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August 19, 2020 
 
To Friends of Norman Lane, 
 
Second Lieutenant Owen Burgess, having returned from his six-day pre-deployment leave, had reported 
for duty with the 568th Bomb Squadron, 390th Bomb Group, at Salina, Kansas (Smoky Hill Army Air 
Field), on Monday, July 5, 1943. Navigator Burgess, copilot Alvin Jaspers, and bombardier Merle Cloud 
would be joined by the leader of their crew—2ndLt. Hiram Skogmo (see above, and 
https://tinyurl.com/Apr-13-1943, pages 10-11)—on the following day. Captain James Pedersen and the 
other officers of his crew (ibid.) with the 568th Squadron—copilot Joseph Carter, bombardier Harry 
Gorden, and navigator Robert Henry—had returned on July 5 as well. 
 

* * * 
 

NORMAN LANE JR. 
MEMORIAL PROJECT

“FOR THOSE WHO FIGHT FOR IT, LIFE HAS A 
FLAVOR THE PROTECTED NEVER KNOW.”

Al Claiborne, Ph.D., Chair 

5254 Shoal Creek Lane 

Winston-Salem, NC 27106 

Phone: 336.529.2105                

E-mail: alc@csb.wfu.edu                                                                                                   
 

"Skogmo and Crew," from The Story of the 390th Bombardment Group (H). The same photograph appears on the 
website for the 390th Memorial Museum, but the officers (kneeling, front row) are incorrectly identified there. In 
my analysis, the officers pictured, from left to right, are: Owen Burgess, navigator, Hiram Skogmo, pilot, Merle 
Cloud, bombardier, and Alvin Jaspers, copilot.   

https://tinyurl.com/Apr-13-1943
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On September 23, 1946, the  
Clinical Records Branch, 
Adjutant General's Office, 
recorded the receipt of a 
completed Form I-380, 
"Identification Data," in the 
matter of S/Sgt. Anton 
Kohler. The form (shown at 
left, top) included a listing of 
"all camps in which [S/Sgt. 
Kohler had been] stationed in 
U.S." The last two US duty 
stations listed for S/Sgt. 
Kohler were "Walla Walla, 
Wash," March 4-April 12, 
1943, and "Salina SHAAF 
[Smoky Hill Army Air 
Field], Kans.," April 12-July 
8, 1943. But the comparable 
Form I-380 for S/Sgt. Robert 
Redding (shown at left, 
middle) places him at 
"Geiger Field, Wash.," as of 
April 12. A separate memo 
to the Clinical Records 

Branch (shown above, bottom), dated September 18, 1946, also indicates that Redding was treated at the 
Station Hospital, Fort George Wright (in Spokane, see map, ibid., page 5), over May 24-27, 1943. In 
addition, the register for S/Sgt. Emil Mateyak's visit to the clinic at Geiger Field, for a dental examination 
(see page 17), is dated May 7, 1943. 
 
Sgts. Kohler and Mateyak had flown with S/Sgts. Michael Urban and Robert Redding as part of Crew 
#10, 318th Bomb Squadron, 88th Bomb Group, as recently as March 18, 1943, when their B-17 had 
struck a line of wires (see https://tinyurl.com/March-4-1943, pages 11-14). I have previously concluded 
that these four enlisted airmen were transferred to the 317th Bomb Squadron crew led by 2ndLt. Edward 
C. Peterson (see https://tinyurl.com/Apr-13-1943, page 13), and his combat crew had arrived at Geiger 
Field, Spokane, Washington, on Tuesday, April 13, 1943 (ibid., page 9). The names of all four airmen, 
plus those of Frank Grubb and Daniel Bergin, appear together as part of one of the "Original Crews of 
568th Bombardment Squadron (H)" (ibid., pages 10-11), led ultimately by Captain James Pedersen. All 
things considered, I conclude that Sgts. Kohler, Redding, Mateyak, and Urban of the Pedersen crew were 
based at Geiger Field, from about April 12 until the 568th Bomb Squadron moved to Glasgow, Montana, 
on about June 6. The same appears to apply for Sgts. Frank Grubb and Daniel Bergin (see Pedersen crew 
roster, ibid.), but we have no record of when they joined the Peterson (later, Pedersen) crew or from what 
prior training base.  
 
Logically (see https://tinyurl.com/March-4-1943, page 9), Emil Mateyak would have been advanced to 
the rank of Sergeant after completing the gunnery school course and, most likely, a course of specialized 
technical training. The first B-17 crew training, of record, that Sergeant Mateyak is known to have 
received was at Walla Walla, as a member of Crew #10, 318th Bomb Squadron. His rank there is 
confirmed by the official March 29, 1943, accident report (ibid., page 12). However, Emil's nephew Bob 

https://tinyurl.com/March-4-1943
https://tinyurl.com/Apr-13-1943
https://tinyurl.com/March-4-1943
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Jesko (see https://tinyurl.com/Apr-13-1943, page 11) recently shared with me five recordings made by 
then-Sgt. Emil Mateyak, while in training in the US (see https://tinyurl.com/SSgt-Emil-Mateyak). 
Totaling just under seven minutes, these provide additional information on Sgt. Mateyak's training 
between his August 22, 1942, enlistment and his joining the 390th Bomb Group on about April 12, 1943. 
From the transcript of Sgt. Mateyak's recordings (ibid.): 
 
 I'm still in Idaho. 
 
This places Sgt. Mateyak at Gowen Field, Boise, Idaho—which had become home to the 29th Bomb 
Group in June, 1942. Both Anton Kohler (September 17, 1942-March 4, 1943) and Robert Redding 
(January 11-March 4, 1943) had trained at Gowen Field (see https://tinyurl.com/March-4-1943, pages 4-
5). They would overlap there for almost eight weeks, with both men training with the 43rd Bomb 
Squadron, 29th Bomb Group. Both Sgts. Kohler and Redding would then follow orders to Walla Walla, 
Washington, on March 4—where on March 18, they would be flying with Sgt. Emil Mateyak and Crew 
#10, 318th Bomb Squadron, 88th Bomb Group. In the same March, 1943, time frame, 2ndLt. Owen 
Burgess had recently joined the B-17 crew led by Lt. Hiram Skogmo at Gowen Field. 
 
Elsewhere, in the transcript of Sgt. Mateyak's recordings: 
 
 Tell them I'll try and get home for Easter, if I can. . . . 
 Maybe I'll come home in a couple of months. . . . 

 Well, I don't know when I'll be home. 
 Maybe in a couple of months if I ship 
 out of this hell hole.   
 
Easter Sunday, 1943, came on April 25. 
Emil Mateyak was at Walla Walla by 
March 18, and certainly for some time 
before that. The only other reference to a 
date or time is that of "a couple of months." 
Connecting the two references gives a date 
of about February 25. At least one recording 
is made on a Saturday, which might have 
been February 27, 1943. 
 
In May, 2019, Bob Jesko (see above) sent 
me six photographs of his uncle, all taken 
during Emil's training in the US. The first 
three photographs (shown at left) are of 
Sergeant Emil Mateyak. Based on the 
surroundings and shadows, all three photos 
were taken in the same time frame and 
place. Photo #1 (top) clearly shows the rank 
insignia of an Army sergeant on the right 
sleeve of his jacket, despite the relatively 
poor resolution. The second photo (bottom, 
right) is better; Emil has removed his jacket, 
and his sergeant's chevron is clearly visible 
on his left sleeve. Of special significance, in 

https://tinyurl.com/Apr-13-1943
https://tinyurl.com/SSgt-Emil-Mateyak
https://tinyurl.com/March-4-1943
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the background off Sgt. Mateyak's right shoulder, are the nose and fuselage of a B-17. In the third photo 
(bottom, left) Sgt. Mateyak is pictured with a friend—another sergeant, apparently. A nearly-full view of 
the B-17 is given. In four of his five recordings, Emil refers to two very good friends, Smitty and Higgins; 
the two airmen even speak on one of the records.  It is tempting to suggest that the friend appearing in the 
third photo is one of these men. If this is correct, then these photos would have been made at Gowen Field 
in Boise. It is also possible that these three photos were made at the Walla Walla station for the 88th 
Bomb Group or at Redmond (OR) Army Air Field, where at least some of Sgt. Mateyak's missions with 
the 88th originated.  
 
By May 7, 1943, 
Sgt. Mateyak was 
at Geiger Field and 
had been advanced 
to the rank of Staff 
Sergeant. Later, 
over June 6-early 
July, he was based 
at Glasgow, 
Montana, and 
Salina, Kansas. The 
first photograph in 
this set (shown at 
right) shows Staff 
Sergeant Emil 
Mateyak (left), as 
clearly indicated by 
the insignia on his 
left sleeve. The 
next two photos 
suggest that the 
liquor ration for a Staff Sergeant was quite generous. The other two men in these photos sadly cannot be 
identified. Based on comparisons with the Pedersen crew photo, they do not appear to be members of that 
crew. Nor can the patch on S/Sgt. Mateyak's shoulder be identified, in the photos above.   
  

* * * 
 
Bob Jesko's older brother Allan, writing in February of this year, had this recollection of his uncle's pre-
deployment leave in Chicago in the early summer of 1943: 
 
 I also recall picking him [S/Sgt. Emil Mateyak, tail gunner for the Pedersen crew] up with one of 
 his sisters (Lee [Lillian Mateyak was five years older than Emil]) at a railway station on his way 
 home on leave before going to England and him telling me about hitting the wires [the March 18, 
 1943, training accident (see https://tinyurl.com/March-4-1943, pages 11-14)]. Being a good uncle 
 he presented me with a live 45 [caliber] round, of which my parents disposed. 
  

* * * 
 

https://tinyurl.com/March-4-1943
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Private Frank Grubb had been in training at Sheppard Field, Texas, on 
July 1, 1942, where he had been assigned to the 403rd School 
Squadron, Air Corps Technical (or Training) School (see 
https://tinyurl.com/December-11-1941, pages 13-14). But his official 
Army files, unlike those for Anton Kohler and Robert Redding, 
contain no listing of "all camps," and the next assignment recorded for 
him (see https://tinyurl.com/Apr-13-1943, page 11) is as a member of 
Capt. James Pedersen's "original crew" with the 568th Bomb 
Squadron, 390th Bomb Group, in the spring (probably April) of 1943. 
The 1940 US Census had listed Frank as living with his older brother 
George and their parents, Dell and Pearl, in Challis, Custer County, 
Idaho. But the official list of "Emergency Addressees" for members of 
Capt. Pedersen's crew names Frank's mother as his family contact, 
with an address in Blackfoot, Bingham County, Idaho. Frank's June, 
1942, enlistment record also gives his residence as Bingham County. 
The Challis (ID) Messenger, in its weekly issue of Wednesday, July 
7, 1943, reported:   
 
 —Mr. and Mrs. Dell Grubb and   
 two sons John and Frank left town 
 Saturday for Blackfoot. John and 
 Frank were on furloughs from the 
 army and Mrs. Grubb came with 
 them from Blackfoot for a few day's 
 visit in this vicinity. 
 
Saturday had been July 3, and Independence Day had fallen on 
Sunday. On that Wednesday, July 7, S/Sgt. Frank Grubb visited the 
dental clinic at Smoky Hill Army Air Field in Salina, Kansas. The 
register for his visit (shown at right) identifies him as serving with Company "Wittan," "390 Gp," "Cr[ew] 
14-3." LtCol. Edgar Wittan was the original commanding officer of the 390th Bomb Group. 
 

* * * 
 

From The Story of the 390th Bombardment Group (H) (ibid., pages 2, 3, and 12), "History of the 568th 
Bombardment Squadron": 
 
 By 1 July the 568th was a Squadron ready for overseas service. The combat crews, with key 
 ground officers and men, flew to Salina, Kansas [ibid., pages 16-17]. Crews had their final 
 furloughs and processing for departure. Planes got their last lick and shine. Equipment was 
 checked for shortages. By the middle of the month, all was ready, and the air echelon took off for 
 England and the war. 
 
Written in England, "after the group [the 390th Bomb Group] has had many months of combat," the 
document describing the group's "Activation and Training in the United States of America" (ibid, pages 
3ff) concludes with a one-page "Summary." The final paragraph states: 
 

https://tinyurl.com/December-11-1941
https://tinyurl.com/Apr-13-1943
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 The superiority of the group is due in very large part to the training program set up and followed 
 through by the group's commanding officer [then-LtCol. Edgar Wittan]. When the 390th reached 
 the Theater of Operations it was ready. 
 
As Owen Burgess described in his personal memoir: 
 
 Our Group [the 390th] went to Spokane (Geiger Field) and Glasgow, Mont. for more training 
 while the 100th got ready and went to England for combat. We later flew with them and the 95th 
 Group to make up the 13th Wing. 
 
The 13th Bombardment Wing, created in October, 1942, would move to England over May-June, 1943. 
That August, as the 390th Bomb Group was flying its first combat missions, the wing was redesignated as 
the 13th Combat Bombardment Wing. The next month, the 95th, 100th, and 390th Bomb Groups were 
assigned to the wing. With respect to its US training program, the "fledgling" 390th had been represented 
in the first class to go through the AAF School of Applied Tactics (AAFSAT) in Orlando. The first 
combat mission for the 95th Bomb Group had come later that spring, on May 13, 1943 (ibid., page 10)—
the 390th was in second-phase training at Geiger Field. The 390th had moved to Great Falls, Montana, for 
its third-phase training—the "big maneuver" had engaged the group's B-17 force in a search for German 
U-boats that culminated with those aircraft landing at Kindley Field, Bermuda, on June 22—with a scenic 
view of the Atlantic Ocean (ibid., page 15). Three days later, the 100th Bomb Group flew its first combat 
mission—seven weeks before the 390th's baptism of fire in the skies over Nazi-occupied Europe.  
 

* * * 
 
As described previously, one young pilot who "went to England for combat" with the 100th Bomb Group 
was 2ndLt. John Luckadoo (ibid., page 10), who had been attached to the 88th Bomb Group at Walla 
Walla at the same time that Owen Burgess and the Hiram Skogmo crew were training there with Col. 
Julius Lacey's Provisional Group. In his November 19, 2019, interview with Military Times 
(https://tinyurl.com/John-Luckadoo), Mr. Luckadoo shared his thoughts on his training for combat, the 
preparation of the 100th for combat duty, and the enemy he faced in the skies over Germany and occupied 
Europe: 
 
 First, you and so many other B-17 crew members were rushed through training to get you 
 into the air over Nazi-controlled Europe. Did you ever feel inadequately prepared as a 
 result? 
 
 Grossly inadequate would be the better term. [Laughs] 
 
 In my particular case, I was assigned to a heavy bomber group that was just on the brink of being 
 sent overseas. This was after the crews of the group, the Bloody 100th, had gone through all of the 
 pre-combat training. 
 
 At the time, what was being offered was about three to four months of training. However, the 
 graduates of my flight school were sent to replace the copilots just prior to being sent overseas. It 
 was only in this one group that this ever took place. 
 
 Of the 40 men from my flying class that went to the 100th Bomb Group, only four of us managed 
 to complete a tour. That gives you an idea of how inadequately trained we were and how unlikely 
 it was that we were going to survive. 

https://tinyurl.com/John-Luckadoo
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 In comparison, what was your perception of the German pilots? 
 
 The Germans were professionals and we were rank amateurs. The minute that we crossed the 
 French coast we were in their backyard. They dominated the skies. 
 
 They'd been fighting on the Eastern Front, through the Battle of Britain, and they knew what they 
 were doing. When our group arrived in England, "Axis Sally" (Mildred Gillars) came on the radio 
 and welcomed us, by name, to the war saying, "This isn't your war, you don't have any business 
 being here. Your girlfriends and wives are being romanced back in the States, but as long as 
 you're here we're going to teach you a lesson." And by God they did. 
 
 Through a baptism of fire, we found out how professional and clever they were in discovering our 
 vulnerabilities. The first of which was that we could not fire our guns straight forward. There was 
 a gap in-between the top turret and ball turret guns so they would fly in that slot, straight through 
 our formations. They played chicken with us, firing the whole way. It wasn't until Boeing 
 developed the G model (Boeing B-17G [in The Mighty Eighth, author Roger Freeman states that 
 the B-17G began reaching squadrons as replacement aircraft during September, 1943]), which had 
 a chin turret, that we would be able to cover that void. But they devastated us with that technique 
 for as long as they could. 
 
 That air superiority was evident when the pilot of the Memphis Belle, Capt. Robert Morgan, 
 remarked that you might have breakfast with 10 crewmen, but dinner with only two. Can 
 you describe the mental toll of confronting your own — or your men's — mortality with 
 each mission? 
 
 When we were preparing to go overseas our commanding officer called us together and said, 
 "Look at the man on either side of you. Only one of you will be coming back. You're all going to 
 be killed and you might as well accept it." 
 
 That was the mindset that we were supposed to take into combat. That our chances of coming back 
 were so minimal that we should accept our fate and just do the best that we could, for as long as 
 we could. 
 
 Facing your mortality to that degree is a very sobering and maturing experience. It was so horrific 
 that just one mission could turn our hair white. The sheer terror that we confronted was so 
 devastating that it left a mark on us for life. 
 

* * * 
 
"When the 390th reached the Theater of Operations it was ready." Perhaps . . . but as Owen Burgess 
would write years later, recalling one particular day at Framlingham, AAF Station 153, before he had 
flown his first combat mission: 
 
 One day the other bomber groups based in England, returned from a mission to the Rhine Valley 
 and several of the planes were shot up pretty bad, landed on our base. It was then that we realized 
 that we were not over there to go sight-seeing. 
 

* * * 
 

https://www.historynet.com/mildred-elizabeth-sisk-american-born-axis-sally.htm
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As for his own July, 1943, journey—as navigator for the crew led by Lt. Hiram Skogmo—from Salina, 
Kansas, to the vicinity of the small town of Framlingham, Suffolk County, England, Owen Burgess had 
these recollections, years later:  
 
 Back in Kansas we had orders to go to Bangor, Maine. In Bangor we were issued combat 
 equipment for the ETO and sent to Goose Bay Labrador where we took off for a 10 hour flight to 
 Great Britain. 
 
 We soon picked up the Shannon [Ireland] radio beam and it made my navigation job much easier. 
 We were flying individually and not as a group. At last we landed in Prestwick Scotland and in a 
 day or two went to our combat base in Framlingham in East Anglia, England. This air base was 
 near the English Channel, just north of Ipswitch [sic]. 
 
 We were inactive for several days after reaching our base, but did make a few familiarization 
 flights around the area. 
 
An article in the Brownsville (TN) States-Graphic—the same weekly newspaper that Owen Burgess 
would later serve as editor, for approximately thirty years—would report, in its October 22, 1943, edition: 
 
 His [Owen Burgess'] promotion to first lieutenancy came on July 13. He had been overseas since 
 July 10. 
 
Owen Burgess had received his navigator's wings on February 18, 1943, and he had joined Hiram 
Skogmo's B-17 crew at Gowen Field, Idaho, soon after. The two officers trained together with Col. 
Lacey's Provisional Group at Walla Walla, Washington, and they had become part of one of the original 
568th Bomb Squadron, 390th Bomb Group, crews at Geiger Field, also in Washington State. They had 
moved together to Glasgow, Montana, and Owen had guided Hiram's crew on the "big maneuver"—the 
long flight to Bermuda and back. They had then flown together, first, to Salina, Kansas, and then, across 
the Atlantic Ocean, ultimately to their new home at Framlingham ("The pilot may get all the glory, but the 
navigator will always tell him where to go"). As of July 10, when Owen Burgess began his overseas tour, 
he and Hiram Skogmo had been a team for more than four months. 
 
Now preparing for combat, as during third-phase training at Glasgow, the Hiram Skogmo crew would be 
a lead crew. As described before (https://tinyurl.com/Apr-13-1943, page 16), a lead crew had even greater 
responsibilities in combat. For the group, the lead crew would direct assembly of the formation at both the 
wing and division levels; it would be responsible for navigating to control points and for piloting to the 
target, hitting the target, and returning to base from the target. The Story of the 390th Bombardment 
Group (H) describes the selection and training of lead crews: 
 
 When new crews arrived at the Base they were interviewed with an eye to lead crew possibilities. 
 Training center gave reports on how these crews picked up combat training, and the Squadrons 
 were informed of those who showed potentialities during flying training. All the crews were 
 particularly noted during their first combat missions as to leadership traits and ability, formation 
 flying and cool-headedness in emergency. If a crew looked good after four to ten missions they 
 went to lead crew training. About half of these later were turned back. . . . 
  Lead crews were trained for six to seven weeks, and then flew about five practice flights 
 for every operational lead. They had ground school every day, including airmanship. Actual, 
 practical experience was considered far more valuable than theory, and complete teamwork 
 between pilot, navigator, bombardier and mickey operator was constantly stressed. Anyone could 

https://tinyurl.com/Apr-13-1943
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 hit a target in the clear and open, a good crew was one which could pick a check point and hit it 
 under adverse conditions. 
 
From the outset, the 390th Bomb Group, and the 568th Bomb Squadron, had identified both group and 
squadron-level navigators: 1stLt. Donald Warren and 1stLt. Irving Lifson, respectively. The next entry in 
Owen Burgess' memoir, written many years later, reads: 
 
 I was transferred to the crew of J.C. Pedersen as the Colonel [then-LtCol. Edgar Wittan would be 
 promoted to Colonel, Army of the US, Air Corps, on September 6, 1943] wanted the group 
 navigator to fly with Skogmo who was a lead crew. 
 
First Lieutenant Irving Lifson, 568th Bomb Squadron navigator, flew with the Skogmo crew on all 
seventeen of their combat missions. The introduction of 1stLt. Owen Burgess to the combat crew of 
Captain James Pedersen had its own domino effect. Lt. Robert Henry had been a member of Lt. Charles 
Hull's Crew #10 at Walla Walla, dating back to March, 1943. He had been the navigator on Capt. 
Pedersen's original 568th crew and had guided them to Framlingham from Kansas. But now Owen 
Burgess would take Robert Henry's seat, alongside bombardier Harry Gorden, on the Pedersen crew. The 
change necessitated one more action that would document the identities of the final James Pedersen 
combat crew members, including the new navigator, Owen Burgess. The photograph does not appear 

among the collection of 
568th Bomb Squadron crew 
photos found in The Story 
of the 390th Bombardment 
Squadron (H), and it differs 
from all other crew photos 
in that, first, it was taken 
overseas, presumably at 
Framlingham, and second, 
it clearly shows the crew's 
primary combat aircraft, 
Miss Fortune, staged with 
the ten men. Comparison of 
the final Pedersen crew 
photo, shown at left 
(courtesy of Bob Jesko), 
with those given previously 
for "Pederson and Crew" 
(ibid., page 12) and 
"Skogmo and Crew" (see 
page 1) makes these 
distinctions very clear. 
 

 
 

* * * 
 

All of which leaves one final question for now: did the Skogmo and/or Pedersen crews fly their primary 
combat aircraft from Kansas to Framlingham, or were these aircraft assigned to them after arrival at AAF 
Station 153?      

Then-Captain James Pedersen and the crew of Miss Fortune, as identified years 
later by Col. James Pedersen, USAF (Ret.), in a letter to Bob Jesko. Front row, 
left-to-right: Gorden (B), Pedersen (P), Carter (CP), and Burgess (N). Back row, 
left-to-right: Urban (RO), Bergin (ETTG), Mateyak (TG), Kohler (BTG), 
Redding (WG), and Grubb (WG). I can confirm Mateyak, Kohler, and the four 
officers, but I have reason to suspect that Redding and Grubb are reversed.  
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In correspondence from April, 2020, Mr. Flip Marchese of the 91st Bomb Group Memorial Association 
pointed out that newly-arrived aircraft, for original deployments to the Eighth Air Force (such as this, for 
the 390th, to the VIII Bomber Command), went to the VIII Air Force Service Command. He added that a 
common practice among heavy Bombardment Groups in the ETO over 1943 and into 1944 was the use of 
"movement-project" aircraft (a number equivalent, approximately, to the size of a squadron) for 
replacements. The rationale behind this was that such a reduced complement was often sufficient for the 
arriving Group (here, the 390th Bomb Group), for a few weeks, as the pilots and crews went through 
theater orientation and flew practice missions (see Owen Burgess' comments, page 8). Already-active 
combat Groups were brought back to strength, and the process would be repeated once the arriving Group 
entered combat.     
 
In his chapter on "Allocation and Distribution of Aircraft," [in The Army Air Forces in World War II 
(Wesley Frank Craven and James Lea Cate, eds.)], Alfred Goldberg describes the distribution and 
delivery of AAF aircraft to active combat theaters: 
 
 In June 1942 responsibility for both domestic and foreign ferrying of aircraft was placed in 
 the hands of the Air Transport Command [ATC]. This command and its predecessors made 
 268,000 ferrying deliveries between January 1942 and August 1945, of which 219,000 were to 
 domestic stations and 49,000 to active combat theaters. Approximately 20 per cent of the planes 
 delivered to overseas destinations were lend-lease aircraft for foreign countries. The ATC 
 provided crews for more than 20,000 planes ferried overseas while the remainder of the 49,000 
 were flown by their own crews [as described by Owen Burgess on page 8, the crews of the 390th 
 Bomb Group flew their B-17s to Great Britain, for the original deployment]. . . . The ATC 
 generally provided lead crews for the longer overwater flights [when combat crews flew their own 
 aircraft]. More than 85 per cent of the planes ferried overseas were  two- and four-engine bombers 
 [such as the B-17] and transports . . . 
 
Miss Fortune, serial number 42-3328 (see page 11, top), was the B-17F that would carry 1stLt. Owen 
Burgess into combat on twelve of his fourteen total missions, including all of his first nine. According to 
Dave Osborne's "B-17 Fortress Master Log," this aircraft was assigned to the 568th Bomb Squadron, 
390th Bomb Group, at Framlingham on July 15, 1943, only five days after Lt. Burgess had begun his 
overseas assignment. Ten days later, on July 25, the B-17F, serial number 42-3427 (see page 11), that 
would carry Lt. Hiram Skogmo and his crew into battle on their first fourteen missions was similarly 
assigned. When asked whether it was likely, unlikely, or just not known whether the aircraft a crew first 
flew in combat (i.e., 42-3328 for Lt. Burgess and/or 42-3427 for Lt. Skogmo) was also the aircraft that 
crew had flown to Great Britain from the US, Mr. Marchese replied, "That varies." Based on his response, 
and on the text given above, this remains an open question for these two B-17s.  
 
It should be mentioned, however, that for the early fall, 1942, original deployment of the 91st Bomb 
Group to their base in England, arriving aircraft remained with the crews that had flown them across the 
Atlantic. According to Mr. Jim Szpajcher of the 91st Bomb Group Memorial Association, in June, 2020, 
correspondence, these B-17s did not process through depots in Great Britain. Mr. John Gilbert, of the 
100th Bomb Group Foundation, added: 
 
 If crews went over to their Bomb Groups or were replacements early . . . they usually kept their 
 ships. Or the new aircraft was assigned to a more experienced crew. When replacement crew 
 centers and Air Depots were established, they likely lost the aircraft they ferried over. 
 

* * * 
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The Story of the 390th Bombardment 
Group (H) (see page 5), or the "Blue 
Book," as it is also known, includes 
two short sections titled, "The 
Countryside" and "The Base" (see 
maps, pages 14-16). "The 
Countryside" reads as follows: 
 
 East Suffolk was farm country, 
 flat and rolling, the fields 
 neatly divided by hedges, with 
 here and there a squared patch 
 of woodland. From the 
 marginal land along the 
 seacoast the rise was gradual, 
 attaining an elevation of a little 
 over a hundred feet in the 
 vicinity of the Base, a distance 
 of ten miles from the North 
 Sea. The airfield was on the 
 high ground. At the foot of the 
 slope to the west was the small 
 village and railway station of 
 Parham. About three miles to 
 the north was the larger village 
 of Framlingham, from which 
 the Base obtained its name. 
  The land had been 
 requisitioned from the farmers 
 who owned it by the British 
 Air Ministry in January 1942, 
 and work was started in March 
 of that year. Trees were pulled 
 down, hedges disappeared, 
 ditches filled in. The people 
 where the airfield was to be 
 laid out had to leave their 
 houses, which were later 
 blown up and the ground 
 flattened out. The field was 

 intended for the R.A.F., but was turned over to the Americans [see pages 12-13] . . . In the first 
 part of  July the 390th arrived and took over. 
 
From "The Base," 
 
 A crosspatch of wheat fields and woods and runways and hardstands mid-distance between the 
 country towns of Wickham Market and Framlingham, but easier to locate by saying seventeen 
 miles northeast of Ipswich. It was the heavy bombardment field nearest the North Sea, a distance 
 of ten miles. 

Top: Miss Fortune, 42-3328, "over England," (taken between July 15 
and October 10, 1943). Photo courtesy of Bob Jesko. Bottom: B-17F 42-
3427 (taken between July 25 and October 25, 1943). From the website 
"B-17 Bomber Flying Fortress" (https://b17flyingfortress.de/en/). Miss 
Fortune, being flown by the crew of 1stLt. Wade Sneed, would be lost 
on the October 10, 1943, Münster mission. Aircraft 42-3427, which the 
Skogmo crew flew as Six Nights in Telergma for a number of their 
missions, completed forty-seven missions over a twelve-month period 
with different crews and survived the war.  

https://b17flyingfortress.de/en/
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  This was the Base upon which the four Squadrons of the 390th Group lived, and from 
 which they operated against the enemy. A community whose one business was war. 
 
As a typical heavy bombardment base, Station 153 was laid out so that a bombing raid could not wipe out 
the entire base at one blow. Living sites were well apart from the airfield, and each site was dispersed. 
 
 The communal site held the officers' club, Red Cross Aero Club and the mess halls. Adjacent to 
 the airfield was the technical site, and under the woods in the far eastern corner, was the 
 ammunition area, or bomb dump. 
 
And then, the Blue Book included a section titled, "As Others Saw Us," a commentary on the "Yanks" at 
Station 153 taken from a record kept by an English girl who lived in one of the farms on the Base. Her 
contribution begins: 
 
 On the evening of Wednesday, 12 May 1943 [see below], we saw a truck with a white star on it 
 come down our road, followed by another and then another. We ran outside, and began to count 
 them. We were very excited and amazed; they just kept coming and coming, with the dust flying 
 up behind them. From our garden we watched the boys get out, while the roadway beside the huts 
 became one great mass of khaki, kit bags, helmets, mugs and blankets. The Yanks had arrived! 
  The Base was not finished, and many of them had to sleep in tents. They had no water or 
 lighting for the first few days, and some of them brought their tin helmets to get water from our 
 house. At mealtime they had to march up to the mess hall. We could hear them singing and 
 whistling, banging on their mess kits as they went along. 
  They were not allowed off the Base for the first two weeks, so many of them roamed 
 around our house and farm. We tried to make them understand our English money, and gave them 
 our English newspapers to read. 
  When they first arrived their uniforms looked so much alike to us that we did not know 
 which were officers and which were enlisted men, but we soon found out who was who, and what 
 all the various bars and stars meant. It was queer for us to see stripes stitched on upside down.  
  It was some days before the first planes arrived, which we learned were called "Flying 
 Fortresses" or "B-17's." The boys began flying practice missions every day, and then they began 
 the actual bombing raids. We used to watch them take off, and count them. Then we waited for 
 their return, and counted them to see if they were all there. There were not many bombers to go 
 out in those early days of 1943. . . . 
 
The full Blue Book account, "The Countryside," given in part on page 11, contains an important factual 
error: "on 12 May 1943 the 95th Bombardment Group took possession [of Framlingham airfield]. . . . A 
few days later they were moved to another Base." With the help of Mr. Gerald Grove of the 95th Bomb 
Group Memorials Foundation and AAF documents he had collected from the Air Force Historical 
Research Agency (AFHRA), much of this confusion can now be clarified. The air echelon of the 95th had 
arrived in England over April 7 and 9, 1943, and had initially operated at Alconbury, AAF Station 102, 
Cambridgeshire County. The ground echelon arrived in Scotland in early May, after a six-day voyage 
aboard the Queen Elizabeth, and entrained to Wickham Market, England—near Parham and Framlingham 
airfield. A memo from the 4th Bomb Wing commander, dated April 22, indeed indicates Framlingham to 
have been planned as the permanent station for the 95th Bomb Group. But, as of May 12, 1943, only the 
ground echelon for the 95th was being stationed there.  
 
The air echelon for the 95th was still at Alconbury; in fact, that echelon flew its first combat mission over 
occupied France the next day—May 13—supported by ground personnel at Alconbury. The 95th air 
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echelon continued to fly missions from Alconbury for the rest of May, although 4th Bomb Wing 
Headquarters had requested, as early as April 23, that the 95th air and ground echelons be reunited, at 
Framlingham, in mid-May. And plans were to change, again. On June 6, 1943, Brigadier General Nathan 
B. Forrest (see https://tinyurl.com/Apr-13-1943, pages 4 and 10) became commander of the new 402nd 
Provisional Combat Bombardment Wing (PCBW), organized within the 4th Bomb Wing, which was to 
include the 95th and 100th Bomb Groups. Headquarters for the 402nd was to be temporarily located at 
Framlingham, pending movement to the 402nd's planned permanent station at Horham, AAF Station 119, 
Suffolk County. The April 22 memo from the 4th Bomb Wing commander (see above) confirms that the 
95th air echelon at Alconbury was scheduled to move to its planned permanent station at Framlingham on 
about June 1. But General Orders from VIII Bomber Command dated June 7 called for the movement of 
the 95th Bomb Group from Framlingham to Horham, its new permanent station, on or about June 15. 
 
The 4th Bomb Wing became operational with the May 13 mission that had included the 95th Bomb 
Group, flying from Alconbury. In Gerald Grove's view, the best assessment is that after their May 29 
mission from Alconbury, the 95th air crews staged to Framlingham and rejoined their ground echelon 
over the ensuing few days. It is reasonable to assume that the 95th flew some number of training and 
practice missions from Framlingham during the first week of June, 1943, as they familiarized themselves 
with their new base. But the 95th would fly only two missions from Framlingham; the first, on June 11, 
was also the first operation for the new 402nd PCBW. On the second mission, June 13, 1943, the 95th 
suffered its largest losses (ten B-17s failed to return, and 103 airmen were declared missing in action) of 
the war, and BrigGen. Forrest (see above) was killed in action. The 95th Bomb Group, as had been 
planned, then moved to Horham, from which it conducted its first mission nine days later—on June 22, 
1943.  
 
In the same vein, the account from "As Others Saw Us" also cites the date of May 12, 1943, for the arrival 
of Americans at Framlingham airfield. As stated above, these "Yanks" were the ground echelon from the 
95th Bomb Group. "The first planes," noted to have arrived only after "some days" had passed, were those 
of the 95th air echelon, staging to Framlingham over the period following May 29. 
 
(continued, page 14) . . . 
 
 
 
 
 
 
 
 
     
 

https://tinyurl.com/Apr-13-1943
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http://www.framlingham.co.uk/home.htm
http://www.framlingham.co.uk/home.htm
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The map (above) and 
aerial photo (right) of 
Framlingham airfield  
and vicinity were kindly 
provided by Roger 
Zoontjens   
(https://en.ww2investigat
ion-fam-scott.nl/). The 
map is adapted from that  
given on page 15, and the 
orientation is very similar 
to that shown for the 
airfield on page 14.  The 
aerial photo is dated June 
21, 1946, and the features 
of the airfield as shown 
are in excellent 
agreement with those in 
the map, above. If one 
rotates the photo 
clockwise by 32°, the 
orientation matches that 
of the map. Credit for the 
original photo goes to the 
Royal Ordnance Survey, 
with annotations added 
by author/historian Roger 
Freeman.   

https://en.ww2investigation-fam-scott.nl/
https://en.ww2investigation-fam-scott.nl/
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* * * 
 
It was a Friday, May 7, 1943, at Geiger Field, Spokane, Washington, 
when S/Sgt. Emil Mateyak visited the clinic for a dental 
examination. The register for his visit that day (shown at left) was 
signed by David Powers of the Army Dental Corps. Exactly five 
months later, it was a Friday, October 8, 1943, at USAAF Station 
153 near Framlingham, a small town in Suffolk County, England. 
On that day, S/Sgt. Emil Mateyak and the other men of Capt. James 
Pedersen's combat crew would enter their B-17 Flying Fortress for 
what would be their last combat mission—the target was Bremen, 
Germany; the aiming point for the 390th was the center of the city. 
Lt. John Luckadoo (see page 6), a crew leader with the 100th Bomb 
Group, also flew the Bremen mission and recalled the experience in 
an interview published online (https://tinyurl.com/John-Luckadoo) 
on November 19, 2019:  
 
 October 8, 1943 was my 22nd mission. Flying over Bremen, 
 we experienced the heaviest antiaircraft defense we had ever 
 seen. The Germans had moved in some 300 88mm guns to 
 protect their targets. We had never seen them throw up such 
 a heavy barrage of defenses. 
 
 Also, what we had never experienced before was that their 
 fighters were attacking us through their own flak. Prior to 
 that they usually let us alone on our bombing runs. We 
 would go ahead and drop our bombs and they would hope 
 the flak would damage us sufficiently enough to force us out 
 of formation. As soon as that happened their fighters could 
 pick us off at their leisure. On this occasion they were 
 experiencing the same kind of potential danger that we were 
 by pressing their attacks ferociously. 

 
 I was flying with a brand new crew because the crew I had originally gone over with had 
 completed a tour and were being rotated back to the States. As we turned on the initial point for 
 our bomb run, I noticed out of the corner of my eye that there was this flight of Focke-Wulf 190s 
 that were headed straight for our squadron. 
  
 They fired all the way coming in and of course our gunners were pouring out as much lead as 
 they could to dissuade them, but they never veered in the slightest. The lead fighter actually 
 rammed the ship directly in front of me. It blew it out of formation and they both exploded. I had 
 to dip my nose to keep them from taking me down with them, but his wingman actually scraped 
 my top turret as he went across. That’s how close they came to ramming me. 
 
 I lost an engine due to a flak hit, and the plexiglass nose was blown out. I looked around and 
 suddenly realized I was the only flight leader out of the entire group that was still flying. So, I 
 fired a flare and the other five ships that were still airborne rallied around me and we came in 
 with the 95th Bomb Group [see pages 6 and 12-13], which had lost an entire squadron. We tucked 
 in with them and that's how we got home. . . . 

https://tinyurl.com/John-Luckadoo
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 I still had three more missions to fly and we often lost many of our crewmen in the latter 
 missions of their tour. But the horror of that mission stayed with me for the rest of my tour. 
 

* * * 
 

Seven months had now passed since "the horror of that [Bremen] mission." The massive Allied assault on 
the German Gustav Line, south of Rome, had commenced at 2300 hours on Thursday, May 11, 1944. My 
father, T/5 Alex Claiborne, served with the 85th Reconnaissance Troop, 85th Infantry Division, which 
played a major role in the offensive. In The 85th Infantry Division in World War II, published by Paul L. 
Schultz four years after the war's end, the author described the uneasy calm of late April that preceded the 
violent storm that was to begin in the last hour of May 11: 
 
 The month of April was drawing to a close. . . . 
 
 As the weeks of the month of April 1944 passed, the warm Italian sun had become warmer. Every 
 day it pursued its course in clear or lightly clouded skies. The air was warm, lazy, springlike; and 
 spring was well on its way toward summer. Everywhere were budding olive groves and orchards 
 laden with oranges and hillsides covered with waking vineyards. Spring is life, but as soldiers 
 picked their way through the groves or vineyards or through narrow trails in the orchards, now 
 cleared of mines, this spring seemed to be a mockery. For, each day and each night, life was being 
 matched with death. Young men, who had lived no longer than the springs of their own lives, had 
 already been brought to a sudden and violent end. And the war was still young. As yet the Allied 
 armies had no more than a foothold in Europe. . . . 
 
 At last, promptly at 2300 hours, the great offensive began. 
 

One of those young men, whose life was brought to a sudden and 
violent end in the opening hours of the assault, was my father's closest 
brother, T/4 Robert Claiborne (his photo, left, was made in Italy three 
weeks before his death). As recorded in the May, 1944, report on 
"Operations in Italy," 760th Tank Battalion:   
 
 After a heavy artillery barrage "A" and "B" Companies moved into 
 firing positions on the Tufo Ridge and the third platoon of "C" 
 Company started down the road leading from Minturno to Santa 
 Maria. The remainder of "C" Company and all of "D" Company 
 were in Battalion reserve. While moving into position across the 
 Gargliano [sic] River Technician Fourth Grade Robert T. Claiborne, 
 tank driver, of "C" Company was killed by shrapnel during an 
 enemy barrage laid down on the Minturno Bridge. 

 
    * * * 

 
Thirty-seven years had passed since T/4 Robert Claiborne's death in the  
early hours of Friday, May 12, 1944, on or near the Minturno Bridge. 

The date was Wednesday, May 13, 1981, and the occasion was the solemn Dedication Memorial Service 
for the 390th Bombardment Group (H), being held at the restored USAAF Station 153 control tower 
which today houses the 390th Bomb Group Memorial Air Museum. Bob Jesko, Emil Mateyak's nephew 
(see pages 2-3), attended and shared a copy of the program for the event with me. The service concluded 
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with a prayer, led by The Reverend David Pitcher, then-Rector of Framlingham Parish, from Psalm 103, 
verses 13-17 (KJV): 
 
 13 Like as a father pitieth his children, so the LORD pitieth them that fear him. 
 14 For he knoweth our frame; he remembereth that we are dust. 
 15  As for man, his days are as grass: as a flower of the field, so he flourisheth. 
 16  For the wind passeth over it, and it is gone; and the place thereof shall know it no more. 
 17  But the mercy of the LORD is from everlasting to everlasting upon them that fear him, and 
  his righteousness unto children's children . . . 
 

* * * 
 
 There are no ranked white crosses in the sky, 
  No earth-bound markers set for men who fly; 
 But when, against the heaven's endless blue, 
  In myriad form, and limned with glorious hue, 
 The sun-swept clouds roll up their summits high, 
  Remembered, those who left the earth, to die. 

—from "In Memoriam," The Story of the 390th Bombardment Group (H) 
 

The concluding page of "In Memoriam," shown below, gives reproductions of two memorial window 
designs: 

 Memorial windows which the 390th 
 Bombardment Group will install [published in 
 1947] in the churches at Framlingham and 
 Parham in memory of their comrades who lost 
 their lives 
 
The inscription on the window designed for Parham 
Church read: 
 

In Memoriam 
390th Bombardment Group H 

July 1943 to July 1945 
 

The inscription on the window planned for 
Framlingham Church came from Psalm 139: 
 
 09  If I take the wings of the morning, and 
  dwell in the uttermost parts of the sea; 
 10  Even there shall thy hand lead me, and 
  thy right hand shall hold me. 
 
 


