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ON THE COVER
Pilots Bill Allen SRA#931 & Ben Scott SRA#1724 

flying over the San Diego Coastline at the 
2016 Western Regional Stearman Flyin 

Photo by Frank Mormillo  

NICKOLAS P. MANGEL DETAILS HOW TO CARE FOR YOURS PROPERLY

THE LIFE OF

PLUS! DEED LEVY REVIEWS THE ORIGINS AND PURPOSE OF STEARMAN SHARP LEADING EDGE STRIPS

RADIAL ENGINES
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Army Stearman “809” owned by Karl Vacek at Joliet Airport, IL
Photo credit David Stevens

Bill French, Stearman Flight gathering
Pioneer Field, Oshkosh, WI
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I hesitate to put it in print, but 
I think spring is finally here, 
and Stearman season is upon 
us. The winter was productive, 
and I dug into our Stearman 
deeper than usual during its 
annual. I fully intend for 2017 
to be a heavy open cockpit flying 
season, and took a closer look 
at the pieces and parts that 
are subject to the most wear. 

If you’re one of the folks like me who lives in northern climates, 
your plane has been hibernating since about November, and 
sometimes it can be take some effort to wake it up.

The same can be said for the meat servo behind the stick. I 
sometimes incorrectly assume that I’ve been paired with my 
Stearman for long enough that I can pretty much get in, crank it 
and go fly without spending any time refreshing myself on systems 
or procedures, as few as there are in a 75 year-old airplane. I 
find when I lift off for the first few flights of the season at the 
same pace I left from the last I miss items. Not things that will 
necessarily kill you, but finesse items. Carb heat, forget to start a 
stop watch on take-off, or realize I forgot to stock the cockpit with 
charts or accessories I’m accustomed to. I won’t even mention 
the take offs or landings in a moderate crosswind that weren’t an 
issue several months before, which resulted in a performance that 
wasn’t at all indicative of my experience level. (so says the control 
tower) All relatively insignificant issues, but every single accident 
investigation begins with just a couple of minor items that bind 
together and eventually form an accident chain. 

The take away is to remember to annual ourselves to ensure we’re 
in a condition to safely operate our Stearmans (or any aircraft) up 
to and including its designed limits. Flight physicals take care of 
the medical part, our mechanics check the pulse of our planes, 
but our decision making and aeronautical skills fortunately, 
remain an individual responsibility to maintain. Take the time 
to reacquaint yourself with the checklist you use, whether it be 
printed, or a pneumonic. An annual refresher on stalls/spins, slow 
flight, steep turns, and power off approaches will add dimensions 
to your figurative tool kit when you absolutely, positively need 
to pull a rabbit out of a hat. If you usually operate off a large 

runway, work yourself down to shorter or narrower venues. You 
never know when you might find yourself operating a sick radial, 
or the pilot-in-command of a 2,900 pound glider trying to slip 
it into someplace more restrictive than you’re accustomed. On 
that note, if you’re a habitual wheel landing fan, you’ll find the 
aforementioned short runway may not work with that technique. 
If you’re opposed to running yourself through the pre-season 
ringer, give me a call, shoot me an email, or look on our website. I 
guarantee I can recommend someone in your region who would be 
happy to help you knock off the rust for a couple hours. There’s 
not a single Stearman pilot I’ve ever flown with at any experience 
level that I haven’t learned something from. Practicing anything 
in a Stearman is drudgery…said nobody ever in the history of 
aviation. Except the WWII cadets, I’m pretty sure they weren’t 
having a good time.

FLY-INS
Now that your skills and machine are up to speed, make an effort 
to attend a local, regional or national fly-in. I don’t know anyone 
who will admit that they love flying by themselves all year long 
in their biplanes. Treasures like ours are meant to be shared, 
organizations that are exclusive or reclusive always have a defined 
shelf life. Ones that are social and interact thrive…that goes for 
people and airplanes. Check out our fly-in page, if there’s not an 
event near you, be that guy or gal that creates one.

RADIAL ENGINE TIPS
I appropriated an article from an agricultural aviation magazine 
(Ag Air Update) originally published in the 1970s. It’s not 
Stearman specific, and focuses mainly on Pratt & Whitney 
R-985/1340s, but there’s some valuable operating lessons to 
be had from folks whose livelihood depended on radial engines. 
Other than the military, I don’t know of a profession that ran 
radial engines harder than the ag guys.

STALL STRIPS
I’ve been hearing the pros and cons of stall strips on Stearmans 
for years, even what’s been written recently seems to be 
influenced by speculation and opinions. I decided to go straight 
to the source; Deed Levy, Boeing Test Pilot. Digging up legacy 
articles provides definitive answers we’re slowly losing to 
individual interpretation as generations change hands.

FROM THE 

COCKPIT
From the Cockpit
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MEMBERSHIP
I receive several inquiries on memberships, as in “why am I not 
receiving a newsletter”, or “how do I know if my membership 
is expired?” Currently, we’re working on a system of electronic 
notification for renewals. It’ll take some time to find the balance 
between what’s financially viable, and the most effective 
outreach. If we all flew a Cirrus it would be easy, electronic is the 
answer. However if you’re like me, opening the mailbox is still my 
favorite part of the day. That said, everyone’s membership term 
expires on December 31st of the last year of however long you 
paid for. This is why after being converted to an SRA member 
during a week on the grass at the National Stearman Fly-In in 
Galesburg, you receive all the newsletter back issues for that 
calendar year. It’s simpler than pro-rating the amount of time you 
have left for that year. Bottom line, if you can’t remember when 
your membership expires, or you think there’s an issue with your 
membership give myself or Ken McCullough a call and we’ll sort 
it out.

SUBMISSIONS
I love digging through old archives for informational gems, but we 
still (and always will need) technical and restoration articles, as 
well as personal stories. My supply is running thin and it’s a dig 
each and every newsletter to fill the pages with information that’s 
both interesting and useful. We’re pack animals, if you’re like me, 
when I open my newsletter, I go straight to the photos to look at 
other people’s Stearmans before I start reading.  We need photos, 

high definition if you want your beautiful ship on the cover, 
normal quality is usually sufficient for the inside pages. When you 
email pictures, please include the pilot’s name, SRA#, location, 
and photo credit if appropriate.

GONE WEST
Lastly, take a moment to look at the faces on our Gone West 
page. It’s my least favorite part of assembling the newsletter, 
but I do enjoy spending some time learning about members of 
our Stearman fraternity that helped build the closeness and 
community we enjoy today. Please continue to notify me as our 
fellow Stearman pilots pass on, whether they were SRA member 
or not. The biggest honor we can pay them is to remember their 
names and faces, and continue to make as much radial engine 
noise as possible.

Here’s to hoping you blow through your fuel budget, and that we 
meet up somewhere along the trail this season.

Full power and tailwinds,

Michael Rutledge 
Michael Rutledge, Editor
stearmann4@msn.com

From the Cockpit
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The SRA is a not-for-profit 501C-3 
organization incorporated in the State 
of Wisconsin in 1967. It’s purpose 
is to promote the preservation, 
restoration and safety of flying of 
the Stearman Aircraft. Membership 
in the SRA is open to anyone with 
an interest in the Stearman Aircraft, 
whether or not an owner or pilot. 
Membership is on a calendar year 
basis from January 1st to December 
31st. New members will receive all of 
The Stearman Flying Wires published 
during the current year. Anyone 
joining after the November issue is 
mailed, will have their membership 
begin the following January 1st.

The Stearman Flying Wire is 
published quarterly, and distributed 
to all current members, and selected 
aviation organizations, libraries, and 
News Media.

SRA Membership  
$35.00 (3 years $95)

Canada & Mexico  
$40 (3 years $110)

All other Foreign Membership  
$45 (3 years $125)

Membership requests and 
correspondence should be mailed to: 
stearman800@yahoo.com

Stearman Restorers Assc.
3604 Webb Rd, 
West Point, NY 10996

You can also register securely via 
our website: www.stearman.net

For back issues of the Stearman 
Flying Wire, mail request and check 
made out to the SRA to Brian 
Rosenstein, SRA Secretary 

The Stearman Restorers Association 
Inc. Does not project or accept any 
responsibility for participation by 
readers or members at any flyins, 
functions, air-shows or events that 
may be listed or publicized in this 
Flying Wire. This Stearman Flying 
Wire is produced as a medium of 
communication amongst aircraft 
owners, pilots, aviation enthusiasts 
and historians.

Copyright © 2000-2017, Stearman Restorers 
Association, Inc. All rights reserved. Editor Michael 
Rutledge stearmann4@msn.com, No part of this 
publication may be reproduced or translated, stored in a 
database or retrieval system, or transmitted in any form 
by electronic, mechanical, photocopying, recording, 
or other means, except as expressly permitted by the 
publisher. Requests should be directed to the editor. 
Distribution restricted to SRA Members, and those in 
aeronautical education (faculty and schools), libraries, 
and the news media.

All information contained herein is believed to be 
correct. However, it is intended to be for informational 
purposes only and is not to be relied upon. You are 
reminded that Federal Air Regulations Part 91 places 
primary responsibility for ensuring the airworthy 
condition of an aircraft on the owner or operator. 
Any person who maintains, modifies, or otherwise 
changes an aircraft must do so in accordance with 
manufacturer’s recommendations and all applicable 
FAA regulations. You should independently verify any 
of the information contained herein. No warranty is 
expressed or implied. 

The price for back issues of the Stearman Flying Wire 
are $5.00 each for the US, $5.50 for Canada and 
Mexico, and $6.00 for all other. 6 or more issues get 
a 10% discount and 15 or more issues get a 20% 
discount. There is a special deal for one of every back 
issue that we have up through 2001, for $100.(about 35 
issues) SRA Aerobatics and Formation Flying handbook, 
$5.00, Formation Flying publication by Bostwick, $10.

President, Michael Rutledge
3604 Webb Rd, West Point, NY 10996
stearmann4@msn.com
360-485-7207
(President)
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stearmanfix@gmail.com
951-789-0539
(Historical Information, Authenticity Data)
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Announcing members who have Gone West is never an easy task. The men who grace these pages led colorful and full 
lives. As they climb down out of the cockpit and step off the wing one last time, we will always remember them as family 
members who shared the sky and their lives with us. Smooth air and peaceful sunsets gentlemen. - Michael Rutledge 

Les was born in Wright, Minnesota to 
Walter and Margaret Heikkila on August 
24, 1936. He is survived by his wife 
Linda Heikkila (nee Engle), his daughter, 
Debbie Heikkila of Morgan Hill, California 
and his grandson Kyle Heikkila of St. 
Louis; step-father of Jennifer (Suvir) 
Dhar, Jarrett (Khara) Surtin and their 
children Logan, Luke, Lyla Surtin and 
Sebastian Dhar, all of St. Louis; Les was 
preceded in death by his first wife Judy 

Heikkila and Son, David Heikkila.
Les was a long time member of The St. 
Louis Business Aviation Community and 
he was retired Vice President of Emerson 
Flight Operations. 

As his grandson Kyle said, “ A man 
passionate about his hobbies, he 
loved his golf and enjoyed flying and 
maintaining his fleet of warbirds and he 
will be greatly missed”.

David A. Callison of Poplar Grove passed 
peacefully on Friday, February 17, 
2017.  Born July 15, 1938 in Galesburg, 
IL.  Former resident of Wheeling, IL.   
Survived by his nephew Michael (Sandy) 
Morgan and niece Anne (Joel) Briggs.  
Predeceased by his sister Mary Morgan.  
Close friend of Wally (Cheryl) Falardeau.
Friend to many.

After earning his Bachelor’s degree at 

Marquette University, he joined the Navy.  
Following his service as a Navy pilot, he 
received his Master of Science degree at 
Western Illinois University. 

He then became Associate Director of 
Clinical Research at Searle in Skokie, IL, 
where he conducted new drug clinical 
trials in the U.S. and Europe. 

He will be missed by family and friends.

Les E. Heikkila - August 24, 1936 - March 18, 2017

David A. Callison - July 15, 1938 - February 17, 2017

Gone West
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Have you ever wondered what keeps your engine 
running? Nickolas P. Mangel details the best 
possible care for this delicate piece of eqipment

RADIAL  
ENGINE
THIS IS YOUR LIFE

by Nickolas “Nickel” P. Mangel
President, Aero-Engines, Inc.

Article
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That mass of metal out on the front of 
your airplane, lovingly (I hope) referred 

to at times as “Hunk of Iron”, “Bucket 
of Bolts”, Clunker” and what not, is a 
delicate piece of machinery and deserves 
the best possible care and attention. Since 
it is so necessary for flight, and has been 
accused of a large percentage of ag aircraft 
accidents, I have been moved to take it a 
part, so to speak, and try to explain how an 
engine would like to be treated.

Radial installations on ag aircraft have 
always been less than satisfactory, 
especially the larger, more powerful ones. 
Designed to run in a cowling, with baffling 
to insure even and adequate cooling, they 
are hung out in the open to cool as they 
can, and we know this is bound to cause 
hot spots, uneven expansion 
and contraction of certain 
parts of the heads, barrels 
and pistons. 

Operating from dirt strips a 
large part of the time, flying 
in the dirtiest part of the 
atmosphere a few feet off the 
ground, through dust or chemical spray just 
dispersed, an engine ingests more foreign 
matter in a day or two than in many, many 
days of designed life. So we have just got 
to treat an engine with a little more respect 
since we are demanding so much more from 
it, under conditions that were never in the 
design, installation, use concept. 

Where do we start? Well, first just go out 
and look at your engine. If it’s clean, keep 
it that way; if it’s dirty, clean it up. I like 
to use just plain solvent sprayed from a 
pressure sprayer, like you do your yard work 
around the house with, let it soak awhile 
and wash down with a hot water pressure 
washer. This will help remove crud from 
between the cooling fins and any residual 
oil or grease the solvent didn’t quite cut 
loose. Remember cooling fins!!! There are 
several good degreasers on the market; 
if you use one, be sure you know for sure 
that it will not damage the various metals 
used in engine construction. Magnesium 
is susceptible to some cleaners, so watch 

it. Now, in this engine washing process, 
keep it confined to the engine. Don’t go 
soaking your variable pitch propeller hubs. 
A piece of plastic tied tightly around 
the prop blades and behind the hub will 
keep cleaners and water out of the prop 
mechanism. Wash the propeller one blade 
at a time, with the blade down that you’re 
washing. The hub can be cleaned with WD-
40 and a clean rag. 

Back to the engine—watch it for oil leaks, 
and stop them. Push rod housings, rocker 
covers and drain tubes, magneto drive 
seals, sump gaskets, plumbing in general, 
and a number of things, sooner or later leak 
a little, but there is no reason to let it keep 
on leaking. A clean engine is going to run 
better simply because a clean engine cools 

better. Remember cool is better!!! 

Now, let’s go inside and clean that up 
too. Most reputable engine overhaul and 
repair shops insist that a majored engine 
be run on non-detergent oil for at least the 
first 100 ours, or they won’t warranty that 
engine. So before you hang that engine, 
flush out the oil tank, lines, cooler and 
change the filter cartridge (if you’re running 
one and if you’re not, you should be. Just 
be sure it’s a legal one.). 

Don’t run a new engine too long on the 
ground—just enough to check all the 
systems for leaks and proper function, then 
button it up and get it in the air for some 
slow time, but just long enough to make 
sure all pressures and temperatures are 
correct, prop governor is right, idle rpm is 
okay, and everything stays in the green. 
Land and recheck for fuel and oil leaks. I 
let the exhaust stack tell me when to put 
a normal load in the airplane. As long as 
it runs dark sooty, the rings haven’t seated 

yet. When it turns a nice shade of grey, 
the rings have come in and the engine is 
ready to pull some power. Good oil, changed 
regularly is a small investment, compared 
to the cost of replacing an engine, so use it 
freely and often. 
Two more elements go through your 
engine—fuel and air; both should be 
as clean as possible. Fuel, being more 
available for quality control, is easier to 
keep clean. Water and foreign matter is a 
simple process to remove from gasoline. 
Draining the sumps and cleaning the finger 
screens and fuel strainer on the airplane 
assures clean fuel to the carburetor. 

Air is the big problem. If you will just 
multiply the piston displacement by one 
half the rpm, divide by 1,728, and the 

volume of cubic feet of air 
that passes through that old 
clunker per minute is beyond 
belief. Then just think 
where your engine is getting 
its air from, then it isn’t 
too difficult to understand 
why the tightest induction 
system, plus the best 

filtering available is a must. At best, it’s still 
somewhat deficient. 

It may also cause you to be more careful 
where you park while your partner loads, 
runs up his engine and takes off; or how 
quickly you follow him down a dusty 
runway—not to mention plunging into a 
dust or spray-filled swath run. Oh, you 
don’t have time to pay attention to all that 
crap?! Well, then you can just suffer the 
consequences. The valve guides will go 
first and when you see those little puffs of 
blue smoke coming out the exhaust stack 
as old Betsy sits there idling away, it may 
be too late to repent of your wrong doing!! 
For the sake of keeping the mathematics 
simple, let’s say an engine has a 6” stroke 
and is running at 2000 RPM. Each piston 
is sliding 2000 feet each minute inside a 
cylinder that may be 200 +C. Now 2000 
feet per minute is not a blazing speed by 
any way shape or form, but considering it 
does it 6” at a time with a sudden stop and 
start at the top and bottom of each stroke, 

A clean engine is going to run better 
simply because a clean engine cools 
better. Remember cool is better!!!

Radial Engine This is Your Life
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and since that piston weighs a few pounds, 
and every two trips, it gets kicked with 
from 50 to 66 2/3 horses, (depending on 
the engine) that have a pretty hot breath. 
Then throw in 8 more doing the same 
thing and you’ve got 18,000 feet of sliding 
friction to keep under control every minute, 
not to mention all the twisting, turning, 
compression, tension and shear forces going 
on in there. It seems a miracle that it hangs 
together long enough to get around the 
pattern?

I personally believe that a lot of engine 
failures are pilot induced. The pilot has to 
do an awful lot of instrument monitoring, 
listening and seat-of-the-pants flying to 
keep up with what’s going on up front. But 
to begin with, he should know what he’s 
doing. Throttle benders are more trouble 
than they are worth. Pilots conscientiously 
taking care of an engine are a real asset. 
Printed starting procedures for most 
engines are rather general; what works for 
one engine may not do the job on its twin 
brother, but there are a few things that need 
to be done to get old Betsy perking. Don’t 
forget to pull those radials through two or 

three revolutions before you do anything; as 
a matter of fact., pull any engine through 
if you can reach it and move it. Not only 
does it give you an opportunity to check for 
hydraulic leaks in the bottom cylinders, but 
also a good feel of the compression in each 
cylinder.

Gravity fuel systems tend to cause less 
starting problems than pressure fed 
systems, since the carburetor is full and 
ready to feed fuel when the air starts 
passing through it. The pressure system 
may have a lag in it unless fuel pressure 
is kept built up with the wobble pump or 
electric pump. The gravity system is easy to 
over prime, so pay attention to how many 
licks you give the primer. If an engine 
kicks when it starts to turn over, it is under 
primed. 

I may get a lot of static about what I’m 
going to say next, but it works for me. 
With pressurized carburetors, I don’t like 
to pump up the pressure before starting. 
If the primer will pick up enough fuel to 
prime the engine, I’ll prime it that way, 
otherwise I open the primer, fill it with the 

wobble pump, then prime the engine, leave 
the primer so it can be opened quickly, hit 
the start button, keep the engine running 
slowly with primer until the fuel pressure 
starts to come up then lock the primer. This 
keeps excess fuel from venting overboard 
and the carburetor dry until natural engine 
function takes over. This stops induction 
fires, and if the engine is kept at 500 or 
600 rpm that annoying backfire, which big 
radials are noted for when they are cold, 
just don’t happen. Keep idle rpm low, until 
oil pressure stabilizes. 

The first 4 or 5 minutes after Old Betsy 
starts are very critical to engine life. As 
mentioned before, keep the rpm low, 
especially on a cold day. In any case, don’t 
let oil pressure exceed maximum red-line. 
When the oil pressure relief valve takes over 
its job and the engine begins to transfer 
a little heat to the oil, the temperature 
will start to rise and the pressure will fall 
more toward normal, then rpm can be 
increased. Move the airplane to a spot 
where the propeller won’t pick up the 
earth’s surface and facing into the wind 
if possible. When the addition of throttle 

Article
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doesn’t run the oil pressure out of limits, rpm 
can be increased to warm-up speed. Observe 
propeller limitations and placards concerning 
ground operation. When temperatures reaches 
minimum degrees, increase rpm somewhere 
above ground operation placards and cycle the 
propeller two or three times (usually this is 
1,500 or 1,600 RPM), do a low rpm magneto 
check and you’re ready to go. Cycling the 
propeller removes cold oil from the prop dome 
and insures even oil temperature throughout 
the system. A magneto check done at 1,500 
or 1,600 rpm is going to give a pretty good 
indication of what’s going on with the engine. 
Unless absolutely necessary, don’t do a full 
power check or a field elevation magneto 
check on the ground. It is far better to do 
these checks, or at least the magneto check, 
in the air after takeoff. Running uncoiled, 
unbaffled engines to field elevation inches of 
mercury on the manifold pressure gauge, or 
even worse, going to full power, just isn’t good 
for an engine. It is much better done in the 
air with all the cooling it can get. Even if the 
pilot is going to work right where he cranks 
up, it could be cheap insurance to do a lap 
around the pattern first. 

An awful lot of damage is done to an engine 
by mismanaging throttle and prop controls. 
The pilot should have a definite pre-takeoff 
checklist in mind. If one isn’t printed on the 
instrument panel, then the operator should 
make sure his pilots are using a checklist. 
This includes propeller to full high rpm before 
takeoff or landing. If a checklist isn’t used, 
sooner or later a pilot is going to land with 
prop control at cruise rpm, and sooner or 
later he’s going to try to takeoff with it in the 
same way and an engine is going to get over 
boosted. Or, he’ll try a takeoff with prop all 
the way back after a shut down and that’s 
even worse. Our old cylinder heads just won’t 
take that kind of pressure.

Smooth throttle and prop coordination is 
a must. On takeoff, with prop at full high 
rpm, feed in the throttle smoothly; the 
manifold pressure and rpm should rise in 
a smooth curve. If the throttle is shoved on 
roughly, boosting rises quickly then backs 
down as rpm catches up. After takeoff, 
power reductions are made by retarding 
throttle first, then reducing rpm. In ag work 
these reductions should be made in small 

increments, a couple of inches of manifold 
pressure, then a hundred RPM, then repeat 
until the desired power setting is reached. 
This saves a lot of wear and tear on prop 
mechanisms, crankshaft and thrust bearing 
stresses. At the field, keep climbing rpm 
on the prop at all times. In case something 
sneaks up on you, a rapid throttle opening is 
not going to over boost an engine, and it’s not 
often you have time to push up the propeller 
control and then get to the throttle in a close 
situation. Before landing, reduce power to 
about 20” or so of manifold pressure before 
letting the prop out to full high rpm, moving 
the prop control to full low pitch, under 
power, forces the counterweight stop bolts 
to slam into the high rpm stops with a lot of 
force. This breaks counterweight bolts and 
can also over speed the engine. 

If nothing else sticks in your mind but these 
three things, it will be worth the effort:

1. Be smooth with throttle and prop controls. 
2. Adding power, prop first, then throttle. 
3. Reducing power, throttle first then prop. 

Shutting down an engine is just as important 
as any part of its operation. At an rpm high 
enough to insure good prop action, move prop 
control to full high pitch (low rpm). When 
maximum rpm drop is noted, reduce rpm to 
1000 or slightly less and let the engine cool 
out for a half minute or so. While this is going 
on, the oil scavenger pump will be removing 
excess oil, dumped by the prop dome coming 
back, from the oil sump. Move the mixture 
control to idle cut off. Usually the fuel air 
mixture between the carburetor and the 
cylinders is sufficient to cool any hot spots in 
the cylinders, but be alert for any auto firing 
that sometimes occurs at shut down. 
Should the engine keep plugging along on 
one cylinder, moving the throttle to full open 
will sometimes cure the problem, sometimes 
it won’t; just aggravates it. I’ve never been a 
proponent of bringing the temperature inside 
the cylinders down too quickly by dumping a 
slug of cold air in by opening the throttle after 
the mixture is moved to idle cut off. In the 
case of auto firing, I’d much rather move the 
mixture to full rich, let the engine crank up 
again and allow it to cool down a few seconds 
more, then shut it down again. 

We have discussed getting the prop to full 
high pitch before shut down. This is more 
important than a lot of pilots know. If the 
prop is left at the high rpm setting when 
the engine is started, the first oil pressure 
rushes right out of the crankshaft to the prop 
dome, starving the master rod bearing of 
much needed lubrication. True, the pressure 
backs up quickly at this point, but several 
revolutions of the crankshaft have taken place 
under less than ideal conditions. Shutting 
the engine down with the prop at high pitch, 
insures internal engine lubrication promptly 
at start up. 

Now, we almost forgot about hydromatic 
propellers, and most everything said before 
about the constant speeds apply here, except 
for engine shut down. With the hydromatic, 
shut down and start up is done with the 
propeller in full high rpm, since the forces 
that move the propeller are different from 
the counterweight variety. Unless otherwise 
instructed, leave the prop in high rpm for shut 
down. 

To increase engine life even farther, it is 
wise to just automatically derate the thing 
to start with. Our 600 hp engines are really 
550 hp continuous, under certain conditions. 
Derating this figure by roughly 10% leaves 
you a 500 hp engine. Find a hopper load that 
your airplane will handle quite nicely, using 
this reduction in horsepower, and let this be 
your maximum demand on the engine. For a 
1340, this is roughly 33” manifold pressure 
and 2250 rpm. This leaves you quite a 
reserve of unused power and it will be there a 
long time if you ever really need it. True, you 
may have to make a load or two extra from job 
to job, but it will show up in engine life and 
reduced overhaul bills. 

Baby Old Betsy a little, she deserves it and 
you know she very well may be reaching 
middle age (could even be older than you 
are). Lord only knows what she’s been through 
before you got her, but with a little kindness 
and consideration she’ll serve you well. µ
 
“ROUND ENGINES FOREVER”
Author’s Note: Portions of this article written 
by Everett Sneed in 1975 when round 
engines dominated the ag-aviation world. 

Article

2017 Issue 2 May.indd   10 4/30/2017   4:27:28 AM



May 2017  |  STEARMAN FLYING WIRE 11

Before I could instruct Night Flying, 
the Navy believed that I should have 

an additional taste of it before giving me 
students. The Navy called it Refresher 
Training. Instructing at night was not 
something we really looked forward to, 
especially since we knew it would be done 
in Stearman N2S’s with very little lighting 
in the cockpit, not much in the way of 
instrumentation and poor running lights. 
The wingtip lights and cockpit lighting, or 
lack thereof, were run by a six volt battery 
mounted on the floor in the front cockpit.

Again I was back to flying from a runway 
marked by flare pots, six on one side, six 
on the other, and a clutch of two each on 
the approach end. There was a signalman 
standing at the approach end with an Aldis 
Lamp. He was there only to signal a wave-off 
in case the aircraft ahead was still on the 
runway. The outline of the flare pots was 
changed with any substantial wind direction 
change, as this runway was outlined on a 
huge round landing mat.

This night, our takeoff was directly out over 
Lake Pontchartrain, where there were no 
lights. Once lifted off the flare path, it was 
so dark I could hardly tell left from right, 
or up from down. An owl would have had 
a difficult time on such a night. The only 
reference one had was to look back over your 

shoulder to see the few lights of the New 
Orleans airport and its beacon.

After several landings our instructors 
considered us “qualified” Night Flying 
Instructors. Assigned to instructing at 
Naval Air Station Minneapolis, we again 
flew Stearmans. We took off from the grass 
between runways, and at night they laid 
out a flare path. We all had a pretty fair 
load of students, so were assigned to night 
instructing every other week. As the cold 
weather came, we kept flying as long as the 
temperature read fifteen above zero. Under 
these conditions day flying was bad enough, 
but night instructing was brutal. The student 
was in the rear cockpit, and got the full 
effect of the slipstream.

The first flight of six to take off would climb 
to altitude and circle in an assigned sector 
within sight of the field, just flying around 
until a second flight, who started by doing 
“touch and goes”, was finished. A flare 
would be fired and those in the first flight 
would descend into a landing pattern while 
the second flight climbed to altitude in 
another sector.

On one of the warm nights there was a 
glow in the sky off to the east. A ball of 
fire erupted and fell to the ground. I knew 
that something terrible had happened, but 

couldn’t leave the higher pattern until we 
were signaled to descend. At the sight of 
the flare we all started to descend. It was 
my habit to mentally count the aircraft in 
my flight. As we descended, I could only 
count four. A green Aldis Lamp gave me 
an okay to land and when we taxied in and 
shut down we heard the terrible news. An 
instructor decided that just flying around 
was boring, decided to do some aerobatics, 
got disoriented, and crashed into another 
Stearman.

One very cold night, I was again counting 
aircraft. I could not find the sixth aircraft. 
After much neck craning, made all the more 
difficult by all the heavy clothes we were 
wearing, I finally figured out that I was the 
sixth aircraft! The cold must had numbed 
my senses.

I always wondered why Stearmans at NAS 
Minneapolis weren’t equipped with canopies. 
There were two or three with canopies, but 
they were not assigned to instructing, but 
were assigned as “station hacks.” After 
many months of cold weather we looked 
upon this duty as something that had to be 
done; not pleasant, but necessary. µ

Originally published in the March, 1998 
SRA newsletter “Outfit”.

Pilot Dick Stevens explains why flying a Stearman 
at night is every bit as nerve wracking as it sounds

NIGHT FLYING 
by Dick Stevens

SRA Hindview Mirror
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DREAMS
DO COME TRUE
Brian Rosenstein explains how a trip to the airshow 
as a young man would eventually lead to learning 
how to fly and owning his very first Stearman

Dreams do come true, but dreams are 
not so much about hope and luck, 

but about preparation, opportunity, 
and support from the people around 
us. Today, I write this piece as a new 
Stearman owner (or you could say I am 
now owned by a Stearman), and I feel 
so fortunate to be able to say that at 
the ripe old age of 40. However, where 
I came from and the people who helped 
me get here are actually more important 
to me than the airplane herself.

As a young teenager, my father saw an 
ad in the paper for the Flying Circus 
Airshow, in the little town of Bealeton 
Virginia, and asked me if I wanted to 
go. The airshow, which continues to 

operate every Sunday, May through 
October, opened in 1971. We had gone 
to hundreds of airshows as I was growing 
up and flying is all I’ve ever wanted to 
do in life, so naturally I said “HECK 
YEAH!”. I had never heard of a plane 
called a Stearman, but little did I know 
that that my father finding that simple 
ad would change my life.

The following Sunday, we drove out to 
the Virginia countryside. We weren’t 
even to the airport yet and I could hear 
the rumble of radial engines in the sky. 
Suddenly, a flash of bright yellow went 
streaking by the windshield as a big 
biplane slipped in over the trees on short 
final to the big grass runway. I didn’t 

know what it was, or what it was called, 
but at that moment I fell in love with it.
As we entered the gates and saw a long 
row of old airplanes; Stearmans, Wacos, 
Fleets, a Travelair, a Tiger Moth, a Ryan 
PT-22, and even a Meyers OTW to name 
a few, all idling, ticking and grumbling 
as they were loaded with their next eager 
passenger. I watched the airplanes take 
off and land all day, before and after 
the show. Above our heads, we watched 
passengers enjoying their aerobatic rides 
while the standard rides did wingovers 
and steep turns off in the distance. 
I was heaven. Unfortunately, nerves 
got the best of this youngster, and I 
chickened out of my first ride in the 
Stearman, as I wanted my dad to ride 

Article
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with me. So my first airplane ride was 
in the front seat of the Waco UPF-7, a 
beautiful machine in its own right. On 
the instrument panel was a sign that 
read, “Thanks for not throwing up”. It 
was a great ride, but I vowed to save up 
enough money and courage to take an 
aerobatic ride in a Stearman the next 
week.

I went back every Sunday for the next 
two summers, and with the money I 
had earned from cleaning houses and 
mowing lawns, I bought a $50 aerobatic 
ride every weekend. Having begun to 
get to know the ground crew kids and 
pilots, I was approached by my first 
mentor, former B-29 pilot, Stearman 

Crop Duster, and United 747 Captain 
“Stormin’” Norm Moore, who put it to 
me simply: “Brian, spending $50 a 
week on acro rides is certainly fun, but 
why don’t you buy two back-to-back $25 
Standard rides with someone and get 
some instruction?” he said, “Most of us 
are instructors, and we’d be happy to 
teach you the basics…” Thus, at the age 
of 15, my formal flight training began 
in an Army PT-17 Stearman with a big 
white “2” on the side ( for being Pete 
Jones’ second restoration apparently). 
Norm taught me all the basics in my 25-
30 minutes per Sunday. No intercom, 
no Gosport. We used hand signals and 
the occasional nudge on the stick to 
point me in the right direction. My first 

landing was a disaster, but he calmly 
yelled over the wind noise, “that’s ok, I 
can still use the airplane”. 

I was hired onto the ground crew later 
that year and began by sweeping out 
the hangar and taking out the trash. 
More importantly, I was one of the crew 
now. I was on the other side of the 
fence. I was in. I also got to know the 
people who would shape my career, my 
perception of aviation; people like Tex 
and Marty Goppert, David Brown, Tim 
Bridges, and the wonderful Conn family, 
King family, Hays family, and Starling 
family (honestly, the list goes on…) 
These people were not pilots; they were 
aviators. 

Dreams Do Come True
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As I grew up, cut my teeth at the Flying 
Circus, and got my ratings, I began to fly 
little acts in the airshow, mostly in the J-3 
or L-4 Cub. When I got my Commercial 
in 1995, at the age of 18, one of my 
mentors, Walt Starling, insisted that I 
start flying standard rides in his beautiful 
black 220 Stearman. I was in utter 
disbelief as I sat there on the flight line, 
engine idling, my ground crew friends 
loading MY next passenger, and looking to 
my left and right at the people who, just 
a few years earlier, had been giving me 
rides and instruction. 

In 1997, I began flying the mighty 450 
Stearman. One of the couples, Kirk and 
Jane Wicker, had started their own wing-
walking airshow business. 
The deal was, if I would ferry 
their Stearman to and from 
their airshows, babysit their 
two young sons while they 
performed, and fly aerobatic 
rides for them at the Flying 
Circus on Sundays, then 
I could fly their Stearman 
during the week for fuel as 
much as I wanted. Who says 
no to a deal like that? So 
my love for the Stearman, 
both stock and modified, 
grew exponentially in the late 
90’s.

In 1999, I was hired by the airlines and 
had to put my Stearman obsession on 
the back burner. Being junior, I had no 
time for real flying. I then got married and 
started a family, but never lost touch with 
many of the people at the Circus.

In 2008, I was reunited with my wing-
walking friend from the 90’s Jane Wicker. 
Unfortunately, she and Kirk were no 
longer together, but she expressed a 
desire to start her own airshow business. 
We quickly set off to find her a Stearman 
and we began building the business 
together. I found a stunning unfinished 
restoration online, the deal was done, 
and Swing-Time Wing Walking was born. 
By 2010, the airplane (named “Aurora”) 
was completed and we began booking 
airshows. Jane and I were featured on the 

cover of the November 2010 issue of the 
SRA’s Flying Wire magazine. Also on the 
team was Jane’s former husband Kirk, 
former Old Rhinebeck pilot and mechanic 
Bill Gordon, airshow pilot Charlie 
Schwenker, and Jane’s fiancé’ Rock 
Skowbo. However, tragedy struck in 2013 
and we lost Jane, Charlie, and Aurora in 
an accident at the Dayton airshow. 

Witnessing the loss of my dear friends 
took its toll on me and I found myself 
seriously considering putting Stearman 
flying behind me. I had been attending 
the National Stearman Fly-In with my old 
Circus friend David Brown since 2011 
and he insisted that I keep my head in 
the game. “Take my airplane and go fly,” 

he said, “and don’t come back until your 
head is clear and your remember why you 
love this”. So I flew, and found my heart 
beating again in the throaty rumble of his 
Continental W670. 

Later that summer, we would begin flying 
aerobatic rides at the National Stearman 
Fly-In in partnership with Robert Preston, 
who flies the standard rides. Robert and 
I had become friends in 2011 after a 
close traffic pattern encounter incited by 
my lack of situational awareness ended 
with me buying his dinner at Cerar’s 
Barnstormer Steakhouse that night in 
Monmouth; a tradition I willingly maintain 
every year as my atonement for the 
transgression. Last year, Robert and I met 
up in June for a beautiful flight in his 
Stearman in pursuit of the typical $100 
hamburger. I mentioned that I had been 

saving for a Stearman and he mentioned 
his possible interest in selling his airplane 
and moving up to a 300 Lycoming or 450 
Pratt & Whitney Stearman. We discussed 
the options in a whimsical fashion but 
didn’t really discuss it much after that. 
Then in January of this year, as I assumed 
the role of Stearman Restorers Association 
Secretary, and watched some Army grunts 
load my U-Haul full of SRA materials 
to take home to Charlotte with me, my 
phone rang; it was Robert. “Are you still 
interested in buying my plane?” he asked. 
“Yes, as a matter of fact I am”, was my 
reply. That was two months ago. 

Today, as I write this, my new Stearman 
patiently waits for me in my temporary 

hangar in Concord North 
Carolina while we await 
completion of our permanent 
hangar at a nearby airport. 
While I feel compelled 
to share with my fellow 
Stearman enthusiasts the 
fact that she was accepted 
by the Navy as an N2S-5 
in September of 1943, and 
flown to NAS Memphis in 
Millington TN until 1946, 
I also feel duty-bound 
to encourage my fellow 
Stearman enthusiasts to 
continue to stop once in a 

while and think about all of the people 
who planted our seeds and watered our 
thirsty desires for aviation and for the 
Stearman. Think of them, whether they 
are still with us or not, and ask yourself 
who’s seeds will you water? How will you 
pay it forward?

As a fitting end to the sentimental run-on 
sentence above, I recently discovered that 
Stormin’ Norm Moore’s old PT-17 with the 
“2” on the side is currently undergoing a 
complete restoration. Her wooden control 
sticks, which I used when learning to fly 
her 27 years ago, have been replaced with 
metal ones, and I was given one of them. 
It will be installed it in my Stearman so 
that every time I take the controls of my 
airplane, I’m connected to Norm and all 
of the other amazing people who’ve made 
me who I am today. µ

I also feel duty-bound to encourage 
my fellow Stearman enthusiasts 
to continue to think about all of 
the people who planted our seeds 
and watered our thirsty desires for 
aviation and for the Stearman.

Article
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Because so many Stearman owners and 
SRA members have asked me about the 

origin and purpose of the sharp leading edge 
strips, (factory installed on all Stearman 
trainers since 1934) I shall attempt to 
review the history of these aerodynamic 
devices. 

While I cannot recall these having had a 
specific designation; being variously called 
“spin strips”, “stall strips” and “spoilers”, I 
still prefer to think of them as “auto-rotation 
generators” because their primary function 
is to induce roll/yaw instability and auto-

rotation at a lower angle of attack than that 
which naturally is obtained. 

The Stearman Model 70 prototype, initially 
tested in 1934, and all subsequent variants 
of the series (Models 73, 75 and 76) 
demonstrated decidedly unsatisfactory spin/
roll characteristics which rendered the 
design unsuitable in the performance of 
certain maneuvers stressed by the Military 
Training Centers. These included prolonged 
spins with precise recovery, precision snap 
rolls and vertical reversements, all of which 
involved continuing or partial auto-rotation. 

Deed Levy goes into detail about 
the exact origin and purpose of 
these aerodynamic devices

THE SHARP 
LEADING EDGE 
AS A MEANS 
OF ALTERING 
AUTOROTATIONAL 
CHARACTERISTICS 
OF STEARMAN 
AIRPLANES 

Spin problems usual ly develop in airplanes 
having a high degree of roll/stall stability at 
the stall and with auto-rotation occurring 
only in t he very high angle of attack range. 
This is where aerodynamic moments and 
force couple with the dynamic moments 
to maintain both high angle of attack and 
the motion of rotation, This is the basis of 
the classic “flat spin”, the onset of which 
is always signalized by stick force reversal 
(up elevator) due to the increasing angle of 
attack. Recovery from such spins is always 
delayed and often eratic, especially if the 
elevator becomes effective before the yawing 
motion is completely stopped, resulting in a 
tendency for the spin to become inverted. 

Satisfactory spin/roll characteristics were an 
absolute necessity before the design could 
be judged suitable as a military training 
type and in order to meet the Navy contract 
specifications. The Navy Demonstration 
Spec. No, SR38-A required left and right 10 
turn spins and recovery within 1 turn.

In the spring of 1933 we had first 
experienced the powerful effect of 
modified leading edges on overall spin/roll 
characteristics during the testing of t he 
Stearman CJP, the last commercial airplane 
produced by Stearman. This airplane 
exhibited rather alarming asymmetrical spin 
behavior which was caused by a faired ¼” 
tube (connecting an ice warning indicator) 
mounted on the left lower wing leading 
edge. Remounting the tube internally 
completely co=ected the asymmetric spin, 
(Editor’s Note, The C_JP was essentially a 
CJR which had a Wright J-5 engine mounted 
on it at the purchaser’s request. Since the 
J-5 was a regression in engines, a new 
designation was required, resulting in it 
being called the C_JP. This was, as Deed 
mentioned, the last non-military airplane 
built by Stearman)

It was recollection of this incident that 
prompted investigation of sharp leading 
edges as a means of correcting spin/roll 
deficiencies in the Model 70 series. Several 
variations were tried before finding that 
optimum results were obtained with a ½” 
triangular strip located on the lower wing 
leading edge. This configuration provided 

Maintenance Shop
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a complete solution to our problem and no 
undesirable side effects were introduced. 
The power on stall and landing speeds were 
virtually unchanged. 

In a final analysis, it was this innocent 
looking aerodynamic “gizmo” that enabled 
the Stearman Aircraft Company to win two 
successive design competitions and secure 
early contract which eventually resulted 
in the procurement of more than 10,000 
aircraft. 

Whether or not they should be used on 
today’s Stearmans depends on what the 
owner wants to do in the way of aerobatics. 
If you are not disposed to auto-rotational 
maneuvers, they may be omitted. Without 
them, your Stearman is decidedly spin 
resistant and the danger of inadvertent 
spinning is greatly reduced. On the other 
hand, should you want to execute prolonged 
spins, multiple snap rolls and vertical 
reversements, then, by all means, you 
should have them installed.

Editor’s Note: For those SRA members who 

may not be acquainted with Deed Levy, the 
author, he served as the Chief Experimental 
Test Pilot for the Stearman Aircraft Co. from 
its very first days in California until almost 
the end of WW II. In that capacity he made 
the initial test flight and conducted almost 
all the test flying on every Stearman airplane 
built. 

The Boeing 75 Series Aircraft Specification 
No, A-743 makes reference to the spoilers 
under Miscellaneous, Paragraph 601. 
“Spoilers (spin strips) over leading edge 
upper and lower wings or lower wing only.” 

George Greve, our resident wood working 
expert at Dacy Airport, provided the 
following information and the details for Ken 
Wilson’s scale drawing which accompanies 
this article from original Stearman 
blueprints. 

The upper wing spoilers are 128” l ong, 
beginning 2” from the root rib end. The 
lower wing spoilers are 132” long, beginning 
from the step plywood. The drawings call 
for t he material to be ash and all versions 

of the Model 75 use these lengths except 
the PT-27 which calls for a 96” and a 25” 
length on each lower wing (this is probably 
due to the landing light assemblies that 
were installed on each lower wing on the 
Canadian PT-27’s). George says that if your 
Stearman is a PT-27, check before installing 
the spin strips as the drawings do not 
indicate where to position the two strips. 

The factory drawings show the back of the 
spoiler strip to be flat, but George shapes 
the back to a 1” radius to fit the nose rib 
radius. This keeps it firm when nailing. Drill 
the spoiler strip for a 3/4”X #18 nail, one at 
each rib and 3½” from the ends. The strip 
is centered 1/32” below the chord line or 
the center of the leading edge wood. It is 
easier to make the above mentioned spoiler 
strips in two pieces and join them together 
at a rib. A 3 3/4” cotton tape covers the 
spoiler strip and the spoiler strip is nailed 
over the wing fabric. If anyone has any 
additional information or experience with 
the spoiler strips on Stearman wings, please 
forward it to SRA HQ and we will include it 
in a later issue. µ

Article

2017 Issue 2 May.indd   16 4/30/2017   4:27:33 AM



May 2017  |  STEARMAN FLYING WIRE 17

DATE
June 17th, 2017

LOCATION
Benton, KS 6701 (1K1)

ORGANIZER
Bill Allen

CONTACT
(316) 778-1612

11TH ANNUAL 
STEARMAN FIELD FLY-IN

DATE
September 15th-17th, 2017

LOCATION
Flying V Ranch Airport, TX (T26)

ORGANIZER
Robbie Vajdos

CONTACT
(979) 541-3321

28TH ANNUAL “UNDER THE 
WIRE FLY-IN”

DATE
October 5th-8th 

LOCATION
Jennings Airport, LA (3R7)

ORGANIZER
Lisa Haag 

CONTACT
(832) 654- 4224

36TH ANNUAL 
JENNINGS FLY-IN

DATE
September 4th-9th, 2017 
 
LOCATION
Galesburg, IL (KGBG) 

ORGANIZER
National Stearman Fly-In Inc.

CONTACT
(309) 343-6409

46TH NATIONAL STEARMAN 
FLY-IN

2017 STEARMAN FLY-INS 
JUNE

OCTOBER

SEPTEMBER

DATE
August 4th-6th, 2017 

 
LOCATION
Cottage Grove, OR (61S)

ORGANIZER
Larry Tobin & Molly Littlefield

CONTACT
(509) 999-7436 or (206) 790-2263

2017 COTTAGE GROVE 
STEARMAN FLY-IN

AUGUST

Squadron Flight Schedule 
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• FOR SALE ike new Sensenich wood prop, 
with hub, and prop nut. It has about 20 
hours on it (all from last summer). I have 
numerous up close pictures for those 
seriously interested. Have shipping crate 
and can get it out quickly if anyone is in 
need of one. Call or email for more details. 
Contact David Tatum
Phone: 817-966-2020 
04/23/2017

• FOR SALE Pitot tube with the copper pitot 
and static lines. This is the one that points 
inline with the strut. This part came from 
Athens, Greece in 1979. $275. Call me 
and I will email photos to you.
Contact William Kelley SRA# 1730
Phone: 805 556-5417
04/05/2017

• FOR SALE A-7 Magneto Switch - I have 
a very nice AAF Type A7 magneto switch 
for sale, $325 plus shipping. If interested 
please call and I will email photos to you.
Contact William Kelley 
Phone: 805 556-5417 
03/31/2017

• FOR SALE 450 Stearman E-75 P/W R-985 
by Tulsa Engines, 570 SMOH, H/S 2D30-
12 prop (108” Dia), Jasco alt., Appollo
SL-40 Trans., PS Eng. Intercom, Garmin 
196 GPS, Complete logs. Call for details. 
Contact Fred Krueger SRA# 2984
Phone: 505-238-1579
04/01/2016

• FOR SALE 2005 Oshkosh Grand Champion 
- Award winning ground up restoration 
by White Aero LTD. Still a flawless 
representation of its era. 1732 TTSNEW. 
Continental W670-6N. McCauley Steel 
Prop 1. Exterior/Interior: Authentic Colors, 
Schemes, All Military Stenciling. Avionics 
Discreetly wired for radio, intercom, GPS, 
ELT. $230,000 invested with attention to 
the smallest detail to produce a 100 hour 
restoration that accurately depicts how 
they were originally outfitted.
Contact Keith Harbour
Phone: 402-910-5246 
12/20/2016

• FOR SALE For Sale 450 Stearman - 
1995 Grand Champion at Galesburg IL. 
965 SMOH. Custom paint & interior in 
great condition, always hangared. Fresh 
Annual. Four ailerons, smoke system. 
Panel includes Narco radio w/glide slope, 
transponder and encoding altimeter. Beech 
cowling, baffling & induction systems; 
E-80 starter. Must see.
Contact Ken McCullough
Phone: 909-730-1577
04/23/2017

• FOR SALE W-670 Cont. Exhaust Ring - 
This ex. ring is new and has been glass 
coated silver. Price reduced, free delivery 
only in USA. 
Contact Walter Marks SRA# 181
Phone: 772-778-2023
09/18/2016

• FOR SALE Hamilton Standard 2B20 -15, 
complete propeller. This prop has been 
in my storage for over 40 years. I have 
no shipping box. Prop Shop says to ask 
$5,000 (will consider nearest offer). 
Contact Steve McDonald SRA# 513
Phone: 386-963-2527
12/18/2016

• FOR SALE Bendix,Stearman Wheels/with 
covers (can supply new brake drums) - 
These wheels can be used with Red Line 
disk brakes or Bendix system,they come 
with dust covers. Can also supply new 
drums at extra cost.
Contact Walter Marks SRA# 181
Phone: 772-778-2023
12/08/2016

• FOR SALE Rebuilt Lycoming 225HP 
R680-17 - Zero Time Rebuilt Lycoming 
225HP R680-17 radial engine for 
sale. Rebuild by Bill Dekker. Can email 
photos and additional details. Contact 
Mark at 415 235-4323 or email me 
at jetskyflyers@yahoo.com. Asking 
$26,000.00 plus freight and insurance.
Located Napa County Airport.
Contact Mark Feldman
Phone: 415-235-4323
02/22/2017

• FOR SALE Complete L.H. upper wing rib 
kit with boxed root rib. Upper wing tip bow 
with light adapter. Cowl-upper side engine 
L.H. Door-engine cowl side L.H. Walk assy-
engine cowl. Cowl-bottom engine. Support 
assy-lower engine cowl. Front & Rear 
windshield frames. Front & Rear bulkhead 
cockpit cowls. Baggage compartment cowl 
assy & door assy. Cowl assys-upper front 
fuselage, intercockpit, front cockpit L.H. & 
R.H. rear cockpit L.H. & R.H. Front & Rear 
instrument panels with bases. Aileron idler, 
aileron bellcrank and wing root inspection 
doors. Haliburton lower landing gear 
fairings. Main wheel rims. Complete L.H. & 
R.H. wheel brake assys. L.H. & R.H. brake 
back plate fairings. $7500 Lot. Email me 
at bigdog1@wildblue.net for more details.
Contact Ralph Navar SRA #3184
915-474-9948
02/16/2017

• FOR SALE Cockpit Enclosures & Winter 
Fronts for the Model 75, complete, ready 
to install or in kit form - These enclosures 
are Boeing designed and many of the 
components were made by Piper Aircraft 
under contract with Boeing. These come 
with either the Boeing designed baggage 
compartment or one that opens with 
clamshells. The rails & channels are new 
Piper or just new. The winter fronts are 
made from new spinnings and CNC’d front 
plates. These are all offered as complete 
with color of your choice or polished 
aluminum retainer pieces or in kit form. 
Note the red Stearman on my website, I 
put a cockpit enclosure and winter front 
on it and flew in the winter in 20 degree 
weather !! I also offer the 10SC tail wheel 
adapter rings, STC’d and the complete 
Stearman drawings on 4 CD’s. These 
drawings are from first generation microfil.
Contact Russ Harmuth
Phone: 209-795-9378
11/30/2016

• FOR SALE Hamilton Standard 2B20 
propeller hub with wood 102” ERCO 
Blades, In storage.
Contact Bill Moon
Phone: 817-564-5796
02/21/2017

Member Classifieds

 FOR SALE
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• FOR SALE Stearman Motor Mount - Lyc. 
225/300 motor mount,cleaned and epoxy 
primed.Call for pictures details.1200 obo. 
Contact Bob Haggblom
Phone: 503-866-1710
02/19/2017

• FOR SALE Napa Valley Biplane Company 
Assets For Sale - Selling all assets of the 
Napa Valley Biplane Company. Would 
like to sell all assets as a “lot”. However, 
will consider the sale of parts inventory 
separately. Includes 1942 Boeing 
Stearman / Ground up restoration in 
2002 / TT: 230 Hrs. + / Always Hangared 
/ Spare Rebuilt R680-17 Lyc. 225 Hp. 
Engine By Bill Dekker / Large inventory of 
Boeing Stearman and other WWll vintage 
aircraft, propellers, hardware and engine 
parts open to separate sale. Assets include 
flight operations and maintenance support 
inventory. Can email complete set of 
photo’s on request. Available to view at 
Napa County Airport. Prices On Request. 
Email me at jetskyflyers@yahoo.com or 
visit NapaValleyBiplane.com for details.
Contact Mark Feldman SRA# 2949
Phone: 707-647-3758
11/16/2016

• FOR SALE 1942 Boeing Stearman with 
P&W 450 Engine - Engine 212 Hours 
Since Major Overhaul, New Propeller 
Hub – 19 Hours, New 3 Year Inspection, 
Half Engine Cowling, Hamilton VPP 2D30 
Propeller (Full Size) with Spinner,
Disc Brake Mod ,Mustang Tail Wheel, 
Sprung Tail Wheel Shock Absorber, Electric 
Starter, Alternator, Gill 50E Battery,
Skytronics Controller, Ground Power 
Connector, Radio and Intercom, 2 x NATO 
to Standard Headset Converters, Ceconite 
Covering – White with Blue Sunburst,
Oversized Rear Flying Wires Email for 
pictures Price £79,950.00 Spare mag, 
cylinder, flying wires, wheels, prop hub, 
set of disc pads, baggage door Price 
£7,500.00. Email me at goold@me.com.
Contact Rick Goold
Phone: +447785595003
Location: Nottingham, Notts, UK 
08/10/2016

• FOR SALE Parachutes for sale - Sale, 
pack, and repair pilot parachutes, Seat 
& Back Type. Seat and Back Packs in 
WWII color scheme kaki pack fabric white 
harness webbing. Also available OD, Black 
and most colors. Call 1-800-872-2488 or 
visit www.parachuteshop.com for details.
Contact Don Mayer
Phone: 978-433-8550
11/07/2016

• FOR SALE Used Stearman upper wing 
set - Used upper wing set as removed 
from airworthy aircraft. Complete with 
all fittings/still covered. Records indicate 
wings were reconditioned in 1982. Covered 
in poly fiber/stits. $5,000.
Contact Benjamin Redman
Phone: 507-331-8446
01/30/2017

• FOR SALE 450 Stearman for Sale, 
Tow Hook, Smoke, with Banners - 450 
Stearman that I cannot exercise enough. 
Flies great. Has tow hook with complete 
banner set. Also smoke system. P&W 485. 
Complete logs and photos available via 
DropBox. Based KDIJ (Driggs ID, 18 west 
of Jackson Hole) Brent Blue SRA#4614
Contact Brent Blue
Phone: 307-690-8002 
11/17/2014

• FOR SALE Stearman Tail Feathers. 
Elevator, Rudder, Stabilizer set. - $12,500 
- Restored Stearman Rear Epennage. 
These are ready for install and are 
completely rebuilt. Covered in the Stits 
Polyfiber, painted with Polytone. Could be 
sprayed with Poly-Tone Aero-Thane Gloss 
to make them gloss. Quality workmanship. 
Selling as a set.
Contact Larry Dustman
Phone: 480-643-0951 
10/06/2016

• FOR SALE Strong Model 304 Parachute 
For Sale - Strong Parachute Model 304 for 
Sale. Manufacture Date 1998. Most recent 
inspection and certification June 2016. 
Excellent condition. $800.00
Contact Mark
Phone: 818-517-4737 
12/02/2016

• WANTED Ring cowl R680 polished - Need 
a polished or able to polish metal ring cowl 
for a 300 Lycoming R680. New or used.
Contact Curt Farley

Phone: 540-729-4191

04/18/2017

• WANTED I need part number 75-2845 
Clamp assembly, starter support, for a 
Lycoming R-680. I would prefer an original 
versus restored one, because the restored 
one I have is beautiful, it just doesn’t fit. 
For reference, it is pictured on the Dusters 
and Sprayers catalog page 85, and listed 
as item number 1.
Contact David Brothers

Phone: 760-521-4737

04/07/2017

• WANTED I am looking for an engine mount for 

the Lycoming 680 eng. for the Stearman. If u 

have one for sale or can help me find one I will 

really appreciate your help!

Contact John

Phone: 757-270-2522

04/04/2017

• WANTED Looking for a person/quote for the 

2 seat STC on the stearman. Preferably in the 

midwest area but willing to go farther away 

if necessary. If possible I would like to do it 

sometime in april.

Contact Samuel Healy

Phone: 920-723-1371

03/01/2017

• WANTED Looking for a person/quote for the 

2 seat STC on the stearman. Preferably in the 

midwest area but willing to go farther away 

if necessary. If possible I would like to do it 

sometime in april.

Contact Samuel Healy

Phone: 920-723-1371

03/01/2017

Current members can post non-commercial ads 

for free on our website www.stearman.net

Member Classifieds
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James Jeans
SRA # 5419
11968 Grey Squirrel Lane
Reston, VA 20194
jwjeans@vt.edu

Chris Keating
SRA# 5420
721 Butchart Dr
Prosper, TX 75078
Ckeating180@gmail.com

Peter Lane
SRA# 5421
227 Thorn Avenue Bldg D-2
Orchard Park, NY 14127
pla@desmi.com

Lyle Conway
SRA# 5422
18003 S. 12th Ave
Virginia, MN 55792
scottdaleretreat@hotmail.com

Paul Celio
SRA# 5423
714 Lost Canyon
San Antonio, TX 78258
pcelio@satx.rr.com

Jeff Marken
SRA# 5424
102 Shirah St
Destin, FL  32541
Jeff.marken@gmail.com

Andrew Akiu
SRA# 5425
P.O. Box 1389
Senoia, GA 30276
Aeromotive26@gmail.com

Anthony Daiuto
SRA# 5426
7500 Gulfstream Blvd
Marathon, FL 33050
antiqueaircraft@bellsouth.net

Karl Gratiex
SRA# 5427
693-400 Hwy 36
Susanville, CA 96130
kgratiex@frontiernet.com

Tim Newton
SRA# 5428
807 Willow Knoll Rd
San Antonio, TX 78216
luckynewt@aol.com

Christopher Culp
SRA# 5459
1170 North 2nd St P.O. Box 967
Jefferson, OR 97352
ayrpyg@msn.com

Kevin Fruehwirth
SRA# 5430
126 Lattice Gate St
Woodlands, TX  77382
Fruebird@yahoo.com

Mark Bautista
SRA# 5431
21284 Crystal Falls Dr
Sonora, CA 95370
Email: n/a

Mark Plaskett
SRA# 5432
55538 Jolon Rd
King City, CA 93930
mgplaskett@aol..com

Bill May
SRA# 5433
55 S.Ojibwa Rd
Monticello, FL32344
Bill.a.may@gmail.com

John Corradi
SRA# 5344
17586 Ryland Chapel Rd
Rixieyville, VA  22737
handlebar@hughes.net

Brent Mahoney
SRA# 3974
4695 Marshall Rd
Niagara Falls, ON L2G0M3
Brentmahoney26@hotmail.com

Doug Crane
SRA# 5435
90863 North Bark Lane
Coquille, OR 97423
drane@cvhospital.org

Logan Fifer
SRA# 5436
1004 Graf St
DEKalb, IL 60115
CubN8851O@gmail.com

James Crowley
SRA# 5437
7715 Erie St
Annandale, VA 22003
J_E_Crowley@yahoo.com

Charles Black
SRA# 5438
860 Mainsall Rd
Salisbury, NC 28146
Flyboy100@carolina.rr.com

Kevin Woodside
SRA# 5439
12517 Beverly Ford Rd
Brandy Station, VA 22714
Kwood14144@aol.com

Wade Woodburn
SRA# 5440
104 North Englewood Ave
Dothan, AL 36303
wade@engsystemsinc.com

Walter Hicks
SRA# 5441
555 Freeman Rd  # 121
Central Point, OR 97502
pkcoach@hotmail.com

Gregory Blok
SRA# 5442
3231 Elwood Ave
Grandville, MI 49418
Gregory.blok@gmail.com

Daniel Jack
SRA# 5443
72 Westover Rd
Fleet, Hants GU513DF, UK
dan@grassrootsflying.co.uk

Are you interested in becoming a 
Stearman Restorers Association 
member? Please visit our website 
for more information at
www.stearman.net

SRA NEW MEMBERS

Are you interested in becoming a 
lifetime member? Please visit our 
website for more information at
www.stearman.net

WELCOME SRA LIFETIME MEMBERS

New Members
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ADVERTISE WITH US!
Display Advertising Rates Per Issue:

Full page b/w.................$400.00
1/2 page b/w................$200.00
1/4 page b/w................$100.00

For more information, please contact  
Gary Oberti, 650-342-4311
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9 ship diamond formation over Christian Brothers College, St Louis
Photo courtesy of John Hodgson

Dennis Dunlap over Western North Carolina
Photo courtesy of Ashley Elder
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