
I have decided to give those who express an interest 
the whole story on this aircraft.

I have to vacate my current workshop and storage facilities here in
Alençon.  I may also not be able to maintain my licence for medical
reasons.  I would love to be able to get the Quickie back in the air 
and fly it again myself but I have to admit that it's looking increasingly
unlikely.  I have to make the choice of selling to someone, who will
make good use of all my hard work, or using whatever time I can
muster to do it myself.

I am exploring the possibility of selling it. I have at least 3 other 
projects to complete and time will not permit them all. OK, that's 
the background to the reason for selling.

When the aircraft was ready for flight testing, back in 1985/6, we 
engaged another Q2 owner/builder, Mike Searl to undertake the
first flights.  At the time, we were all 100 hour Cessna drivers and recognised we were not up 
to the job, despite having had some practice in the demo Q2 belonging to the UK importer of the
kits.  John, one of our team, accompanied Mike on the subsequent shake-down flights of our 
aircraft to observe and take down the performance figures.  In the process, he was checked out 
on the plane with Mike and, when it came to our own first flights, he was the most qualified and
got the job. 

The aircraft was at Elstree, just north of London, where Mike Searle
had his engineering business.  Elstree has a sloping runway and is quite
short with no usable over-runs, making it completely unsuitable for
getting used to the landing characteristics of the Q2, so it was decided
to fly up to Cranfield, an RAF base, with 2-3000 metre runways to
practice.  We made two mistakes at this point. (I.) Since John was used
to the handling with two on board, I was persuaded to accompany
him. (2.)  We took full fuel putting the aircraft close to its max weight.
There were other mistakes, which I will get to.

The flight north to Cranfield went well.  The handling was impressive.
The standard prop was a bit of a plank but despite this, we got a solid
cruise of 130kts/150mph @3000rpm (max continuous for the engine).
All temps and pressures were well within limits in all flight regimes.



At Cranfield, we were on final behind another homebuilt but this was
a primitive device with a very low approach speed.  John and I had
flown together quite a bit and had reached an agreement along the
lines,  ‘You fly, I don't speak - I fly, you don't speak' – (mistake No. 3.).
We were nose high, ‘S’ turning to stay behind the VP1 ahead.  Finally, 
I broke the rule and told John to go round.  He later told me that he
felt under pressure to land, because ATC were about to close the field
for an aerobatic contest.  What neither of us realised was that the
stupid sunglasses he was wearing, which were designed for skiing, with
leather, anti-glare, side-patches, had compromised his peripheral vision,
causing him to misjudge the height above the runway and drop it in
from maybe 5 feet or more. (mistake No. 4.).  The impact broke the
port canard at the end of the internal stiffener.  A sorry tale.  
However, a tale we lived to tell.  This canard was apparently stressed
to withstand a load of up to 32G.

Mistake No. 5. was my failure to insist that instead of continuing the landing under pressure, 
we flew off and waited for the aerobatic contest to finish before making our approach under more
favourable conditions.  We had plenty of fuel and could probably have benefited from making a few
simulated landings at altitude.

The aircraft was repaired under the insurance at a cost in excess of £11,000 – a huge amount in
1986.   This included the building and fitting of a new LS1 canard to replace the previous GU profile.
The LS1 canard was developed to handle the extra weight of the Continental 0-200 100hp motor
then being fitted to the new Q200.  It has the benefit of a full-width, one piece, carbon-fibre spar, 
allowing an increase in gross weight from 1000 to 1100 pounds.  It is also far less effected by
trim-change due to bug contamination and rain on its laminar-flow profile.

This new canard was built, not by us but by Don Johnson, the kit importer.  It was fitted by
composite specialists, Chiltern Sailplanes.  The engine was also stripped, inspected and rebuilt
(due to the prop-strike) by Norvic Racing Engines, a UK engineering company approved by
the LAA (at that time, known as the PFA) to carry out this work.

For various reasons, the aircraft has not flown since the re-build.  There were a number of 
details, with which I was not happy but work, divorce and house moves got in the way.  I also
bought a beautiful Italian 4-seat retractable to keep me flying while I decided how best to
bring the Q2 back into service.  



In 2010 my licence was suspended for medical reasons but reinstated after a 3-year fight with
the CAA.  In 2016, I moved to France and all my mechanical misdemeanours came with me.

Since then, I have carried out an internal inspection of the engine, with my A&E engineer, who is
also an LAA inspector.  The engine is a Limbach 2000DD.  This is not the usual VW conversion
but a purpose-built aero-engine, based around the VW casing and a development of the type
used in countless Grob 109s and motor-gliders.  As the name suggests, it is a 2 litre version with
dual magneto ignition and dual plugs per cylinder.  It also has dual fuel pumps – one mechanical
and a solid state electric back-up. Hence, it has proper aircraft-style redundancy.  It produces
76hp @ 3400rpm and about 65hp @ max continuous 3000rpm. 

No corrosion was found and the motor is in excellent shape, as one might expect, with less
than 20 hours total running time.  The original cross-hatching is clearly visible on the bores, with
no sign of wear on pistons, cam or valve guides.  As a precaution, all valve springs and the four exhaust valves
have been replaced with new items from Limbach.  I have overhaul kits for the single Stromberg CD150 
carburettor and the mechanical fuel pump, which I also intend to fit as a precaution.  The Slick magnetos 
have been recently professionally overhaul, refitted and re-timed.

The aircraft documentation is in order,
including airframe and engine logs and
the original Rutan build manual, pilot
notes/check-list, Limbach data and 
service manuals, plus three lever files 
of build records, Q-talk newsletters, 
invoices, plans and notes.  This will all 
be included in the sale.

Currently, apart from the engine being
removed from the airframe, the tail-
cone is separated from the wings and
main fuselage, for storage and transport. 

I have seen operational versions of this
aircraft for sale at up to US$ 34,000.  If
G-KUTU were flying, I would be looking
for around £15,000.  Since this is not
currently the case, I will be open to 
reasonable offers.


