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ABOUT THE BEARHAWK
The Bearhawk launched onto the kit-built aircraft scene in 2001, and 

since that time the well-received aircraft designs of Bob Barrows 
have secured their place in the world of aviation. Originally conceived 
as a personal project by Barrows to carry aircraft engines for delivery as 
freight, the aircraft proved useful in a number of other roles. Today, builders 
and pilots utilize the Bearhawk for backcountry and recreational flying, to 
transport gear and supplies, on cross-country adventure and exploration, 
and in a host of other roles.

The number of Bearhawk aircraft registrations is increasing across the U.S. 
and around the globe. With this popularity, the Bearhawk team decided it 
was time to publish a magazine with the express purpose of compiling 
and disseminating articles of interest to owner/operators as well as the 
extended aviation community. The focus of Bearhawk Magazine will, of 
course, be the Bearhawk line of aircraft. In these pages, we will share the 
experiences of builders, the unique personalities of Bearhawk pilots, plus 
everything that’s new and exciting in the Bearhawk world. We will take you 
on a ride with the history, the people, and the thoughtful ideas that came 
together to bring you the amazing Bearhawk aircraft.

In the first edition of Bearhawk magazine, we will introduce the three 
current designs: Bearhawk 4-Place, Bearhawk Patrol, and Bearhawk LSA. 
From the articles, and supporting content, you will learn what makes each 
of these aircraft uniquely suited to its role in aviation. Next, we will tell 
the story of Bob Barrows, a seasoned aircraft and engine builder, and pilot. 
The knowledgeable Jared Yates will narrate a history, giving enlightening 
facts about Bob and his motivations for creating these exciting airplanes. 
Personal stories from some compelling Bearhawk owner/pilots will put you 
behind the stick of the aircraft. We round out this issue with a depiction of 
the aircraft’s performance and specifications, then a detailed review of kit 
manufacturing and construction of this outstanding aircraft.

We anticipate that we’ll quickly run out of space in this first edition, so we 
are already looking forward to many more issues of Bearhawk Magazine. We 
hope in future editions to share your stories and experiences with Bearhawk 
aircraft. And, it’s likely that future designs and alterations will entice you, our 
readers, to become an involved part of the growing Bearhawk community.

Please enjoy the magazine and feel free to provide feedback on content 
that you would like to see us cover. If you are interested in contributing to 
the magazine, or if you have a product that you wish to advertise, please 
contact publisher Mark Goldberg at Bearhawk Aircraft. He has the know-how 
to make this happen and is a valuable resource if you have any questions 
about the Bearhawk. And finally, if you are new to the Bearhawk community, 
we wish to welcome you to one of the most exciting groups of aircraft 
owners and operators around. We are pilots, owners and operators who 
enjoy adventure, and we are passionate about flying Bearhawk aircraft. 
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In recent years we’ve seen utility come 

to the fore in many of the new kit 

designs. However, with a few exceptions, 

all of the offerings have defined utility as 

being two people carrying only what they 

need to get by.

And then there is Bob Barrow’s offering, 

the Bearhawk. Bob defines “utility” as an 

airplane with few limitations in the way it 

is used. This includes four full-sized seats 

(the cabin is the same size as a Cessna 

172), 1200 pounds useful load, 55 gallons 

of fuel standard, and the ability to hang 

anything from 150 to 260 horsepower in 

front of the firewall. Now that’s a usable 

airplane.

Barrow’s airplane is also unique in today’s 

homebuilt environment, where the 

predominant thought pattern seems to 

be build-it-fast-and-don’t-worry-about-

the-cost. Refreshingly, the Bearhawk 

emphasizes simplicity and low cost.

The cost of entry required to build Bob’s 

130–150 mph, carry-anything-and-land-

anywhere airplane is as low as two 

hundred bucks for the plans. Past that, you 

can spend as much as you like, when you 

like, as fast as you like. That’s the beauty 

of kit-built airplanes. You can spend a 

couple hundred bucks on aluminum and 

start hammering out ribs, or drop a larger 

bundle for the entire bill of materials, 

which in the Bearhawk’s case is estimated 

at under $6,000, which includes everything 

(as in EVERYTHING) with only the engine 

and propeller to be added. Then there’s the 

Quick-Build kit, priced from $40,500.

Bob did not start out to design an airplane 

to sell. In fact, the Bearhawk was originally 

a project meant to fill his own needs 

for utility in his airframe and engine 

building business. But, we’re getting ahead 

of ourselves.

First, it is necessary to understand Bob 

Barrows and how he came to be sitting 

under his airplane at Oshkosh answering 

BEARHAWK 4-PLACE
BACKCOUNTRY, CROSS COUNTRY,  
HEAVY HAULING, UTILITY, STOL & MORE
by Budd Davisson

It’s a 130–150 mph, 
carry-anything-
and-land-anywhere 
airplane.”
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a million questions about his obviously 

useful airplane.

Bob has been a practicing mechanical 

engineer for over thirty years, which 

included a long stint as Manager of 

Engineering for one of Ingersoll-Rand’s 

facilities in Virginia. However, that was 

only one part of his dual life. Outside 

the office, he had developed his own 

little airport, where he built airplanes and 

re-built engines.

Initially, he built a Midget Mustang, then 

designed and built his own STOL, single-

place bird he called the “Grasshopper.” He 

flew that for 15 years before parting with 

it. Then there was a 260-hp, symmetrical-

everything, Pitts-type aerobatic machine. 

And an RV-3. And a couple of rebuilt 

projects.

By 1980, his engine business was picking 

up and he felt the need for a utility type 

airplane. He began work on what he then 

called the RB-4, later renamed Bearhawk. 

“I got some parts finished, spars and ribs 

and such. But then I decided I needed a 

four-place airplane for the business right 

then, and bought a rag-wing, Cessna 170 

project.”

The Bearhawk languished in the 

backwaters of his project ladened shop 

until he decided to leave Ingersoll and 

strike out freelance in 1988. “My engine 

business was doing well, so I wasn’t afraid 

of being out there on my own.” Confident 

words from a man with a wife and four 

kids.

It was at that point he decided to finish 

the Bearhawk which took “...oh, I don’t 

know, a year or two.” He acts as if building 

an airplane is a monthly occurrence on his 

little strip.

Which brings us up to Oshkosh ‘95, by 

which time he had been using the airplane 

for several years in his business. Bob makes 

no bones about the fact that his airplane 

is a working airplane. Not a show winner 

or a machine designed to blaze cross-

country in formation with the composite 

crowd. However, whenever we walked past 

the airplane on the flight line, there was 

always a number of folks asking questions 

or hanging their heads down in the cockpit 

to see how this or that was done.

The airplane was of interest to a lot of 

people because it was an airplane that 

makes a lot of sense. Which is exactly the 

reason I was attracted to it. It makes so 

much sense in so many different ways.

Bob is one of the friendly, more soft-

spoken types you’ll find, and was quick to 

agree to a flight. He is also just looking for 

an excuse to go flying.

While we were waiting to pull out from the 

flight line, I spent some time looking the 

airplane over. The wings are all aluminum 

and many of the details, Barrows is quick to 

point out, lean heavily on Midget Mustang 

/ RV technology. This is especially evident 

in the spars, which are C-shaped 0.032-

inch channels with 1⁄8 x 11⁄4-inch straps of 

varying lengths riveted to the web face 

inside the flanges. The straps are stacked 

in varying depths and lengths depending 

on the stresses and are centered on the 

outer strut attach point rather than all 

emanating from the root as with cantilever 

designs.

The flaps and ailerons are all aluminum 

framing with fabric cover and hang from 

the rear spar, which Barrows says is 

heavier than normal for that reason. The 

ailerons hang on long, tubing weldments 

which form tripods bolted to the rear spar. 

The flaps, which extend all the way out to 

50 degrees, are simple hinged affairs. Bob 

says he considered Fowlers but opted for 

hinged flaps because of their simplicity 

and small trim change when deployed.

The ribs are all hand formed over wood 

forming blocks with no stretching done. 

Instead, they are partially bent over the 

forms, then the flanges hammered to 90 

degrees while off the form. The resulting 

distortion in the rib is removed by fluting 

the flange between the rivets.

The entire control system, elevator and 

flaps included, uses cables and pulleys 

rather than push rods, although bellcranks 

do move short pushrods to activate the 

ailerons. The bellcranks and final pulleys 

mount on steel tubing weldments bolted 

between the spars.

The 33-foot wings are skinned in 0.025-

inch aluminum and use bucked or squeezed 

solid rivets throughout.

The struts are aluminum, and Bob says the 

best source for them is damaged 180/182 

Cessnas. His are four inches shorter so 

struts with broken forks can be salvaged 

and used.

The fuselage is good, old-fashioned steel 

tube, which Bob used for a reason. “From 

an engineering standpoint, steel tube 

is easy to analyze and the calculations 

are reliable,” Bob explains. “It also offers 

excellent protection in case of an accident 

and is easy for the homebuilder to build 

with a minimum of tools and jigs.”

In reviewing the plans, I found nothing 

in the fuselage that was even remotely 

difficult or unusual. In fact, the main wing 

fittings nest a U-shaped fitting inside the 

usual blade-type fitting which not only 

gives additional area for bearing strength 

without welding across the load path, but 

gives a huge amount of weld length so the 

quality of the weld becomes less critical. 

There is a lot of this kind of thought 

throughout the airplane.

Because the fuselage changes cross 

sectional shape quite often, it looks as if 

it is going to be one of those fuselages in 

which the top and bottom trusses are built 

first, then jigged into position and the side 

pieces added.

The most complex pieces, actually the only 

complex pieces, are the Maule-type oil-

spring shocks in the landing gear. Those 

will require a little machine work but the 

result is an aerodynamically clean shock 

system which doesn’t take up any cockpit 

space.

When the cowling is opened, the first thing 

you’ll notice is the huge amount of space 

behind the engine. There’s at least a foot 

of empty space. But, when there’s a 260-

hp Lycoming under the hood, that’s where 

the extra set of cylinders go. The propeller 
(continued on page 34)
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Accessibility, and 
a willingness to 
answer questions, 
was one of the 
key attributes 
that sold me 
on building a 
Bearhawk.”
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Back in 2008, I met Robert “Bob” 

Barrows just as many others have, 

sitting in a chair a few yards from his 

airplane. He has spent countless hours 

sitting in the shade under his wing during 

fly-ins and events, available to discuss his 

work and design choices. Have you ever 

wondered why his designs are high-wings?

This accessibility, and a willingness to 

answer questions, was one of the key 

attributes that sold me on building a 

Bearhawk.

In the few years since then, I have seen 

Bob answer the same questions from 

new builders and potential customers over 

and over again, each time with just as 

much humility and enthusiasm as the 

time before. How does he do it? I think the 

answer lies in the story of the path that 

brought him to where he is today.

Bob was born in 1942 in Pittsfield, 

Massachusetts. He began designing 

airplanes when he was about 8 years old, 

starting with models. He purchased and 

assembled a few flying model kits, then 

found that he got more enjoyment out of 

buying raw materials and designing his 

own. He watched to see what worked and 

what didn’t, both in his models and in the 

designs of others.

When he got to high school, he learned 

the structural analysis techniques that 

enabled him to verify much of what he had 

already learned by trial and error.

Bob graduated high school in 1961, from 

a special pre-engineering program. The 

USSR had just launched Sputnik in 1957, 

and the space race was in full swing. 

Local engineers got together with the 

school board to create a curriculum that 

would turn out the next generation of 

engineers. These new thinkers were to give 

us the advantage over the Soviets, so the 

program included coursework that would 

usually not be available until college.

The special program was not easy to get 

in to, and Bob remembers that he had to 

be very persistent with the admissions 

process, up to a point of telling the 

administrators that if he couldn’t get into 

the engineering program, he wasn’t going 

back to his other school.

In addition to the special coursework, 

Bob also remembers having access to the 

vocational school’s machine shop. Since 

the shop facilities and school were in 

the same place, he would go to the shop 

after classes and learn about welding and 

machine work. Dedicated teachers were 

often there after-hours, and he honed 

his skills on homemade go-carts and 

motorcycles. That program turned out to 

be very beneficial for Bob, and it continued 

for other students for 15–20 years after he 

graduated.

Bob’s next step after high school was 

to enroll in the Western New England 

College, a small private engineering 

college in Springfield Massachusetts. 

While there, Bob married his wife and had 

their first child. He completed his Bachelor 

of Science in Mechanical Engineering in 

1966.

One year prior, Bob had saved enough 

money and spent some time at the local 

airport. He completed the flight training 

necessary to solo in a J-3. Also while a 

senior in college, Bob ordered a set of 

Midget Mustang plans and started the 

mental preparations to build one.

In 1966, he learned about the EAA and 

became a member, and used his first 

paycheck after college to order the 

airframe materials for his project. Bob got 

BOB BARROWS
BEARHAWK AIRCRAFT DESIGNER

by Jared Yates

Bob began 
designing 
airplanes when 
he was about 
eight years old. 
In high school, he 
learned structural 
analysis. 
Following 
a degree in 
mechanical 
engineering, a 
pilot’s certificate, 
and host of 
airplane projects, 
the Bearhawk was 
born.”
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into building his own airplanes, in part, 

because he saw as the cheapest way he 

would be able to fly. With a young family, 

and in the early stages of his career, he had 

few resources to devote to this hobby.

Bob test flew his Midget Mustang in 

1968. The usual engine choice for the 

Midget Mustang was between 85–100 

horsepower, but he chose one with 150 hp. 

On the day of its first test flight, Bob had 

a total of 47 hours of flight time mostly 

in a Piper Cub, with a couple of hours of 

Luscombe time to help ease the transition. 

He was able to bring the airplane home 

safely, but the flight proved much more 

exciting than it should have been. 

Bob’s next airplane project was a slow 

flying high-wing airplane of his own design 

he called the “Grasshopper.” He made the 

wing from formed aluminum ribs, using 

techniques similar to the Midget Mustang. 

His experience with the tapered Midget 

Mustang wing helped convince him to 

make the wing chord of the Grasshopper 

constant, thus saving many hours of work 

making unique form blocks for each rib.

Even in his early airplane design days, 

Bob’s wisdom as a mechanical engineer 

led him to design structures that he could 

build relatively easily—this trait is part 

of what makes the Bearhawk family of 

airplanes so successful. The Grasshopper 

had a wooden spar and external wire 

bracing. It flew well, though slowly, behind 

its 65 hp Continental. Regrettably, 15 years 

and 700 flight hours after he built the 

Grasshopper, it was destroyed in a flood. 

The framework of one wing still hangs on 

the wall in Bob’s shop, and a few subtle 

features of the aircraft survive in the 

Bearhawk designs today.

His next creation took a change of pace. 

It was a fire-breathing aerobatic biplane 

with a Lycoming O-540 and a 19-foot 

wingspan, completed in 1980. He designed 

the biplane with aerobatic competition 

in mind, but soon decided that he didn’t 

really enjoy that kind of flying. But with the 

biplane, he learned about his preference 

for high-wing airplanes, especially with 

regard to ground visibility and crash 

survivability. These days Bob’s biplane is 

in the hands of another local owner, who 

is working to restore it to flying condition.

After the biplane, Bob completed an RV-3 

project that another builder had started. 

After the RV-3, Bob built a Ford-powered 

Pietenpol Air Camper. He followed the 

original plans as closely as possible, just 

to see if he could build and fly an airplane 

the way those old guys had done 50 years 

before. The airplane had no brakes, and it 

had a tailskid in lieu of a tailwheel. It was 

a very simple airplane, and it validated 

Bob’s realization that airplanes didn’t need 

complexity to fly, or to be fun.

He said, “The guys figured it out back then. 

With no brakes, you never had to worry 

about nosing over. You did have to jump 

out every now and then to turn it around 

though.” The landing gear geometry on 

the Pietenpol accounts for this operating 

strategy, and there is very little weight on 

the tail. Forward elevator and a blast from 

the prop will pick up the tail, allowing the 

rudder to steer more effectively. This is 

the opposite strategy that Bob used in his 

new design, where he planned on having 

brakes and placed the main wheels much 
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farther forward. He says “I wanted a plane 

that I could brake hard and stop without 

turning over, one that I could almost land 

in the grass with the brakes locked.” Yet 

another example of how each of Bob’s 

prior projects placed tools in his mental 

engineer’s toolbox. Each of his Bearhawk 

designs includes some of the best features 

from his prior projects.

All of these airplane projects happened 

concurrently with his full-time career as an 

engineer. From 1968 to 1975, he worked for 

Chicago Pneumatic designing air tools, and 

he still holds several patents in this area. 

He was hired at Ingersoll Rand in 1975, 

and did similar work there. He enjoyed 

the job and did good work, but in 1987 

his division was relocated, and he didn’t 

want to move from his home in Fincastle, 

Virginia, where he still lives today. He 

continued to work with the new division 

that came to his area, but he wasn’t 

enjoying himself enough to make it worth 

staying. He left the security of the full-time 

job to do some part-time consulting work 

with his old Ingersoll Rand division, and 

has worked for himself ever since.

In addition to his full time jobs, Bob 

was a consulting engineer for a company 

that built the mechanical systems and 

blades for windmills, from 1975 to 1985. 

The oil crisis of the early 1970s yielded 

government subsidies that gave a boost 

to the alternative energy industry, and 

the company that Bob worked with made 

very large 200–800 kilowatt wind-driven 

generators.

In 1985, the river that flows along his 

property flooded and destroyed all of the 

airplanes at the airport. While moving 

dirt to rebuild the runway and restore 

the original path of the river, Bob noticed 

that the runway area of his property was 

formed of very deep topsoil. In the time 

between his corporate job and the growth 

of his engine shop work, he was able to 

supplement his income by selling some 

of that topsoil. He also designed a few 

small aviation products, including a tow 

bar for the Cessna 170, and a tool to make 

it easier to install landing gear bungee 

cords. He sold a few of these, but found 

that there really wasn’t enough revenue to 

make the work worthwhile. 

Bob started building engines for others 

in the early 1990s. At the time, he was 

flying a Cessna 170 which he started using 

to fly to places to pick up engines and 

parts to use in his business. After a few 

years with the 170, he began to think of a 

better way to design the landing gear. The 

original Cessna 170 gear is a spring steel 

arch, with no dampening. Since the 170 

is a type-certificated airplane, he couldn’t 

develop an improved landing gear without 

significant paperwork, and he found that 

the age of the airplane caused some 

ownership complications. As his engine 

business grew, all of these factors took him 

to the drawing board to create a clean-

sheet design that would serve his mission 

better.

The Bearhawk 4-Place is a true utility airplane, slightly larger than the much-loved Cessna 172 with a large cargo area and separate access door.
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In this sense, Bob designed the Bearhawk 

as a replacement for his Cessna 170. His 

prototype Bearhawk had his signature 

shock-strut landing gear, quick-removing 

seats to ease engine loading (though 

notably, no cargo door), and all of the other 

features that he could think of to make 

the airplane fit his needs. The Bearhawk 

did well as an engine transporter, and 

also turned out to have great handling 

qualities.

Bob first flew the Bearhawk to Oshkosh 

in 1994, but that year he parked in the 

camping area and it didn’t get much 

attention. More folks noticed it when he 

flew it to Sun n’ Fun in 1995, and Bob 

figured he had enough interest to justify 

cleaning up the drawings to sell copies to 

the public. He sold a few sets at Oshkosh 

in 1995, and while he was there, Budd 

Davisson flew the airplane and wrote an 

article that ran in the October 1995 issue 

of Sport Aviation magazine. Bob credits 

this article as being “the catalyst of the 

whole Bearhawk business.”

After Budd’s article, orders came as though 

a floodgate was opened, and Bob sold 

hundreds of sets of plans. He credits the 

interest to the timing and demand for 

a four-place airplane. By the mid-1990s, 

prices had spiked on aging Cessnas that 

were only getting older and more worn 

out. Cessna had stopped production on 

new airplanes in 1985, and would not start 

again for another two years. There were a 

few four-place homebuilts available, but 

none of them were very useful as utility 

planes. If Bob’s first publicly marketed 

design had been a two-place tandem 

Cub replacement, it would have been just 

another design in a saturated market. The 

Bearhawk’s mission as a useful four-seat 

airplane was a special niche that allowed 

it to stand out and showcase Bob’s clever 

design methods.

In the first prototype Bearhawk, Bob was 

able to carry complete engines, even 

without the cargo door. The front seats 

were easy to remove without tools, so 

he would pull them out and position 

the engine behind them with a hoist. 

He’s not a fan of the cargo door, figuring 

that it adds 20 pounds and 100 hours of 

work to a Bearhawk, but the option has 

seen strong customer demand. While his 

designs have started out as a way to fill 

his own needs, his business sense tells him 

that he also has to be in tune to the wishes 

of customers.

It was on that note that he built the second 

Bearhawk prototype, which was equipped 

with the much larger Lycoming O-540. 

He originally designed the Bearhawk with 

the O-360 in mind, but left room in the 

cowl for the larger six-cylinder engine 

as an option. This second prototype was 

intended to be a showcase for what the 

design could do with the larger engine 

and a cargo door. He finished this airplane 

in 1998, and wareplaes able to have Budd 

write a follow-up article about the new 

prototype. With an empty weight of 1310 

pounds, the performance was fantastic. 

Bob recalls that the climb angle was so 

steep that he had to get used to not having 

any forward visibility shortly after takeoff.

Bob soon realized that he didn’t need two 

four-place airplanes, so he decided to sell 

one. To avoid making the hard decision 

of which one to sell, he put both on the 



The Bearhawk’s useful load (depending on engine and builder finish-out) ranges from 1100-1500 lbs. The 50-gallon main fuel tanks can be filled 

and four full-sized adults carried with room left over for 250 lbs of baggage or cargo.
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market and intended to keep the one that 

didn’t sell first. The couple who ended up 

buying one came to visit and flew both 

planes, then went home to try to decide 

which one they liked best. They decided 

on the more expensive and more powerful 

second prototype, and have put it to good 

use since their purchase. They have flown 

it all over the country, including trips to 

Alaska. The husband and wife owners 

are both pilots and still own the airplane 

today.

The Bearhawk Patrol was the next airplane 

that Bob designed and built; its first flight 

came in 2002. He loves the Patrol and sees 

it as the perfect personal airplane for his 

mission these days. The Bearhawk 4-Place 

was great for transporting engines, but as 

the years went by, the cost of aviation went 

up and the cost of freight shipping went 

down. He didn’t need to go places fishing 

for engine parts, because as his reputation 

as an engine builder grew, sellers started 

coming to him. Engine deliveries by small 

airplane became less common, and he 

usually flew solo when he was flying 

around for fun. He also wanted centerline 

seating, and he knew that he could use 

lessons from the Bearhawk to design an 

airplane with a tandem two-place cabin 

that would exceed Bearhawk performance 

and efficiency. The Patrol was the result, 

and he still very much enjoys the airplane.

Bob’s most recent design is the Bearhawk 

LSA. He wasn’t too motivated to build 

the LSA at first, since the Patrol filled his 

needs. This showed in the time it took 

for him to complete the airplane. Instead 

of the usual three to four years that Bob 

would spend to build an airplane, the LSA 

took eight. Builders were asking for an 

airplane that would work as well as his 

other designs, but still meet the LSA rules 

so that they could enjoy LSA benefits like 

the self-certifying medical.

Bob’s first solution was to encourage 

customers to build the Patrol, but to focus 

on keeping the plane as light as possible. 

The official max gross weight would be 

1320, and the structural margins would 

be huge. Most builders weren’t willing to 

make the sacrifices that would be required 

to keep a Patrol this light, so that solution 

wasn’t optimal. The LSA was a fresh new 

design that would be as comfortable as 

the Patrol, but not as payload-capable or 

as fast. Even though speed wasn’t one 

of his main design goals, he was still 

surprised with how fast the LSA ended up.

How does Bob work through the design 

process? At this point in his career, he has 

a pretty good idea of how the airplane 

is going to come together before sitting 

down at the drafting table. He starts with a 

template that is shaped like a seated pilot, 

then draws the airplane outward from that 

point. Initial ideas are heavy on intuition, 

which he follows up with calculation and 

analysis.

Bob stands behind his products; he gets in 

them and flies them around the country. 

When not flying to Oshkosh, Idaho, Texas, or 

Florida, he’s a phone call away for builders. 

This kind of support is rare these days, and 

as a builder, I found it very encouraging. 

Bob’s designs have an elegant simplicity 

that doesn’t come by accident; rather, it 

comes from decades of airplane building 

experience. He has designed the Bearhawk 

airplanes to be successful projects for 

amateur builders, and personally, I’m glad 

he has done such a great job. 
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Why do dogs like to stick their head 

out the car window when driving 

down the road? They look to be in sheer 

delight as their jowls flap in the breeze. 

Some would suggest that with more than 

a million scent receptor cells located in a 

dog’s nose and roof of the mouth, they are 

analyzing all the scents that are rushing 

into their face. I tend to think in simpler 

terms. I think dogs stick their heads out the 

window because it feels good.

I recently had the opportunity to fly the 

Bearhawk 4-Place and Bearhawk Patrol. To 

describe the experience in simple terms, 

I felt the sheer delight a dog feels with 

his head out the window driving down 

the road. I’m pretty sure my jowls were 

flapping, and maybe even a little saliva 

was dribbling from the corner of my mouth. 

It simply felt good.

To prepare for flying the Bearhawks, I went 

back through the archives and re-read as 

many pilot reports as I could find about 

them. I went in with a pretty good sense of 

what to expect. Previous experience with 

“similar” aircraft span from flying Cessna 

180s and Piper Pacers, to currently flying 

an Aeronca Chief. I’m a Bearhawk builder, 

and I have always had an estimated sense 

of how flying a Bearhawk might feel even 

though I had never actually flown one. It 

must feel good, right?

So, to share my experience you’ll first need 

to understand that I am not a technician 

or a “numbers” person. I fly by feel. Rather 

than analyze an airplane I’m more like a 

dog with his head out the window. I don’t 

need a stall warning horn to tell me I’m 

about to stall. (Actually I find a horn to be 

a distraction that interrupts the sense of 

feel.) I can’t analyze particular settings and 

tell you what is technically best but I can 

feel settings, or profiles, and relate what 

“feels good.”

Day One with the Bearhawk

Having an incomplete Bearhawk under 

construction in my garage, I was anxious 

to have the opportunity to experience 

flying a Bearhawk. My first flight was an 

orientation flight with me sitting in the 

right seat. I was expecting an impressive 

takeoff roll from the Bearhawk, equipped 

with a Lycoming O-540 engine. So, I was 

as prepared as someone who is told that 

a balloon is about to be popped—it’s still 

startling even though anticipated.

The Bearhawk accelerated and launched 

off the runway quickly, even with zero 

flaps. Before I knew it we were climbing 

out at an impressive rate of 100 mph. I 

didn’t even see what our rate of climb was, 

but we were through 1,000 feet within a 

few quick blinks of the eye—again, like a 

dog with his head out the window. After 

the orientation flight, we returned and 

landed. I was ready to try it out myself.

I strapped on the left seat and configured 

to duplicate the zero flaps takeoff we 

made earlier. The AviPro Bearhawk has 

the throttle/prop controls on the left side 

of the panel, so it is flown with your right 

PILOT REPORT:
FLYING THE BEARHAWK 4-PLACE AND PATROL
by Wayne Massey
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hand on the stick and your left hand on the 

throttle. I normally fly with my left hand, 

so I expected it to feel a little awkward, 

but it didn’t.

Once again, the takeoff roll acceleration 

was spectacular and the Bearhawk tracked 

effortlessly down the center of the runway. 

Tail off the ground, the Bearhawk lets you 

know it’s ready to fly, and away we went. 

My jowls began to flap. Climbing out at 

90-100 IAS, the forward view is excellent. 

I was up to maneuvering altitude before I 

knew it.

I did a few Dutch rolls to get the feel of 

turn coordination. The Bearhawk is said to 

have adverse yaw, so I wanted to get the 

feel of it. I actually over anticipated the 

rudder inputs needed, and initially was 

using way too much rudder. The Bearhawk 

does not have nearly the adverse yaw that 

my Chief does. So, I actually had to tame 

my feet down a little for coordinated turns. 

I found it only took slight rudder inputs 

prior to aileron/elevator inputs. With the 

feel of yaw established, I didn’t have 

to think about it anymore and adapted 

almost immediately.

Continuing with the air work, I did some 

standard rate and 45-degree turns in both 

directions at normal speeds. Then I played 

with some steep turns.

The stick forces are light and need little 

input. I found myself over-controlling with 

the stick. I’m not used to the stick needing 

so little input, so initially holding my 

altitude was a less than desirable +/- 200 

feet. That had nothing to do with the 

airplane but had everything to do with me. 

Also, my right hand was “in training” so 

that added to the lack of precision. I was 

determined to adjust to the feel of the 

control forces of the stick.

Next, I played with slow flight: clean, 

various flap settings, turns in all 

configurations. The Bearhawk felt good 

in all configurations. Having flown Cessna 

180s quite a bit with manual flaps, the 

Bearhawk flap handle felt very natural to 

me. It’s easy to reach and find the handle 

without even having to look at it, all the 

while keeping your eyes out the window.

I played with the overhead trim and 

found it to be super sensitive and very 

effective, requiring very little movement. 

The Bearhawk is easy to fly in straight-

and-level configurations using trim alone 

(hand off the stick) with just a slight 

movement of the trim wheel. Once set 

I felt the sheer 
delight a dog 
feels with his 
head out the 
window driving 
down the road. 
I’m pretty sure 
my jowls were 
flapping. It 
simply felt 
good.”
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it will hold altitude and not wander. 

Since I normally fly with my left hand, 

occasionally my left hand would sneak 

over and try to take the stick away from 

my right hand and I’d have to slap it away. 

However, to maneuver the flaps or trim 

in this particular configuration, it was 

unavoidable to give my left hand a little 

stick time during the use of flaps or trim.

Moving on to stalls: clean at idle, clean 

with power, various flap settings, turning 

stalls; the Bearhawk is real solid. It feels 

good. In all configurations, the Bearhawk 

doesn’t feel to have any 

tendency to drop a wing. 

In fact, when I held the 

stick full aft in a wings 

level stall, the nose would 

maintain attitude for a 

moment then drop slightly 

then again pitch back up 

and repeat, kind of like a 

leaf falling from a tree.

Heading back to the 

strip, it was now time for 

takeoff and landings. As I 

set up for my first landing, 

again I had to work at 

not over-controlling the 

stick. Lowering the flaps 

on schedule and speed, 

I was trying to keep a 

smooth transition with flap 

deployment. The stick was still winning at 

this point.

Turning final, I lowered to three notches 

of flaps for landing. I was still bobbling 

the nose up and down a bit with my right 

hand “in training” trying to reign in the 

feel of the stick controls. I was planning 

a three-point landing. The Bearhawk was 

eager to please, touched down in a three-

point stance and tracked straight down 

the centerline with no tendency to wander 

off-center.

With my Chief, I find myself needing to 

dance on the rudder pedals on roll out. But 

the Bearhawk wasn’t in a dancing mood at 

all. It felt good. I’m not a very good dancer 

anyway, so the Bearhawk is my kind of 

date.

I did a couple more takeoff and landings 

in the same configuration getting an even 

better feel. Mixed in with some of the 

landings, I tried some approaches with 

two notches of flaps with a slip. The 

Bearhawk comes down like a rock in this 

configuration. You would have to be pretty 

high to be forced into a go-around with 

this capability.

After a short break, I took the Bearhawk 

over to a local airport with a paved runway. 

I really don’t like the feel of landing 

tailwheel airplanes on pavement, so I 

wanted to see how the Bearhawk behaved 

on pavement. Any squirrely tendencies of 

a tailwheel airplane are really exposed on 

pavement.

The Bearhawk had Goodyear 26-inch 

tundra tires, so I was expecting a challenge. 

I set up for a three-point landing, and was 

surprised that the landing actually needed 

no extra attention than turf. I made a fine 

three-point landing. It felt good. I tried 

another one in the same configuration 

just to make sure it wasn’t a fluke, and 

repeated the same results. It was really 

surprising to me that the tundra tires 

didn’t get squirrely on a paved runway.

Next, I thought I’d put it to the ultimate 

test, and try a wheel landing. Crossing the 

fence with the speed up a little, with three 

notches of flaps, I was set up for a main 

wheel two-point landing. As I touched 

down with the mains on the pavement 

and the tailwheel up I was anticipating it 

to be a little squirrely. Well, it was a little 

but still less than what most tailwheel 

airplanes feel like with standard size tires.

I danced on the rudders a little and set the 

tailwheel on the pavement, and it instantly 

felt stable. My sense 

is that it was mostly 

related to the 26-inch 

tires rather than 

anything else. Those 

“bushwheels” aren’t 

meant for pavement 

and I was surprised 

they handled as well 

as they did.

Departing back to 

Bearhawk’s home, 

on a heading of 300 

degrees, I wanted to 

get a good feel for 

a fast climb-out and 

acceleration to cruise. 

I leveled off at 1,500 

feet AGL, let the 

Bearhawk accelerate, 

set the power/prop at 24 square, then 

leaned the mixture. The indicated airspeed 

came up quick on 150 mph and passed 

through it.

I was playing with power settings and 

mixture when my internal clock said it 

was time to be looking for the airstrip. It 

had only been a couple minutes and the 

airstrip is 6.5 NM away. As the clock ticked 

by, I started thinking I was on the wrong 

heading or had missed it. Just then I saw 

an airstrip, but it wasn’t the right airstrip. 

I figured I must have blown by the home 

field, so I turned around and soon after 

confirmed I had, by four miles.

The Bearhawk flat out gets up and goes if 
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you ask it too. Landing back at the home 

strip, my right hand was starting to feel 

more comfortable on the stick. Resisting 

the urge to use my left hand was starting 

to pay off.

After another break, I wanted to try 

some STOL performance. By this time, 

I had already done some takeoffs with 

two notches of flaps. So I did a few 

more, lowering the flaps after takeoff and 

transitioning into best angle of climb. 

Climbing out at 70 IAS, I was at 1,000 feet 

in a ridiculously few short seconds. I don’t 

think I had even passed 

the other end of the 

2,800-foot runway yet.

With a few more takeoff 

and landings, I was 

getting real comfortable. 

I wanted to try a couple 

short-field takeoffs. 

Pretty much every 

takeoff in a Bearhawk 

is short-field, but I want 

to see its maximum 

performance.

I lined up for takeoff, 

with two notches of 

flaps, advancing the 

power and holding the 

tail lightly on the ground 

for the roll. The Bearhawk jumped in the 

air after 200 feet of runway, pointing 

the nose up in the air at a ridiculous 

angle/high rate of climb (maintaining flap 

setting) and accelerating. Kind of like a 

bucking bronco jumping out of the chute, 

but much easier to ride. Don’t try this with 

passengers because you’ll scare the crap 

out of them.

The Bearhawk has some “giddyup and 

go.” I even had to let out a little “yeeha.” I 

came back around, landed and did another 

one just because it felt so good. The last 

landing was full flaps, very effective, and 

handled nicely.

As much as I wanted to keep playing, 

I’d been watching some weather moving 

toward the airstrip, so after a little more 

playtime I landed the Bearhawk and taxied 

up to the hangar. After having so much 

fun, it was disappointing to have to put 

the Bearhawk away and bring the day to a 

close—probably the way a dog feels after 

a jowl-flapping car ride is over.

We closed the hangar doors with the 

Bearhawk securely inside and watched 

the storm move in. Winds gusted up to 

40, followed by a good rainstorm with 

lightning and thunder—a good time to sit 

back and reflect. I had experienced the 

sheer delight a dog feels with his head out 

the window, with jowls flapping, driving 

down the road. In reflection, I was gratified 

to have finally had a chance to justify 

having chosen to build a Bearhawk. I could 

not have made a better choice.

Having flown Cessna 180s, it used to be 

my dream to someday have my own. Before 

the Bearhawk came along, I thought the 

180 would be my perfect airplane. When 

the Bearhawk emerged onto the homebuilt 

scene, it caught my attention and distracted 

me away from the 180. In comparison, the 

180 is a station wagon and the Bearhawk 

is a sports car on steroids. The O-540-

powered Bearhawk, from my experience, 

clearly outperforms the 180. The Bearhawk 

was easy to get comfortable in at both 

ends of the performance scale. By the end 

of the day, it even had me thinking that 

maybe my right hand flies better than 

my left hand. Without a doubt, an O-540 

Bearhawk is the right airplane for me. I’m 

as gratified as a dog at the end of a good 

car ride.

Day Two with the Bearhawk Patrol

Day two is my opportunity to fly the 

Bearhawk Patrol. Between starting my day 

early and the exhilaration of my Bearhawk 

4-Place experience, I had gone to bed 

early and tired the night before. I woke 

up a couple times in the night reliving 

the experience with the 

Bearhawk. Now that I 

had an actual feel for the 

airplane, dreaming was 

much clearer. I couldn’t 

help but relive the 

feelings and exhilaration 

all over again several 

times through the 

night. In the morning, I 

surprisingly woke rested 

and ready for the Patrol. 

Although I was looking 

forward to flying the 

Patrol, I couldn’t help but 

feel like my trip to Texas 

had already reached its 

pinnacle having flown 

the Bearhawk the day before. So waking to 

a foggy morning wasn’t a disappointment, 

as it gave me more time to ponder my 

experience with the Bearhawk the day 

before.

Later in the morning the fog began to lift. 

It was time to saddle up the Patrol. We 

opened the hangar doors and the Patrol 

looked anxious to get out of the stable; so 

we rolled it out. After a Bearhawk versus 

Patrol differences narrative (or more 

correctly, similarities) and familiarization/

orientation flight complete, the Patrol and 

I were off on “our first unchaperoned 

date.” The Patrol was similar enough 

to the Bearhawk that I felt completely 

comfortable from the start.

Getting into the Patrol was kind of like 
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getting in the saddle of a horse from the 

right side: right foot in the stirrup (step), 

swing your left leg over the saddle horn 

(stick) and settle into the saddle (seat). 

The Patrol’s rudder pedals are further 

apart than the Bearhawk but it didn’t seem 

awkward at all. Your legs and feet are 

spread a little more apart, so it feels like, 

well kind of like sitting in a saddle.

The throttle/prop controls are on the left. 

So just like the Bearhawk, you fly with 

your right hand. On the Patrol, the flaps 

and the trim are also on the left side, so 

your left and right hands have tasks that 

are independent 

from each. There 

is no reason to 

take the stick with 

your left hand to 

fly at any time. 

The cabin feels 

spacious and 

open. The Patrol 

has a skylight, 

and the door has 

Plexiglass to the 

bottom, so there 

is lots of natural 

light and great 

visibility.

Taxing the 

Patrol around 

felt much like 

the Bearhawk, 

with good forward visibility and positive 

tailwheel control. The airspeeds are similar 

to the Bearhawk, just rounded down about 

10 mph. Having flown various two-seat 

aircraft, but never one with an O-360, I 

was anxious to see the performance as the 

lone occupant.

Ready to go flying I held the reigns in 

my right hand, gave the “giddyup” and 

advanced the throttle. Just like I expected, 

the Patrol was airborne after a short roll 

and we were climbing like a stallion. The 

ceiling was barely 1,000 AGL, so I was at 

the bases of the clouds before I knew it. 

That didn’t give me enough altitude for 

stall work, so I did some Dutch rolls, turns, 

slow flight clean, and slow flight with 

flaps.

I made several speed transitions, fast to 

slow to fast again getting used to flap and 

trim transitions. The trim in the Patrol is a 

lever and not a wheel, like the Bearhawk, 

and not as sensitive. The trim lever is easy 

to visually confirm with a quick glance 

for the current setting. It’s a little behind 

your left shoulder, so it does require a 

quick glance until you get used to it, but 

the reach was comfortable and easily 

assessable. The flap handle is the same as 

the Bearhawk, except it’s on the left.

The Patrol configuration felt comfortable 

with each hand having its own delegated 

tasks. The change in flight configuration 

had a very nice flow to it. It felt good. 

Keeping my right hand on the stick 100 

percent of the time felt much better than 

having to switch hands to use trim or flaps. 

Normally flying with my left hand, it really 

helped having my right hand “trained” to 

fly by the Bearhawk. My left hand never 

tried to take the stick away like it did with 

the Bearhawk the day before.

The stick forces felt the same as the 

Bearhawk, and by now I was getting a good 

feel for the required inputs. I didn’t want 

to get too rambunctious exploring the far 

ends of the flight envelop until I could 

get more altitude. So after playing around 

some more, it was a good opportunity for 

some takeoff and landings.

Setting up downwind, flying the pattern 

for landing, pulling flaps on speed, and 

trimming nose up I couldn’t help but 

again notice how good it felt having my 

right hand remain on the stick while 

configuring for landing, and not having to 

swap hands. Setting up for a three-point 

landing, the Patrol did what it was asked 

to do: calm winds, three notches of flaps, 

cross over the fence, hold the wheels off 

until the attitude 

felt right, and let 

the wheels settle 

on to the runway 

for an effortless 

t h r e e - p o i n t 

landing.

Just like the 

Bearhawk, the 

Patrol tracked 

right down the 

centerline for 

rollout without 

any tendency to 

stray. As I taxied 

back to the end 

of the runway for 

another takeoff, 

an unexpected 

feeling hit 

me. The Patrol is not the airplane I was 

expecting. It caught me completely by 

surprise. It’s not second fiddle to the 

Bearhawk. This airplane is a blast to fly.

With a big smile on my face, and after 

a couple more takeoff and landings, the 

Patrol and I were off on casual flight. I 

pulled the power back, flying around at 

110 IAS, and just enjoyed the ride with 

nowhere in particular to go. I was feeling 

very comfortable with and attracted to this 

airplane.

After a while, it was time to head back 

to the ranch for a break and wait for 

the clouds to give way to some working 

altitudes. After a short break (it wasn’t long 
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before the clouds started to lift and break 

up nicely), the Patrol and I were back to the 

skies for some air work at altitude.

During stalls, clean, dirty and turning, 

the Patrol felt much like the Bearhawk, 

but stall speeds were lower. In fact, the 

airspeed indicator read zero and the 

airplane floated down to earth, tail to nose, 

like a leaf in a wings level stall. I know it 

wasn’t zero, but it sure felt like it. There 

were some nice holes in the cloud layer, 

so I wanted to see how quickly we could 

jump above the clouds. I powered up, and 

jump we did! Climbing a few thousand feet 

wasn’t minutes, but seconds.

This Bearhawk Patrol has a Garmin G3X 

flight display system, which is a perfect fit 

for the airplane. It has a split screen with 

the PFD on top of the screen and the MFD 

on the bottom. For an EFIS, it’s a pretty 

easy “jump in and go” piece of equipment. 

I really liked the flight path marker (“bird”), 

and it really helped establish a good feel 

for steep turns. A few quick glances at the 

“bird” helped to maintain altitude with 

ease.

The Patrol felt like it was in a playing 

mood, so I slowed it toward a wings level 

stall with three notches of flaps, and just 

before the stall, added just enough power 

to maintain altitude. The Patrol felt like it 

was hanging there. The airspeed read zero, 

but it was probably actually 30–35 MPH. 

It was perfectly happy just hanging in the 

air wings level, so I thought I’d try a turn.

With the nose high in the air, with what 

seemed like simply thinking “turn to the 

left,” the Patrol started turning. It felt 

like hanging by the hand on a pole and 

rotating around it. At a remarkable pivot 

rate, it was slow but stable. I wouldn’t try 

this at a low altitude, but I felt no tendency 

toward a “moose stall,” and the airspeed 

still read zero. After the air work, I took a 

little cruise at 95 IAS, opened the windows 

and hung my elbows out. What a blast.

As I headed back to the ranch again, an 

unexpected thought came into my mind, “I 

The Bearhawk 
was easy to get 
comfortable in 
at both ends of 
the performance 
scale. Without a 
doubt an O-540 
Bearhawk is the 
right airplane for 
me.“

The Bearhawk Patrol is a high-wing aircraft designed for comfort, endurance and fun. It’s everything that made the Super Cub famous and has 

significantly greater speed and climb.
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want one!” The Patrol had caught my eye, 

and I was especially drawn to it. I felt like 

I was cheating on my Bearhawk. I even 

found myself mulling the idea of putting 

my unfinished Bearhawk into storage and 

starting a Patrol kit.

Landing back at the strip I went directly to 

the hangar and spent some quality time 

with the Bearhawk to help get my mind 

“out of the gutter.”

With a couple good slaps to the face, I was 

ready to fly the Patrol over to the local fuel 

pump for gas. It was a good chance to see 

how the Patrol did on a paved runway.

The first landing was a three-point, 

and not surprisingly was stable with no 

tendency to wander off centerline—one 

of the most comfortable landings I’ve felt 

on pavement with a taildragger. I took it 

around for another landing this time for a 

two-point main wheels landing. With three 

notches of flaps crossing the fence and 

flying the main wheels onto the runway, 

the airplane tracked straight. It didn’t feel 

like I needed to promptly get the tailwheel 

on the runway for better control. So, after 

main wheel touch down, I just let the tail 

float down until the tailwheel was on the 

runway. Beautiful! The Patrol is the best 

two-wheel landing taildragger I have ever 

flown, and this was on pavement (once 

again I’m being lured to the Patrol).

Once fueled and flying again, I had one 

last objective: to see what the cruse speed 

for the Patrol is. Most of my flying for the 

day had been slow speed, that is if you 

consider 110 “slow.” I leveled off at 3,000 

feet and let the speed stabilize with power 

set at 24 square. Giving it several minutes 

to stabilize, then just monitoring the 

airspeed indicator for a while, it showed 

an honest 140 IAS for a 150 true.

Because the air was choppy, it would drift 

five over and three under so it seemed a 

like a good ballpark number. Plenty fast 

enough to get somewhere quick, if needed. 

One thing a little surprising is, even with 

the bumps of the afternoon thermals, it 

was still a comfortable ride at 140 IAS.

The cruise speed test had taken me 

way past the ranch. So I turned around, 

flew back and set up in the pattern. 

Time enough for three more takeoff and 

landings to finish the day.

I was hoping the wind would pick up as 

forecast, so I could try some crosswind 

takeoff and landings, but the winds 

weren’t cooperative. (You can’t even get a 

crosswind when you want one!) So I played 

with short field takeoff and landings.

The takeoff ground roll in the short field 

configuration, holding the tail lightly on 

the ground, is very similar to the Bearhawk, 

short and quick. The Patrol leaped into 

the air, nose high. The difference with 

the Patrol is you don’t want to maintain 

the nose high attitude after takeoff as it 

doesn’t accelerate in the initial attitude 

like the Bearhawk does (single occupant 

anyway). Just a little pitch over and the 

Patrol is climbing and accelerating quickly, 

comfortably and effortlessly.

Having had a chance to fly both the 

Bearhawk 4-Place and the Bearhawk 

Patrol, I have gained an even stronger 

appreciation for both airplanes, but in 

particular the Patrol. My personal focus 

has always been on the Bearhawk.

The Bearhawk, designed by Bob Barrows, is unequaled in performance among four-place designs. Its short field/STOL ability, extremely gentle 

slow flight characteristics and fast cruise speed have the Bearhawk flying far above the rest.
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If the Bearhawk is a sports car on steroids, 

then the Patrol is a sports car convertible 

with the top down—two great airplanes 

and both a lot of fun to fly. The Bearhawk 

is the airplane that best suits my mission, 

and the Patrol unexpectedly caught my 

eye. In a dream world I’d have them both.

People that are drawn to build airplanes 

are dreamers. The dream of building an 

airplane starts long before the actual 

build begins. We thumb though magazines, 

browse the Internet, go to fly-ins to get a 

personal sense and feel for what we want 

to build. We most likely even evolve as 

time goes on until we actually “pull the 

trigger.”

My first set of plans was a Benson gyrocopter 

in the 70s as a teenager. My dream started 

years ago. I never built that gyrocopter, but 

it fired up my imagination. Fortunately for 

me, when dream, practicality and means 

came together, the Bearhawk had emerged 

as my favorite and that’s when I finally 

pulled the trigger.

Between the Bearhawk 4-Place, Bearhawk 

Patrol, and now the Bearhawk LSA, one 

of these three will fit the dream and 

imagination for most any airplane builder.

I haven’t had the opportunity to fly the 

LSA, but I have a pretty good idea how it 

must feel. As mentioned, I’m not a numbers 

guy, but it was the numbers that caught 

my attention of the Bearhawk LSA. It 

seemed impossible to obtain those kinds 

of numbers with an LSA.

Planning ahead, and thinking I’m going 

to want another project after I finish my 

Bearhawk, I bought a set of plans for the 

LSA. Now after flying the Patrol, I started 

thinking of, I mean dreaming, that maybe I 

can fit a Patrol in the middle.

Of the three Bearhawk designs, it’s 

impossible to pick a favorite if I had to 

pick just one. Each has its own mission. 

If cost wasn’t a factor, I’d have all three. I 

could never figure out why some Bearhawk 

builders have traded in their Bearhawk 

4-Place for the Patrol, but now I get it. I 

sure hope Bob doesn’t design any more 

airplanes. He’s driving me nuts with these 

three as it is. 

The Bearhawk 
is the airplane 
that best suits 
my mission 
and the Patrol 
unexpectedly 
caught my eye. In 
a dream world I’d 
have them both.”

The Patrol is an original design of Bob Barrows of Fincastle, Virginia. It is designed to the meet Utility Category standards for increased structural 

strength and enhanced capability on unimproved airstrips. 
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Elko, Nevada, is hereby declared 

Bearhawk territory. Based on the sheer 

numbers of Bearhawk aircraft builders, 

owners and operators there, it’s reasonable 

to deduce the Bearhawk has found its 

indigenous territory. With a profusion of 

labels like Silver State, 

Battle Born, Sagebrush, 

Mojave Desert, and 

High Sierra, Nevada is 

aptly defined as territory 

replete with rugged and 

challenging terrain. A 

pack of Bearhawks have 

claimed their place in 

this, the Mountain West 

Great Basin of the United 

States.

I was charged with the 

task of acquainting 

myself with the Elko Pack, 

a group of Bearhawk 

pilots determined to 

conquer the great lands 

of rural Nevada. With 

these orders, I set in motion a collection 

of thoughts of flying into interesting new 

territory. What exactly was it about Elko, 

Nevada, that so characteristically lured 

them to the Bearhawk design; and what 

was it about these pilots that made them 

so conspicuously resemble the rugged 

remoteness of the state they fly from?

Nevada is the driest state in the nation. 

It is made up of mostly desert and 

semiarid climate regions. Daytime summer 

temperatures sometimes may rise as high 

as 125 degrees F and nighttime winter 

temperatures may reach as low as -50°F. 

That range very nearly correlates with the 

continental 48 as a whole. The vegetation 

of Nevada is diverse, containing six biotic 

zones. The terrain is varied, and elevation 

varies from 481 feet above sea level at the 

Colorado River to 13,147 feet at Boundary 

Peak, it highest point.

But enough about the land, let’s explore 

the airspace activity that’s reveled in 

by Bearhawk pilots and the like. Mark 

Goldberg, Bearhawk Aircraft owner and 

chief Bearhawk guy, introduced me to the 

tribe at Elko. He led with, “We’ve got a 

number of Bearhawks in Elko. I’d like for 

you to interview these guys and a hear 

about how they are usin’em.”

I love a good pilot story, so my ears were 

primed. Mark added, “I would like to include 

the ranching family, the Boyds, in the 

article. How they’re usin’ their Bearhawk is 

quite interesting. I’m sure they’d be willing 

to share some stories.”

He conveyed his sentiment to the pack of 

Elko pilots this way, “So I was hoping to 

put y’all in contact with 

each other.” Mark is from 

Texas where tossing a 

y’all, or other contraction, 

into a conversation is 

as common as the two-

step. “I would really 

appreciate it if y’all 

would allow Mike Taylor 

a few minutes of your 

time for an interview and 

perhaps provide some 

nice pictures of your 

planes for the article.”

Mark’s got a neighborly 

way of asking a favor; 

and the Elko pack were 

all happy to comply. I’ll 

get to the Boyd’s story in 

short order, but first up is Mike Creek.

Mike Creek, Veteran Backcountry Pilot

Mike was in Mexico when I first made 

contact with him. Later, he was in Canada. 

I kept on his trail though, as he promised 

to send photos of his Bearhawk in action 

when he returned.

Finally an email, “Thought I’d jump in here 

and since you cc’d the others. I’m guessing 

those slackers haven’t yet responded,” 

Mike Creek informed. “Maybe this will get 

them moving.” He went on, “Andy has no 

ELKO PACK
THE NEVADA
BEARHAWK
CONTINGENCY
by Mike Taylor

Elko, Nevada, is 
Bearhawk territory 
by sheer numbers of 
builders, owners and 
operators.”

Mike Creek with his Bearhawk 4-Place. Mike enjoys flying the backcountry of Nevada, 

Idaho and Montana. He’s logged over 600 hours on the plane in four years.
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excuse since he is spending time at home 

recouping. Russ says he’s been too busy 

but I don’t buy it; and Kevin will say he’s 

working too much. But hey, how hard can 

that job be?” he jabbed.

“Alan may have a valid excuse since he 

spends the work week in the middle of 

absolutely nowhere. But his weekends are 

spent at home, so nope not buying the 

time thing there.” Creek went on, “Heck, 

I’ve been traveling all over North America 

and to far flung islands in the Pacific, plus 

working 70-plus hours a week. I’m sure you 

guys can fit something in too!”

It was my goal to learn a bit about these 

pilots and their first experiences with the 

Bearhawk. Many manufactured as Quick-

Build kits, the Bearhawk designs were 

crafted for short field capability, excellent 

cruise speeds, and very gentle slow speed 

manners. They make superior utility and 

recreational aircraft, and they are flown 

by pilots around the world. I was bent on 

discovering what inspired these guys the 

most about flying one.

Creek illuminated, “Well, the first one I saw 

was Mark Goldberg’s at the Arlington Fly-in 

in 2004. I got to fly it and was immediately 

impressed by the performance and 

handling characteristics. I’d wanted one 

before then. However, that really sealed 

it for me.

“In 2005, I purchased a kit after running 

into Alan Wilson. He had a six-month head 

start on building his Bearhawk, and a lot 

more building experience than I.” Creek 

continued, “I rode on Alan’s coattails with 

the build. I could not have done it without 

Alan.” I was to learn later that Mark credits 

Alan as the one who started the Elko 

Bearhawk rush.

Digging a little deeper, I inquired: What 

are the outstanding characteristics of the 

Bearhawk that convinced you it was the 

right choice of aircraft?

Creek tells of a 1963 Cessna 182F he’d 

owned and how he’d always wanted a 

little more performance from it, especially 

on short strips. “In the back of my mind,” he 

added, he’s always desired something with 

sportier handling.

Mike used his 182 to access the backcountry 

while living in Montana. It was on duty for 

basic transportation. But the search for 

more performance and better handling 

was ongoing. Specifically, Mike wanted, “A 

four-place heavy-duty, STOL, taildragger, 

with aluminum wings.” He was about to 

make his discovery in the Bearhawk.

Creek continued, “One day I began thinking 

about what my ideal plane would be. I 

looked around the certified world and 

there were none that met my criteria. 

The ideal plane in my thoughts at the 

Mike Creek’s flying pal with their Bearhawk 4-Place. The Bearhawk can operate safely from most any field with its efficient airfoil and big flaps.
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time was a four-place design, a high-

wing with a rag-and-tube fuselage—for 

crash worthiness—and of course great 

performance.

“Somewhere, about that time, I saw one 

of Budd Davisson’s articles on the Bob 

Barrow’s design and was intrigued.” It was 

available as plans-only then, and Creek felt 

he didn’t have time to build one. When the 

kits came out, his desire to get one flying 

quickly suddenly became doable.

Following a series of moves for Mike, from 

Montana to Nevada, then to Virginia where 

he sold the 182, he landed back in Nevada 

where his Bearhawk build began.

“Now, I fly the Bearhawk about 150 hours 

per year. This equates to almost every 

week,” Creek declared. “I use it like any 

other vehicle. Since we live in a remote 

area, it provides a lot of utility for personal 

travel and recreation. For example, the 

nearest Costco is 170 miles away in Twin 

Falls Idaho. It’s only about an hour flight to 

Joslin Field - Magic Valley Regional Airport 

(KTWF). They have a courtesy car and it’s a 

short drive from there. I work out of state 

a fair amount and also use it for travel 

between offices.”

I asked about a particular Bearhawk 

experience that he would like to do over 

again. Creek said, “Pretty much every flight 

with a few notable exceptions.” Other than a 

few pilot mishaps involving minor damage 

to the plane and fuel mismanagement, 

Creek attributes many memorable flying 

experiences to his very capable airplane.

Mike Creek was indispensable in helping 

backcountrypilot.org creator Zane Jacobson 

build a Bearhawk kit in the Portland area. 

Zane has written an article on Mike’s plane 

on the website. The article also features 

the Boyds and their plane in a video. Go to 

www.backcountrypilot.org/news/articles/

featured-bush-planes, select FEATURES 

menu, then Featured Bush Planes, then 

click on Bearhawk 250.

The Bearhawk certainly met and in some 

ways exceeded Mike Creek’s expectations. 

According to Mike, it is a fun to fly and 

excellent backcountry aircraft. He often 

flies his Bearhawk to nearby locations 

where there are no landing strips. He takes 

the Bearhawk on camping trips and now 

travels in it to Tucson, Arizona, with his 

current job.

“It is a great all-around airplane at 150 

mph, plus excellent STOL capabilities. I 

often land the Bearhawk at Salt Lake 

City International Airport’s (KSLC) class 

“B” airspace,” he added. Mike summarized 

in saying, “With one person aboard and a 

light fuel load, the Bearhawk is capable of 

unbelievable performance.”

Presently, there are four Bearhawk owner/

The high-wing design of the Bearhawk allows for exceptional visibility, and a reduced likelihood of damage during rough field operations.

Kevin Cox with his Bearhawk 4-Place, sporting a 250 horsepower Lycoming O-540 engine with 

an Hartzell 84-inch propeller.
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operators in Elko. They are all good friends 

and do things together, including of course 

flying. A fifth, expat member of the Elko 

Pack is Alan Wilson who had built his 

Bearhawk in Elko, but later moved to 

Western Nevada. Andy Boyd and his son 

Russ use their Bearhawk on the ranch. 

I’ll get to them later, but next up is Kevin 

Cox. He and his wife Cathy use their 

Bearhawk for basic transportation and 

pleasure flying.

Kevin Cox, First Flight, June 2013

Kevin Cox was the second of the Elko pack 

with whom I was to become acquainted. 

He informed me his father took him flying 

when he was a kid. Then, in his 30s, he had 

an opportunity to get his pilot certificate—

that was in 1993.

Having stopped flying because of the high 

costs, Kevin later moved to Elko. There, 

he met Mike Creek and got a chance to 

look over Mike’s Bearhawk. While thinking 

about building an RV-6 with side-by-side 

seating, Kevin knew his real desire was to 

fly the Utah backcountry. He had lived in 

Utah for a while where remote airstrips 

were only accessible by horseback.

Fast forward to his Bearhawk purchase, 

fabrication, and first flight in June 2013, 

Kevin states his reasons for flying the 

Bearhawk are to reach remote fishing 

locations. He says he’s fully convinced that 

the Bearhawk was built for that express 

purpose.

Kevin has flown approximately 90 hours 

on his Bearhawk. He’d been flying it for 

about a year when I met him. It’s a 4-Place 

model and he considers it a big step up 

from his formerly owned Piper Tri-Pacer. 

According to Kevin, “The Bearhawk is a 

really good all around airplane. It’s fast 

enough to get there quick with its 150 

mph ground speed. It can haul a lot of stuff 

and its STOL capabilities are excellent.”

Today, Kevin enjoys learning about canyon 

flying. With the Bearhawk, he says it’s easy 

to “power out,” unlike the Piper and other 

aircraft he’s flown. He adds, “It’s really no 

problem, just power out and stick back.” 

Kevin has flown several times with Mike 

Creek, and he’s getting a lot of practice at 

the Nevada airstrips they frequent.

Kevin’s current employment has him 

installing railroad cutover signal systems. 

He informed me the work involves mostly 

freight traffic; no surprise, as cross-

country rail traffic in the continental U.S. 

is predominantly freight. By contrast, 

cross-country passenger traffic in the U.S. 

can still today be thoroughly enjoyed in 

general aviation aircraft.

When he’s not traveling for work, Kevin 

flies for fun, about 100 hours per year. “I fly 

as often as possible when I’m not working, 

but it’s not often enough,” he lamented.

When asked about his Bearhawk, Kevin 

put special emphasis on its engine. The 

power from that engine, a Lycoming 

O-540 six-cylinder, horizontally opposed, 

541.5 cubic inch (8,874 cc) displacement, 

produces from 230–250 horsepower. It 

is essentially a six-cylinder version of 

the four-cylinder Lycoming O-360. In the 

Bearhawk, “The O-540 is really a blast,” he 

said emphatically.

The Boyds, The Ranchers

Next up was Bearhawk owner, Andy Boyd. 

Andy and his son Russ both fly. Andy told 

me of his first encounter with a Bearhawk: 

“In the hangar one row behind us, Kevin 

Cox was putting the finishing touches on 

a Bearhawk that I think is a contender for 

the world’s most beautiful airplane. The 

subtle paint reminds me of a RAF Canberra 

I once saw in blue camo.”

Andy was referring, or course, to the 

English Electric Canberra, a British jet-

powered medium bomber manufactured 

As told by 
Creek, he was 
first introduced 
to Bearhawk 
by one of the 
earliest articles 
on the design. He 
suggests it must 
have been an 
October 1995 EAA/
Sport Aviation 
magazine story.”

The high-wing design of the Bearhawk allows for exceptional visibility, and a reduced likelihood of damage during rough field operations.

Boyd Ranch Bearhawk 4-Place with cargo capacity to spare. Cockpit dimensions are slightly 

larger than the much loved Cessna 172.
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in large numbers through the 1950s and 

operated by the Royal Air Force. It could fly 

at a higher altitude than any other bomber 

at the time and set a world altitude record 

of 70,310 feet in 1957. The sleek, all-

metal aircraft bears no resemblance to the 

Bearhawk. However, it was a testimony to 

the meticulous work by Kevin in building 

his Bearhawk.

I was told the Boyds, a ranching family, 

would be interesting to interview. Andy 

and Russ bought their Bearhawk already 

completed. But learning to fly it, and 

how they use it for their ranching would 

make a good dissertation on the utility 

of the aircraft. Mark was right. The Boyd’s 

adventures and Andy’s storytelling are a 

testament to both the utility and fun one 

can have in a Bearhawk.

In his own words, Andy 

tells, “Much of our 

Bearhawk experience 

revolves around Mike 

Creek. I don’t remember 

when we first met Mike, 

but it was a while after his 

Bear[hawk] was flying. 

Since we’re ranchers, 

looking to upgrade from 

a two-place to a four-

place airplane, we were 

immediately attracted 

to the Bearhawk. Mike 

was generous enough 

to let us fly with him 

and demonstrate the 

airplane.

“Of course we were amazed. The airplane 

exceeded the published performance 

data, and was far ahead of anything else 

available that met our criteria. In Mike’s 

hands, it’s a real iron,” according to Andy, 

alluding to the fact that the airplane 

smoothes out rough air and rough fields, 

and Mike’s all around smooth performance 

flying it.

“Alan Wilson (we’ll get to him next) had 

the hangar next door to ours and was 

busy installing a Corvette engine in his 

Bearhawk.” Being hangar neighbors with 

Kevin as well, Alan went on, “We were 

educated in most things Bearhawk and 

were convinced we couldn’t find a better 

airplane. The problem was, we didn’t have 

the time, or probably the skill set, to build 

one, so we were shopping for an airplane 

we could buy off the shelf, as well as 

afford.”

The search was on, “To buy a four-place 

bush plane for 50 Gs,” Alan quipped. He 

continued, “Of course, this turned out to be 

quite a reach. After a particularly harrowing 

experience flying an experimental 

airplane we were considering buying, over 

a beer [post-flight], we decided we’d better 

increase our budget. For 75 Gs I thought 

we could buy a Cessna 180.

“Next morning, I went online to continue 

the search. The Just Listed page came up. 

The second listing was Bearhawk N27PS, 

priced at $75,000. Call it luck, joss, fate or 

whatever, but there are times when you 

can’t believe you’re not dreaming. I called 

Russ and told him that the listing was only 

a few hours old but maybe we’d better 

decide soon.

“His advice was immediate, ‘We couldn’t 

build one for that. Buy it quick.’ My next 

call was, of course, to Mike Creek. Mike was, 

at that moment, standing in the Bearhawk 

booth at [AirVenture] Oshkosh, where the 

listing was already a matter of discussion 

and several members of the cast were 

interested.

“Mike knew the builder, Peter Stevens, 

and had seen the airplane when it was 

being built in Salt Lake City. He offered 

to pop over to Cedar Falls to look at the 

airplane for us—you’ve got to love it when 

a plan comes together. Next I called the 

owner, Doug Moore, in Cedar Falls. As most 

people in general aviation are, Doug was 

a really nice guy and proved to be real 

gentleman and man of his word. I offered 

to buy 27PS at the asking price, pending 

Mike’s inspection. I was worried some 

shark would offer Doug more money.

“Doug agreed to sell the airplane to us 

and said he wouldn’t 

entertain any further 

offers. So, the rest is 

history. Mike’s inspection 

found 27PS to be like 

new, with only a couple 

hundred hours on it. 

The sale was quick and 

easy, but there was an 

interminable wait before 

Mike and Russ could 

ferry the airplane to 

Nevada. It was worth the 

wait.

“No airplane I’ve ever 

flown, which includes 

most of the common 

bush plane types, 

compares with the 

performance and load carrying ability of 

the Bear on rough and short fields. The 

untold story is the feel and finish of the 

airplane. When we bought the airplane, I 

hadn’t flown a taildragger in forty years. 

[That] gives real meaning to ‘grandfather 

clause.’

“Although my transition had its moments, 

as it often happens, when you’ve got it 

you’ve got it, and flying the Bear becomes 

natural. There came the moment when I 

made my third good landing in a row, in a 

ranch meadow, that a feeling washed over 

me I hadn’t known since I was in the Air 

The Boyd Ranch Bearhawk performs any number of duties on a daily basis.
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Force. It’s kind of like: I LOVE this airplane, 

but I think I’ll call it a ‘this is one HELLUVA 

an airplane’ moment.

“We built a hangar for the Bear and it 

lives at the ranch now. We use it for 

ranch chores: checking water, cattle, fence, 

irrigation, and gates. There’s an occasional 

parts run to Twin Falls, or to far-off, 

romantic Winnemucca. Lynn [my wife] and 

I occasionally go sightseeing. We take a 

fall colors tour flying around through the 

mountains as the leaves change.

“Russ, being younger and a better stick, 

does most of the operational flying. He 

flies for our friends and neighbors looking 

for cattle in the fall and winter, and takes 

his family on trips here and there.

“Bob Barrows and Peter Stevens got it 

right. The Barrows-built engine is all the 

reviews say it is. We run it interchangeably 

on 100LL or auto fuel. We can still buy gas 

without ethanol [here] and we get a fuel 

tax refund, so that helps the bottom line 

considerably. Peter Stevens kept 27PS light 

when he constructed it, and other than the 

Bushwheels, we’ve kept it that way.

“When we were shopping for another 

airplane, I told Russ that the last thing 

we wanted was an airplane loaded with 

avionics and gadgets. When I saw the 

spartan panel on 27PS, I thought maybe 

we’d gone a little ways north of that idea. 

We have a Dynon EFIS-D6, a Grand Rapids 

engine monitor, radio and transponder. 

We’ve gotten along fine so far.

“We spend most of our time off-airport. 

The Bear can handle any challenge. The 

only limit is pilot skill level.

“Our experiences with the Bear have all 

been good. Russ once responded to a 

medical emergency (alcohol withdrawal) 

on a buddy’s remote ranch. When the road 

drifted in, a guy that works for us crafted 

a parachute out of an old slicker and they 

delivered the beer undamaged, and just 

in time.

No airplane I’ve 
ever flown, which 
includes most 
of the common 
bush plane types, 
compares with 
the performance 
and load carrying 
ability of the 
Bearhawk on 
rough and short 
fields.”

The Bearhawk is at home in a backcountry setting. Equipped with tundra tires, a big engine and propellers, the Bearhawk makes easy work of 
getting around with passengers and payload.
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In another incident, Andy conveyed, “Mike 

Creek called me one night to report that 

there were several thousand sheep gone 

missing in Eureka County. The herders 

had gone AWOL when the temperature 

reached 30-below, abandoning the sheep 

without notice. The owner had called Mike, 

naturally, to help search for ‘em, but the 

EFIS was out of his Bearhawk. Would I 

be interested in taking our Bear on the 

search? Well… being in the cow business, 

I wasn’t overly concerned, but if Mike 

thought it’d be fun…

“Our airplane was hangared in Elko then, 

so Mike flew to the Ranch and picked 

me up and we were off to Eureka where 

we topped up the fuel and picked up the 

woolies’ owner. How hard could it be to find 

a couple thousand sheep? When they’re 

lost in a mountainous winter wilderness 

bigger than several Eastern states when 

the tide’s out, it can be difficult. They were 

all white sheep, after all.

“I had the good judgment to con Mike 

into flying on the search. It passed like a 

dream of canyons, trees, buck brush and 

rock faces that seemed to be always off 

my wingtip. We found the sheep, a few 

hundred anyway, on a snowfield, a sixty-

degree slope at 9600 feet. No one has ever 

explained what a sheep was seeking at 

such an altitude.

“The nearby buck brush was populated 

by big black birds that the sheep owner 

thought might be a bad sign. I wondered 

if they might be popular with the local 

mountain lions. Anyway, this is one of 

those stories that just ends; the reader is 

usually grateful. Unless Mike knows, we 

never found out how, or if, they ever got 

the sheep off the mountain. There was talk 

of horses, snowmobiles and snowcats, but 

none of it sounded fun. We cheated death.

“Anyway, email me if you could possibly 

want more. We’ll shoot you a couple of 

pictures when the weather improves. 

Mike’s on my ass to send this along, so tell 

him I came through,” Andy concluded.

And Alas, Alan Wilson

“Mike, I just got a call from the missing 

ex-Elko guy Alan Wilson,” Mark wrote.  He 

said they spoke at length about Alan’s 

latest challenges with his auto engine 

installation. Mark assured me Alan would 

find the time to write a few paragraphs 

about his Bearhawk, discharging “It won’t 

be much.”

Remember Alan? He was the Bearhawk 

guy who started the frenzy in Elko. He’s a 

meticulous builder from what I gathered. 

Alan wrote, the reason he purchased the 

Bearhawk kit was for its performance and 

heavy hauling capability. He also conveyed 

that the kit was made of materials that 

he’d worked with and was comfortable 

working with.

Being a true experimenter, Alan was 

determined to power his Bearhawk with 

an automotive engine. “The engine that 

I started with was a Range Rover,” said 

Alan. He’d known of one other Bearhawk 

flying with one. However, for Alan this 

trial did not work out “due to the engine’s 

valve train and bottom end problems,” he 

clamored.

“After 100 hours on the Rover engine, a rod 

let loose. I was flying with Dan Christ, and 

70 gallons of fuel.” Alan continued, “I made 

an off-field landing on a 500-foot patch 

that was extremely rough with lots of 

grass clumps. We landed in about 250 feet.

Alan told me that the landing area was 

so rough that he was unable to pull a 

trailer in with a truck. They enlisted the 

help of nearby farmer with a tractor. “My 

Bearhawk did not have any damage from 

this landing,” extolled Alan.

Alan continued, “I now have a LS1 Corvette 

engine. It’s a late model engine requiring 

a very in-depth engine computer.” Still 

down on his luck, “I started out with a 

bad computer. I have an engineer working 

on the computer and wiring harness,” he 

supplicated.
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Flying can be a time-consuming passion. 

Building and maintaining an airplane only 

adds to the long hours. Alan told me 

his job changed and he had to move. 

He also recently purchased a new house 

and he was working weekly away from 

home. Despite all this, the passion remains 

strong. Alan inspired not only Mike Creek 

and a pack of others, he’s committed to 

finishing his Corvette-powered Bearhawk.

Of the four different taildraggers Alan’s 

flown, three of which he’s owned, he’s 

convinced the Bearhawk is one of the 

easiest to fly and land. “I really like my 

Bearhawk 753BH,” he confirmed. “It was 

so much fun working with the other 

builders in Elko. And I am glad to see them 

completed and flying.”

Alan is eager to restart the flying that 

he likes to do. For Alan, as for the rest 

of the Elko pack, backcountry flying and 

frequenting small airports and unimproved 

strips is unequalled. As they have learned, 

there’s no better aircraft for doing this 

than their trusty Bearhawk. 

In addition to Elko, Nevada, Bearhawk aircraft 

have can be found around the world. Visit the 

interactive Bearhawk Builder Map for other 

locations at: bearhawkbuilder.com

[The flying] passed 
like a dream of 
canyons, trees, 
buck brush and 
rock faces that 
seemed to be 
always off my 
wingtip.”

Peter Stevens of Salt Lake City, Utah, 

built a Bearhawk 4-Place in 2005. 

It was sold to a gentleman in Iowa with 

plans to teach his wife to fly in it. But 

shortly thereafter, the Bearhawk ended 

up in the hands of Russ and Andy Boyd. 

“They put big tires on it, and couldn’t 

be happier with their bird,” Stevens 

gleamed, adding he’d never wanted to 

go places where you’d need big tires 

but understood their reasons for them 

on the ranch. Coyly lamenting his sale of 

the aircraft, he expressed, “It has a great 

propeller. It’s a great performer. A really 

good airplane.”

Stevens’ first aircraft was an RV-6, a 

quick-build and a taildragger. According 

to Stevens, “It performed like a bear,” 

nonetheless with a small cabin and 

payload. He’d also spent time restoring 

a Citabria, favoring the tandem aircraft, 

but unimpressed with its performance.

In the absence of his Bearhawk 4-Place, 

Stevens found himself in the market for 

a Cub. But well aware one couldn’t push 

Cub wings any faster, no matter how 

much power was added, he embarked 

on his next build, a Bearhawk Patrol. 

“With a Bearhawk, performance is so 

different. Even the Carbon Cub is a 90 

mph airplane all the way, and the Patrol 

is high performance,” said Stevens.

By profession, Stevens was a CPA 

and audit director for Fortune 500 

companies. He’s also a CFII, and has 

performed flying duties along the 

Alaskan pipeline. At present, he calls 

himself a “practicing airplane builder.” 

“Just finished my fourth,” he punctuated. 

Stevens retired around 50-52, he said, 

but still volunteers with SCORE, sharing 

his knowledge and experience with 

small business owners.

“Flying weather is bad now,” (it was 

January when we spoke) but Stevens 

added the type of flying he likes to do in 

his Patrol is predominantly recreational. 

He flies often into backcountry airports, 

and is always open to new adventures.

Stevens recounted how he first learned 

about the Bearhawk. It was on a trip 

to AirVenture Oshkosh, having recently 

sold his Citabria. He recalls seeing Bob 

Barrows, in overalls, sitting under the 

Bearhawk’s wing. This was precisely 

the scenario that appealed to him. But, 

having flown other aircraft with similar 

“casual” appeal, he was underwhelmed 

by their performance, not to mention 

their substantial build requirements. 

Following a conversation with Bob, he 

began to see the differences with the 

Bearhawk.

Peter Stevens was one of the early 

kit buyers, with both his Bearhawks. 

Accordingly, he was one of the 

early builders and has made many 

contributions to the Bearhawk 

community.

“Center stick flying is neat,” Stevens 

proclaims. His Patrol is equipped with 

an ECI/Lycoming and a constant speed 

MT propeller. “The numbers are really 

unbelievable,” he spouts, “20 square 

gives 120 mph, 24 square gives 155 

mph, at 17 inches I’m indicating 100 

mph and burning just five gallons per 

hour.”

Stevens informed me he’ll turn 79 next 

month and had been thinking perhaps 

he should have built a Bearhawk LSA. 

He quickly corrected himself, saying, 

“maybe in another 10 years.” What he 

loves about his Patrol is that on a high 

altitude day he’s “off in a few seconds, 

climbing at 1800-2000 fpm.” Stevens 

will know when the time is right to 

embark on his next Bearhawk build, but 

for now he’s happy as a lark.

Mark Goldberg summed it up before I 

even had the chance to meet Stevens, 

“Peter is a very good friend and one 

of the first Bearhawk Quick-Build 

customers. He regrets BIG TIME ever 

selling his Bearhawk 4-Place. But he is 

now happy flying his Patrol.” Mark joked, 

“So he is a repeat offender.” 
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BEARHAWK PATROL
BEARHAWK BACK ON DUTY AS A 2-SEATER
by Chuck Berthe

If your memory serves you well, you’ll 

recall that this little brother to the 

Bearhawk arrived as a plans-built design 

in 2003. From the fertile mind of Bob 

Barrows, who penned the Bearhawk 

4-Place utility aircraft, the Patrol borrows 

many of the original Bearhawk design 

points, such as an innate ruggedness, steel 

tube main cage, metal skin wings, and 

single struts.

In general terms, the Patrol is a two-place, 

tandem seat aircraft in the mold of the 

Piper Super Cub, intended to carry a wide 

range of four-cylinder engines from a 

Lycoming O-235 all the way to an IO-390 

(115 to 210 horsepower).

What really sets the Patrol apart from the 

Cub-alikes is the design and construction 

of its single-strut-braced wing, which 

uses an airfoil quite advanced from the 

1940s-era shapes favored by the Piper-like 

designs.

New to You

For several years now, the Bearhawk 

designs, formerly plans-built-only, have 

been available as a Quick-Build (QB) kit. 

Bearhawk Aircraft is currently offering two 

main stages of the Patrol kit, differing in 

the completeness of the fuselage. The 

base version, which has all the structural 

welding complete, requires welding of 

nonstructural components such as tabs 

and spacers. It’s unpainted, but saves 

$6000 off the alternative, which is a fully 

complete cage that’s been fully welded, 

epoxy primed and painted. So your choices 

are Basic QB Kit at $30,825 or the Deluxe 

QB Kit (with the aforementioned welding 

and painting completed) at $39,105.

The wing kit comes one way: remarkably 

complete. All of the structural members 

arrive in place with the leading edge and 
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upper wing skins already flush riveted in 

place. The lower skins are left loose so 

that the builder can install the control 

and fuel systems, but all of the rivet holes 

are located, drilled and countersunk. (Yes, 

the wing is flush riveted, a rare treat in a 

utility airplane.) As with most designs, the 

builder is responsible for providing the 

engine, prop, avionics, wiring, interior and 

paint, plus the covering system. Bearhawk 

doesn’t have a specific recommendation 

for covering, though Keith Vasey says that 

builders of the Bearhawk 4-Place (similar  

in construction) have been using Poly-

Fiber or Stewart Systems; the latter, he 

says, appeals to builders who want to use 

a water based, non-toxic system.

Our Mission

That’s the top-line description of the 

Patrol. But like many pilots, my focus is on 

the flying, so I paid a visit to the home of 

the design, “Barrows Airfield” (VA04). It’s a 

grass strip located just a few miles north 

of Roanoke, Virginia. However, it would be 

a few months before the mission could 

commence due to wet/soft grass strips 

at both ends. During this intermission, 

Barrows and I had time to discuss the 

schedule. I discovered he had recently 

modified the Patrol to 30-inch tundra 

tires and a 12-inch tailwheel. We decided 

I would fly up to his place to evaluate the 

Patrol with standard 8.00x6 tires, and he 

would stop by my place on the way to Sun 

’n Fun so I could compare performance and 

flying qualities with the 30-inch tires.

Barrows Airfield turned out to be just 

what general aviation is all about, a grass 

strip, smooth enough for my 5.00x5 tires, 

with a row of open T-hangars along one 

side. The office is in one of the hangar 

buildings and also serves as the engine 

shop. Some of the hangars contain aircraft 

such as a Pietenpol, a Bearhawk [4-Place], 

a Bearhawk Patrol look-alike that will be 

an LSA, a few typical GA aircraft, and of 

course the Bearhawk Patrol. The “facilities” 

consist of an out building with a crescent 

moon carved out of the door. It really 

didn’t look out of place.

When Is a Cub Not a Cub?

From a distance the Patrol looks like 

many other Super Cub type aircraft: high 

wing, tandem seating, taildragger. But up 

close the differences begin to appear. I’ve 

mentioned the metal wing with large, 

manually actuated flaps. The ailerons 

and flaps are fabric covered, metal frame 

designs, and the ailerons are dynamically 

and statically balanced. The airplane is well 

proportioned with an ample tail length, 

with well-sized vertical and horizontal 

tail surfaces that are aerodynamically 

balanced, and the elevator is also statically 

balanced. Barrows pointed out that the 

wing airfoil is quite different from the 

typical Cub. It’s a Riblett 30-413.5 airfoil 

cross-section, and to his knowledge it 

hasn’t previously been used on an aircraft 

of this type.

The landing gear looks like the standard 

Cub arrangement. However, instead of 

bungees, there are two spring/hydraulic 

damper devices similar in design to the 

original 7AC Champion shock struts.

The fuselage and tail surfaces are fabric 

covered 4130 steel frame construction. 

Boot cowl forward is metal. There is a 

generous amount of window area both 

forward and overhead, and side windows 

extend about two thirds of the way back 

to the tail. It stands to reason that a 

successful patroller has good viz.

Power to the Patrol

The engine in this prototype is an Engine 

Components, Inc. (ECI) OX-360, developing 

a claimed 185 horsepower at 2700 rpm, 

and the propeller is fixed-pitch metal. My 

first flight with Barrows had the aircraft 

fitted with the smaller 8.00x6 main tires. 

His field is at 1000 feet MSL; temperature 

was 65 degrees F. We went out relatively 

light, at a gross weight of 1600 pounds, 

against the normal maximum gross of 

2000 pounds. The Patrol has fuel tank 

capacity of 55 gallons, and we departed 

with 30 gallons on board. Our loading 

put us at 25 percent of MAC (mean 

aerodynamic chord), where the airplane 

From the fertile 
mind of Bob 
Barrows, who 
penned the 
Bearhawk 4-Place 
utility aircraft, the 
Patrol borrows 
many of the 
original Bearhawk 
design points.”

(continued on page 36)
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The airplane is really built 
for a maximum weight of 
1,500 pounds, so there’s a 
built-in margin with the 
1,320-pound LSA limit.”
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When I last took a look at the 

Bearhawk LSA, the prototype was 

flying, plans were available for scratch 

building, and kits were beginning to ship. 

Nevertheless, designer Bob Barrows was 

still finding ways to improve the design. 

Performance was good with a 65 hp 

Continental engine, but he knew it was 

inevitable that some builders would ask 

for a larger powerplant. (Imagine that!) 

Anticipating their requests, he was already 

working on a modified Continental C85-8 

engine that produces a little over 100 hp, 

(Barrows estimates 105 hp, but it’s 

never been dyno tested.)

With the new engine installed 

and a McCauley 74-inch diameter, 

41-inch propeller on the nose, it 

seemed like the perfect time to 

flight-test the Bearhawk LSA. I 

contacted Barrows, and we agreed 

to meet at Virginia Tech Airport 

in Blacksburg, Virginia, which has 

both a paved and turf runway.

It’s All in the Cards

In the FBO pilot-briefing area, Barrows and 

I discussed the test card for the evaluation 

flights. For the first flight, I asked Barrows 

to demonstrate a takeoff and landing 

from the front seat, and I would do the 

climb, cruise, stall, and flying qualities 

evaluations from the rear. For the second 

flight, we would switch seats and I would 

conduct the takeoff and landing, stability, 

and flying qualities evaluations from the 

front (while Barrows clenched his teeth 

in the rear). Barrows agreed, so we walked 

out to take a good look at his most recent 

design.

Like at First Sight

At first glance, the Bearhawk LSA looks 

like a typical rag-wing taildragger. But 

closer inspection reveals it actually has 

a fabric-covered tail and fuselage, with 

metal wings.

There certainly is something different 

about the wings; they don’t have the 

expected Piper, Aeronca, etc. leading edge 

and cross section. Barrows said they were 

Riblett 30-613.5 airfoils, with a maximum 

thickness at 30 percent chord, 6 percent 

camber, and a maximum thickness of 13.5 

percent. I wondered what affect the airfoil 

would have, but I should have figured it 

out. The Bearhawk Patrol has the same 

airfoil with a 4 percent camber, which 

gives it an exceptional cruise speed.

The 34-foot wingspan and sizeable 

fabric-covered ailerons near the wing tips 

suggested we’d see some adverse yaw. 

But the large vertical stab and rudder 

indicated it had been anticipated.

The flapless wings were covered with 

0.016-inch 2024-T3 aluminum skin. 

Barrows indicated, however, that production 

aircraft will have 0.020-inch wing skins to 

provide better airfoil continuity and ease 

of construction.

The overall lines are aerodynamically 

pleasing, and the 21-inch tires give the 

Bearhawk LSA a semi-tundra look. The 

long fuselage connected to a large tail 

almost guarantees good longitudinal and 

directional stability, and an ample CG 

range.

The horizontal stabilizer is a bit unusual 

for this class of aircraft. Rather than the 

simple slab used on similar designs, it 

has a symmetrical airfoil cross-section for 

increased pitch control.

Both landing gear systems were designed 

by Barrows. The tailwheel is a full-swivel/

steerable arrangement, and the mains are 

scaled-down spring/hydraulic 

shock units that have been proven 

in rough-terrain environments on 

the previous Bearhawks. The main 

wheels, hydraulic disc brakes and 

tires were obtained from Matco.

Cockpit entry required a small 

step for Barrows and a giant leap 

for me. I think a step would have 

been nice. [An optional step is 

now available.]

The functional cockpit felt 

roomier than a Cub or Champ, with a 

normal size pilot seat in front, with fore 

and aft adjustment capability, and a wide 

rear seat (Champ or PA-12 like) with 

quite adequate legroom at both locations. 

Cockpit visibility is good from either seat, 

with excellent visibility over the nose from 

the front.

Flight controls consist of stick and rudder, 

front and rear, with toe brakes provided 

for the front seat, which is the solo pilot 

position. The ailerons and rudders are cable 

controlled, and the elevator is controlled 

by pushrods. A single pitch trim control 

is located overhead and is reachable 

from the front and rear seats. There was 

BEARHAWK LSA
NOT YOUR FATHER’S LSA
by Chuck Berthe

(continued on page 38)

Bearhawk LSA is a clean-sheet design with an all-new Riblett airfoil.
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On my 48th birthday I purchased a Quick-Build kit for a 

Bearhawk. This followed a trip to Oshkosh to do some 

comparison shopping between the Bearhawk and a similar, 

sporty model manufactured with a fiberglass fuselage. Both are 

designed to carry four passengers. They are high-wing aircraft with 

conventional gear (taildraggers).

I like flying too much to start a scratch build project, so getting 

into the air as soon as possible was one of my goals.

To make a long story short, I decided to buy the Bearhawk because 

I thought it was the better value. In my analysis, it cost less and 

offered more options. Another point, I saw the Bearhawk as a 

real bushplane and it has proven to be exactly that many times. 

It’s possible to build one as a nice cross-country cruiser or as 

something to fly around the pudding.

A few weeks after my purchase, Mike Creek (a well-known 

character in the Bearhawk community) showed up at my house 

in Alamogordo, New Mexico, to deliver the kit. Having checked all 

the parts, I decided to mount the gear legs and tailwheel, both of 

which I had already purchased. My wife was not as excited as I 

because this meant parking her car outside. The double car garage 

became my shop.

Mounting the brakes I ran into a problem which would not have 

happened if I had stuck to the designers recommendations. The 

plan calls for Cleveland or Grove wheels and brakes. To save a few 

dollars, I bought a MATCO system. They worked out nicely, however, 

with the axle nut mounted there were no threads left showing. A 

trip to a machine shop made them a little wider; and I realized 

later this modification was recommended as axle reinforcement 

for heavy hauling.

Next up was fabricating templates for the floorboards (today’s 

kits include the boards). Everything was straightforward once I 

overcame all doubts about drilling holes. After a few hundred you 

almost don’t think about it anymore.

I noticed rather fast, that progress was strongly determined by two 

major factors: time and money. You never have both at the same 

time. At times progress was slow. Other time, big steps were made, 

for example when the engine and propeller arrived.

I made one mistake buying some avionics equipment too early. 

When my bird took off for the first time, its EFIS was without 

support because the company had closed down. My suggestion is 

to delay purchasing 

avionics as long as 

possible. Then, buy 

from a major vendors 

like Garmin or Dynon, 

or don’t buy any 

electronics at all. 

There are still steam 

gauges around.

Even if you buy a 

Quick-Build kit, there 

are lots of things and 

problems to think 

about. I don’t know 

how many hours 

I thought about 

possible solutions to 

build something in a 

certain way or to fix 

a problem I did run 

into. These were not 

problems caused by 

WHY A BEARHAWK? 
A FIRST-HAND ACCOUNT OF BUILDING FROM A KIT
by Georg Himmeroeder
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the kit but things I built in a way which was not the most simple 

nor easiest.

Firewall forward is a separate chapter. That was my favorite part. 

Hanging the huge 6-cylinder engine and the propeller was fun, 

especially if you are interested in engines. Here too you have to 

find solutions, for example, where to mount accessories like the oil 

cooler (from experience with an F1 Rocket I built before, I mounted 

it on the left side and I don’t have any cooling issues) and where 

to run the hoses, the exhaust and so on.

Building the cowling was not a big issue as some big PVC pipes 

helped to shape the aluminum sheets. Fitting in the nosebowl 

is also not much of a problem. Just don’t watch those edges too 

much, they will never fit and you’ll need to do a lot of trimming. 

Simply, fit it in the best way so the distance from the prop spinner 

is nice and even.

When all the mechanical things were done, I fabric-covered the 

fuselage. I liked that part the most because after it was done I 

could see an aircraft sitting in my garage, not just tubes and sheet 

metal.

I put a lot of thought into my paint scheme, applying its huge arcs 

was a challenge. I used Stewart Systems, a water-based coating 

system, because the only places I had to spray were inside a 

tent on my garage and driveway. I did not want to intoxicate the 

neighborhood.

Painting was a pain, and I would not do it again if I could afford 

having it done by a professional. Think about it. You can do all the 

prep work but let the spraying be done by somebody who knows 

how to do it.

The wings were next and because I had decided to install AUX 

tanks, we needed 

to cut openings 

in the beautiful 

wings. Everything 

else was easy but I 

would recommend 

getting a few 

hinges more for 

your arms and 

fingers when you 

do all the fuel 

line plumbing. 

The space is tight 

around the tanks. 

Other than that, 

most of the wing 

work is just a 

diligent but routine 

job. Attention has 

to be spent on 

mounting the ailerons and flaps because there is no real fix point 

to start from. That’s a little tricky but manageable.

Using Eric Newton’s manuals for scratch builders is a good idea. 

Becoming a member of one of the online builder groups is another.

Looking back I’d have to say that although it was supposed to be 

a Quick-Build kit, it took me almost six years to finish the project. 

But for me it was a matter of time and money and my German 

tendency to build everything very precisely, to last centuries. Keep 

in mind, new builders will go through a steep learning curve and 

there will be setbacks.

It is tremendously helpful to have someone who can help you 

through this. This should be someone who has been through 

the same experience and can help with ideas and suggestions. 

Sometimes you get “stuck“ in a problem and they can offer an easy 

solution. Your spouse might not be the right person.

Don’t get caught up in building. If you can afford it, take vacation 

once in a while, think about something else, you’ll see things 

differently on your return. Building will consume an immense time 

of your life and you should make it a positive as possible.

The kit is one of those positive things. It is very nicely built. Not 

once did I have to change something because it would not fit 

together. All pre-drilled holes where exactly where they needed 

to be. Richard Finch, author of  “Performance Welding Handbook“ 

who lives here in Alamogordo was pleased about the quality of 

the weld seams.

Flying your homebuilt will be the reward. It will pay for all the hard 

hours you spent. I have flown over 200 hours in the first year and 

I enjoyed every one of them. 



stays in the same position, so the cowling 

remains unchanged regardless of which 

engine is used. The only changes necessary 

are putting the battery behind the huge 

baggage compartment rather than on the 

firewall. The nose bowl, incidentally, is a 

Pitts Special unit.

When we finally found ourselves out on the 

taxiway and saddling up, I was delighted at 

his door arrangement. First of all, there 

is a door on both sides and the bottom 

half hinges forward, while the top half is 

hinged to the bottom of the wing like a 

Cub. This makes it practical to taxi or fly 

with the windows open and your elbows 

on the doorsill like you were cruising the 

drive-in on a Saturday night.

The cabin is also extremely tall and full of 

light, rather than being dark and crowded 

feeling. The seating position is very Cessna 

in its approach, a fact which allows the 

builder to use a modified Cessna 172 

windshield on the Bearhawk. Both the 

front and back seat room is the same as 

the Cessna 172.

In taxiing, a slight stretch lets you see 

completely over the nose, which isn’t really 

necessary but makes it nice, nonetheless. A 

little brake was necessary for taxi because 

the tailwheel springs were extremely 

loose.

I glanced up at the trim, which is a 

Cessna-type wheel mounted in the 

ceiling, satisfied myself it was where Bob 

recommended, and started the throttle in. 

The engine in Bob’s airplane is an O-360 

set up for mogas which he figures gives 

about 170 hp. As the throttle went in and 

the constant speed prop began biting in, 

the airplane literally lunged forward. I’m 

a real fan of machines that start pumping 

adrenaline right from the starting line 

and this is one of them. What a delightful 

monster this thing would be with 260 hp.

Bob recommended that I don’t force the 

tail up but let it come up on its own, which 

worked nicely and almost as soon as it was 

up, the airplane left the ground. Actually, 

it didn’t just “leave” the ground. That’s 

too simplistic. It acted as if the landing 

gear and the ground were like poles on 

magnets and the airplane was repelled 

away, it separated so cleanly. The takeoff 

happens so quickly, there’s little or no time 

to analyze what it is doing directionally. 

But whatever it was doing took only a 

tap here and there to keep the centerline 

where it should be.

Considering that we were in a four-place 

airplane, the initial rate of climb was 

almost startling. It immediately started up 

at around 1,300 fpm. With a 180-hp engine, 

the power loading at gross would be about 

12.8 lb/hp which is quite respectable, but 

with a 260-hp it would be 8.8 lb/hp which 

puts it in the skyrocket category. With two 

people and half fuel, it would be around 

6.5 lb/hp which is right up there with the 

serious aerobatic specials. What a kick that 

would be.

We arrived at 4,000 feet in nothing flat 

and I put the nose down setting up a 23 

square cruise which eventually settled 

out at about 120 knots, or 135–138 mph. 

Which brings us to one of the points I liked 

best about the airplane: It is ready made 

for doing all sorts of little home-brewed 

mods, beginning with milking more speed 

out of it. The wheels and brake assemblies 

could be faired and an easy 3–5 mph 

added. Strut fairings and control surface 

seals might be another 3 mph. Engine 

cooling another few knots.

The airplane’s lines are quite clean to 

begin but Bob’s goal was utility, not speed. 

With the bigger engines there is no reason 

this thing shouldn’t be cruising at 155–

160 mph, or even higher, at altitude.

In cruise, the visibility is tremendous. The 

nose is well down and the glass area is 

just about right for maximum visibility. 

Those who are heavy into bush flying or 

sightseeing might want to skin the doors 

in Plexiglass.

The aileron pressures are Cessna/Piper-

average with reasonable break-out forces 

and the roll rate is probably about 70–80 

degrees/sec, which isn’t lightning fast, but 

about what you’d expect for an airplane 

of this type.

As it is set up now, the elevator is matched 

to the ailerons but the rudder is relatively 

light and tremendously powerful with only 

a hint of break-out force, so coordinating at 

first takes a little practice to keep the ball 

in the middle.

We wandered over to an outlying grass 

field and set up to shoot some landings. As 

I made the first power reduction opposite 

the end, the airplane’s basic clean lines 

were obvious in the way it held on to its 

speed. It took more work than you’d expect 

for an airplane of this type to get down to 

the flap speed of 80 knots.

The first landing was made with half flaps 

at an approach of 60 knots which Bob says 

he recommends for the first few landings, 

although he’s perfectly happy using 45 

knots. The first landing was a non-event 

because the airplane settled on in an 

effortless three point and rolled straight 

ahead for a short distance before stopping 

on its own.

Then I started playing with full flaps and 

lower approach speeds and found it took a 

little more technique. With 50 degrees of 

flap, the airplane is really nose down, so 

with only two of us in the airplane it was 

fun trying to get the tail down at just the 

right moment. Power off with the CG that 

far forward, there wasn’t quite enough 

elevator and I’d touch main gear first with 

the expected hippity-hop. The preferred 

approach would be slower, with just a little 

power to keep the elevator working.

When we were all done flying and I 

was sitting around with a Delta Charley 

(diet cola) thinking about it, I found there 

was a lot about the Bearhawk which I 

found wildly attractive. In fact, given the 

(continued on page 47)
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BEARHAWK 4-PLACE (continued from page 5)



Bearhawk Magazine  •  www.bearhawkaircraft.com  •  35



(continued on page 46)

36  •  Bearhawk Magazine  •  www.bearhawkaircraft.com

has a range of 16 to 32 percent.

Let’s think about those loading numbers 

for a moment. At the estimated empty 

weight of 950 pounds, you start, at best, 

with 1050 pounds to play with. Offset the 

full fuel load (322 pounds), and you get 

728 pounds for the cabin. A couple of 200-

pound hunters could still carry a week’s 

worth of gear. Let’s now say the company 

is being optimistic and underestimates 

the empty weight by 20 percent. Even 

then, you have a full fuel payload of 538 

pounds! That’s not bad for a 2+2 aircraft, 

but it’s positively lavish for a two-place.

Payload doesn’t mean much, though, if 

you’re uncomfortable sitting there. In the 

Patrol, the cabin windows hinge at the top 

and open like a Cub’s; the door hinges at 

the front similar to a Champ. There is a sill 

to step over, and Barrows, with his long 

legs, had no trouble stepping up from the 

ground. I, however, had a lot of trouble, 

especially when he advised me not to use 

the seat back for support. I would have 

found a step beneficial (and perhaps a seat 

back one could grab with impunity). [An 

optional step is now available.]

The seats are “ground adjustable” and 

Barrows kindly moved the front seat 

forward a few notches to accommodate 

my FAA standard 5-foot-11, 170-pound 

frame. Once you’re in the seat, the cabin 

seems impressively large. Listed as 

32 inches wide, it quickly dispels any 

claustrophobic issues. The large windows 

offer excellent visibility from either seat, 

and the overhead window provided good 

visibility clearance in turns. There was 

ample headroom to accommodate tall 

pilots. I found with proper seat padding, 

there was good visibility over the nose for 

landing and ground operation.

Grab the Stick

A check for control friction showed none 

in the elevators, which are activated by 

pushrods, not the customary cables; there 

was little friction in the ailerons (operated 

by conventional cables) and normal friction 

in the rudder (also cable). Control motion 

was comfortable in all axes—that is, knees, 

seat and panel didn’t get in the way of the 

sticks, and control throw was reasonable.

The prototype Patrol has no electrical 

system, so starting is done by hand. I looked 

on as Barrows conducted the successful 

start. We left the engine running for the 

subsequent three flights, but I suspect 

most builders will opt for a full electrical 

system.

Taxi is straightforward, tailwheel steering is 

effective, and the toe brakes are there when 

needed. We used the normal takeoff flap 

setting of 20 degrees. Adding full throttle, 

the power response was immediate, and 

the acceleration was good. Some forward 

stick pressure raised the tail slightly for 

better acceleration, and rotation was at 40 

mph IAS (indicated airspeed; all further 

speed references are IAS unless otherwise 

noted). We were airborne after 200 to 300 

feet of roll. Heading and attitude control 

were easy to attain, and the overall pilot 

workload was low.

Climb Away, Birdie

Initial climb was established at 70 mph, 

the flaps were raised, and the Patrol 

accelerated to a 100 mph cruise climb. 

With the power set at 2500 rpm, the 100  

mph climb provided good visibility all 

around, good engine cooling and a climb 

rate of about 2000 feet per minute.

The Patrol has fixed rudder and aileron 

trim. The pitch trim lever (located on 

the overhead between the front and rear 

seats as you’d find in a Champ) provided 

good trim authority throughout the 

flight. Rudder trim was set for the cruise 

condition and some right rudder pressure 

was required during climb and slow flight 

conditions. This is natural for most light 

aircraft and was no problem. Aileron trim 

was not missed in any flight conditions 

tested when using the “Both” fuel selector 

position.

Control harmony was nearly perfect with 

comfortably light roll forces (rare in this 

type of aircraft) and slightly higher pitch 

forces; the rudder forces were in the 

desired range. There was no noticeable 

friction in pitch or yaw, and light friction 

in roll.

So far, so good. Stick force per G was three to 

four pounds (good), and the stick force per 

velocity had a good positive gradient (stick 

force properly reflected speed deviations 

from trim). There was noticeable adverse 

yaw (uncommanded yaw with roll inputs), 

but it was easily controlled with aileron/

rudder coordination.

Pitch static stability was good with a 

well-damped phugoid of a rather high 

frequency, which is what one would expect 

of an aircraft of this type and speed. A 

check of short period frequency verified a 

high level of pitch static stability.

Yaw stability checks revealed a good 

level of dihedral effect (right roll with 

right rudder input, etc.), and rudder step 

inputs excited a Dutch roll mode of mid-

frequency, well damped, and low roll-to-

yaw ratio. For those of you whose eyes just 

glazed over, here’s the executive summary: 

All of this is good.

Roll static stability checks showed a neutral 

spiral mode (aircraft held bank angle 

hands off), and a well damped roll mode 

(very predictable bank angle selection). 

Piloting tasks of attitude, heading and 

airspeed control were easy to accomplish 

with little pilot compensation required for 

good performance.

Checking Speeds

Cruise testing was done at 2000 feet MSL 

where the outside air temp was 65 degrees 

F. Throttle to 2350 rpm gave a modest 20 

inches of manifold pressure with this 

propeller; call it around 53 percent power. 

Indicated airspeed was 135 mph, which 

calculated to 140 mph TAS. There was no 

GPS on board, and I didn’t bring one, so a 

BEARHAWK PATROL (continued from page 29)
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some static friction in the elevator that I 

considered slightly excessive for a pushrod 

system. Cockpit control motion felt normal, 

with no interference with legs, seats, panel, 

or other typical motion limiters.

Engine controls consist of throttles on 

the left panels, mixture and carb heat 

push-pull controls on the left of the 

instrument panel, and a magneto switch 

on the right. The P-leads and spark plug 

leads are the only electrical wires in the 

prototype, however, a full electrical system 

is available as an option to builders.

Fuel sight gauges are placed at the 

right and left wingroot locations, and 

the fuel switch is a right/left/both/off 

switch on the center front cockpit floor. 

The instrument panel is completed by an 

airspeed indicator, a non-precise altimeter 

(I love it), a wet compass, oil pressure/ 

temperature indicator, and a tachometer.

There are large flop-up windows on both 

sides of the cockpit, and the one on the 

right is matched with a hinge-forward 

door for cockpit entry.

All in all, this was my kind of cockpit. 

Glass was minimal, and what was there 

was round, with a maximum of 3.25-inch 

diameter, no buttons to push, just simply 

stuff required to fly the airplane, and no 

more. Not much excuse for heads-down 

flying in this airplane.

Let’s Fly

For the first flight, Barrows conducted the 

hand-powered start, while I watched from 

the back (with no brakes). The taxi-out on 

the paved taxiway appeared effortless, and 

the ride was very smooth on the 21-inch 

tires. Runup consisted of a mag check and 

a very short takeoff checklist: final check 

of fuel valve position, takeoff trim set, and 

visual traffic check.

The Takeoff: Brace Yourself

My RVs give a pretty good push from the 

back of the seat on takeoff; I didn’t expect 

much from a fixed-pitch, 105 hp LSA. 

Wrong. I’d intended to take a peek over 

Barrows’ shoulder at the lift-off speed, but 

the rapid 200-foot takeoff roll, followed by 

a steep 60 mph IAS climbout precluded a 

peek at much of anything. I would estimate 

the initial climb was in excess of 1000 fpm. 

I thought LSAs were supposed to be sissy 

airplanes.

The Climb: More of the Same

Barrows set up the climb at 2600 rpm and 

full throttle (still not 100 percent power; 

the fixed pitch prop thing) and 80 mph 

IAS. At this point, he gave me control of 

the airplane. I varied the speed between 

60 and 80 mph IAS and began to make test 

inputs. From the rear, visibility was good 

out the sides and below, but S-turns were 

required for forward visibility, due to rather 

steep climb attitude, even at 80 mph IAS.

Pitch trim was quite adequate, but not 

oversensitive. Control harmony was well 

balanced; neither pitch nor roll forces 

dominated maneuvering tasks. The pitch 

friction I felt on the ground was not 

noticeable in flight. A quick check of 

longitudinal static and dynamic stability 

indicated good, positive stability.

Cruise Flight: How fast can it go on 80 hp?

Leveling at 5000 feet MSL, where the 

outside air temperature was zero degrees 

F, the throttle was set at 2600 rpm, which 

produced an estimated 65 percent power 

(68 hp), burning approximately six GPH of 

fuel. The estimated 65 percent figure was 

later changed to 76 percent (80 hp) as a 

very conservative estimate for comparison 

with other LSA designs.

GPS groundspeed into the wind was 95 

knots, downwind was 107 knots, for an 

average (no wind) groundspeed, and true 

airspeed of 101 knots (117 mph). During 

the speed checks, Barrows was showing 

an IAS of 115 mph. I later calculated the 

CAS as 110 mph, so at this speed, the 

aircraft ASI was indicating about five mph 

high. Looking back, I wish I’d calibrated 

the ASI at near stall speed, because it was 

impressively low.

Cruise Stability

Pitch trim was positive with comfortable 

sensitivity. Control harmony was well 

balanced with forces slightly higher than 

climb values. There was no noticeable 

friction in any axis. Pitch velocity and 

acceleration gradients were positive and 

the presence of a phugoid further verified 

positive pitch static stability. The short-

period frequency was moderately high, 

which indicated a strong level of pitch 

static stability.

The directional axis was strongly stable, 

with a well-damped Dutch roll at 

moderate frequency and high roll-to-yaw 

ratio. Rudder inputs showed a high level 

of dihedral effect. The roll axis had a high 

level of roll damping and a neutral spiral 

mode.

Aileron inputs resulted in significant 

adverse yaw, about the level expected 

for aircraft of this configuration. The 

adverse yaw could be well controlled 

with coordinated rudder and aileron 

inputs. Attitude, heading, altitude, and 

airspeed were easily controlled, and rudder 

compensation was required for aileron 

inputs.

The bottom line? The Bearhawk LSA is 

quite stable in cruise flight. Once you get 

the airplane in the desired attitude it’ll 

stay there. Just don’t expect to keep your 

feet on the floor during maneuvering.

Slow Flight and Stalls

Still at 5,000 feet. I slowed the baby 

Bearhawk to 50 mph IAS and went 

through the same stability checks as 

at cruise. Stability was still good in all 

axes, frequencies a little lower, controls a 

little softer but still quite stable, and well 

ahead of an aft limit. Adverse yaw was 

slightly more pronounced, but still quite 

controllable.

The aircraft stalled at 28 to 30 mph IAS 

BEARHAWK LSA (continued from page 31)
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The most common questions I get 

regarding my Bearhawk have to do 

with the building process. How long did 

it take? How complete was the kit? How 

much fabrication did it require? And so on. 

I heard these questions from before the 

first flight to as late as yesterday when 

I stopped by the small grass strip (2B9) 

at Post Mills, Vermont. There, as I have 

become accustomed, a crowd gathered 

around 942VT for some admiration. “Wow, 

what is that?” “I’ve heard of the Bearhawk, 

first one I’ve seen.” “Nice plane, look at all 

that room.” Comments like these come 

flying at me, and then the questions about 

building start as I fall into my well-

rehearsed overview of what it takes to 

have a flying Bearhawk from a Quick-Build 

kit.

To start with let me give you some 

background. I am a builder; I love to 

build, fabricate, engineer, create. Not that 

I am particularly good at it, or anything 

special, but it has been a lifelong passion 

that I inherited from my dad who used 

to talk about stuffing an Oldsmobile 

engine into a Henry J when he was 15 

years old. I build houses, and specialize in 

fabricating custom stone steam showers 

and other tiled structures. I have restored 

several antique and classic cars, and I 

build customized boxes for the fly-fishing 

industry. I know what it takes to build, but 

I was a complete novice regarding aircraft 

construction back in February 2009 when 

I received my four-place Bearhawk Quick-

Build kit.

I was new to flying with only about 70 

hours in my logbook, mostly in C-172s. 

I realized early on that in order to keep 

flying I was going to have to own an 

airplane and the best way for me was to 

build one. After the requisite research, I 

went to Oshkosh in 2007, with the goal of 

getting to know the Bearhawk better and 

hopefully get a demo ride, which I did, and 

thus confirmed my decision.

I must admit the first few weeks of the 

build were somewhat overwhelming. I 

realized that there were many things about 

airplane construction that I simply did not 

know. The terminology was unfamiliar, the 

tools needed were different from what I 

had, and everything seemed so expensive. 

Every step of the way I had to educate 

myself about a task, tool up for that task, 

and then become proficient in that task.

In the end though, I will have to say that 

this process, as intimidating as it seemed 

at first, was the most satisfying part of 

the build. In the spirit of homebuilding, it 

certainly has been an educational process. 

All of the work was done in my shop 

at my home property, which I think is a 

great advantage over building at a remote 

location. Many late nights were spent in 

BUILDING AND FLYING THE BEARHAWK
WELCOME TO THE BEARHAWK FAMILY
by Dave Lenart
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Develop a very 
definite project 
orientation mindset.”

the shop and it was a great way for my 

wife and I to spend the time together. 

She helped a lot especially in the riveting 

process.

As for the kit itself, I feel it is very well 

done. The welding is top-shelf and the 

complete kit gives you an epoxy-primed 

airframe, which I liked. The wings are also 

internally primed with steel parts being 

painted. The wings are really almost done 

and I’m sure a seasoned builder 

could have them completed in a 

matter of weeks.

The kit is quite complete, especially 

for the price point. You will have to 

source all the hardware, brakes/

tires/wheels, firewall forward 

and, of course, the instrument 

panel as well as fabric and paint. 

For me, most of the time was 

spent on the firewall forward 

area, which requires sheet metal 

fabrication and proper alignment 

of the engine/propeller/spinner 

assemblies. The build manuals, by Eric 

Newton, were invaluable during the entire 

build, but especially so for these areas.

The Bearhawk is not a complicated 

airplane. It’s constructed of tube-and-

fabric, simple mechanical systems, and 

easy access to everything. But it does 

require at least some knowledge of each 

aspect of aircraft construction.

One of the benefits of the Bearhawk line 

to me is that there are not as many “plug-

and-play” parts on the market to make a 

complete airplane. What I mean is that 

each system, other than the basic airframe, 

is something you have to work out, rather 

than simply purchase it off-the-shelf from 

Bearhawk or other vendors. As an example, 

there are no complete Bearhawk wiring 

harnesses, or interior kits, or landing light 

kits, or skylight packages. Each of these 

items must be worked out by the builder. 

Some may see this as a negative, but 

believe me you will learn and retain far 

more by working these details out yourself 

or, I should say, with the help of the very 

active builder’s group at Bearhawkforums.

com.

I enjoyed each part of the build, but I 

would have to say my favorite part was 

covering the airframe. It’s a little tedious 

but the rewards are great. I like things 

where attention to detail is rewarded 

with something to admire for a long 

time. Learning this process has led to the 

restoration of three other tube-and-fabric 

airplanes for other owners, the latest being 

a 1940 Meyers OTW. The electrical system, 

instrument panel, and wiring were other 

areas that I enjoyed and learned a great 

deal with.

My Bearhawk flew for the first time on 

November 21, 2010, after almost 2,000 

hours of build time. Now, remember this 

was my first build. I am convinced that if I 

started another kit now, and kept it simple, 

I could realistically come close to cutting 

that number in half.

My plane is not as light as it could be I’m 

sure, but it has everything I wanted and 

it flies great. My wife and I use the plane 

as a way to load up the camping gear 

and get out into the Vermont/Maine/New 

Hampshire backwoods. Speed is 

not as critical to me as utility.

At our altitudes, I usually exceed 

1000 fpm climb at 70 knots, and 

cruise at a leisurely setting of 20 

inches and 2300 rpm at 90 knots 

indicated. 23 Squared will give me 

100 knots with the Bushwheels, 

which is a full 20 knots loss over 

the 7.00s I had on earlier. The 

engine is a 4-cylinder 180 HP 

Lycoming.

I have a little over 250 hours on 

the Bearhawk now and I’m getting more 

comfortable with flying a little closer 

to the edge. With just me on board I’m 

easily down and stopped in 600 feet, 

approaching at 50 knots with full flaps. 

Departures are not much longer. With two 

notches of flaps, I’m off the ground in 400 

feet and 1300 fpm climb. I’m sure there is 

much more in the Bearhawk as I become a 

more proficient and skilled pilot.

Would I do it again? Absolutely. In fact I 

have been toying with the idea of building 

a Patrol. I’ve got a building itch that won’t 

go away. 

Left: Dave Lenart’s completed Bearhawk 4-Place. Above: Building the Bearhawk wing with an 

assistant. Below: Hanging the Bearhawk engine as the project moves forward.
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As you probably know, Bearhawk 

airplanes can be built from scratch 

or from a kit. In my recent visit to Atlixco 

Mexico, I learned that all Bearhawks are 

built from scratch; it’s just that kit builders 

hire professionals to do a large portion of 

that scratch building. The factory workers 

use their production volume to simplify 

construction tasks, and this makes the cost 

of their work very appealing to a Bearhawk 

builder. The production tooling produces 

finished parts that make for a reliably 

straight airplane. This is part of what 

allows kit-built, completed Bearhawks to 

command a resale value advantage that 

usually equals the cost of the professional 

labor to make the Quick-Build kit.

The factory’s success depends on the 

personal relationship between Bearhawk 

Aircraft owner Mark Goldberg and the 

workers of the factory, particularly the 

Limon family. Angel Limon has two sons, 

Luis and Agustin, who run the factory on 

a day-to-day basis. Angel is a long-time 

craftsman and fabricator, though nowadays 

his failing health keeps him from being 

able to work as much as he wants to. 

Agustin Limon used to work in a furniture 

factory with two hundred employees under 

his supervision. The furniture factory went 

out of business around the same time the 

Bearhawk factory was getting started, and 

Agustin hired some of his most capable 

workers for the Bearhawk factory. Mark has 

known them since the early 1970s when 

he went to college in nearby Cholula, and 

at one time rented a house from Angel 

Limon’s now deceased father. This long-

term relationship allows for the kind of 

trust that this operation requires. As Mark 

says, “There is no way I’d just go down 

to Mexico and hire strangers to build 

airplanes.”

It is not uncommon for someone who is 

new to the Bearhawk community to be 

concerned about quality control when 

they hear that the kits are made in Mexico. 

While it is true that the workers are 

paid less than a worker would be in the 

United States, they are not unskilled cheap 

labor. In fact, the workers are proud to 

be working in an airplane factory, which 

is more prestigious than working in just 

an automobile or coffee plant. This pride 

shows in the effort that they bring to the 

job. Most of the workers have been there 

since the beginning, and most also worked 

for Agustin Limon in the furniture factory 

before it closed.

Of course pride alone doesn’t make a good 

product; that comes from good quality 

control and training. The folks that went 

down to Mexico to set up the factory in 

the early days helped create a system 

for each task that helps minimize errors. 

For example, when drilling holes in a 

part, workers almost never get out a tape 

measure to mark where the holes should 

go. Instead, there is a jig or tool for each 

MANUFACTURING THE BEARHAWK KIT
by Jared Yates
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task, so that the worker needs to only 

locate the part in the tool properly to get 

the holes in the right place. This setup 

isn’t because the workers can’t figure out 

how to operate without the jigs, but rather 

just to help minimize errors that could be 

costly in lost time and materials. It also 

helps to improve the repeatability of parts.

There are countless small tools and jigs 

like this, all stored in hanging racks and on 

walls. When Bob designed the 

airplanes, he focused entirely 

on maximizing performance 

and minimizing weight, and did 

not compromise these goals 

to ease factory production. 

As such, there are virtually 

no common parts between 

the three designs. Imagine at 

least one heavy steel jig for 

every part of each of the three 

airplanes, and you can see why 

there are literally tons of jigs 

stored all around the factory. 

Large parts like landing gear, fuselages, 

and tail surfaces are built in jigs of heavy 

square tubing. Small parts like bellcranks 

are made in equally small, clever fixtures. 

These jigs help keep the parts straight 

while welding, and this is why a landing 

gear leg from 2014 will fit onto a fuselage 

from 2007.

There are a total of ten full-time workers 

in the factory, not counting Angel. His 

sons Agustin and Luis are the day-to-day 

managers, and they guide the workers on 

what they will make in the short term. 

Most of the workers are somewhat task-

specialized. For example, Ruben makes 

spars. He’ll receive guidance from the 

managers about which spars to make, 

whether front or rear, left or right, 4-Place, 

Patrol, or LSA, but once he knows what 

needs to be made, he has the tools and 

know-how to build the parts. The company 

is small enough that the managers work on 

some production tasks too, especially tasks 

like packaging and making adjustments 

to tooling. They run a tight ship and have 

high standards, but they lead more as 

peers than as superiors. I was impressed 

to see that Agustin and Luis were also 

included in the weekly bathroom cleaning 

rotation, just like the front line employees. 

The team is cohesive, and there are even 

two sets of brothers working there.

When Ruben sets out to make a spar, he 

starts by bending the web blank. This is 

a job that challenges scratch builders, 

because the blanks require a precise and 

accurate bend in a long piece of stiff 

aluminum. The 4-Place requires an 8-foot 

brake, but the Patrol requires a 10-foot 

brake. A tool that can produce a high-

quality, consistent bend along ten feet 

of 0.032-inch 2024-T3 is a large, heavy, 

expensive tool. The bend must be precisely 

located so that the height of the finished 

spar blank matches the height of the rib 

at the spar location. The spar building 

table in the factory has a rack full of 

blanks that have been bent in advance, 

another advantage of volume production. 

The usual scratch-builder must set up the 

tooling to make one set of parts, but the 

factory workers can amortize that setup 

effort over many dozens of parts.

The spar layup table is long enough to 

build a left and right spar at the same 

time, with a drill press in the 

middle. This table runs along 

most of one wall of the factory 

building, which was a coffee 

roasting plant before it was 

an airplane kit factory. Ruben 

consults plans, notes, and 

drilling jigs to layout the cap 

strips and rib spacers, then 

he’ll build the spar in Clecos. 

Just as a scratch builder would 

have to do, he disassembles the 

completed spar and deburs the 

holes, and then the parts are 

Alumiprep’d, alodined and painted with 

epoxy strontium chromate primer.

From there, the spars go to the riveting 

team of Pedro and Cesar, who have been 

working opposite sides of the same rivets 

for at least five years. They reassemble 

the spar on a special table with mounting 

brackets that hold the spar web vertical, 

Left: A Bearhawk 4-Place under during final assembly. Above: Mark Goldberg discusses 

Bearhawk fabrication with Augustin at the factory. Below: Bearhawk kits prepared for shipment.
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just as it would be situated in a wing. They 

clean the paint out of the holes with drill 

bits, and start setting rivets in a systematic 

way that distributes the riveting locations. 

Several of the splice plates and smaller 

parts get -4 rivets, but the big -5 rivets that 

hold the cap strips to the webs require a 

4X rivet gun and a very 

heavy bucking bar. These 

guys work like clockwork, 

checking rivets as they go. 

I watched them rivet a 

painted set of spar parts 

in an afternoon, and I only 

saw them need to remove 

one rivet.

From there, the spars are 

moved to tables that layout 

the ribs. There is a set of 

tables for the left wing, 

and a set of tables for the 

right wing. The same two 

guys have been working 

meanwhile to clean and 

paint the ribs, delivered 

from the hydroforming 

plant in the U.S. They debur the rib blanks, 

scrub them with Scotch-Brite, and apply a 

coat of yellow strontium chromate primer. 

Then they make use of drilling jigs to 

locate the stiffening angle holes and spar 

attach holes. The ribs are 

all delivered as the same 

length, so someone has 

to trim the ends of the 

inboard ribs to be shorter 

to account for the varying 

thickness of the spar 

sandwich. Eventually the 

ribs are ready to join up 

with the spars, and they 

are riveted together as a 

wing skeleton.

From there the rib and 

spar assembly goes to 

a large, heavy jig that 

orients the skeleton with 

the chord line vertical and 

the leading edge up. This jig aligns the 

skeleton for skinning and keeps the wing 

true through that process. Once the skins 

are drilled and Cleco’d to the skeleton, 

the workers disassemble all of the parts 

for deburring and dimpling before final 

riveting. A portion of the wing skin is left 

unriveted so that the builder can more 

easily complete tasks in the wing interior. 

In the 4-Place this is the top wing skin 

from the main spar to the rear spar, and 

on the Patrol and LSA it is the lower skin 

in the same position. Since the rest of the 

skin locks the wing shape in place, the 

customer can complete this final riveting 

without any jigging, which is a huge value 

for most kit builders.

Juan is the flaps and ailerons specialist. 

Visitors can tell this by the sign over 

his workstation, and by the patch that 

he proudly wears on his arm. He uses 

heavy steel jigs on a tabletop to layout 

the parts. Over the course of my two-day 

visit, he completed assembly of most of a 

Patrol aileron, but there 

were certainly many more 

hours of part fabrication 

that led to that point. It’s 

hard to say exactly how 

long it takes for him to 

build an aileron, because 

he doesn’t ever build 

one from start to finish. 

Instead, he’ll make a large 

batch of rib parts, or spar 

parts, or skin blanks. Then, 

once he has a large stock 

of parts to work from, 

he’ll do the assembly.

Those are the guys 

that do most of the 

aluminum work in the 

airplane, excepting 

the fuel tanks. Since the Bearhawks use 

removable aluminum box fuel tanks, they 

require a different alloy, 5052. This alloy 

provides the most corrosion protection 

and fatigue resistance. Paco or Juan do 

the tank fabrication, and 

Oscar welds them with a 

TIG. Each tank is tested at 

low pressure and then a 

higher pressure to check 

for leaks, though with the 

experience that Oscar has 

these days, he rarely finds 

a leak he has to fix. Oscar, 

the lead welder, also 

does some of the more 

specialized fabrication, 

such as engine mounts, 

shock struts, and seats. 

The tail surfaces and a 

few other parts are some 

of the only pieces that 

are TIG welded. The vast 

majority of the steel parts are oxygen/

acetylene welded, something rarely seen 

Top: Cesar and Pedro rivet a Bearhawk spar during fabrication. Below: A Bearhawk 

wingbox skeleton takes shape during factory assembly.
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these days. This might be the only aircraft 

factory in the world where the 4130 

steel tube frames are still done the old 

fashioned way—gas welded.

Steel tubular structures are built in jigs. 

When the workers cut the parts to go into 

the jigs, they use clever marking guides 

that take the guesswork 

out of cutting fishmouth 

ends. After cutting the 

tubes to match the guides, 

the parts go into the jig 

for tack welding by a 

MIG machine. In the final 

welding stage these tacks 

are consumed in the finish 

weld bead. The fuselage 

comes from a series of 

jigs, starting with one for 

the bottom and one for 

the top. Once the bottom 

frame is tacked, it is moved 

to the big fuselage jig that 

holds the top and bottom 

in place and locates the 

vertical and diagonal 

tubes. The top goes in the same way, and 

Jose Luis fits the remaining tubes, still with 

tack welds. Once all of the tubes are in 

place, the fuselage goes through a quality 

control check and is then finish welded.

After finish welding a 

fuselage, there is still 

plenty of work to do, 

populating it with a bristly 

coat of tabs, pulley mounts, 

plates for this and that, 

and stringer standoffs. 

When all of the steel 

pieces are complete for 

a kit, the crew assembles 

the parts to make sure 

that nothing has shifted by 

welding. It is much easier 

to make these adjustments 

before sandblasting and 

painting. Before finishing, 

each part is also inspected 

by at least two workers to check for 

quality and completion. After blasting, the 

parts are primed with the same Mil-spec 

epoxy strontium-chromate that goes on 

the aluminum parts, but they also get a 

top-coat of a light gray two-part epoxy 

paint. This will provide a covering-ready 

substrate for the customer, who will not 

be required to do any welding, blasting, or 

painting.

After all of the parts have been made for a 

kit, workers use a checklist to assemble the 

final package. The wings go into purpose-

built steel boxes that will protect them 

during shipping and provide a sturdy 

surface to carry the fuselage. The fuselage 

is stuffed with the multitude of small 

parts, each carefully padded with bubble 

wrap. This whole assembly is stored in a 

warehouse across the parking lot from the 

paint booth, until there are enough kits 

to justify a shipment to Texas. Kits leave 

the Bearhawk Aircraft warehouse in Texas 

to go by road to customers in the US, or 

by sea in containers to 

customers worldwide.

The workers in the factory 

are very frugal and 

resourceful, not by choice, 

but rather because that 

is just the way they live. 

When a part does not 

meet standards or when a 

tool is worn out, it doesn’t 

go to the trash can- it 

goes to a remnant pile to 

be turned into something 

else. If that isn’t possible, 

it goes into a sorted scrap 

bin based on the material 

type. The factory is a lean 

operation in this sense, 

just as these workers 

operate in their own households. This 

mindset seems less common in the US, 

where we are accustomed to buying what 

we need instead of getting by with what 

we have or making what we need. 

All of this comes together 

to produce a phenomenal 

head start on a Bearhawk 

project. The kits are 

expensive, but they 

provide great value for the 

expenditure – especially 

when compared to other 

steel tube framed kits 

out there. Much of the 

toil is done, but there is 

still plenty of enjoyable 

work for the builder to 

do. Some of the least 

desirable construction 

jobs are already complete, 

and the parts are all made 

to a dimensional accuracy that an airplane 

must have to fly well. 

Top: Juan assembles a Bearhawk aileron during fabrication. Below: Bearhawk wing 

skins are pre-drilled during factory assembly.
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BEARHAWK PATROL (continued from page 32)

calibration run was not feasible.

Visibility was excellent from both cockpits 

and enhanced by the overhead window. 

Trim ability, harmony and friction were 

essentially the same as in the climb. Stick 

force per G was about six pounds at this 

speed, and the speed stability gradients 

were slightly stronger than in the climb.

Adverse yaw was reduced from climb, 

and roll inputs required little rudder 

coordination. Pitch stability was strongly 

positive, and there was little change 

in the roll and yaw stability from the 

climb. Pilot tasks of maintaining heading, 

turns to heading, altitude, and airspeed 

were of low workload with minimal pilot 

compensation required to achieve the 

desired performance, due in no small part 

to the light and responsive roll axis. In 

short, the Patrol is rock solid in cruise, and 

its light, responsive and predictable roll 

axis performance is seldom seen in aircraft 

of this type.

Stall Tactics

The unaccelerated stall occurred at 

approximately 39 mph with a straight 

ahead break and reasonable warning. 

Accelerated stalls showed little tendency 

to roll off when the ball was held centered. 

Recovery techniques were normal, a simple 

reduction of back pressure.

Full pedal side slips were conducted at flap 

settings of 20°, 30° and 40°. The aircraft 

was quite controllable with no tendency 

to depart. Power off unaccelerated stalls 

occurred at 35 to 40 mph (depending on 

the flap setting) with no tendency to roll 

off. Accelerated stalls, both right and left, 

also displayed no tendency to roll off. All 

recovery techniques were normal.

The descent was a nonevent and could 

be conducted at any airspeed up to Vne 

(never exceed speed). We used 120 mph, 

which provided a descent rate of 1500 

fpm. Entering downwind and decelerating 

to less than 100 mph, flaps were lowered 

to 10 percent, slowing to 80 mph with 

20 percent of flap at the abeam position. 

Arriving at the 90-degree position, the 

aircraft had slowed to 70 mph where 30 

degree of flap were set. Rolling out on final, 

flaps were set to the maximum 40-degree 

position. Throughout the approach, power 

was used as required for airspeed and 

altitude control, and was generally under 

1500 rpm.

As before, trim ability and control harmony 

remained good throughout speed and 

configuration changes, and the forward 

visibility was excellent due to the lower 

pitch attitude resulting from the full 

flap setting. Pitch changes with flap 

positioning were easily controlled, and 

the desired aircraft performance required 

little pilot compensation. This is a nice 

airplane in the approach, though it does 

require flaps to slow down and achieve a 

desirable glide path. We slowed to 60 mph 

on final and to 50 mph over the threshold. 

Pilot tasks continued to require minimal 

compensation. Forward visibility was good 

during the flare from either seat, and I 

wouldn’t hesitate to instruct from the rear 

seat.

Pilot workload remained low even during 

the final flare and touchdown. Touchdown 

occurred at just under 40 mph. The landing 

gear showed its true colors at touchdown 

by smoothly absorbing the impact and 

sticking to the ground with no bounce. 

Very nice.

Big Wheel Keep on Turning

I had the opportunity to fly the Patrol later 

on the 30-inch “tundra” tires. For the most 

part, the airplane behaved as before, with 

a few notable exceptions.

The difficulty of cabin entry with 8.00x6 

tires was repeated in spades for this gear 

configuration. A big step [optional] would 

be nice. During taxi, a smooth, floating ride 

was possible in areas where I wouldn’t 

attempt to taxi with normal tires. Every 

pilot should experience this feeling at 

least once. The double puck brakes used 

on the Patrol provided adequate braking 

with the larger tires for both taxi and 

landing rollout modes.

I tried to duplicate the cruise conditions 

from the previous flight, but could not. 

To find smooth air, the cruise tests were 

conducted at 5000 feet MSL, and OAT 

was 60 degrees F. Setting the power at 

18 inches MP/2500 rpm produced about 

56 percent power. The steady-state cruise 

speed was 120 mph IAS, which calculated 

to 135 mph TAS. A rough normalization of 

these, and the figures of 140 mph TAS with 

53 percent power at 2000 feet MSL of the 

previous flight, resulted in a TAS reduction 

of between seven and 10 mph TAS.

Consequently, 30-inch tundra tires allow 

the Patrol to operate from rough terrain at 

a cost of about 10 mph in cruise speed and, 

I must add, about $3000.

Overall Impressions

With either set of wheels, the Patrol 

is thoughtfully designed and well-

constructed with excellent flying qualities. 

It handles more like an RV than a high-

wing bush plane. It attains excellent 

short/rough field performance, and yet 

achieves impressive cruise speeds even 

with 30-inch tundra tires. Good flying 

qualities don’t just happen; they must be 

a serious design goal. It’s obvious that 

Barrows understands this. The Patrol has a 

level of flying qualities that I haven’t seen 

matched in an aircraft in its class.

I suspect one of the reasons that the 

Patrol performance and flying qualities 

are a cut above the others is the wing 

airfoil design. Most other aircraft of this 

type have good low-speed performance, 

though some require kluges such as 

vortex generators, aileron spades or other 

such items to achieve the desired control 

at the low end. (One man’s solution is 

another man’s kluge; call me a purist if 

you must.) It wasn’t possible to evaluate 

the Patrol in crosswinds or turbulence, 

but the demonstrated flying qualities lead 
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opportunity, I could actually see myself 

building it. In the first place, it’s no secret 

I love bush-type aircraft. So that’s part of 

the airplane’s attraction.

I also love the basic simplicity of the 

airplane and Barrows straight ahead 

approach to design. He doesn’t complicate 

anything and, because of that, it is easy to 

see how things work and how to fabricate 

them.

I was thumbing through a couple of back 

issues of his quarterly newsletter, Bear-

Tracks, and found yet another reason I 

like the airplane: His straight-up design 

approach is followed by a similar 

philosophy in supporting his builders. 

He doesn’t waste a lot of time and 

effort in designing brochures or fancy 

graphics, he just gives the builder totally 

understandable directions on how to build 

things with a minimum of tools. What he 

doesn’t do in gloss and color, he more than 

makes up for in clarity and understanding. 

The newsletter presents a lot of neat 

building tips.

The drawings themselves are professional 

looking bluelines and show his background 

as both an engineer and long-time airplane 

builder.

And then there is one of the other points 

about the Bearhawk which is attractive: It 

is so simple and well done that it makes 

a flawless platform for someone who 

wants to incorporate their own ideas in 

cosmetics, streamlining, interior, etc.

For those who are afraid of doing their 

own welding (shame on you): Bob reports 

several manufacturing shops have 

contacted him about building component 

parts for his builders. So there is help out 

there for the faint of heart. Plus, today 

there’s a Quick-Build kit.

We haven’t had many four-place airplanes 

offered to the homebuilder in the past and 

none have caught on. The Bearhawk looks 

as if it should change that trend. After all, 

think about its name: It’s a Cessna Skyhawk 

in concept with the brawn and attitude of 

a Bear. Bearhawk. What a combination! 

(Excerpted from Sport Aviation, 
October 1995, Utility in a Home-Rolled 
Package.)

me to suspect that there would be no big 

problems in those areas.

Room for Improvement?

Electrical systems, avionics and entry 

steps are practical builder options. I doubt 

they would significantly affect overall 

performance due to a solid CG control and 

light wing loading combined with good 

power-to-weight ratio.

A constant speed prop seems like a natural 

addition, and Barrows is considering it. 

Takeoff and climb performance would be 

improved significantly for high altitude 

operations. Cruise performance at higher 

altitudes would be improved while 

achieving a lower fuel burn due to the 

ability to use higher manifold pressures 

and lower rpm settings. Glideslope control 

would be more positive due to the added 

drag of lower blade angles in the approach.

As is, there’s not much to complain about. 

Performance is good for the mission, and 

handling qualities are well above the 

standard for the category. I haven’t felt this 

good about an airplane since the RV-10 

prototype. 

(Originally published in Kitplanes, 
October 2010, Revival of the Fittest.)

with a straight-ahead break and adequate 

stall warning. Only relaxation of back 

pressure was necessary for recovery. I 

attempted some accelerated stalls, but 

they were difficult to achieve, requiring 

very aggressive pitch inputs. The break 

was slightly left (in a left turn), again 

requiring only a reduction in back pressure 

for recovery.

The speed was then set to 40 mph IAS 

and quite aggressive steep turns were 

conducted, requiring only normal piloting 

techniques (i.e. coordinated aileron and 

rudder), and power to control speed. At 

40 to 50 mph IAS, full-rudder sideslips 

were well controlled, with no tendency to 

depart.

About That Stall Speed

Conventional airspeed indicators typically 

have linear (straight line) calibration 

curves, down to about 50 to 60 mph. 

In-flight calibration at speeds lower 

than that is difficult, due to proximity 

to the stall. However, we can expect the 

calibration (correction for accuracy) to 

become nonlinear (a term engineers use 

when they have no idea) somewhere 

below 50 mph IAS.

There’s only one way to tell for certain if 

one airplane can fly slower than another: 

Fly side by side and see who stalls first. 

That being beyond the scope of this effort, 

I can state, in a nonlinear fashion, the stall 

speed of the Bearhawk LSA is very close to 

30 mph CAS.

Approach and Landing: How to do it Without 

Flaps

Barrows demonstrated approach and 

landings with a touch and go on the 

paved runway, and a full stop landing on 

the turf. Downwind was flown at 60 mph 

IAS, slowing to 50 mph IAS in the approach 
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Mark Goldberg
While looking for his next airplane project, Mark Goldberg fell in 

love with the Bearhawk and, along with two other entrepreneurs, 

saw a business opportunity in Bob Barrow’s Bearhawk design. He 

later put together a factory in 

central Mexico to produce a 

Quick-Build kit for the aircraft 

with the goal of reducing the 

time-consuming (up to 5,000 

hours) work required to build 

a Bearhawk from plans. In 

2002, Mark’s N303AP became 

the first kit-built Bearhawk 

to fly. It is powered by a 

Lycoming O-540A4D5 (250 

HP) swinging a Hartzell 84” 2 blade prop. Stall speed is below 

40 MPH. Cruise speed is over 160 MPH at 75% power. Today, Mark 

leads the charge to produce Quick-Build kits for three aircraft 

designs. His team of pilot/builders extends across the U.S. and 

abroad. Kits have been delivered to South America, Africa, Canada, 

Ecuador, Brazil, Germany, Norway, South Africa, Australia, and New 

Zealand. Bearhawk Aircraft is based in Austin, Texas, where Mark 

resides. Support for Bearhawk builders is broadly represented on 

numerous websites and forums. It is with Mark’s dedication and 

persistence that the Bob Barrow’s Bearhawk design has become 

a prevalent fixture in the realm of backcountry and recreational 

flying. For more information, visit www.bearhawkaircraft.com.

Mike Taylor
Mike Taylor is a former aircraft design engineer, 24-year aviation 

industry veteran, current marketing consultant and private pilot. 

He spent seven years working with a FAA-DER in engineering 

and certification, developing 

m o d i f i c a t i o n / a l te r a t i o n 

solutions in aircraft ranging 

in size from light general 

aviation to head-of-state and 

corporate VIP transport. Mike 

modeled airframe structures 

for the SJ-30 jet, among 

others. After receiving an MBA 

in Business, he led marketing 

strategy projects for an ad 

agency with a base of clients in aviation. His has also studied 

architecture, travels extensively, and built and flies a Legend Cub. 

For more information, visit www.mtay.us.
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Jared Yates
Jared Yates is a Bearhawk kit builder based in Hickory, North 

Carolina. He and his wife Tabitha use their Bearhawk 4-Place 

N805TB to carry their two young daughters on adventures far and 

wide. Jared is a career pilot 

with thousands of hours of 

flight experience in dozens 

of aircraft types, and is also 

the holder of a special FAA 

authorization to conduct 

transition training in the 

Bearhawk. His kit construction 

and flight testing is 

documented at bearhawkblue.

com. Jared also edits Bear-

Tracks, the quarterly newsletter that covers the three Bearhawk 

designs. Bear-Tracks is available at bearhawkstore.com, along with 

hats and shirts sporting the Bearhawk logo. 

Chuck Berthe
Chuck Berthe is a retired Naval Aviator, civilian Test Pilot, and 

Aeronautical Engineer with ATP, CIFI, Helo, A&P ratings, and 

two Repairman Certificates. He has logged 16,600 pilot hours, 

and is an Associate Fellow in 

the Society of Experimental 

Test Pilots. As a graduate of 

the U.S. Air Force Test Pilot 

school, his opinions are 

highly regarded among pilots, 

prospective aircraft builders 

and aviators. Berthe currently 

writes for Kitplanes magazine, 

www.kitplanes.com.

Budd Davisson
Budd Davisson is an aeronautical engineer who’s flown PIC in more 

than 300 different types of aircraft. He’s published four books, 

more than 4,000 articles, and is editor-in-chief of Flight Journal 

magazine. Davisson is also 

a flight instructor, primarily 

in Pitts/tailwheel aircraft. An 

exhibition of his photography 

resided for eight years in the 

Smithsonian’s National Air 

and Space Museum. Davisson 

was among the first to fly and 

report on the Bearhawk and 

championed its design and 

creator. Flying since the age 
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of 15, he shares a common interest with Bearhawk builders and 

operators in high-performing aircraft design and construction. For 

more information, visit www.airbum.com.

Georg Himmeroeder
German-born Georg Himmeroeder, now in his fifties, is married 

with two kids and purchased a Bearhawk Quick-Build kit on his 

48th birthday. Now residing in Alamogordo, New Mexico, Georg 

manages a flight simulator 

facility. He received is  Private 

Pilot Certificate in 1996 in 

Grandby, Colorado. Georg has 

been flying his Bearhawk 

since 2012, often into the 

backcountry in Utah, Idaho 

and New Mexico. In July 2013, 

his aircraft was displayed 

at the Bearhawk booth at 

AirVenture and won an award 

for “Outstanding Workmanship.” For more information, visit www.

bearhawk.info.

Dave Lenart
Dave Lenart lives in the woods of Vermont with his wife Laura.  

He is a homebuilder and fabricator of many things.  The Bearhawk 

was his first airplane project and has since restored several fabric 

airplanes and is in the final 

stages of acquiring his A&P 

license.  He has almost 400 

hours in his Bearhawk with 

31 inch Bushwheels flying the 

mountains and backcountry 

of the northeast.  Dave has 

become a true believer in Bob 

Barrows designs, considering 

the Patrol or the LSA as his 

next build.

Wayne Massey
Wayne Massey has been flying airplanes for 40 years. His first 

flight in an aircraft was his first lesson and he went on to solo 

at the age of 16. He currently holds an ATP rating and has been 

flying commercial aircraft for 

over 30 years. Civilian trained, 

his flying experience includes 

flying Part 135 in Alaska, flying 

for a regional airline in the 

Pacific Northwest. Wayne is a 

current an A320 captain for a 

major U.S. airline. Wayne owns 

and flies a pre-war Aeronca 

Chief and is currently building 

a Bearhawk.

Eric Newton
Eric Newton learned to fly in the early 70s, earning his Private Pilot 

Certificate while attending high school in northern California. After 

renting aircraft for several years, Eric built a Van’s RV-6A. In 2003, 

Eric and his father-in-law 

sought a new project, one that 

would carry more baggage 

and people, and a high-wing, 

so they could enjoy the terrain 

and do aerial photography. 

Their decision to purchase 

a Bearhawk followed a 

question-and-answer session 

with Bob Barrows at Sun ‘n 

Fun fly-in. As a plans-built 

aircraft, their Bearhawk took 4-1/2 years complete. Eric and his 

wife Michelle live in Long Beach, Mississippi. Eric has produced 

and sells instructional builder manuals for the Bearhawk designs. 

For more information, visit mybearhawk.com.

www.BearhawkAircraft.com
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BEARHAWK LSA (continued from page 47)

turn, and further slowing to 40 mph IAS on 

final. To achieve a reasonable glideslope 

at these speeds required idle power and a 

full rudder sideslip.

For those who have never used this 

technique, it may appear rather radical at 

first glance, but it’s really quite norm-al—

and necessary—for this type of aircraft, 

equipped with flaps or not. The airplane 

was designed to handle this flight regime, 

and it will not stall/spin/crash and burn; 

remember, we checked it out at 5000 ft. 

and survived.

For both landings, touchdown was at 28 

to 30 mph IAS, at the desired point on 

the runway, and at a reasonable sink rate. 

Barrows made it look easy. I’d soon find 

out if it really was.

Trying the Front Seat

Barrows once again 

performed his starting 

magic (somewhat simpler 

this time, as I could 

hold the brakes from 

the front seat) for flight 

number two. Taxiing the 

LSA was straightforward, 

with excellent tailwheel 

steering. Brakes were 

required only for sharp 

turns and stopping. Runup 

was a conventional mag 

check, followed by completion of the 

takeoff checklist.

The application of full throttle was 

followed by immediate acceleration. Using 

a three-point technique, liftoff occurred 

at 30 mph IAS after a roll on the paved 

runway of less than 200 feet. A steep deck 

angle was required to maintain the 60 

mph IAS initial climb speed.

Geriatric Pattern and Landings

The short climb to the 1000 feet AGL 

pattern altitude took less than a minute, 

and a left pattern was established with a 

60 mph IAS downwind leg. The 50-pound 

increase in gross weight (due to additional 

fuel) and the aft shift of the CG to 30.6 

percent (due to Barrows and I switching 

seats) had no apparent effect on flying 

qualities.

I suspect the aft CG limit might be 

conservative. Barrows agrees, adding that 

he has yet to complete flight testing to 

determine the final aft limit figure.

Starting the approach turn, I slowed the 

aircraft to 50 mph IAS. At this point, it 

was obvious my downwind leg was rather 

close abeam for a 1000 ft. pattern. A 

rather aggressive slip was initiated about 

halfway around the approach turn, and 

continued until the desired glide path 

was achieved on short final, where the 

airspeed had decelerated to 40 mph IAS. 

It wasn’t difficult to correct glide path, 

control airspeed deceleration, and line up 

with the runway, while executing a near-

full-pedal sideslip. Who needs flaps?

The LSA touched down at the desired point; 

however, the sink rate was higher than 

desired. I knew there would be less ground 

effect with this high wing configuration 

than with the low wing RVs I’d been flying, 

but it was still a little less than expected. 

Barrows seemed unconcerned (perhaps 

he didn’t expect much anyway), and we 

executed a touch and go, followed by 

another short climb to 1000 feet AGL.

The second, and final, approach and landing 

was set up with the same airspeeds, 

but with a slightly wider downwind and 

slightly longer final leg. As a result, the 

slip was delayed until final approach, 

the touchdown was on the desired spot, 

and a slight addition of power just prior 

to touchdown resulted in a smooth 

touchdown at 28 to 30 mph IAS.

The turf alongside Runway 12 was rough 

enough to damage an RV with its 5.00x5 

tires, but the LSA, with its 21-inch tires, 

made turf operations quite comfortable. A 

climb up a rather steep berm was required 

to reach the paved taxiway, and the LSA 

handled it quite well.

Will Production Models Perform Like the 

Prototype?

In order to meet the 

requirements of most 

builders, the Bearhawk 

LSA will require: a heater; 

an entry step; an electrical 

system, including starter 

and alternator; and 

basic avionics. Using 

lightweight components, 

these additions would add 

about 40 pounds to the 

weight of the prototype. 

How- ever, a production 

Bearhawk LSA of that 

weight would still be 

within LSA weight limits, and with a 

composite prop and standard-size tires, 

would probably be within 20 pounds of 

the prototype. It seems reasonable to 

expect that a production version with the 

above will perform like the prototype.

For builders who want a bush plane that 

meets LSA requirements, the Bearhawk LSA 

is an attractive option. It has equal or better 

performance than many similar designs, 

particularly in cruise. The downside? All 

airplanes are compromises—and nothing 

that looks like a Piper Cub will ever be 

easy to get in and out of. Suck it up. 

(Article originally published in Kitplanes 
magazine, September 2013.
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  Wicks has been in the general aviation business for nearly 40 
years. We are well known for our abundance of raw materials from 
4130 tubing, Sitka spruce and all the AN & MS hardware you could 
ever need. But we are also here when your plane is finished. We 
carry numerous pilot supplies and avionics. With a wealth of 
knowledge and friendly and wonderful customer service, Wicks is 
here for you. Call and request our free catalog.

800-221-9425   618-654-7447
WWW.WICKSAIRCRAFT.COM

Dual ADS-B Weather 
& GPSRADIOS/HEADSETS

406 ELTLED LIGHTINGDynon Dealer
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Boldly go wherever.

4-Place  /  Patrol  /  LSA
Best in class for Utility, STOL, Speed, 
and Handling.

Built like a BEAR. Agile like a HAWK.
Best value in kits.

1-877-528-4776
info@bearhawkaircraft.com 
www.bearhawkaircraft.com


