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The post-WWI boom in the 
U n i t e d S t a t e s p r o d u c e d 
the Roaring Twenties, jazz, 
prohibition, and art deco design. 
Babe Ruth was regularly hitting 
home runs, and the movie 
industry was experimenting with 
talkies. And then Lindbergh’s 
sensational solo flight across the 
Atlantic sparked an explosion of 
a v i a t i o n d e v e l o p m e n t s . 
Lockheed’s Vega led the way.

The Vega’s design and power encouraged people in the 
slambang days of the early ‘30s to seek the thrills and 
romance that lay beyond the horizon. Her feats and 
record-breaking accomplishments kept the Lockheed 
name ablaze in headlines, and the Vega earned respect 
and admiration from people in all walks of life.

With a long, smooth fuselage and curvaceous strut-free 
wing, the Lockheed Vega burst onto the scene where 
box-kite biplanes and brutish tri-motors performed. A 
glamour-girl, she stole the spotlight and the Lockheed 
Vega became a name symbolic of the utmost in speed to 
airman and schoolboy alike. The name Lockheed flashed 
back and forth across the continent and over the top of 
the world. The slogan “Look for Lockheed for 
Leadership” rang true, but was soon replaced when ’'It 
takes a Lockheed to beat a Lockheed” became an 
accepted fact.
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ii



CHAPTER 1
∏

A LONG CLIMB 
TO SUCCESS

Soon after the 
Wright Brothers 
flight in 1903 a 
remarkable single 
mother, Flora 
Loughead, moved 
her two young 
sons,  Allan and Malcolm, from San 
Francisco to a small fruit farm 
north of Oakland, California.



A former journalist with an indomitable spirit, she home-
schooled her boys and supported them by writing, selling 
fruit, and by working a small mining claim. The boys grew 
up tinkering in their barn where young Allan built a slick 
race car while his older brother Malcolm found work in San 
Francisco at the White Steam Car distributor. 

Before long, 18-year-old Malcolm was in charge of testing 
engines and first conceived the concept of hydraulic brakes. 
It was several years before he perfected the idea, but it was a 
game changer for automobiles and aircraft.

A year later, Allan followed in his brother’s footsteps and 
went to San Francisco where he found work in a hardware 
store. Unhappy away from machines, he took a 40% pay cut 
to work in an auto repair shop and moonlighted for the local 

Corbin automobile dealer who hired him 
to race in hill-climb exhibitions.

At that time, only seven men in 
America had flown powered planes, 
but Allan was determined to join 
their ranks. His half-brother Victor, 
living in Chicago, wrote Vehicles of 
the Air and Aeroplane Designing for 
Amateurs in 1909. He made a mark 
in aviation using a pen-name of 
Victor Lougheed, not Loughead.   

Allan worked his way across the 

country to Chicago racing cars and, with his brother’s help, 
did land a job as a mechanic working on a glider and Curtiss 
Pusher that belonged to a car dealer named Plew who also 
was infatuated with aviation. 

Allan joined the Aero Club of Illinois and enjoyed some 
risky ride-along flights in a highly-modified pusher biplane 
with a unique three-axis control system. The pilot handled 
the elevator and rudder controls and Allan used rags to tug 
on aileron cables making him the first copilot in history.

When Plew’s Curtiss Pusher refused to lift off the ground, 
Allan spent a couple of days adjusting the engine and rigging 
and was given permission to attempt to fly it. On his second 
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try he made several wobbly circles around the flying field 
and landed without incident. Years later he admitted, “It was 
partly nerve, partly confidence, and partly damn foolishness. But I 
was now an aviator.”

His self-confidence at a peak, Allan proposed to his long-time 
sweetheart and they 
were marr ied . He 
rebuilt two wrecked 
Curtiss Pushers for 
Plew, and successfully 
fle w o n e o f t h e m 
b e f o r e t h e o t h e r 
crashed killing the 
pilot. Plew got out of 
the flying business and 
Allan was out of a job. 

With a total of one and 
half hours of flying 
time, Allan managed to 
fin d w o r k a s a n 
instructor pilot earning 
$25-per-week.

Allan also took up exhibition flying for a percentage of the 
gate, which could amount to as much as $500 a day. To earn 
that small fortune, however, the pilots had to fly at least five 
minutes during the show which wasn’t easy given 

unpredictable Bay-area weather, not to mention cranky 
flying machines.

Inevitably, Allan destroyed a new Curtiss and almost killed 
himself in the process. But he had the good sense (mostly his 
new wife’s, no doubt) to give up flying and focus on other 
aspects of aviation.

He returned to San Francisco and convinced his brother 
Malcolm to help build an aircraft of their own design. 
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CHAPTER 2
∏

ALCO HYDRO-
AEROPLANE 
COMPANY

The owner of San Francisco’s Alco 
taxicab company put in half the money 
to start a new company, and the 
Loughead boys began work on a 
design for their own aircraft.

A walk-in, a bashful young man with 
unusual skills given his high school 
education, offered to help—he knew 
how to calculate airframe and wing 
stress, a black art at the time. John 
‘Jack’ Northrop proved to be a superb 
engineer and the key ingredient in the 
company’s future successes. 



After creating designs on paper that evolved from Model A 
through Model G, Allan, Malcolm, and Jack Northrop 
settled on the best combination, a three-seat seaplane. It 
would be the largest in America.

Some accounts claim they named their aircraft the Model G 
to make it appear they had already built a number of other 
aircraft. More likely, they had the discipline to consider a 
variety of designs and pick the best that emerged. Indeed, 
they did just that years later when they created designs for 
the family of wooden aircraft including the Vega that made 
them famous.

Most of the evenings and weekends during 1911 and 1912 
were spent building the G, which besides being huge was the 
first successful tractor seaplane. It put the engine ahead of 

the pilot where, in a crash, it could act as a battering ram 
instead of behind where it would act as a guillotine. 
Unfortunately, after four flights in the summer of 1913 the 
aircraft was damaged and the Loughead brothers 
couldn’t afford to repair it. Investor Max Mamlock of Alco 
Taxicab was furious and impounded the aircraft.

Northrop went to work at Douglas Aircraft. Allan and 
Malcolm tried prospecting for gold in 1914 but that 
didn’t pan out, so Allan went back to work as a mechanic. 

Malcolm and step-brother Victor had an argument, no one is 
sure about what, but they never reconciled and Victor had 
nothing further to do with Allan and Malcolm or their 
aviation businesses.
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Malcolm somehow “acquired” a Curtiss Pusher which he 
shipped to Hong Kong—no small undertaking in the day, 
especially when short of funds. He intended to become the 
Curtiss distributor in Asia, apparently, but when the aircraft 
arrived, the Royal Navy seized it as contraband indicating 
things weren’t entirely “on the up and up,” and suggesting 
the escapade may have been the source of the dispute 
between Victor and Malcolm. 

Not easily deterred, Malcolm returned from Hong Kong and 
went to Mexico where he briefly served as “chief engineer” 
for a Morane-Saulnier and a Curtiss Pusher used by 
the forces of revolutionary General Venustiano Carranza 
who was trying to eliminate rival revolutionary Pancho Villa 
while fighting the federales of Presidente Victroriano Huerta.

Malcolm returned home with nothing to show for his efforts 
except Carranza’s bullet-riddled Paige roadster—which, at 
least, he was able to use to perfect his hydraulic brake 
design.

Things turned around for the Lougheads in 1915, though. 
Shortly before the opening of the Panama Pacific Exposition, 
they saw a business opportunity operating the airplane ride 
concession. With the help of an Alaskan gold-rush 
entrepreneur who’d made his fortune running a restaurant 
and bakery, they bought out their previous investors and 
rebuilt the Model G.
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They lost the bid for the ride concession, but the winner was 
cooperative and managed to crash on his first flight which 
allowed the Loughead brothers to fill the vacancy. Offering 
10-minute rides at $10 dollars a head, in fifty days they 

carried 600 passengers (and an equal number of free-loaders, 
according to Allan), earning over $150,000 in today’s dollars. 

They moved back in with Mom in Santa Barbara and 
parlayed their success into a new business, the Loughead 
Aircraft Manufacturing Company. 
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CHAPTER 3
∏

LOUGHEAD 
AIRCRAFT 

MANUFACTURING 
COMPANY

I f c a r r y i n g t w o 
passengers could be 
lucrative they thought, 
a monstrous seven-seat 
aircraft would be even 
better. And it was.

The new twin-engine Loughead F-1 
flying boat made its maiden flight in 
1918 and they immediately set a 
record with it flying to San Diego 
to show her off to the Navy. 



The Navy would only consider proven designs, it turned out, 
but the Loughead brothers were awarded a contract for 
$90,000 in 1918 money to build two Curtiss flying boats from 
scratch. The Navy also agreed they would, at least, test the 
F-1, which they did, and they also used it to assess a 
newfangled control system with pedals to operate the 
rudders and a stick or wheel to control both the ailerons and 

elevators. The system became the military standard in 1919 
and is still used today.

Full of entrepreneurial spirit, they converted the F-1 flying 
boat to a landplane that they re-designated the F-1A and, 
before the armistice, set out for Washington D.C. to 
demonstrate the aircraft for the Army. But after two engine 
failures and a crack-up in Arizona, they abandoned the 

venture. They did, however, 
recover the aircraft, convert it 
back to the flying boat F-1 
configuration, and put her to 
good use as the sightseeing ride 
machine she was originally 
intended to be. They also found 
lucrative work in the movies at 
the astounding fee of $150 an 
hour when flying and $50 an 
hour when on standby doing 
nothing. 

Unfortunately, it all was a failing 
proposition and the F-1 was sold 
to a company that planned to 
offer flights from Los Angeles to 
Catalina Island. That company 
failed and the F-1 was left to rot 
on a beach near Santa Barbara.
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CHAPTER 4
∏

INNOVATION 
UPON 

INNOVATION
With WWI over and military money 
drying up, the Lougheads decided to go 
after the private aircraft market with an 
innovative little 25hp flying flivver they 
called the S-1 Sport.

The Northrop design featured wings 
that could be folded easily for ground 
transportation and storage, and it used 
neither ailerons nor wing warping for 
roll control—each of the lower wings 
pivoted differentially at the fuselage to 
change their angle and both wings 
could be rotated together to act as flaps 
and speedbrake. 



The most advanced feature of their S-1, 
however, was the construction method used 
to build the fuselage. Concrete tubs were 
sculpted to serve as molds to create plywood 
half-shells. A rubber bladder was inflated 
under a clamped lid to press wafer-thin layers 
of spruce wood, spread with casein glue, into 
the molds. When the glue dried under 150 
tons of pressure, the resulting 1/8” plywood 
shells were strong, lightweight, beautifully 
streamlined, and ready for installation.

The S-1 Sport, however, was a commercial 
failure—the post-WWI era not only 
produced out-of-work pilots but also cheap, 
out-of-work aircraft. The S-1, with its $2500 
price tag found few customers when Army 
surplus Curtiss JN-4 Jennys and de 
Havilland trainers were available for $350 or 
less.

Loughead Aircraft lost $30,000 ($400,000 
today) and went out of business in 1921. But 
Allan Loughead and Jack Northrop learned how to build 
aircraft based on the construction technique using molded 
wood and perfected the process. Using it, they would start a 
revolution in the air.

In the years that followed the demise of the Loughead 
company, Jack Northrop went back to Douglas but 

continued to dream of aircraft designs based on the unique 
semi-monocoque plywood construction method. Meanwhile, 
Allan Loughead endured selling real-estate and acted as a 
sales agent for Malcolm who struck it rich after perfecting 
and patenting his innovative hydraulic brake system. The 
brakes made Lockheed a household name. 
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CHAPTER 5
∏
A NEW 

HOLLYWOOD 
STAR

In 1926, following their dreams, the 
Loughead boys, themselves now 
l e g a l l y r e n a m e d L o c k h e e d , 
managed to arrange financing for a 
new company, Jack Northrop 
returned from Douglas, and the 
Lockheed Aircraft Company was 
incorporated. Principal investor 
Fred Keeler became the company 
president. Allan was Vice President 
and General Manager, Northrop 
was Chief Engineer, and Anthony 
Stadlman was Superintendent.



Back in business in a rented building in Hollywood, 
construction began on an aircraft Jack Northrop named the 
Vega—the first aircraft in a series the Lockheed company 
named after stars and planets. Their timing was unfortunate 
with the S-1, but Lindbergh’s May 1927 flight put aviation in 
the spotlight, and the Lockheed Vega became a starlet after 
her first flight on July 
4th. With her fabulous 
lines, she wrote much of 
the early history of 
speed and distance in 
the air and in so doing 
made a name for herself, 
h e r d e s i g n e r s a n d 
m a n u f a c t u r e r, t h e 
aircraft’s owners, and 
her pilots. The ship 
e x p a n d e d h u m a n 
horizons and Lockheed 
became one of the best-
known aviation companies 
in the world.

The $18,500 Vega featured a plow-horse-reliable nine-
cylinder 200hp Wright J5 Whirlwind radial engine made 
famous by the Spirit of St. Louis. The powerplant included a 
two-blade fixed-pitch steel prop made by the Standard 
Propeller Company, and the Vega eventually introduced 

hydraulic brakes to aviation. Four enclosed passengers 
enjoyed a high-speed ride in a commodious cabin uncluttered 
by structural tubing, wires, or braces. 

The design was especially clean aerodynamically with very 
little “hanging out in the breeze” to create drag; a winged-
bullet some called it. The plywood wing was a radical 

cantilever design. The 
l a n d i n g g e a r w a s 
exceptionally clean with a 
single strut and V-bracing. 
It was the most advanced 
commercial aircraft of its 
t i m e , m a d e p o s s i b l e 
because Northrop’s stress 
ana ly s i s a s sured the 
futuristic design would fly. 
And, boy, did she fly.

Her performance was 
exceptional, bordering on 

fantastic, and her speed 
made the Vega the most talked about airplane in the industry. 
Even today, her speed would be remarkable; at altitude in 
level flight one Vega exceeded 295 knots (340 mph) true 
airspeed.

The Vega even streamlined the crew. Pilots of the day 
preferred the familiar open-cockpit design, despite exposure 
to the weather, because they could “feel the wind on their 
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cheek.”  But the open cockpit created turbulence and drag. 
So, the Vega perched the pilot up on a raised flight deck 
between the high-mounted wing roots with a faired-in 
windshield and sliding roof. Despite the wide fuselage, the 
centered cockpit was narrow—but a good authority reports 
that there was room enough up there for a friendly copilot of 
the female persuasion.

Access to the cockpit from the cabin was via a keyhole 
shaped door which also served as the pilot’s backrest. (On 
one occasion Amelia Earhart lost control of a Vega on takeoff 
when the door popped open and she fell backward into the 
cabin.) An alternative way into the cockpit— a route one 
pilot reported would scare a high-wire artists—was up the 
port-side landing-gear and two steps on the side of the 
fuselage. Once seated on the wing, the pilot could slide back 
the cockpit hatch, step on the side window’s ledges, and then 
down on to the seat.

Visibility over the nose in flight wasn’t bad by the standard 
of the day, but the view was almost nil to the side—looking 
left or right all you could see was the wing root unless you 
leaned forward and put your forehead on the windshield. On 
takeoff or in the landing flare there was almost no forward 
visibility whatsoever and the windscreen offered a better 
view of the sky than anything else. Pilots, used to sitting 
behind the wing and passengers as they did in the biplanes of 
the day, had no problem with the limited visibility, however. 
But they did complain that the far forward position made it a 

challenge to detect changes in attitude or bank angle. And, as 
movie stunt pilot Frank Talman put it, “Sitting this close to 
the engine you need Aunt Fannie’s earmuffs.”
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The speed of the Vega came with another cost, too. One pilot 
characterized the Vega as having “all the glide potential of a 
boulder falling off a mountain.” And she would bite—most 
Vegas built were destroyed in accidents or fires. But the 
performance of the Vega was extraordinary, so pilots were 
willing to wrestle with the slick bird.

The aircraft’s amazing speed, endurance, 
and reliability made it a winner in the sky 
and on the market. In March 1928, the 
busy company relocated to a larger location 
in Burbank, California and by year's end 
reported sales exceeding one million dollars 
($14,500,000 today). From 1926 to 1928 
the company produced over 80 aircraft and 
employed more than 300 workers. By April 
1929 they were building five aircraft a week 
blissfully unaware of the stock market crash 
to come.

Northrop, disappointed his name wasn’t on 
the airplanes he designed, left in ‘29 to 
create a new company of his own where he 
intended to build new-fangled all-metal 
aircraft and study flying-wing designs first 
contemplated by Stadlman.

But Northrop’s design legacy included a 
whole family of wooden Lockheeds 
including a hairy-chested Wasp-powered 

Vega and the parasol-wing glamour-girl Air Express. A 
NACA cowl for the engine added 18 mph, and fairings or 
‘wheel pants’ for the landing gear added another 6 mph to 
the top speed in level flight. With the help of a controllable 
two-position propeller, cruise speed went from about 120 to 
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155 mph. There was even a brutish 600hp Hornet-powered 
version that was faster than anything the military was flying. 
At a price equivalent to a Cessna 172 Skyhawk or 182 
Skylane today, the Vegas sold like hot cakes.
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CHAPTER 6
∏

A SAD DEBUT

 The very first Vega, 
w h i l e u n d e r 
construction shortly 
af ter Lindbergh’s 
historic flight in May 
of 1927, was brought 
to the attention of 
newspaper mogul 
George Hearst, Jr. 
who bought it as the 
S a n F r a n c i s c o 
Examiner’s entrant in 
the Augus t Do le 
Pineapple Company 
Air Derby, a race from California to 
Hawaii. 



22

∏ 
PREPARATIONS 

FOR DOLE DERBY
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When they finished building the first Vega, the aircraft was 
towed by the tail to a hayfield now part of Los Angeles 
International Airport, its one-piece plywood wing was 
installed, and it flew for the first time on July 4th, 1927. 
After the first hop the test pilot declared, “Boy, she’s a 
dandy!”

Hearst named the aircraft Golden Eagle and on August 16, 
pilot Jack Frost and navigator Gordon Scott took off from 
Oakland headed for Honolulu.  (A silent newsreel that 
covers the chaotic start of the race, including several failed 
takeoff attempts, is available on YouTube and 
Archive.org.)

The next day, August 17, an excited crowd gathered at 
Wheeler Field in Hawaii to greet the over-night flyers. The 
first to arrive was Travel Air 5000 Woolaroc flown by 
former stunt flyer Art Goebel who used his skill to recover 
from several spins that occurred when they flew into 
clouds.  Three hours later, the custom-built Breese-Wilde 5 
Aloha landed with only 4 gallons of fuel left, thanks to 
navigation problems.

But Vega Golden Eagle was never heard from again, the crew 
perhaps the victims of carbon monoxide poisoning in a 
tightly sealed cockpit designed to float if the aircraft went 
down at sea. A Buhl CA-5 Airsedan, Miss Doran, also failed 
to finish.  A massive air-sea search—the greatest in history
—was soon underway including Martin Jensen who took

Woolaroc, Travel Air 5000, NX869, arrives at Wheeler Field, Honolulu

17 August 1927.

to the sky again in Aloha to search near Hawaii.

But the search efforts only added to the disaster. An Army 
aircraft crashed at sea killing two crew members, and Dallas 
Spirit, a Swallow monoplane that failed to get airborne at the 
start of the race, joined the search from Oakland, but it never 
returned.

In all, 12 people died in accidents related to the Dole Air Derby.



CHAPTER 7
∏

THE CHOICE OF 
PIONEERS, 

DAREDEVILS AND 
EXPLORERS

Despite her sad debut, the Vega’s 
good looks, speed, load-carrying 
ability, and long-range attracted the 
attention of corporations, airlines, 
and pilots interested in romping 
around the country and the globe. 
Orders poured in and Lockheed 
aircraft collected more national and 
international records than any 
others in history.



During testing over San Francisco Bay before the Dole 
Race, Golden Eagle flew past the hotel window of explorer 
Hubert Wilkins who was planning an other expedition. He 
was stunned by the aircraft’s futuristic lines. “It gave me a 
thrill that another might experience if he saw his ideal 
woman in the flesh,” he said.

Wilkins contacted the manufacturer, 
and Allan Loughead responded by 
cable:

DELAY ANSWERING LETTER DUE TO 
NEGOTIATIONS WITH HEARST STOP 
BELIEVE CAN FURNISH SEA PLANE 
COMPLETE WASP MOTOR FOUR HUNDRED 
GALLONS CAPACITY STANDARD STEEL 
PROPELLER OUR STANDARD 
INSTRUMENT INSTALLATION TWO PLACE 
FOR FIFTEEN THOUSAND FIVE HUNDRED 
STOP COMPLETION ABOUT FOUR WEEKS 
FROM RECEIPT YOUR ORDER STOP LAND 
PLANE TWELVE THOUSAND FIVE 
HUNDRED DELIVERY JANUARY PRICE OF 
ADAPTATIONS TO BE ADJUSTED STOP WE 
ARE NOT AFTER A PROFIT BUT WOULD 
LIKE TO HAVE YOU USE OUR MACHINE 

In April of 1928, the fourth wooden 
Lockheed built made the first flight 
across the Arctic, from Alaska to 
Norway. As outlandish as a trip to the 
moon today, the flight confirmed that 

no arctic land mass existed.

Wilkins ordered a second Vega, and the following November 
the explorers headed south and made the first flights over 
Antarctica. Their Vega opened the poles and earned 
knighthood for observer and financier Wilkins and the 
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Harmon Trophy for pilot Eielson.

A year after winning the Dole Derby in the Travel Air 
Woolaroc, Art Goebel set a transcontinental record in Yankee 
Doodle, the seventh Vega built. He flew from Los Angeles to 
New York nonstop in 18 hours, 58 minutes. In October the 
same aircraft with a different pilot repeated the flight from 
east to west in 24 hours and 51 minutes and set another 
record.

Roscoe Turner, movie stuntman and actor in the Howard 
Hughes film Hell’s Angels, helped organize Nevada Airlines. 
For high rollers, they operated four Vegas between Los 
Angeles, Reno, and Las Vegas. He used one company Vega 
to set a record by flying from Los Angeles to New York with 
four passengers aboard proving the idea that trans-
continental air service was possible. The Governor of 
Nevada bestowed on him the title of “Colonel,” and Turner 

adopted a trademark custom-
designed uniform and waxed 
mustache.

Turner convinced the Gilmore Oil 
Company to buy an even faster 
Lockheed Air Express. Gilmore’s 
Red Lion gasoline used the slogan 
‘Roar With Gilmore’ so Turner 
bought a lion cub and named it 
“Gilmore.” Flying together, they 
soon were known to millions and 

extended the Vega’s string of records flying east to west and 
border to border. 

Perhaps the most famous exploits by a Vega were two globe-
circling flights by Wiley Post in Winnie Mae, a Vega 5B 
owned by oilman Florence Hall. In 1931, using the same 
meteorologist who helped Lindbergh plan his flight, Post 
accompanied by navigator Harold Gatty flew around the 
world in 8 days, 15 hours, and 17 minutes beating the record 
held by the airship Graf Zeppelin. The August  ’31 issue of 
Aviation magazine observed, 

“It must be tough for new students whose chief interest in flying is a 
flashy uniform with helmet, goggles, riding boots and all, to have a 
couple of men fly around the world in record time without hats and 
wearing only business suits.”

But the flight wasn’t as easy as all that.

When they tried to take off from Nome on June 30, loaded 
with extra fuel, Winnie Mae sunk into soft sand and struck 
her propeller, bending the tips. Post and Gatty hammered the 
prop back into shape with a rock, but the prop apparently 
disliked the treatment and whacked Gatty as he pulled it 
through to start the engine. Fortunately he wasn’t seriously 
injured. 

In 1933 Post repeated the flight alone with help from a 
Sperry autopilot making the first solo around-the-world 
flight setting a new record of 7 days, 18 hours, and 43 
minutes. But that flight wasn’t any easier.
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According to the Flat, Alaska newspaper, “. . . Utter exhaustion 
which numbed his mind so that he could not properly pilot his course 
caused him to become lost for seven hours over Alaska yesterday after 
he had been in the air more than 22 hours on his 3,000-mile hop from 
Siberia to Alaska during which he battled the most adverse weather 
conditions, he revealed today.

“Sighting the Flat radio station caused him to land here. He said that 
he could at least get his directions again. He ran into soft ground on 
the landing field, nosing over, breaking his right wheel strut, 
damaging the engine cowling and valves and bending the propeller. 
Post was uninjured….”

Bennett H. Griffin and Jimmie Mattern tried to break the 
round-the-world record set the year before by Wiley Post 
and Harold Gatty. When they landed in Berlin they’d flown 
about 4,000 miles in 29 hours and 30 minutes, and were three 
hours ahead of the old record time. Impatient to be off, they 
didn’t wait for permission to fly over Russia, but forced to 
land in a peat bog near Borisov, they were arrested as spies. 
The pilots were eventually released, but the race was 
abandoned. Griffin was awarded the Distinguished Flying 
Cross for his Atlantic flight, however, and eventually became 
the director of National Airport (KDCA, now named Reagan 
Airport) in Washington DC.

Frank Hawks made a name for the Texas Company 
(Texaco) and for Lockheed by setting cross-country 
records in an Air Express christened Texaco 5 (the 
company named their aircraft by number). In 
Canada, “Captain Hawks continues to break records and eat 
from place to place. Rising in Quebec, he flew to Montreal for 
breakfast, to Toronto for luncheon, to Ottawa for tea, and 
back to Montreal for dinner….Even his return to New York 
brought a new record to Captain Hawks, when he flew the 350 
miles from Montreal in 1 hour and 45 min., considerably 
faster than any previous time.”

But explorers and gentlemen in a hurry weren’t the 
only pilots basking in the limelight thanks to the 
Vega. Amelia Earhart made a name for herself by 
setting a women’s speed record of 184.17 mph over a 
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mile course in November of 1929 in a Vega Executive. In 
June of the following year, she set 100-km speed records at 
different weights in a Vega DL-1. In May of 1932, she made 
what was her most famous flight to date, the first solo trans-
Atlantic flight by a woman, flying a Vega 5B. The following 
August she set a distance record for women, in the same 
aircraft, flying from Los Angeles to Newark in 19 hours and 
5 minute.

Bobbi Trout set a solo endurance and night-flight record for 
women of 17 hours and 37 minutes in a Vega.

Ruth Nichols, “The Flying Debutante,” set speed, altitude, 
and distance records for women, too. Flying a Vega 5A 
Special, the Crosley Radio Plane, she set an American altitude 

record of 28,743 feet in 1931, and a month later she set a 
speed record on a 3-km course with a sizzling speed of 
210.6 mph. She also logged an unusual achievement by 
setting an altitude record for diesel-powered aircraft of 
19,928 feet in a modified Vega 1.
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CHAPTER 8
∏
SERIOUS 
BUSINESS

“Lockheed aircraft will carry the same 
payload farther, faster, and with less 
fuel expenditure.” That company 
slogan concisely sums up the attributes 
of the Vega. The contribution to 
progress made by the Vega can’t simply 
be measured by records set in the 
hands of men and women who became 
famous, but also by the boost the 
a i r c r a f t g a v e t h e fir s t a i r l i n e 
entrepreneurs. Forty-eight American 
and eleven foreign lines flew passengers 
and freight in single engine Lockheeds. 



In April of 1928 Western Air Express was the first airline to 
buy a Lockheed. They wanted a more powerful and even 
faster version of the Vega and their pilots wanted an open 
cockpit. The parasol-wing Lockheed became the Model 3 Air 
Express, the fourth airframe built by the new Lockheed 
company.

Braniff passed up an opportunity to buy the whole Lockheed 
company for $50,000 in 1930, and instead bought two Vegas 
for about $38,000. Braniff eventually operated 12 of them, 
more than any other carrier. Oklahoma City was their home 
base and they only flew 116 miles to Tulsa at first. But they 
extended their routes to Wichita Falls, Kansas City, and St. 
Louis and then to Amarillo, Brownsville and Dallas. Soon 
they became the first 
airline to fly border to 
border.

Wedell-Williams Air 
S e r v i c e , b a s e d i n 
Patterson, Louisiana, 
flew five Vegas (four 
new ones and one they 
built themselves from 
p a r t s ) , o f f e r i n g 
passenger and airmail 
service from Houston to 
New Orleans beginning in May of 1929. They later 
expanded to Dallas, Ft. Worth, and Shreveport. The 

partners, lumberman Williams and barnstormer Wedell, 
were killed in separate flying accidents in 1936 and their 
aircraft went to work in 
Mexico. 

Forty Vegas plied the 
skies of Mexico from 
1929 to 1944. Líneas 
Aéreas Mineras. S. A., 
founded in 1929 by 
aviator, mercenary, and 
American entrepreneur 
Barry Gordon, operated 
11 Vegas, and then 
bought three new Vegas 
to expand their routes. 
Corp. Aeronáutica de 
Transpor tes (CAT) 
operated 10 Vegas from 1929 to 1933 and Transportes 
Aéreos de Chiapas (TACSA) flew five Vegas from 1935 to 
1944.

Scheduled airlines in Argentina and Canada flew Vegas, and 
Pan American-Grace Airways (Panagra) operated two Vegas 
in Chile.

Alaska-Washington Airways operated seven Vegas beginning 
in 1929. The ambitious company provided nonstop service 
using a float equipped Vega for the 940-mile trip from Seattle 
to Juneau, Alaska. Other flights were offered to Washington 
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State cities, British Columbia, and Alaska. The company 
carried 2,000 passengers in their Vega the first year, but 
traffic declined during the Depression and the company and 
aircraft were sold in 1932 to Alaska Southern who operated 
two Vegas until 1934.

Walter Varney bought half the Lockheed stock after the 
market crash and saved the company. Varney Air Transport’s 
inaugural flight in 1934 flew four passengers in a Vega from 
El Paso Texas to Albuquerque, New Mexico. They survived 
the depression and the company’s southwest division would 
eventually become Continental Airlines. A spinoff, Varney 
Flying Services, would eventually become United Airlines. In 
a twist of fate, Continental merged with United in 2010. 
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The airlines weren’t the only 
businesses to operate Vegas. 
Standard Oil demonstrated the 
company’s aviation products in 
eight European countries 
during the spring of 1929 using 
a Vega 5. In the early 1930s 
t h e y h a d t w o i d e n t i c a l 
Lockheed Vegas, both painted 
with the red eagle on a basically 
white airplane. There was yet 
another eagle Vega, a former 
Standard Oil airplane, which 
was borrowed from Braniff and 
hastily painted with the eagle 
design. It was flown to Ottawa, 
Canada, for Jimmie Mattern's 
use, following his crash and 
rescue from the wilds of 
Siberia, so that he could arrive 
in New York in an airplane 
pa in ted to r e semble the 
trademark eagle.

General Tire and Rubber, B. F. 
Goodrich, Prest-o-Lite battery, and McAleer’s polish flew 
Vegas, too. Parks Air College owned three Vegas and used 
them for advanced training. California Aerial Transport used 

a Vega, emblazoned with red crosses, for the first commercial 
air ambulance service. Movie impresario Paul Mantz 
operated two Vegas and flew one of them until 1964. 
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The Texas Company (Texaco), Independent Petroleum 
(Phillips), Continental Oil Company (Conoco), Gilmore, 
Stanavo Aviation Gasoline and Oil, and Shell all operated 
Vegas. 

By no means a complete list, these and many other 
companies operated wooden Lockheeds. Some of those 
companies helped make the Vega famous and some of those 
Vegas helped make the companies famous.
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CHAPTER 9
∏

VARIETIES OF 
VEGAS

Aircraft design was advancing rapidly, 
and each Lockheed was hand-built, a 
process that produced a wide variety of 
Vegas. By the time construction ended 
in 1934, a total of 128 Vegas had been 
built by Lockheed since the first one 
flew in July of 1927. Another 14 
fuselage and wing sets were built over 
the years but they were never 
assembled by Lockheed. Some were 
used as repair parts or components for 
three “extra” Vegas built by others 
during the desperate economic times 
that began with the stock market crash 
in 1929.



Each model of the Vega was determined by wing placement, 
powerplant, and seating arrangement—none of which were 
necessarily determined when the aircraft was first built. The 
wooden Lockheed’s manufacturing methods were expensive 
but versatile for the manufacturer which made changing 
from one model to another easy during and after 
manufacture.

Identifying a specific aircraft’s model isn’t easy. Not only did 
individual aircraft morph from one model to another over 
time, but even the official Aircraft Type Certificates (ATC) 
and Type Certificate Data Sheets (TCDS) add to the 
confusion. For example, the type certificate for the Vega 2 
was issued long after the Vega 5. 
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Further design studies by Northrop showed the wing could 
be installed high, mid-fuselage, or low allowing Lockheed to 
create a family of aircraft using the same molded fuselage 
and cantilevered wing. Before they began building the first 
Vega, the company had designs for a Vega 1, a Vega 2, the 
low wing-Model 3 Explorer, the parasol-wing Model 4 Air 
Express, and the larger-engine Vega 5. The Model 7 
Explorer was an add-on, an outgrowth of the Model 4 
Explorer. No design for a Model 6 has been found, although 
it might have been a single-float seaplane design as shown in 
a recently discovered drawing shown here on page 46.

Twenty-eight 225hp Wright J5 Whirlwind-powered Vega 1s 
were built beginning in 1927. After the first two, the 
triangular vertical stabilizer and rudder were enlarged and 
reshaped, and all manner of modifications were made for 
individual buyers. Some, used for racing and exploration, left 

out passenger seats but included extra fuel tanks, an aft 
hatch, or floor observations windows. Several had 
droppable-landing gear (better for ocean ditching or to 
reduce drag), others were built so the conventional landing 
gear could be replaced by skis or floats. None of the Vega 1s 
were built with an engine cowl, but several owners added a 
Townend cowling ring, and most were eventually upgraded 
with a full NACA cowl and larger engines, including two 

that were given diesel engines.

Over time, the majority of Vegas 1s were upgraded to Vega 2 
or Vega 5 specs.

Five Vega 2s were delivered with 300hp Wright J6 engines. 
They were introduced after the smaller 225hp Vega 1 and the 
larger 450hp Vega 5 as a “middle of the road” model. One of 
them was designated a Vega 2A because of a gross weight 
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increase. Two other Vega 2s were upgraded to Vega 2D 
specs with a Wasp engine, and then to Vega 5 specs.
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Seven parasol-wing Model 3s were built (two in 1928 and 
five in 1929) as a fast luxury passenger transports for 
Western Air Express. They were called the Lockheed Air 
Express and featured a rear open cockpit and six-foot-long 

wheel “pants.” The streamlined aircraft, with interior walls 
lined with heavily padded calfskin and sliding cabin 
windows, was marketed with the slogan, “It takes a 
Lockheed to beat a Lockheed.” 
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Four Explorers were built, two as Model 4 in 1929 and two 
as Model 7 in 1930. They were unique because their wings 
were mounted at the bottom of the fuselage. The first Model 
4 was the second aircraft Lockheed started to 
build, but it was delayed by demand for the 
Vega and Air Express. Construction resumed 
at the request of Arctic explorer Wilkins who 
wanted to use it for polar flights, but it was 
eventually deemed incapable of what they 
wanted to do, and its completion was put off 
until 1928.

A prize for the first difficult “upwind” flight 
from Seattle to Japan brought the Explorer 
back into the spotlight. With a bigger wing, it 

seemed capable for the job, but the first crashed with this 
design crashed on takeoff, Fuel venting from a forward tank 
blinded the pilot in the rear open cockpit. A second Explorer 
was built, but control flutter brought that bird down on its 
first flight. Two more were built with larger engines and with 
dihedral added to the big wing. Both aircraft ere designated 
Model 7s, but they both cracked including one in a fiery 
crash at Muroc Dry Lake during testing.

Thirty-five Vega 5s were built with 410hp Wasp A, 420hp 
Wasp B, or 450hp Wasp C engines. Passenger 
accommodations were increased from four to five to six, and 
most were fitted with a NACA cowl. One Vega 5, curiously, 
was converted back to a Vega 1, presumably because the 
owner had a Wright J5 available.
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There were nine Vega 5A Executives built specially equipped 
with window curtains, chemical toilet, desk, and even a new 
Corona typewriter. Despite their allure, several were 
downgraded to an airline-style interior and several were 
upgraded to Vega 5C standards with larger vertical surfaces.

Twenty-eight Vega 5Bs, arguably the most famous of the 
Vegas, were built with a higher gross weight and five 
windows on each side so they could fly as seven-seat (six 
passengers and pilot) airliners. The famous Winnie Mae was 
built as a Vega 5B before being extensively modified.

Only five Vegas were built from scratch as a 5C, but thanks 
to modifications to earlier models, many perhaps most, Vegas 
were upgraded and flown as 5Cs.

One Vega had no model designation but was distinguished 
by a 525hp Pratt & Whitney R-1690 Hornet engine. 
Purchased by LtCol William Thaw, a former WWI Lafayette 
Escadrille commander, the aircraft was custom built to 
compete in a non-stop New York to Los Angeles race, part of 
the 1929 National Air Races. After a quick sale days before 
the race and tidy profit for Thaw, the new owner, a wealthy 
publisher, sent the aircraft off with his pilot, Jack Morris, in 
the cockpit and Bill Thaw in the cabin as navigator. 
Unfortunately, an oil line broke at night and “the custom 
Hornet job” crashed near Decatur, Indiana. Thaw and 
Morris were badly hurt but survived. None of the entrants in 
the air race made it to Los Angeles.
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Another Vega without a 
m o d e l n u m b e r w a s 
d e s i g n a t e d t h e Ve g a 
Special. It was a Wasp-C 
powered ship, built for the 
Detroit Evening News in 
1929. Eventually converted 
to a 5C, it was flown to 
Africa, flown back to the 
U.S. and then sold to 
Lineas Aéreas Minares S.A. 
in Mexico where it was 
registered as XA-DAI. 
Sadly, it burned on a beach 
in Parral, Chihuahua in 
1943.

No Lockheed Model 6 
design has been located. It’s 
conceivable that the single 
float seaplane designed for 
explorer Wilkins would 
have been a Model Six, but 
it was never built. 

The low-wing Model 8 Sirius (originally a custom design for 
Lindberg), the Model 8D Altair, and retractable-gear Model 
9 Orion completed the wooden Lockheed line. The all-metal, 
twin-engine Model 10 Electra followed.
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CHAPTER 10
∏
SPECIAL 

MODIFICATIONS
The Vega revolutionized aviation with 
its speed and load carrying capability, 
and that led to its use for many unusual 
purposes often requiring special 
modifications. 

 The very first Vega was heavily 
modified from its basic design so it 
would have enough fuel to participate 
in the 1927 Dole Derby, a race to 
Hawaii. Survival in the event of an 
ocean “landing” was the focus of 
numerous additional modifications 
including droppable landing gear, 
inflatable float bladders in the wings 
and cabin, and even rubber seals for 
the doors and windows. Engineers 
predicted the wooden aircraft would 
float for a month.



Wilkins’ and Eielson’s Vega had runners molded into the 
bottom of the tail. Forced down in the middle of nowhere 
they could saw the tail off and use it as a sled.

Ruth Nichols set a diesel-powered altitude record that still 
stands in a re-engined Vega 1. The engine, a Packard Motor 
Company experimental DR-980, produced 225 hp. The 
aircraft was affectionately called “The 
Flying Furnace” because it burned furnace 
oil and produced characteristic black 
exhaust. Another Vega 1, converted with a 
240hp Guiberson diesel radial, flew non-
stop from New York to Los Angeles in 
1932.

Wiley Post and Harold Gatty’s record-
setting around-the-world flight was aided 
by the first groundspeed and drift meter of 
Gatty’s design.

Jimmie Mattern and Bennett Griffin 
determined to beat Post and Gatty’s record 
with the installation of a second cockpit 
behind and below the pilot in the Vega’s 
cabin. With this arrangement, Griffin 
could fly using instruments and give 
Mattern in the cockpit a rest. Ed Aldrin, 
head of the aviation division of Standard 
Oil supervised the modifications with help 
from his little boy, Buzz, who was destined 

for fame. Designed to only be used it flight, the second 
cockpit offered a solution to pilot fatigue which, behind 
engine reliability and weather, was their biggest obstacle for 
long-distance flyers. Only 17 flights had successfully crossed 
the Atlantic when they set out.
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Innovative in its own right, the Vega contributed to other 
aviation advances. B. F. Goodrich rebuilt a wrecked Vega 
and added an expandable rubber leading-edge to the wing. 
Pulsed during flight, the system would break off 
accumulating ice, thus reducing weight and improving the 
airflow. The aircraft crashed in an unrelated incident, but the 
value of deicer boots was proven and soon became standard 
equipment on all-weather aircraft. 

Detroit News installed a radio station (WWJ) and cameras 
in a Vega so they could cover news and sports events live. 

In the mid-1950s, General Electric Company operated a 
Vega as a restricted category ship for anti-radar testing. All 
wood, except for the engine, it offered a lower reflective 
cross-section than all-metal aircraft of the day. 

Irvin Parachute Company and Roscoe Turner experimented 
with a parachute that would, in an emergency, gently lower 
an entire Vega to the ground. The association bectween the 
companies began after animal rights advocates complained 
that Gilmore, Turner’s pet lion, deserved a parachute of his 
own—which he used while logging over 25,000 miles in the 
air.

The Schlee-Brock Vega set several speed and altitude 
records with Miss Nichols at the helm, thanks to her use of 
the second Hamilton-Standard adjustable-pitch (two-
position climb and cruise) propeller ever manufactured. The 
aircraft was further modified after an accident during an 
unsuccessful transatlantic flight. The wing was lowered 14 
inches, a bubble canopy was installed, a wooden skid was 
attached to the bottom of the fuselage, and the landing gear 
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was modified so it could be dropped to reduce weight and 
drag. Unfortunately, the aircraft was destroyed on takeoff 
during a planned coast-to-coast speed record attempt.

There were two Vegas named Winnie Mae. Both were owned 
by oilman F. C. Hall and named after his daughter. The first 
was sold back to Lockheed after a bad business year, but he 
bought a second that was used for two around-the-world 
record-setting flights. The landing gear was modified so it 
could be dropped, a metal skid was installed on the bottom of 
the fuselage, and the wing’s angle of incidence was reduced 
10º to increase the aircraft’s speed by 10 mph for the Post-
Gatty flight. 

The second Winnie Mae then became the unique 
“Stratosphere” version with the addition of an external 

supercharger attached to the generator pad on the back of 
the R-1340 Wasp and a pressurized ignition harness to 
prevent electrical shorts (air is a good insulator and prevents 
the issue at lower altitude where it’s more abundant). 

With these modifications, Post—wearing a first high-altitude 
pressure suit created for him by B. F. Goodrich—reportedly 
exceeded 55,000 feet, although the official recording 
barograph failed at about 35,000 feet.
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CHAPTER 11
∏

DETROIT 
AIRCRAFT 

CORPORATION
With business booming in early 1929, 
Keeler—the majority stockholder and 
president of the company, now publicly 
traded—decided to cash out and began 
negotiations to sell the firm. Over Allan 
Lockheed’s vehement objection, 87% of 
the assets of Lockheed were sold to 
conglomerate Detroit Aircraft—a 
transaction that was completed just 
three months before the stock market 
crash. After the crash, Detroit Aircraft 
stock dropped from $15.00 to 12¢ per 
share losing $733,000 in 1929 money 
($10.6 million today).



Detroit Aircraft eventually disappeared, but the Lockheed 
division struggled on. A “modernized” Detroit-Lockheed 
Vega DL-1 was developed under new management featuring 
a 450hp P&W R-1340-C1, a metal fuselage built in Detroit 
(making it the first semi-monocoque metal airplane), and the 
characteristic wooden wing built in Burbank. Only three 
DL-1s were assembled, but Amelia Earhart set speed and 
load records for women in one of them. Three DL-1Bs were 
also built as six-passenger airliners, and a DL-1 Special was 
built for export and registered in the United Kingdom as 
G-ABGK but it was damaged in Syria during a race. Rebuilt 
and shipped to Australia, it was re-registered as VH-UVK 
and impressed into RAAF service from 1941-1945 
where it was only flown 45 hours over the four-year 
period.

The Army took an interest in the “new” Detroit Vega 
and bought a single aircraft they designated the 
Y1C-12 which they flew for 999 hours before 
scrapping it in 1935.

The Army also bought a specially streamlined 
Y1C-17 with a 500hp R-1340-C1 which, when 
completed, was the fastest aircraft in the Army Air 
Corps with a level flight speed of 221 mph. Years 
later, in 1942, the very last Lockheed Vega, a 5C 
built in 1934, was bought from its owner by the U.S. 
War Department and pressed into service during 
WW2 as a UC-101, but like the RAAF ship it too 

was seldom flown. 

Several Vegas were built by others during the hard times 
after the stock market crash. A Lockheed distributor in 
Detroit, Schlee-Brock Aircraft, assembled a Vega Special 
with a Wasp C engine using a fuselage from Lockheed and 
spare parts intended for dwindling customers. The strategy 
failed, however, and the company was liquidated, a victim of 
The Great Depression. Wendell-Williams Air Service also 
put together a Vega from Lockheed parts, a 5B later 
converted to a 5C. Two other Vegas—a 5C and a DL-1B 
Special—were built by laid-off employees after the failure of 
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Detroit-Lockheed, using parts they were given in lieu of 
unpaid back wages.

Days after they closed the doors, insiders bought the assets 
of the company for 30¢ on a dollar and installed Lloyd 
Stearman (yes, that Stearman) as president and general 
manager. By 1934 they’d built 22 aircraft including four 
Vegas, one Altair, and 17 Orions.

Technology was advancing rapidly, and the company decided 
to build an all-metal twin, the Lockheed 10. During wind 
tunnel testing at the University of Michigan, a bright young 
aeronautical engineering student took an interest in the 
aircraft, suggested twin-tails would improve its stability and 
handling. He was hired upon graduation—his name was 
Clarence ‘Kelly’ Johnson.
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Malcolm Loughead in a gun turret

Norman S. Hall, Anthony Stadlman, Berton R. Rodman, Allan Loughead and John K. Northrop 

Loughead-built Curtiss HS-2L flying boat. 

CHAPTER 12
∏

REVOLUTION IN 
THE SKY

A history of the Lockheed Vega is 
difficult to write, not because there is 
little to write about because there is so 
much. The star of the golden age of 
aviation, the Vega’s extraordinary 
performance for the men and women, 
companies and airlines, and even the 
military changed the world. It’s not an 
exaggeration to say that the amazing 
history of every single Vega could fill a 
chapter in a book.  Indeed, the exploits 
of some of the aircraft and their pilots 
could fill an entire book and many 
have.



For those interested in knowing more about the Vega and 
those who flew her, or if you want more details on specific 
topics such as the Dole Derby or the women record-setters 
there are several sources:

Perhaps the most comprehensive book is Revolution in the Sky 
by Richard Sanders Allen which tells the story of the design 
and construction of all the wooden Lockheeds including the 
Vega, Sirius, Altair, and Orion. The book features hundreds 
of photos and drawings and blends the excitement and 
romance of the era with technical details that make it 
immensely readable, especially the chapter titled “They All 
Flew Lockheeds” which chronicles business owners and their 
exploits with the aircraft. An extensive appendix identifies 
each aircraft individually and a brief history for each ship is 
provided. The book is highly recommended and is general 
acknowledged as the best resource available if you’re 
interested in the Vega and the other early Lockheeds.

Walter J. Boyne’s Beyond the Horizons is broad in scope, 
covering the entire history of Lockheed, but the fledgling 
days of the company and the Vega are nevertheless treated in 
detail. As a former director of the Smithsonian Institution’s 
National Air and Space Museum, Boyne’s book is, 
predictably, well researched. As an author with both fiction 
and non-fiction titles that were on the New York Times best-
seller list, the book is very well written and great fun to read. 
After joining the USAF in 1951, Boyne became a Command 
Pilot and has hands-on experience flying everything from 

Piper Cubs to the B-1B. Beyond the Vega, his insight into 
what went on in the Skunk Works and background on the 
U-2, SR-71, F-117, and other Lockheed products makes the 
book a fascinating resource.

As a reference, René J. Francillon’s Lockheed Aircraft since 
1913 is exceptional. Like Beyond the Horizons, this book covers 
the company’s business history and not just the Vega but all 
Lockheed aircraft including a number of aircraft and designs, 
it’s safe to say, you’ve never heard of. One of the exemplary 
titles in the Putnam Aviation Series published by the U. S. 
Naval Institute, the first edition came out in 1982 to celebrate 
the 50th anniversary of the rebirth of the Lockheed Aircraft 
Corporation in June 1932. The book was a great success and 
quickly became almost impossible to find at any price. The 
more easily found and less expensive 1987 edition was 
expanded to include Lockheed missiles—including Polaris, 
Poseidon and Trident—and the first reliable information on 
the F-117 Stealth “fighter,” and even the fictional F-19.

Online, Google will find all manner of Vega information for 
you, but be sure to search through the Vega images posted 
by the San Diego Air & Space Museum (and others) on 
Flickr.

A fascinating source of Vega information is the unfortunately 
named Davis-Monthan Field Register. The site provides 
searchable access to golden-age guest books for transient 
flyers at not just Tucson (Davis-Monthan) but also five other 
airfields including Santa Monica (Clover Field), Glendale 
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(Grand Central Air Terminal), East St. Louis (Parks Field), 
Colorado Springs (Peterson Field), and Willow Grove 
(Pitcairn Field). You can search by people, places, and 
planes and see who was coming and going, and even enjoy 
brief personal notes written in their hand from Lindbergh, 
Earhart, Turner, Post and others who made the Vega famous.

Archive.org, a virtual time machine, is a great source of text, 
audio, and video that pertains to the Vega and Lockheed. It 
takes some digging, but you’ll find gems when you mine the 
incredible motherload of historic material. Old newspaper 
articles, Malcolm Loughead’s books, and oodles of related 
materials are available free.

The U.S. Library of Congress Chronicling America: Historic 
American Newspapers collection is another way to read the 
first-hand accounts of the Lockheed Vega’s exploits.

Aerofiles is 360+ online pages that are, as they describe it, 
“…the result of a half-century of research, note-taking, and 
data-gathering that began one evening in Frank Tallman's 
retreat at Orange County Airport and rapidly got out of 
hand. The full story, unexpurgated, uncensored, and really 
not all that exciting, is only a finger-click away.” But the 
breadth and depth of material on the site is fantastic, and 
well worth your time.

Avialogs has built a fabulous online library of aircraft 
handbooks, engine manuals, aviation periodicals, and 
military training documents that you can read online free.  

For a $32 annual membership fee you can also download all 
the PDFs you want. You won’t find the Vega but you will 
find pilot handbooks for aircraft from a Santos-Dumont 
Demoiselle to the F-117A Nighthawk. Best of all, the library 
contains manuals from Australia, Belgium, Brazil, Canada, 
Czech Republic, Czechoslovakia, Europe and consortiums, 
France, Germany, Italy, Japan, Lithuania, Netherlands, 
Poland, Romania, Russia, South Africa, Spain, Sweden, 
Switzerland, UK, Ukraine, USA, USSR, and Yugoslavia.

Finally, one useful feature of digital publications is that 
they’re easy to correct.  If you find historical errors or even 
just typos, please let us know via the Wing42.com forum. 
Even more importantly, if you find image copyright 
violations, please advise and we’ll remove them and find 
open-source alternatives. We invested a lot of time locating 
what appeared to be public images, but.... 

Because of all the foregoing resources, the Wing42.com Vega 
isn’t just an extraordinary simulator add-on, it’s a portal back 
to the Golden Age of aviation. Enjoy your trip!

Tom Harnish (Tailspin45)
Researched and written for Wing42.com
with gratitude for your superb add-on
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