appear-
ed that the airplane was just marginal in regards to
spin recovery., Bell had also been unable to decide upon
any practical changes that could be made to the airplane
to improve its spin characteristics, However, after
reviewing the same NACA model spin data, the Engineering
Division at Wright Field stated that even though the re-
sults indicated marginal recovery, it was felt that the
spin tests could be performed on the full scale airplane
without undue risk, After the problem was encountered
with the actual airplane, it was then necessary to add a
ventral fin in order to produce a satisfactory spin and
recovery. With this modification being made, the spin
tests were completed on February 11, 1944 with Jack
Woolams again flying all of this test program.

In order to evaluate the military potential of the
production P-59A-1 airplanes, it was necessary to carry
out the accelerated service tests, operational tests and
tactical suitability tests using the Y model airplanes
equipped with the |-16 engines. Three YP-59A airplanes
were used for these tests, 27-5, 27-7 and 27-9. Test-
ing on these programs began February 5, 1944 with per-
sonnel from the Air Forces Board, Army Air Force Proving
Ground Command and Materiel Command cooperating on the
effort. AIll of the testing was conducted at Muroc with
the tests being completed on February 18, 1944, In or-
der to provide comparative data the YP-59A airplanes
were flown in competition against a P-47D-20 and a
P-38J-15, Unfortunately, for the overall P-59 program,
the Y airplanes fared rather poorly against these propel-
ler-driven machines., In performance and maneuverability
the jet airplanes were outclassed by the P-47 and P-38.
The one advantage that the YP-59A did have was in radius
of turn and in comparison tests the XP-53A easily turned
inside the P-38, However, either the P-38 or P-47 could
break off combat at any time by diving away or by using
full power zooms,

In evaluating the YP-59A airplanes and appiying
these results to the proposed production airplanes,
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Results of crash landing in YP-59A, 27-13, 42.-108780,
by Jack Woolans, June 25, 1944, (Photo - USAF)

consideraticn was given to all contemplated modifications
planned for the P-59A~1 airslancs, but it was the decis~-
ion of the Aruy Air Forces Board that the planned modi-
fications to the production airplanc would not signifi-
cantly alter its flight characteristics or performance
fron the YP-53A wodels tested. Several rather far-reach-
ing conclusions were made as a result of these tests,

but the opinion of the Buard was clearly spelled out

when they stated,

"After careful analysis of all tests conducted
by the Matericl Cc.. anc Scrvice Test Agency, the
Proving Ground Command and the Arny Air Forces
Board, it is not beclicved that the P-59 airplane
is operationaliy or tactically suited for combat
nor is it belicved that any modifications to this
aircraft, short of a corpletely new design, would
improve its combat suitability..."

In summarizing their conclusions on the overall value
of the P-59 airplane, the Board statcd,

'""...although the aircraft is not suitable for com-
bat, there is a requirement for a limited number of
subject airplanes to be utilized for jet training
and for general Air Force f{amiliarization. The
Army Air Forces Board is further of the opinion
that use of jet propelled aircraft will become
widespread in the immediate future and that the
P-59, although unsatisfactory for tactical use,
is an excellent aircraft for purposes of conduct-
ing research on jet power plants and pressure
cabins, The P-59 will also inake an excellent train-
ing ship in that its low wing-loading makes the
airplane very safe for transition filying and the
fact that it has two engines is an added safety
factory.,'

Thus it was that, based on the performance of these
YP-59A airplanes, the fate of the P-59 airplanes was
sealed, for in March 1944 General Arnold stated offici-
ally that the P-59A did not appear to be the answer
for an Army Air Force jet propelled fighter airplane,

He further felt that the Lockheed XP-80 was more promis-
ing and that the P-59A airplanes would now be used for
training purposes,

The completion of the spin program pretty well fin-
ished up the Bell test program at the desert site, and
preparations were then undertaken to move the remaining
effort back to the Buffalo area. The only tests not
carried out at Muroc were the dive tests which,for
various reasons, were scheduled to be conducted at the
Niagara Falls plant at some later date. These dive
tests were finally resumed at the Bell facilities in
June 1944 with a YP-59A, 27-13, being used for the
tests. Jack Woolams was the test pilot for this prog-
ram, During the fourth dive test, on June 25, the main
landing gear suddenly and quite violently extended,

This accident occurred because of the high negative
pressures being generated on the wing lower surfaces
during the high speed dive with the result that the
landing gear was literally pulled open. When this hap-
pened, the landing gear retracting links, which also
served as side braces, were broken and both of the main
landing gears swung freely in the breeze. Woolams did
nake a successful belly landing at the Niagara Falls
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Airport which resulted in only slight dauage to the bot-
tom of the fusclage, nacelles and wings. As a rcsult

of the accident, it was decided to provide the airplane
with  Tanding cear ''up-locks'' to prevent further such
problens.,

In order to demonstrate the dive capabilities of the
airplanc, the dive tests were again resumed in November
1944 but this time with a production P-59A., On each of
the first four dives a structural failure of so  tyoc
occurred in the horizontal stabilizer assembly., After
each of these failures the damage was repaired and thc
structure beofed up prior to the next dive., The judg-
ment exercised in continuing these tests in the Tace of
the reocated structural failurcs is certainly onen to
guestion, However, Bell naturally desired to iiniiz
the disparity between the actual airplen. cavability
and its design specification, and so the dive tests con=
tinued,
out when tho entire empennage was carricd away, leaving
Woolams trapped in the cockpit with a jarmed cancoy.,
Exhibiting that quality that 1akes fTor an outstanding
test pilot, Woolams had the prescnce of ind to twist
around in the cramped cuarters of the cockpit until his
back was against the seat and thcn he nushed the canooy

Toose with his fecet and thus was able to safely exit Trom

the doomed airplane. The rest was alrost routine excent
that when his chute onened it
both his flying boots.
a niile and a half in his stocking feet, in about six
inches of snow, before he found an inhabited farrm house.
Bell was able to dispatch one of their new hclicopters
to him quickly enough to save his fcet,

As a recsult of the incoirpletion of the demonstration
dive tests, and the failurce that occurred during the

attempt, all of thc YP-59A, P-59A-1 and P-59B-1 airplanes

received a flight restriction, limiting the maxinaun air
speed to 400 mph and speeds at various altitudes consis-
tent with a Mach nunmber of 0.70.

Still another probleis that came out of the dive
tests was that the airplanc exhibited cxcessive longi-
tudinal stability in the Form of a positive (nose up)
pitching moment at a Mach number of about 0.77. This
characteristic resulted in a tendency for the airplane
to pull out of a dive as the high Mach nunbers were ap-
proached, thus making it quite difficult for the pilot
to hold the dive attitude due to the high stick forces
encountered,

The last few days at Muroc were in part uscd to
provide passenger-carrying flights to the Bell mechanics
in the open cockpit of the number one airplane, By Feb-
ruary 18, the base was practically disbanded with the
airplanes and other associated equipment being turned
over to the Army Air Forze. The flight operations at
the Muroc site, as far as the experimental flight test-
ing by Bell, was officially closed on February 27, 1944,
with all Bell personnel except for service and cngineer-
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YP-59A, 27-14, in the NACA Langley Field Full Scalc Wind
Tunnel for stability and control tests. (Photo - NASA)

On the fifth dive at about 25,000 fceet, lucw ran

wooped so hard that he Tost
After landing he had to run about

ina de artacots having returse B o s ara Falls, 1t 1.
certainly to Bell's crosit that <urin, ¢ ir ¢ ration
at Muroc, a total of throo XP-EQA ar ix YP-507 qir lancs
vere asse bled and “lowa Tor a tota! accu ilat Clyina
ti-~, 71~ of ajor icheos, e 247 hours

Just as 3cll was clos? - ant 1ty ¢ <0 iox Lo th
er jct nroire. as bcayn o c Jora v o oorlicr
the Unitod States had acernirer it s cond o2 2=l o)
the Lockheed XP-80, The XF 07, nrciac. 1 LULA BILL

ace Tts Tirst Tlicht at Mo e on Je 0ory 7 1CLL Gyn

Loctheaed!s chici o yire rir ool Tlat, Pily Burche ot
the controls,

As already oentiores th Y204 Girolan iatially
were alrost ide~tical te the XP-G9A af, . ler « How oxy
as @ resule of continuine desim stuci - o Saalysis

of the Fliaht test v sults, < waral nodr ‘ications v
cade to th Y airolancs which altrad their oxterior

«r. earance, These aodilicatic,.s Jor t!.o most nart werce
a licld service tye..o of chance and thoer. fore thy wore
not nocess=arily nade at the Ball Hlant The aiejor adh
Ticat: »ns  ade to the YP-539A airclancs wore s

1. Renlace nt of the ciriginal rouncod wing tios
with squared-of f t~~ This resulted in a chango
in winc area from 400 squarce 7iec to 386 scuarc

fet, with the wing span being roduced from 49

cet to L5 foot 6 inchos.

2. A n=». ''scuarcd-of vertical stabilizar and

rudder were added alony with the acddition of a

ventral Tin.

3. The pilot-static tube was *oved frc o under

thoe Teft wing to the vertical stabilizer

L. The aft fuselagce wes strengthencd.

5. The Tabric-covered flaos were renlaced with

wetal-covered (laps.

6. Mctal-covered, nressurc-balanced ailerons

werc installed.

7. Main landing gear up-locks ‘chanically

operated frorm the cockpit, werc installed.

Two of the YP-59A airnlanes werce usced for full scalce
wind tunnel testing at NACA fTacilitics 3¢ 11 27-14 and
27-15, were testco in the NACA full scale tunnel at
Langley Field, Virginia and the NACA 20-loot altituc :
wind tunnel at Cleveland, Ohio. respectively.

Ball had oricinally proposed, in late Junc of 1943,
to build 300 P-59A airplancs. However, alter consider-
ing Bell's proposal, the Army Air Force deccided on the
procur. «2nt of 100 of the production ty . airplancs
Before deciding on the procurenent of the 100 airolancs,
rather than 300, thc Army Air Force had considercd the
advantages and disadvantages of the two oroduction or-
ders.  Even though the facilities cxisted at the Bell
factory for the production of 300 jct airnlancs, such
an order would result in a loss of approxi.ately 600
P-63 airplancs. The production order for 300 olancs

it
|

would also have absorbed the entire [-16 sroduction
capability of General Electric, and so-e of the I-16
a

I : *

1

\

YP-59A, 27-15, in the 20 foot test section of the NACA
Lewis Altitude Wind Tunnel, intakes faired over. (NASA)
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¢ 0 i ore e tre dor the Navy's FR-1 airplones.

o iinal rcasons wor sittling on the 100 nlanc order
chat o at c.antity aas sufiicient for the wroposed

thrs -sccadror fickoor croup and ror additional test

R The ‘armal coalract with 2011 was anproved

oo Mov s 11, 1abL wiith the unit cost per airplanc boing

(o0 etol al S123,477.00.

As oa rooalt of continuing dosian studies to 1wprove
the rarw.e of the P-39 airplance, it was decided to in-
stali o = licional 66 gallon Tucl bag in cach of the
outer g zanels, bocinnine with the 20st airplanc,
Beco s> this -~ cification aficcted the interchanae-

ability of the wir: nancls, the airplanes, beginning
vich the 21st, were redesignated as P-59B-1s.

On October 10, 1944, Bell rcceived somewhat of a
surpri< when he was verbally notified that production
on the P-59 was to be torminated with the 39th airplane.
Hover, in reply to this, Bell felt that he should have
been consulted as to the most cconomical point at which
to stuo wroduction, and after further consideration be-
tween the Arcy Air Force and Bell, it was decided to
cancel 50 of the P-59B8-1 airplancs. The total oroduct
ion was then to be 20 P-59A-1s and 30 P-59B~1s with all
of the P-59s having been acceptced by Auqust 27, 1945,

Apparently the first ¢ffort to prescerve the number
onc XP-59A as a muscun piecce began in late February

194" whe v Cantain Ezre Kotcher, who was then the air-
craft -roicet eraineer on the P-59, suggested such a
cove,  Th: ideca oi r taining this rather historical air-

craft was acceptable to the Arny Air Force, and in late
A cust 1944, Bric. General Carroll advised Bell that in-
structions were boina sent for the storage of the first
XP-23A at Muroc and the original flight engines at Wright
Ficld to preserve the until their Tinal disposition
could bo decided. By February 12, 1944, when the first
stons to preseive the airplane were sade, the number one
XP-59A had accurulated a total flying time of 59 hours,
55 inutes. It is doubtful that many rore, if any, fly-
ing hours wer: added between February and August, and so
this tire is probably quite representative of the total
flight tine acquired during its some 23 months of ser-

vice, After scveral months of negotiations and red
tape, it was decided that the airplane would bc given
to the Smithsonian Institution, Washington, D. C., and
on April 18, 1945, the Smithsonian officially requested

the acauisition fron Wriaht Field, where it had been
sent after initially being stored at Muroc. Following
arrival at the S .ithsonian, it was installed in the air-
craft building where 1t remained until it was renoved
for storage and repair, When first displayed at the
Museu _ in addition to the national narkinas, the air-
pla~ carried the yellow scrial nu ber 2108784 on both
sides of the vertical stabilizer, a large numeral ''T'
was ~aine ! oon both sides of the fuselage nose just for-
vard of th: cockpit and the naw 'MISS FIRE'" was lettcr-
cc on the left side of the nose. Also, the second cock-
nit had becn re.oved so that the airplanc now resembled
its oriainal T1licht confiauration, This airplane has
rec o tly ooon rostored by the National Air Museun staff
ars wiwa space per its, it will aqain be nlaced on ex-
hihition. Prior to being displayed, it is being stored
at the Preservation and Restoration Facility at Silver
Hi 11, Maryland,

The third XP-59A, 27-3, was eventually modified to
have the sccond cockpit, and January of 1946 found this
airnlanc still flying at Muroc. By this time, however,
it had ~con repmainted all silver and a large numeral
3" was carried or cach side of the fuselage just below

the op = coc«it, |In addition to the national markings,
the a -,lane displayed its serial nucber on the vertical
stasilir -, At this t - : the airnlane was being powered
by _40 “zneral Electric 1-18-3 engines,

At this writing, additional inioriation concerning

fate ol the other two XP-59A nodes, 27-2 and 27-3,
i Couvaiiable dcv.ever, the nusber two and threc
ro A, ar ol Ticially li_l.d as havina had reciama=
. C.orates (Ui unable sarts reclai. 2d) in October
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1945 and April 1947, respecctively,

The production allotment of the 20 P-59A airplanes
was originally to be six to the Materiel Command at
Wricht Field with the other 14 airplanes being assigned
to the 412th Fighter Group of the Fourth Air Force. Or-
iginally, the entire P-598B production of 30 planes was
scheduled for delivery to the 412th.  However, the re-
quircments for the P-59A airplanes (44-22609 ~hrough
L44-22628, hereafter refcrred to by their last three
digits) was ancnded with only one airplane being deliv-
ered to Wright Ficld and the remaining 19 going to the
412th with the provision that the other five airplanes
would be made available to the Materiel Command when
there was a requirement for their usage. By December
1944 the delivery schedule was finalized with one P-59A
becing assigned to Wright Field (number 609), two to the
Army Air Force Proving Ground Command, Eglin Field, Flor-
ida for use in familiarization and training of ground
crews on the P-59, two to the Air Forces Board, Orlando,
Florida, and the remaining 15 P-59As going to the 412th.
Number 619 crashed at Dayton while being ferried to Palm-
dale and was washed out on November 13, 1944, 618 and
620 arrived at Bakersfield on December 9, 1944 for sur-
vey and their parts were reclaimed in January and March
1945, and 626 also underwent reclamation at Bakersfield
in March 1945, In all likelihood the remaining P-59As
were all delivered to the 412th and served with it from
June 1945 onward.

The distinction of being the first jet airplane to
travel outside of the United States, of course, goes to
the YP-59A that was shipped to England. However, the
first jet airplane to actually fly outside the borders
of the U. S. was P-59A-1 number 610. This airplane was
flown from Wright Field via the regular air transport
routes to Ladd Field, Alaska, making stops at Great Falls,
Montana and Edmonton, Canada and arriving on December 9,
1944, While at Ladd the airplane was attached to the
Extreme Temperature Operations Unit of the Cold Weather
Test Unit. It underwent 69:40 hours of flying time
while stationed at Ladd without experiencing any major
problems associated with the low temperature operations.
The final disposition of this airplane was to the War
Assets Corporation in June 1946,

Delivery of the P-59B airplanes (LL4-22629 through
LL-22658) presented a problem because there just were
not enough 1-16 engines available., By the end of Nov-
ember 1944 Bell had sufficient engines for 26 airplancs
(20 P-59As and 6 P-59Bs), and because of the Navy's
priority on I-16 engines for the FR-1 program and Gen-
eral Electric's production failures, it was estimatced
that additional engines for the P-59 program would not
be available until the summer of 1945. |t was therefore
decided that the last of the P-59B airplanes would be
accepted without engines and placed in outdoor storage
by Bell until the engines became available. In late
December 1944 Bell was instructed that the last 28
P-59B-1s were to be prepared for outdoor storage with
each of these airplanes being flight tested and accept-
ed prior to being placed in storage. Bell had four sets
of engines in flyable condition, and the flight testing
of the last airplanes was to be accomplished by the suc-
cessive installation and removal of these engines until
all planes had been flown,

The total of 28 planes to be stored was later reduc-
ed to 24 when it was decided that the engines would not
be removed from the last four airplanes flown. However,
by June 1945, this requirement was again changed, and
Bell was instructed to store 16 of the planes without
flight tests, The other eight were to be flight-tested
and accepted, after which the engines would be removed
and the airframcs prcepared for storage. When sufficient
engines became available, Bell would install them in the
planes and orepare then for flyaway. The final delivery
instructions issued to Bell, in late 1945, for the P-59B
airolanes were--19 to the 412th; one (650) to NACA,
Cleveland, Ohio; three (651, 657, 658) to the U.S. Navy
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Second production P-59A was Tirst jet airplanc to land in Alaska, arrivina at Ladd Field Decerbar 9, 194k,

A service P-59A as seon at Santa Maria, California in
August of 1949, (W. T. Larkins)

A service P-59B-1-BE at rost at Chico Army Air Field, California on the 28th of May,

'
(USAF)
o 3
< _ )
Remains of P-59A that crashed Novesber 13, 1944 on Town-

ship Road, 3 ilcs SE of Dayton, Ohio. (Nat'l Air Mus)

1945,  (USAF Photo 36081AC)
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Patuxent: one (652) to Fresuan Ficld, Indiana: o. . four
to I~depone n- ) Kansas or storage,  This accourts lor
28 airale s, ane it s mossible tuat the other two aay
have hoen recain o > Boll Tor tosts.

The L412¢k Fichter Gro o was or od on Nov. ber 30,
1243 at Muroc Fro- this location 1t oved to Palidale,
Californie in June 1944, to Bakersficld, Califor~ia in
late 1944 and Lo Sarte Meria Aroy Air Ficld, Cali ornia
in July 1945, A laiz: = -ber of P-59 airplars, ¢ wards

of 25 or nore, wvere _iationed at this Ficle, buc by
Tate Joo of 1955 all o) tha P=59 airolan < had e :n
a siyneu to Bas. 0. ratione or enu of t! = Scuadrons

(Traini~c) of the LLCth Ar.y Air Force Basc Unit. As of
Septober 1345 the L12th Fishter Grous consisted of the
29th Fiulter Scuadroa, 31st Fichter Squadron UhSih Ficht-
er Scutdron, 361st Fig-cer Sauadiru, S15th Air Encir.or-
ine Seoadre. and the 624th Air Matoricl Sc-adros.  Ia
Octob r 1942 1! 361st Fighter Scuadron b:cer  a Scrvice
Group Tor the W12th Fiahtor Groun with the €15th Ajr Er-
sincering Scuadron ard the 62hLth Air Matoricl Scuadronbz-
iiassignod to the newly-for od 361st Service Crouvo,
in Dece ber 1945 the L12th Fighter Groun was transforred
to March Field, Riversic , California. After the trans-
for to March Ficld the 412ch wes cquinped with F=80s, in
April 1946, and on July 3, 1946 the L12th Fithter Groeo
beccane the Ist Fidhtor Group, still b:inag caiogp o with
P-80s. The Groun nc. consisted of th  7lst Fighe r
Squadron (4L5th FS), 9hth Fiyhter Sguadron (29th FS),
27th Fichter Scuadron (31st FS), 39th TAC Recon Sauadron
and the 361st Scrvice Groun,
In addition to the A and B

odcls stationcd at Santa

Maria, there vias also one YP=59A stacioned there, and it
had been  odificd to have a sccend cocnnit, This air-
planc was s0 ti » u'd to take ground personacl and
aurses (ther: vas a ficld hospital at Santa Maria) for
thoir Tirst jot Tlioht, This airplanc was 27-16, 42-
108777, and in Jun. 1945 it was qiven to a school in
Northern California, Cal Poly, and fre here it was lat-

er accuired by Ed Maloney for disnlay at The Air Muscun,
Ontario, California.

Quite a hit of flyine was don: with the P-59s at
Santa Maria, and in relatinag s~ of his exp- ricnces
with the P-59, Mr, C, B, Coenrcn, had thc ol lowin:
story to tell concerai ¢ a wheols-ut Janding:

"One nilot, nar. sade a aocod initial
takcoff, but in landinu he n.qglected to nut down

vaknown,

his landi..~ gear. Despite repeated exhortations
over the R/T, he caric in wheels un and skidded on
the vngine nacel! -~ for about 50-100 fccc belore he
realized his crror Hoocave it oower, took off an
cen oaround and ade a nor al whels—down landir-.
The cicines had to be cha c:d and “ajor - vair »cr-
for.ed on t! + nac. 1les and frare to put [t back in

Mlying condriica !

ln January 19.0 the inactivation of Santa Maria was
undertaken, and at this ti iany of the P=59s were flown
to March Fiold by the 412th., The rewining P-59s
viere ferrieu diroctly fro Santa Maria to other locations
in the United States, with scveral of the~ goinc to Land
Grant Collego~. All oi the P-59s delivered to March
Ficld were shortly disposed of, as by July 1946 ther
were noowore P-59 airplanes at March Fiold. The P-59s
given to colleces were used For instructional ourposcs
and then junk:d.  On: oxception was P-59B-1, 4L4-22656,
which was oricinally given to Purdue University. This
airplanc was <old by Purduc in 1956 to the Harold Warp
Pioncer Village, Minden, Nebraska, and it is now on
disnplay ther:.

Fre. March throuv-y July 1946, 17 P-59s (thr P-59As
including 617 and 623, and 14 P-59Bs--629, 634, 535, 636,
637, 639 thru 645, 648 and 654) wer. assiqned and doliv-
cred to the U, S Arny Aberdeen Proving Ground, Maryland,
These airplanes vere used for static aircralt vulnerab-
ility experi-ents ~~1 then salvaged, The plancs were
not ilown after their delivery to Abardeen, and all were
apparently scrapped by 1949, The last P-59 on the Air
Force inventory was 44-22633 which was salvaccd at Huroc

ror use
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as a ZF-59B8 on Octuber 4, 1007

The throe P-59Be thet w =t ¢. the Havy had relative-
Ty Tonacr iven . Hu Ser 757 bhicom BuNo 64100, coming
into Navy service on Oct Lo, 17. 1945 anc last being
noted o Move ker 300 19T with 107 hours Flicht t.

MU b 657, BuNo 6Ll | was
19L5 and scri "o~ at Norfol< on
of these slanz were first w57 for joo “a o liariczation
at MATC, Pal.xc.. River, iaryland. HMu-L:r 658, BuNo
6LICS, w. i L liver o oan January 15, 1986 and us @ by
Tactical Test acz HATC, Patuxunt River. 1t crashed on
Decr o 3, 1247 with 142 total airfrai hours and was
subsequ ~cly bare - to Aoy Tar scraonrtag on Aprald
16, 1948,

Anoth:. P-50 that

fter

‘Tivered on Fcebruary 12,
Dec L. 22, 1947 . Both

Surviy che vears 7z P-59B- T,
NACE  Clevelan , it arrived at
! t 197 The air-
slanc was to Do aue as a tar, L oia otz ocavelop ol ©
Sroxiodty o oot 1liry vhells at a site lo
catec alur th “ool oif the Manzano Mountains, just cast
of Kirtla . Although any airolancs were destroyed
durir - this orocra , the 59B s= <row was <rarcd fron
Soinc usod as a tar ~t, a“ durier s ariod Troe 1947
to 1951 it reovcar. ¢ at a little do-t airstrip in Coyotc
Ceayon . Manzana Mo tains,

In 1851, the P-59 anc a Janar s
as a war c.orial in froot o
trs boildiag,  However,

Lb-72€°C After SCing at

Kirtland Air Foro. Bas. KIcH n

'

L.5¢

Tor

Oscar were placed
Kirlland s basc hraccuar-
~ain . ance of the airplanes
proved to be costly, and in about 1957 a ncy basc CO de-

cided thet the circlanes were an cycsore and so the two
slanes wore aoved to the Base Recle jation Arca where they
were to oo destroyed . Fortunately, R F. Arnold, Basc
S.ooly Criicor with the New Mexico Arr National Guard
recoani 7 :d the historical signiflicance oi those airplancs,
and he arra have the . transforred to the Air Na
tional Guard Suooly accou.l For t... next counle of
years they shared the 717, ht Tine on the west side of
Kirtland with Alr National Guard F-80¢

Then in 1955 su~ one iro the Air Force Muscur notice
o the P-59, and shorily thoroait -~ the New Mexico Air
National Guard rec ive” a recuest to donate the airplane
to the Muscu.  Thus, on Dec. ber 23, 1955 the P-59 was
orescnt. ¢ to the Air Force Muo_ur in ceremonics conduct -
odat Sirtland. Brig., Gen ral John P McFariand,then
N-' Mexico's assistant adjutant cencral for air, Air
Naticnal Guard, preserted the airplane to Briqg, General
W. M. Canterbury, then Cuian”.r of tho Air Force Special

rh
(AN

Weayons Contor, Kirtland. General Canterbury then took
the necessary steos required to have the airplane for-
warded to the Alr Forcoe Musoo ...

The nows that the Uniood States was active in the

jet oropulsion Ticld and, in iact, had [town a jot-

povered airslanc was not iaoe public until late in the
afternoon o/ Januar- 6, 194k, when this information was
released Tror the Arcy Alr Forco oressroc  at the Penta

qon.  Bei.c tyoical of wart = = ws roeleases, this joint
Army Air Forces--Royal Air Force announcement was rather
vague and of.cred viry fo.o detaiis of the airplane Bas-
ically, it gavce a bricl history of jct propulsion, which
includ d such inforiation as the fact that Group Captain
Franh Whittle had de iicned and developed the jet engine
and that the Gloster airplane had Tirst {lown in May
1941, The relcase went on to say that the Beli experi-
mental airolanc, powered by Genzral Electric engines

that were based on the Whittle enqgine, Tirst flew on
October 1, 1942 with Robert M. Stanicy as pilot and that
on the next day Coi. Laurcnc. € Craice flew the airplane
to becor the first Aray officer to Tly a jet., The re-
lcase Ffailed to nention the location where the first
FTight occurred, the nar ~ of the airplanc, or its desig:
nation.

No photographs wore included, and it was Scptenber
1944 before the first ones were relecascd to the press.
The lack of Taniar. and woublicity on the XP-59A is coer-
tainly a far cry iro today's <ala and well-reported

roll-outs and first flights of a new desiqgn. OF course,
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S the XP=59A was raliing its olace in history, the
wartize scerecy of the sroject prevented the airglane
ard the ccoole asscciate with it fro: recciving the
crecdit thoy so justly deserved., Unfortunately, by the
t'we that details ol the P-59 could be revealed, the
airelane had alrcady been dolegated to a training role
with the Lociheed P-80 having come into the 11 light.

Cor "enting on the now ''rocket shis', as the news-
sapers called it, Larry Bell on January 7, 1944 issucd
the {ollowing statement:

"We believe that the hundreds of successful
flights made by Bell jet-propelled ships opens
a new chapter in American aviation history.

"Bell Aircraft has built the first American
fighter olanes powered by jet propulsion engines
constructed by the Gencral Electric Company from
British designs.

"They prove a new scientific principle-~that
olanes can fly without propellers, Once a prin-
ciple is proved, count on engineering genius of
the Allied Powers to develop it into greater
perforaance records, not only to help speed the
day of victory but to pave thc way towards new
achievements in a postwar aviation world,'

The release of the news disclosing the existence of
a jet plane naturally touched off wide-spread specula-
tion on the performance of this new and revolutionary
airplane. Typical of the comments appearing in the
trade magazines were, ''Speed of the plane was placed at
between 500 and 600 mph.'' and "its top speed has been
estimated by ground observers to exceed 500 mph.'" The
writers of these remarks were obviously influenced by
rather optimistic enthusiasm because the maximum speeds
for the XP-59A were about 350 mph at sea level to 390
mph at 30,000 feet, In fact, the official performance
tests carried out on the YP-~59A equipped with the more
powerful |-16 engines only provided a maximum specd of

409 mph at 35,000 and about the highest speed ever quot-

ed for any of the P-59 models was 425 mph.

Obviously the P-59 was not a success in the role for

which it was originally designed, however, in another
respect it was an unqualified success for the pecople of

the Army Air Force, Bell and General Electric. Starting

from scratch and several years behind the British and
Germans, this team designed, produced and flew a jet-
powered airplane that was to provide the Unitcd States
with much-needed experience during a critical and try-
ing period in its history.

The final report covering the development of the X
and Y airplanes was issued on Junc 28, 1945, and the
closing paragraph of this document provides an adequate
summary of the program:

""Even though a combat airplane did not result from
the development of the X and YP-59A airplanes, it is

considered that the development was very worthwhile,

since it proved that the principle of jet propulsion

for aircraft was sound and practical, and the air-
planes therselves will be good training airplanes
for pilots who will fly later jet oropelled air-
planes into combat."

PHYSICAL CHARACTERISTICS XP-59A

Airplane - General:

Overall Span Lgro!
Overall Length, Cannon Tip 38'10"
Overall Height, Thrust Line Level L6
Overall Height, At Rest 1213 3/4"

Clearance, Bottom of Nacelle, Thrust
Line Level 210"

Clearance, Bottom of Nacelle, At Rest 115 3/4"
Winas:
Airi{nil Scction N.A,C.A, Root 66,2:-014

FALL - 1966

Tip

Total Arca, Includingy Ailcrons and Flaps
Root Chord (45 in. Outboard of of Centurline

of Airplanc Splice)

Tip Chord (266~ in. Outboard of Centerlinc

of Airplanc)
Incidence, Root

Tip
Dihedral, 457 Linc
Sweenback
Ailerons:

Arca, Aft of Hinge Centcrline
Arca, Balance

Area, Total (Each)

Moverent

Area (Each Tab)
Movement

Arca (Each Tab)
Movement (Tab)

Flaps -

Area, Aft of Hinge Centerlin
Area, Balance

Area, Total (Each)

Span (Total)

Movement

Empennage:

(1) Horizontal Stabilizei.
Area (Stabilizer)
Area (Horizontal Tail)
Incidence (Fixed)
Chord (Root, Including Elevator)
Span

(2) Elevator:
Area, Aft of Hinge Centerline
Area, Balance
Area, Total (Each)
Movement

Area (Each Tab)
Movement

(3) Vertical Stabilizer:
Area (Fin)
Area (Vertical Tail)
Chord (Root, Including Rudder)
Span
(4) Rudder-
Area, Aft of Hingc Centerline
Area, Balance
Arca, Total (Each)
Movement

Area (Fach Tab)
Movement

Landing Gear:

Tread
Main Wheel Axle Centerline Aft of
Leading Edge of Wing

P-59 SERIAL NUMBERS

MODEL AAF S/N
XP-59A 42-108784 / L2-108786
YP-59A 42-108771 / L42-108783

Pagoe 177

66,2:x-°212
20C sqg.it

10'8"

5 1 OI!
- 2(\

O()
30307
70

12.0 sq.ft.
3.5 sqg.ft.
15.5 fq.Ft,
Up 25¢

Dowin 10
Tl sqg 7o
Up 25°

Down 10°
1.14 sq.ft.
Up 10°

Down 10°

12.¢5 sq.it
3.68 sq.ft
16.63 sq.it
1517 3/4"
Down 45°

LG .63 sq.it
69 86 sq.it
1 ?

72”
16' 8"

10.06 sq.[lt.
2.05 sg ft
12,11 sqg.it.
Up 259

Down 15°

.83 sq.ft.
Up 15°

Down 15"

17.75 sq.ft.
32 .35 sq.ft.
88”
7]5”

12.60 sq.it,
2.0 sq.ft.
14,60 sq.ft.
Right 25°
Left 259

.63 sqg.it.
Right 15°
Left 15°

222"

61.5"

PRODUCTED

3
13
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4h-22609 / bl 22628
L4 -2262G / L4h4-22658

P-59A-1 20
P-583-1 30
YP-594, 42-108772, assiqned to British qiven S/N RJ 362/6G
YP-594,42-108778,assianed to U.S. Navy given BuAcr 63960
YP-59A,42-108779,assiyncd to U.S. Navy given BuAcr 639361
P-59B-1, LL-22651, assigned to U,S.Navy given Buhcr 64106
P-59B-1,4L-2265¢,assign -« to U.S.Navy aiv- 1 Buhker 64108
P-598B-1,44-22557,assigned to U,S.Navy given Bufor 641CH
Notc: The five P-59 jot airplanes assign.. to the Navy
never given any Havy designation, but rather they

vwre always r orrod to by their Army Air Force designa-
tion ui YP-59A or P-59B-1.
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