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Flying dual in the one-off, beautiful, Monlas Biplane, designed, 

built, and operated by Doug McIlwraith of Biddaddaba, in 
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See BVSAC Flyer, April 2018, for pilot report. 

(Photo by the late Mark Smith) 

Contents 



- Brisbane Valley Flyer – 

November – 2022 Issue 109 Page 3 

From the Club 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 
 
 
 
Dear Members, 

 

The weather is, again, inclement, with yet more rain. 

At our last meeting, Phillip Cooper gave a great presentation into his project to build a Bristol F2B 

WWI Fighter. This was a very informative presentation on how his progress was coming along. 

 

 

 

 

 

 

 

 

 

 

 

 

Pre Covid-19 

 
Phillip even brought along some of his components such as a main wheel 
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Our next meeting will be held on the 12th November 2022 at 10.00 hours, and will include our 

AGM. At this time, we will as always, be electing our Club Officers for the following year. Please 

note that all positions are open, and nominations for the positions are to be presented before the 

opening of the meeting. 

 

The positions to be filled are: 

 

• President 

• Vice President 

• Secretary 

• Treasurer  

• Technical Adviser 

• Membership officer 

• Social Director 

 

We look forward to you attending this important meeting which will be followed by the usual 

good old social event with your fellow attendees. 
 

Best wishes 

 

Peter Ratcliffe (President BVSAC) 
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That Special Relationship Between Student and Instructor 
By Rob Knight MA22-004 

What we learn is determined by what we already know, which is added to by what we are exposed to 

– in a way that is compatible with our past experiences and our expectations. 

In simple terms, when one has learned something, 

one can demonstrate on demand a knowledge or skill 

that one was, hitherto, unable to demonstrate. 

Teaching, on the other hand, is the presentation of 

situations that direct the trainee to consider specific 

situations and concepts in a manner and 

circumstance that the trainee can easily and, 

hopefully, permanently absorb and retain for future 

use. 

In light of the above, the real purpose of a flight 

instructor to a trainee is to arrange a set of 

circumstances to provide the trainee with a situation 

pertaining to a particular topic. The experience must 

allow that trainee to memorise that experience and be able, in the future, to subconsciously recall 

that memory and use it to direct their actions to safely operate an aircraft. 

Obviously, then, if that memory is clouded by fear or trepidation, the primary purpose of that lesson 

is lost as the memory holds more than the scope of the topic, it holds perhaps one of mankind’s most 

powerful emotions – that of fear as well. The trainee will recall more of the fear than of the lesson 

required, and this will reflect in the ability to recall the desired knowledge or skill. Such a situation 

leaves very deep scars on psyche of the trainee and results on long term damage to their abilities to 

fly with the competency of those without such scars. This is the most common cause of some pilots, 

even professional pilots in my personal experience, to avoid stalling wherever possible. I actually 

know instructors that cannot bring themselves to deliberately cause a wing to drop when 

demonstrating a wing-drop stall. They use excuses to cover their own unwillingness, and while the 

loss to their own proficiency is obvious, the loss is to their trainees is far more important – they don’t 

know what they should know and are completely unaware of it. But more of this topic later. 

Because students take in and process information differently, there can be no production-line for 

properly training pilots. The closest to a production line would be the training by air-forces for 

military pilots but even these organisations recognise that individual training is required to bring the 

best output for every trainee. Every trainee/student pilot is different. Seeing or hearing; reflecting or 

performing; using intuition or logical reasoning; all are individual concepts that aid the ability of the 

trainee to retain or otherwise the memories that result from the lessons. Obviously, then, the role of 

a good instructor is to consider the personality and background of the specific individual strapped in 

beside them, and set the lesson’s experiences up in such a manner that the student will best 

remember them without undue emotional overtones. This will provide the best opportunities for 

their lesson/topic memories to be stronger in the aims and primary points of the specific lesson/topic 

and, every bit as important, easy to recall. 

 
The instructor arranges the circumstances so the 

student can most easily remember the lesson 
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When there is a mis-match between trainee and instructor, everyone loses. Often, when a trainee 

cannot re-produce the lesson adequately, the instructor will blame the “stupid” student, even if they 

don’t speak the words out loud. This develops into a lack of respect for the trainee by the instructor 

which can further degrade the relationship between the two. The trainee is usually powerless to 

change the situation because of the very nature of that relationship – the instructor is in command, 

although I have seen, once or twice, a very mature trainee manage a junior instructor and ease the 

cockpit tension for the rest of that flight, this is almost never the case. However, in the long run, such 

a relationship will neither produce a well-trained trainee, nor develop a good junior instructor. 

One tool often used to minimise the issue is to be very aware of a student’s personal style of 

learning. Clues to this personality trait can be gathered by careful questions when first meeting the 

student. Even such basic questions such as asking what the trainee does for a living will pay dividends 

in this area because a school teacher or university graduate will likely learn easily from texts and 

other written material whereas a bull-dozer drive or truck driver will more likely learn from actually 

hands-on learning - doing and experiencing things. Obviously, this is not, on its own, conclusive, but a 

good guide as to where to start. 

Although an awareness of styles will help reduce the 

amount of mismatch, sometimes it just happens. I 

recall well the Examiner that passed me for my first, 

junior, instructor rating advising me that I needed to be 

very aware that no instructor can teach the world to fly 

(his actual words). He went on to say that I would 

experience trainees that would clash with me on a 

personality level that would be completely outside of 

my control. Continuing to attempt to teach these 

people would do neither of us any good and I should be 

aware that such clashes needed to be terminated by passing the student to some other instructor as 

soon as a clash became apparent.  This was excellent advice and a principle that paid dividends all 

through my instructing career. 

From the “dual” lessons in my own logbook, I can state that there are only two types of persons 

qualified by authorities to instruct students in aircraft. One will tell the student what he or she is 

doing wrong. While at times this can be helpful, and some instructors of this type actually do get to 

qualify some students, this type of teacher is really a CHECK PILOT, and not an instructor at all. These 

“instructors” have a propensity for using such statements as, “No, you are wrong,” or “That’s not 

right,” or even, “That’s a certain FAIL.” In one case in my own experience, a person masquerading as 

an instructor said, “That’s not how I deleted showed you to do it!” I never flew with that person again. 

He needed to support my efforts, not denigrate them with expletives. 

It can be impossible to learn from such an experience, and over time, lessons taken in this 

environment are less than cost-effective, and can never lead to confident competence. 

The other type of instructor, really is just that. This person avoids telling a trainee that they are 

wrong, those words are never used. Instead, they tell the trainee simply how to do it right. When an 

instructor says the trainee is wrong, the natural thing is for the wounded trainee, who is not making 

 
Trainee or Instructor, which is harder?  
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a deliberate error, to defend their actions so the adverse comment is met with a loss in confidence, a 

psychological blow and defense of their action followed by a tangible resistance to change. 

When the instructor says, “Yes, that’s one way of doing it, but let me show you a better way.” The 

student is immediately receptive to the alternative and ready to make a change – there’s an 

advantage to him in it. The trainee is not defending him/herself and will merely make an effort to 

adapt to the new instruction. 

Another issue often displayed by CHECK PILOTS is to insist that a trainee is incompetent if they cannot 

carry out the exercises as well as they, the so-called instructor, can. A trainee will only be able to 

perform according to their experience and training level. A student on a second turning lesson is 

likely to stagger around the sky in a manner that would not be accepted at PPL level. The same in a 

stall recovery where a little 

anticipation sees the recovery 

instigated a fraction before the 

stall onset is perfectly acceptable. 

Refinements will be managed as 

the trainee’s experience grows, 

and fostering that confidence by 

making the experience 

pleasurable is the name of the 

game for any “good” instructor. 

This use of the stall is a good 

example, actually. I once had a PPL 

candidate that burst into tears 

when I asked for a basic stall in 

her flight test. Such behaviour is absolutely unacceptable in a candidate so I could not give her a pass 

grade. Instead, I looked into her training and found that her junior-level instructor had scared her 

witless with his daft stories about the aeroplane’s tendency to spin if the recovery was not exactly 

right, as only he could do it. 

Two hours of revisional training saw her confidence and competence rise to an appropriate level and 

I passed her subsequent test. Now, that woman is a senior airline pilot, close to retirement, with 

many thousands of hours in her logbooks. The last I heard of that instructor, he was driving fertilizer 

trucks around farmland near Tauranga, in New Zealand. 

Some pilots masquerading as instructors are hell-bent on showing the trainee just how well they can 

fly. Alas, this it totally unproductive. As the CFI at the Rukuhia Aero Club in Hamilton, New Zealand, I 

noticed that one particular junior instructor never had a Trial Flight (TIF) candidate come back for 

another lesson so I made a follow-up call to several. Not one of those I spoke to said that they had 

enjoyed their experience. The instructor had beaten them to death with details of all the checks and 

drills they supposedly had to learn, and the G loading felt during his demonstrated 60° banked turns 

made them feel ill. But they all told me that what really sealed it for them was the spin 

demonstration. When I approached the instructor concerned, he advised me that as long as he was 

the pilot-in-command he’d do whatever exercises he thought appropriate according to his 

conscience. Needless to say, his flying with me as his supervisor ceased at that instant and I made 

 
The student must enjoy the flight or it’s an expensive form of misery 
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sure all the other CFIs in the area were briefed on his lack of common sense. This was easy to do as 

he had no spin endorsement yet multiple people had told me he was doing them. The last I heard of 

him, he was no longer flying and was a share-milker on a dairy farm. 

I have heard tales from other pilots telling of instructors directing expletives at them in flight, or 

advising them that, if they enjoyed the flight 

they weren’t learning and more. I have no 

doubt in many cases that the reports were 

true, and am lost at the stupidity of such 

instructor-made statements. Neither fear 

nor personal abuse is an appropriate means 

of passing flying skills to a trainee who 

ultimately, has to have confidence in his/her 

ability to be competent in flying skills to pass the qualifying tests, AND because, if the trainee doesn’t 

enjoy a flight, they will either give up, or take their next flight with some other operator. Both ways 

it’s a loss to both the imprudent instructor and the trainee who has just paid good money to be 

insulted. 

Insofar as it is possible, every trainee/student should enjoy every flight, and come back feeling that 

they have achieved something worthwhile. They must be able to remember both, that they enjoyed 

the experience, and have memory retained of the experience in the lesson the instructor was 

covering. Of course, from a good instructor’s standpoint, this is not always realistic but nevertheless, 

it has to be the general aim. Now and again, motion sickness can raise its ugly head but the 

symptoms should be noticed early by any competent instructor, and the lesson abbreviated to avoid 

the obvious conclusion wherever possible. Then, post flight, the trainee should NEVER be put in an 

embarrassing situation by the instructor’s public comments. In my world, if a student was airsick, it 

was MY fault and it was ME that cleaned up afterwards.  

Every student is the same in that they are different. To get the best results for your trainees you, as 

their instructor, must consider their needs on every flight, and their personality to make their every 

flight as enjoyable and productive as possible for them. If you as the instructor sense that there is a 

personality clash, then either find a way around it, or pass that student to someone else. If you really 

have a professional attitude, then you have no other alternative.  

If you are a student and you feel your instructor behaviour has been less than pleasant or even 

abusive, either see his CFI and request a change or, if that instructor was the CFI, go get your training 

somewhere else. The results of poor instructing can cause you grief for the rest of your flying life, and 

who would want to risk that? 

It’s all in your hands! 

 

Happy flying 

------  ooOOoo  ------ 
  

THE INSTRUCTOR IS THERE FOR 

THE STUDENT’S BENEFIT, NOT 

THE OTHER WAY AROUND. 
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The Luton L.A-4 Minor 
An Early English Homebuilt 

Collated By Rob Knight 

The Luton L.A.4 Minor was a 1930s British single-seat high-wing ultra-light aircraft. Designed in 1936, 
the prototype was built by the Luton Aircraft Limited, and design plans were later adapted and 
copies sold for homebuilding.  

The "Minor" was given a long fuselage 
to provide good in-flight pitch stability, 
whilst the ample size of all control 
surfaces, with carefully selected gearing, 
is also noticeable. The first flight proved 
the correctness of the theories on which 
the design had been based and not a 
single modification, has been found 
necessary for incorporation in the 
production model. The "Minor" is a 
parasol monoplane, the wing being 
supported on steel pylons at the 
fuselage and one pair of steel tubular lift 
struts run from the fuselage base to the 
mid semi-span point on each plane. The 

wing is of simple but sturdy construction, immensely strong, and is ply covered at the leading-edge 
and tips. The wing section was carefully selected for its high aerodynamic characteristics and docile 
behaviour at the lower speeds of flight. The plywood covering maintains the correct shape over the 
whole span and gives the wing great robustness that is so desirable for handling, storage and 
transport. No rigging adjustments of any kind are necessary with this machine, as once the MINOR is 
built there is nothing to get out of place. 

The Fuselage 
The fuselage was constructed of spruce, ply 
covered, with a curved top deck. The pilot's 
cockpit was roomy and sported an enclosed 
locker for accessories and tools. Bungee shock-
absorbers formed the primary undercarriage 
suspension and were fitted into the spreader 
bars as is common on more modern ultralight 
and light aircraft. 

The wing 
The two-piece, wooden sparred wing is not 
designed or made to fold. Instead, each wing is 
easily detached for housing with a mere five 
minutes being required for this operation. Reassembly took about fifteen minutes. The 5 ft 3 in (1.6 
m) chorded wings were attached to each other at the centre-section and to the fuselage by steel 
pylons.  

Conventional wide-span ailerons were fitted, each reaching for around 50% of the total span of the 
wings. They were wood framed and fabric covered, and gave light and effective aileron control. The 
wing tips were cleverly designed ellipses that span-wise flow and thus minimised induced drag. 

  

 
An Australian Luton L.A-4 Minor, 19-3164, at Goolwa, SA 

 
Another Australian L.A-4, 28-0471, also at Goolwa, in SA. 
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Design performance 
The "Minor" was intended to cruise comfortably at 75 m.p.h. (65 knots), at which speed the flight 
range with its design fuel tank was 195 nms. However, cruising at reduced power to provide a speed 
of around 60 m.p.h. (52 knots) could extend the range to around 235 nm. At the builder’s leisure, 
larger tanks could be fitted if required. 

Fuel Consumption 
The Minor was designed to be fitted with any one of several engines available at the time so only 
general concepts of fuel consumption for the aircraft are available. 

Fuel Consumption varied with engines between 
4.25 litres/hr and 6.4 litres/hr. This provided a 
potential, at 60 to 75 m.p.h. of close to 60 nm to 
the gallon, with negligible consumption of oil. 

Initially fitted with an Anzani, 34 hp, two-cylinder 
engine, five other potential engines were also 
suggested for the aircraft. The range of engines 
varied from 25 to 34 hp, some including such 
refinements as dual ignition and having an 
impulse starter. These engines ranged in price 
(at that time) from £180 to £200. For those 
enthusiasts who wished to build their own 
aeroplanes, kits of materials and parts are available at £40 and £75 respectively, including a set of 
constructional blue-prints. 

Luton Minors were built in Australasia, most being fitted with the JAP J-99 engine. Those completed 
included VH-AYP (c/n RM.2), VH-RFT (c/n V.1), VH-RPH (c/n V.3), VH-SJN (c/n Q.2), VH-HEP (c/n V.85), 
VH-HMA (c/n N215), VH-LUT (c/n N40) and VH-ULL (c/n V.5), this aircraft being registered to its 
builder at Croydon, VIC on 11 December 1969. A couple of others are known to have been built in 
the late 1930s and made flights but were never officially registered. Registration VH-UNC (c/n N.40) 
was allotted to one built by N Cameron of Macquarie Fields, NSW but it is not known to have been 
completed. Others in Australia can be seen in the included images above. 

Records in New Zealand provide that at least two Luton 
Minors have been completed there. One, registered ZK-
CLL (c/n 1153) flew for the first time in 1974 with an 
imported Aeronca JAP engine removed from an 
Aeronca 100 in Fiji which up to that stage had not been 
restored. It was built by Kip Netherclift and registered 
on 18 September 1974. It had a couple of owners over 
the years and has operated from Rangiora. At some 
stage the engine was replaced by a two-cylinder 45 kw 
(60 hp) Franklin unit and in later years it was fitted with 
a Lycoming 145 unit. 

A second Minor became ZK-FSU (c/n AACA713/PAL1101 – ex G-APVI) which was imported from the 
United Kingdom and was registered in February 1989. The registration was cancelled on 31 August 
1999. It was placed back on the register in November 2003 and survives as far as is known. 

Over the years the design has seen modifications to suit individual and personalised  requirements. 
These mods have included conversions to fully enclosed cockpits and one, the Jenny Wren, has also 
been converted to tricycle undercarriage. 

 
ZK-CLL, in Rangiora, New Zealand 

 
VW powered L.A-4 minor at Narrandera, NSW, in 2006 
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It was reported that an L.A-4  Minor was built in Canada in the 1970s but no records seem to be 

available of it at this time. 

Specifications for Luton L.A.4 Minor: 

Seats: 1  MTOW: 750 lb (340 kg) 

Length: 20 ft 9 in (6.32 m)  VNE 85 mph (74 kn) 

Wingspan: 25 ft (7.62 m)  Normal Cruise: 75 mph (65 kn) 

Height: 6 ft 3 in (1.91 m)  Stall Speed: 28 mph (24 kn) 

Wing area 125 ft2 (11.6 m2)  Take-off distance: 240 ft (73 m) 

Empty weight: 390 lb (177 kg)  Landing distance: 120 ft (37 m) 

 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 

------  ooOOoo  ------ 
  

 
The Jenny Wren, a 1960s version, and perhaps the ultimate derivative 

of the Minor with its fully cowled engine, its enclosed cockpit, and 

tricycle undercarriage 
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What are the Vertical Tail Feathers for? 
By Rob Knight MA22-014 

The vertical tail performs multiple tasks to stabilize and control the aeroplane. This piece is to 
explore the contribution of the vertical fin/rudder surface to the static and dynamic 

lateral/directional characteristics of the 
aeroplane. 

However, before we can progress, we must 
clearly understand exactly what we mean 
by the term, “stability”. 

Stability is an aircraft's ability to maintain its 
flight path, or return to its original flight 
path when disturbed by movements about 
its three axes – lateral (pitch), longitudinal 
(roll), and vertical (yaw). 

In essence, stability allows aircraft to maintain uniform flight conditions, recover from disturbances, 
and minimize pilot workload. 

Directional Stability about the VERTICAL (aka NORMAL) axis 

The primary function of the vertical fin/rudder surface is to provide directional stability of the 
aeroplane about the vertical (yaw) axis. This helps in keeping the nose pointing into the oncoming 
airflow just as the feathers on an arrow, or a dart, keep the sharp end heading in the right direction. 

Directional stability (also known as weather vane stability) is what determines the aeroplane’s 
response to being yawed relative to the oncoming airstream. The aeroplane is stable when it tends 
to yaw to point the nose back into the airflow after its direction has been disturbed, and unstable if 
the yawing moments tend to increase the yaw angle away from what it was originally. 

When the aeroplane yaws relative to the 
direction of flight, it slips, with the airflow 
arriving at an angle relative to the centre-line 
of the aeroplane. The slip angle causes the 
components of the aeroplane configuration 
to generate side force proportional to the 
keel surface ahead of the centre of gravity to 
the area of keel surface behind the centre of 
gravity. These side forces generate a yawing 
moment unless they act directly at the CG. 

A vertical tail is mounted at the aft end of the fuselage for two major reasons. First, it ensures that 
the area of the keel surface aft of the centre of gravity well exceeds the area of the keel surface 
ahead of the centre of gravity (to ensure a positive ad more powerful restorative action is naturally 
available). In the second case, a major part of the aft keel surface (behind the centre of gravity) is 
positioned to provide an adequate restorative moment to the arm generated when slip is applied io 
the aircraft. 

Thus, when the aeroplane yaws, the slip generates an angle of attack on the vertical tail that causes it 
to generate lift (side force) that pushes the tail toward the retreating side of the aeroplane. 
Accordingly, for example, a nose-left yaw will cause the vertical tail to generate a leftward side force. 

The side force on the vertical tail, acting through the leverage of the tail arm, produces a yawing 
moment that opposes the initial yaw and points the nose back into the airflow. 

Normal
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Lateral
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Yaw

Aileron
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Rudder

Aileron

 

007

Centre of gravity
Keel area forward 
of the Centre of 

gravity

Keel area aft of 
the Centre of 

gravity

 
The keel surface area ahead of the centre of gravity (grey) 

must be less than the keel surface area aft of the centre of 

gravity (blue) for directional stability to exist 
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The degree of directional stability the vertical tail generates is a function of both the tail keel area 
and the effective tail keel arm. 

Yaw Damping 
The aeroplane’s response to being placed at a steady-state slip angle relative to the air (directional 
stability) is an important factor determining its lateral/directional flying qualities. 

A second important factor is the response of the aeroplane to a yaw rate. The response of any 
system to a rate of motion or rotation is called damping. Damping is stable (or positive) if the system 
generates a force or moment that opposes the motion and tends to reduce or stop it. 

Damping is important because it is the factor that causes an initial motion to die out so the system 
returns to its original steady state. If a stable system with no damping is perturbed from its steady 
state, it will oscillate symmetrically about the initial steady state indefinitely at a constant amplitude. 
Damping dissipates the energy in the oscillation and forces the system to settle back to its initial 
steady state. 

Considering  the aeroplane, we can see that without yaw damping the aeroplane would yaw left and 
right continuously after being perturbed, unless the pilot actively used rudder to stop the yawing 
motion. 

Fortunately, the vertical fin provides yaw damping as well as yaw stabilization. 

When the aeroplane rotates about the yaw (normal) axis, the rotation pushes the vertical tail 
sideways through the air. This sideways motion of the tail rotates the apparent wind and generates 
an angle of attack on the keel surface including the vertical tail fin. This yaw-rate induced angle of 
attack causes the tail to generate a side force, which produces a yawing moment opposing the yaw 
rate. The magnitude of this side force is directly proportional to the yaw rate. 

Adequate yaw damping is very important in giving the aeroplane acceptable lateral/directional flying 
characteristics. In particular there is a lateral/directional mode called Dutch roll where yawing and 
rolling motions couple together into a “wallowing” motion. Yaw damping is critical to damping out 
this coupled motion, and adequate damping or the Dutch roll mode is critical to allow the pilot to 
manoeuvre and control the aeroplane precisely in roll and yaw. Airliners with swept wings and 
dihedral are particularly susceptible to Dutch roll and have computers to sense the motion and 
eliminate it, generally using dedicated spoilers to do so. 

Yaw damping at higher angles of attack is also a major factor in determining the spin characteristics 
of the aeroplane. A spin is a coupled rolling and yawing motion of the aeroplane that is driven by the 
asymmetry of lift and drag, post stall and prior to recovery when one wing of an aeroplane is stalled 
more deeply than the other. Most aeroplanes have at least one steady-state spin mode where the 
asymmetric forces drive the rotation and the aeroplane will autorotate indefinitely. The aeroplane 
will only recover from the spin if the pilot moves the controls to break the stable and the 
autorotating condition created by the asymmetry of the lift and drag produced by each wing. 

The rate of rotation, and the attitude and angle of attack the aeroplane assumes in the steady-state 
spin, have a large effect on how difficult the spin will be to recover from. If the aeroplane spins 
slowly in a steep nose-down attitude, recovery will be relatively easy and quick. If the aeroplane 
spins rapidly in a flatter attitude, spin recovery will be slower and more difficult, or the spin mode 
may be even unrecoverable. WARNING – if your aeroplane is placarded against spinning - DON’T 
ENTER ONE! 

The yaw damping the vertical tail provides has a very large influence over the spin mode. Yaw 
damping opposes the yaw rate in the spin and tends to slow the spin. Also, the greater the yaw rate 
in a spin, the more inertial forces tend to flatten the attitude of the aeroplane and increase the angle 
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of attack. A vertical tail design that generates significant yaw damping at post-stall angles of attack 
will help give the aeroplane benign spin characteristics by reducing the tendency to flatten. 

The directional stabilization and yaw damping of the vertical tail play a major role in determining the 
open-loop lateral/directional characteristics. In addition to stabilizing the aeroplane and providing 
yaw damping, the vertical tail is also used to provide the pilot with the ability to control the 
aeroplane in yaw. 

Yaw control in straight flight 
In normal straight flight, the vertical tail determines the tendency to yaw in turbulence. Many pilots 
consider turbulence to be only vertical movements of air but 
this is far from the fact. Just as slip or skid will produce a 
restorative action by the vertical tail as previously discussed, a 
horizontal gust of wind will instigate a similar yawing action 
but, in this case, it is not restorative as it is with slip or skid. 
Instead , it is aggravative and will lead to yaw and ultimately 
roll if left unchecked. One of the greatest secrets about flying 
an aeroplane accurately is that a pilot steers with ailerons and 
rudder but keeps straight with rudder only. 

Generally, the vertical tail surfaces, the fin and rudder combination, is the least understood of any of 
the aeroplane’s aerodynamic surfaces. This is primarily because yaw to a human is normal and safe. 
After all, as toddlers (and more) we leaned we could spin around until dizziness overtook us and we 
fell over laughing. Compared to falling forwards or backwards (pitch), or sideways (roll), both of 
which are likely to cause injury, yaw is nothing but good fun. Alas, in an aeroplane, little could be 
further from the case. When in any dire situation, yaw is always the first of the aeroplane’s three 
axes that must be brought under control and this uses the aeroplane’s vertical tail feathers. 

Happy Flying 

------  ooOOoo  ------ 

 

 

 

 

 

 

 

 
 

  

Swift Air Spares Pty Ltd 

An aviation spare parts dealer, supporting your aircraft and keeping it in the air. 

For quick and friendly and quick service to find the part you need and get it to you fast. 

No minimum orders required. 

See us at: 2/662 Bonanza Ave, Archerfield QLD 4108 

EMAIL: swiftairspares@hotmail.com 

PHONE - Landline: +61 7 3255 6733   FAX  (07) 3255 6744 

Mobile: 04 2364 4033 Murray Bolton 

Contrary to popular 

belief, the yaw axis is the 

FIRST axis that control 

must be exercised over, 

not the last. 

mailto:swiftairspares@hotmail.com
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FLY-INS Looming 
 

WHERE EVENT* WHEN 

Murgon (Angelfield) (YMRG) Burnett Flyers 
Breakfast Fly-in 

Find Next Planned EVENT AT 

http://www.burnettflyers.org/?p=508 

*In considerations of the welfare of our volunteers and public health issues, an announcement will be made one week prior 

to fly in breakfasts regarding our ability to have a fly in - Burnettflyers.org. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

  

 

 

 

 

http://www.burnettflyers.org/?p=508
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Don’t Believe All You See, Hear, or Read 
By Rob Knight 

Readily available on the net are 
millions of images of aeroplanes, 
from the mundane to alarmingly 
frightening. A recent discussion with 
a Flyer reader reminded me of one 
image – a spectacular rendition of a 
Russian experimental military aircraft 
from the 1930s – a Kalinin K7. 

The real Kalinin K-7 (Russian: 
Калинин К-7) was a heavy 
experimental aircraft designed and 
flown in the Soviet Union in 1933. It 
was of unusual configuration, with 
twin tail booms and large underwing 
pods housing fixed landing gear and 
machine gun turrets. In the 
passenger version, seats were 
arranged inside the 2.3-meter (7 ft 7 in) thick wings. The airframe was welded from KhMA chrome-
molybdenum steel. The original design called for six engines in the wing leading edge, but when the 
projected loaded weight was exceeded, two more engines were added to the trailing edges of the 
wing, one right and one left of the central passenger pod. 

The K-7 designer was World War I aviator and Soviet aircraft designer Konstantin Kalininat who 
headed the aviation design bureau in Kharkiv, Ukraine at that time. His K7 design was one of the 
biggest aircraft built before the jet age. In his civil transport configuration of the K7, he provided for 
120 passengers and 7,000 kg (15,000 lb) of mail or other freight. As a troop transport he designed it 
for 112 fully equipped paratroopers. In his bomber configuration, he armed it with 8 x 20mm 
autocannons, 8 x 7.62mm machine guns, and up to 9,600 kg (21,200 lb) of bombs. 

The first K-7 flight was very brief on 11 August 1933. The K7 demonstrated serious  instability and 
dangerous vibration caused by the airframe resonating in harmony with the inherent engine 
frequency of its multiple engines. Little being known then about the natural frequencies of structures 
and their response to vibration, the solution was to shorten and strengthen the tail booms. 
Subsequently, the aircraft completed seven further flights before a crash due to structural failure of 
one of the tail booms on 21 November 1933 ended any further testing. The accident killed 14 people 
aboard and one on the ground. Whilst a simple design failure was always possible, there was 
speculation that sabotage was a potential cause, suspected as the investigating committee had 
representation by the state security organization, the Joint State Political Directorate (OGPU). More 
recently, speculation in the Russian aviation press about the role of politics and the competing design 
office of Andrei Tupolev whose company was developing a similar purposed design, suggested a 
greater possibility of sabotage . 

Although two more prototypes were ordered in 1933, the project was cancelled in 1935 before they 
could be completed. 

The K7 designer, Konstantin Kalininat, was one of the founders and first teachers of the Kharkiv 
Aviation Institute. But, although he was awarded the Order of the Red Banner of Labour, he was 
executed by Stalin in 1938 during one of his purges. According to Soviet records, he died in 1940. 

So, what was this manipulated image based on, and who did the manipulation? 

 
The doctored image that is easy to find on the internet. 

Such a design simply could not succeed as an airframe, to remain within 

the limits that physics puts on weight versus structural strength, could not 

withstand the immense recoil forces imposed on it by firing one single 

gun, let alone a salvo from one of the batteries of guns the image is shown 

to carry. 

https://en.wikipedia.org/wiki/Russian_language
https://en.wikipedia.org/wiki/Aircraft
https://en.wikipedia.org/wiki/Soviet_Union
https://en.wikipedia.org/wiki/Twin-boom_aircraft
https://en.wikipedia.org/wiki/Landing_gear
https://en.wikipedia.org/wiki/Gun_turret
https://en.wikipedia.org/wiki/Wing
https://en.wikipedia.org/wiki/41xx_steel
https://en.wikipedia.org/wiki/41xx_steel
https://en.wikipedia.org/wiki/Konstantin_Kalinin
https://en.wikipedia.org/wiki/Kharkiv
https://en.wikipedia.org/wiki/Ukraine
https://en.wikipedia.org/wiki/Paratrooper
https://en.wikipedia.org/wiki/Autocannon
https://en.wikipedia.org/wiki/Joint_State_Political_Directorate
https://en.wikipedia.org/wiki/Andrei_Tupolev
https://en.wikipedia.org/wiki/Konstantin_Kalinin
https://en.wikipedia.org/wiki/Kharkiv_Aviation_Institute
https://en.wikipedia.org/wiki/Kharkiv_Aviation_Institute
https://en.wikipedia.org/wiki/Order_of_the_Red_Banner_of_Labour
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A quick check on “Snopes” provides a good and reasonable answer 

Jordan Liles published on 20 March 2021 that since at least 2010, a set of awe-inspiring coloured 
photographs have been shared in email forwards and on social media purportedly show the Russian 
Kalinin K-7 heavy bomber. One of the pictures was even displayed in a paid online advertisement: 

Lots of reading of old blogs and message boards by Jordan, combined with reverse image searching, 
finally led us to the original source. Thanks to a tip from englishrussia.com, he found the source to be 
a person with the username “Levin.” 

On the original page, which appeared to be from 2007, Levin advised that his work had been 
misunderstood. It was never intended to suggest the resulting depiction was a design that could ever 
fly, it was merely an exercise in a form of ”doodling” a fantasy, if you like. 

WarHistoryOnline.com published the history of the real Kalinin K-7 heavy bomber, which was smaller 
than what was displayed by Levin’s doodling. “The Kalinin K-7 was a heavy experimental aircraft 
designed and tested in the Soviet Union in the early 1930s,” the website read. “It was of unusual 
configuration with twin booms and large underwing pods housing fixed landing gear and machine 
gun turrets.” The actual Kalinin K7 is illustrated below. 

 

 

 

 

 

 

 

 

 

 

 

Regardless of any illustrator’s misrepresentation, this was one helluvan aircraft design. 

Relevant Real Aircraft Specs: 

Empty Weight: 24,400 kg  VNE: 121 knots 

MTOW: 46,500 kg  Cruise speed: 97 knots 

Length: 28 metres  Fuel capacity 9,130 litres 

Wing span: 53 metres  Range (nil Reserve): 860 nm 

 
------  ooOOoo  ------ 

  

 
The REAL Kalinin K7 which crashed on its eighth  flight, killing 15 people 

https://www.snopes.com/author/jordan/
http://cyberworldfrauds.blogspot.com/2010/05/email-hoax-containing-russian-k-7-heavy.html
https://englishrussia.com/2009/01/25/russian-flying-fortresses/
http://www.rusring.net/~levin/k7/k777.htm
https://www.warhistoryonline.com/military-vehicle-news/seriously-the-kalinin-k-7-bomber-actually-took-to-the-air.html
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The Warbird that Wasn’t --  

The Unconventional Fisher P-75 Eagle 

By Jason McDowell, August 16, 2022 

The U.S. Army Air Forces took a gamble on this hodgepodge aircraft, which later proved to be a poor 

bet. 

 

 

 

 

 

 

 

 

 

In early 1942, the U.S. Army Air Forces wanted to add a high-performance fighter/interceptor to the 

fleet. Rather than opting for a modified version of an existing aircraft like the P-51 Mustang or P-38 

Lightning, they ultimately decided to take a gamble on a wholly unconventional aircraft designed and 

produced by an auto manufacturer using unconventional design philosophies.  

This aircraft became known as the Fisher P-75 Eagle and proved to be a poor bet in more ways than 

one. 

At the time, the Fisher Body 

Division was a subsidiary of 

General Motors, employing 

more than 100,000 people 

and producing a variety of 

metal components in more 

than 40 plants. With the 

advent of World War II, 

capacity was shifted to the 

manufacture of airframe 

components for the war 

effort. Among the aviation-

related contracts were 

agreements to produce 

 
A hodge-podge of bits and bobs – it was doomed to fail 

 
The P-75 Eagle may have looked like a bad airplane, but don't be fooled, it was a 

bad airplane. 
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airframe parts for the B-25 Mitchell as well as the production and assembly of 200 Boeing B-29 

Superfortress bombers. 

When the military ordered 2,500 P-75s that existed only on paper, Fisher aimed to utilize some 

automobile manufacturing philosophies to develop, build, and deliver the aircraft in time. 

Airframe assembly for production is considerably different from the design, testing, and manufacture 

of an entirely new aircraft from scratch, however, and Fisher would learn this the hard way. Most 

notably, the company selected a new, experimental engine, placed it in the center of the aircraft 

rather than in the nose, and utilized two drive shafts to link it to twin contra rotating propellers. Both 

unconventional and complex, the powertrain created new problems that flight test engineers had to 

identify and solve. 

The 24-cylinder Allison V-3420 engine was itself notable for its size and complexity. The design was 

based on the V-1710 engine as 

used in the P-38, P-51, and the P-

40 Warhawk. The new engine 

essentially took two of these V-12 

engines and mated them together 

to create a massive W-24 that 

produced 2,600 hp. 

Perhaps recognizing the 

inefficiencies inherent in utilizing 

such unproven concepts, Fisher 

attempted to simplify the 

manufacturing process and expense of the aircraft through the use of existing components 

elsewhere in the airframe wherever possible. They utilized P-51 wings in initial versions, later 

switching to P-40 wings. The empennage and tail were repurposed from the Douglas A-24 Banshee, 

and the main landing gear came from the F4U Corsair. 

Initial flight testing revealed serious problems, both aerodynamic and mechanical in nature. 

Miscalculations in the center of mass resulted in poor spin characteristics and stability issues. Fisher 

addressed these in part through a redesign 

of the tail, thus eliminating any production 

advantages to using the original A-24 tail.  

Work also had to be done on the engine, as 

it was prone to overheating and wasn’t able 

to produce the specified horsepower. By 

the time the problems were addressed, the 

military realized it would be quicker and 

more cost-effective to modify proven 

aircraft types that were already in service. 

Shortly after production had started, the contract was cancelled entirely with only eight prototypes 

and six production aircraft having been completed. 

 
The Allison W-3420 engine was plagued with problems. 

 
The P75 Eagle 
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Of those 14 aircraft, three crashed during testing and all but one was scrapped. The sole remaining 

example, pictured here, has been restored and is presently on display at the National Museum of the 

United States Air Force in Dayton, Ohio. 

------  ooOOoo  ------ 

Short Final: Windy 
By AVWeb Editorial Staff. Published: August 30, 2022 

I fly in the High Desert of Southern California. We often get very strong, gusty winds. While practicing 
approaches, I heard this interaction between tower and a C-
17 crew, also practicing. 

Tower: “…wind 200 at 25 gusting to 37, cleared for the 
option Runway 17.” 

C-17 pilot after acknowledging information: “Does the wind 
always blow like this?” 

Tower: “No (pause), sometimes it blows quite hard.” 

 

------  ooOOoo  ------ 

The Samson Switchblade Flying Car 

 

 

 

 

 

 

 

 

 

 

 
 
An Oregon company, Samson Sky, has designed and built a prototype flying car which has been 
approved for testing by the FAA. Samson Sky says it has received over 2100 reservations for its new 
vehicle which acts more like a private plane than a car in many ways. The Switchblade flying car has 
been in development for 14 years and will now enter a phase of private testing. 

No other details are available at this time. 

See video at: Oregon company begins testing flying car | Watch (msn.com) 

------  ooOOoo  ------  

 

 

https://www.avweb.com/author/estaff/
https://www.msn.com/en-au/video/news/oregon-company-begins-testing-flying-car/vi-AA11iI0M?ocid=msedgdhp&pc=U531&cvid=a8035d2cfcf843b4b02a09c38cb9cacd&category=foryou
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Faulty landing gear springs led to B-2 bomber crash last year, 

report finds 
By Alexander Riedel. STARS AND STRIPES • March 18, 2022 

 
A B2 Bomber has an undercarriage fault and runs off the runway with damage. 

 
B2 at rest. One of the undercarriage doors was torn off. 

The Spirit of Georgia B-2 bomber after coming to a stop in a grassy area east of the runway at 

Whiteman Air Force Base, Missouri, Sept. 14, 2021. A mechanical failure caused the left landing gear 

to collapse, causing the left wing to make contact with the runway and damaging parts of the left 

side of the aircraft. (U.S. Air Force) 

Worn springs in the landing gear is stated as the cause of the crash on the runway last year at 

Missouri’s Whiteman Air Force Base, according to a recently released investigation report. 

https://www.afjag.af.mil/Portals/77/AIB-Reports/2021/AAIB%20Report%20-%20B-2%20Mishap%20TN%2089-0129%20-%20FINAL.pdf
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The report concluded that landing gear’s lock link springs didn’t maintain enough pressure to prevent 

the jet’s left main landing gear from folding in on itself as the plane touched down. 

The B-2, assigned to the 393rd Bomb Squadron of the 509th Bomb Wing and known as the Spirit of 

Georgia, was significantly damaged in the Sept. 14 crash. The two pilots escaped unscathed. 

 
A year later after temporary repairs the B2 is flown back to its place of manufacture for a rebuild. 

 

USAF Band-Aid in action 
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The left-wing leading edge and other parts are held together with temporary repairs. 

 

B2 Bomber on final approach after a successful recovery. 

Investigators found no evidence that the springs had ever been replaced. The failing pieces had 

remained untouched for at least a decade, according to the report. 

A post-crash analysis of the failed components by the Air Force Research Laboratory at Wright-

Patterson Air Force Base in Ohio showed that the springs produced approximately 11% less tension 

than they should have, clearly outside established tolerance levels, according to the report. 

Additionally, investigators found that metal fatigue-related “microcracking“ in hydraulic connections 

using shape-memory sealing components led to the disconnection of a tube and rapid loss of 

hydraulic fluid. 

Shape-memory couplings, commonly known as CryoFit couplings, are used to seal tubes and 

hydraulic or fuel lines in confined areas where welding and brazing with bulky equipment is difficult. 

This led to pressure loss that prevented the hydraulic system from helping the landing gear stay 

down and locked, according to the investigators. 

There have been eight previous cases of a dual failure of the B-2’s landing gear hydraulic systems in 

flight. However, none of those failures resulted in a landing gear collapse. 

Immediately after the crash, the Federal Aviation Administration announced a temporary flight 

restriction around Whiteman Air Force Base. The unusual announcement attracted attention from 

aviation trackers, which led to the first news reports of the crash. 
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Aerospace manufacturer Northrop Grumman built only 21 of the stealth bombers between 1988 and 

1997. After a 2008 crash in Guam and the more recent one in Missouri, only 19 remain in service. 

With the expected arrival of the B-21 Raider by the mid-2020s, the B-2’s successor, it remains unclear 

whether the Air Force will opt to repair the Spirit of Georgia or scrap it for parts for its remaining 

fleet. 

Note the estimated repair costs are over $10,000,000.00. Makes one’s eyes water a bit, doesn’t it? 

------  ooOOoo  ------ 

Tecnam Unveils P2012 STOL 

The Italian manufacturer's first-of-its-kind piston twin was designed to get into and out of some of 

the most demanding commercial airports in the world. 

“Short takeoff and landing (STOL)” and “piston 

twin” are not phrases that usually go together 

unless you are talking about the P2012 STOL 

produced by Tecnam Aircraft. 

The Italian manufacturer presented the new 

P2012 STOL during a press conference at the 

National Business Aviation Association’s 

Business Aviation Convention and Exhibition 

(NBAA-BACE) in Orlando Wednesday. 

Orders are now being taken for the P2012 

STOL, which has a starting price of $2.75 

million. Deliveries will begin in 2024, the 

company said at a press conference at NBAA-

BACE. 

According to Tecnam, the P2012 STOL was created as a “rugged and durable high wing, fixed gear 

design” with the mission of getting into and out of some of the most demanding commercial airports 

in the world. 

According to the company, the cockpit is designed to facilitate single pilot operations, as it is 

equipped with a state-of-the-art Garmin G1000 NXi avionic system, and a GFC 700 autopilot 

specifically tuned for the STOL mission.  

The flight deck features Bluetooth, flight stream, Iridium as well as weather radar, storm scope, inset 

map, and synthetic vision to help reduce workload and fatigue while increasing mission effectiveness. 

The aircraft features two six-cylinder turbocharged engines.  

The P2012 is certified for single-pilot VFR and IFR for commercial operations. No type rating is 

required. 

------  ooOOoo  ------ 

  

 
Tecnam's P2012 STOL was created as a "rugged and 

durable high wing fixed gear design" with the mission of 

getting into and out of some of the most demanding 

commercial airports in the world. [Courtesy: Tecnam] 
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Keeping up with the Play (Test yourself – how good are you, really?) 

1. If a pilot wanted to fly a track of true north (360°T) in a locality where the magnetic variation 
was 15° east, what would the compass read if it had no deviation? There is no wind. 
A. 315° 

B. 360° 

C. 345° 

D. 365°. 
 

2. When must an aircraft be checked for fuel contamination? 
 

A. Before every flight. 

B. After every refueling exercise. 

C. Once (on a DI) if a gascolator is used to identify contamination. 

D. When the pilot decided there is a risk of fuel contamination. 

 

3. Given the following data from a TAF, what time is it valid until? 

TAF YCCA 211832Z 2106/2118 
 

A. 21st day, 1832 Zulu. 

B. 18th day, 0200 zulu. 

C. 21st day, 0600 zulu. 

D. 21st day, 1800 zulu. 

 

4. Two light aeroplanes are exactly 1.5 nautical miles apart, and are on a head-on collision 

course. If they are each doing 90 knots, how long before they collide. 

A. 30 seconds. 

B. 60 seconds. 

C. 90 seconds. 

D. 120 seconds. 

 

5. A red navigation light for an aeroplane would be fitted where? 

A. The tail. 

B. The PORT wing tip. 

C. The STARBOARD wing tip. 

 

 

 

 

See answers and explanations overleaf 

If you have any problems with these questions, See Notes following overleaf or call me (in the evening) and 

let’s discuss them. Rob Knight: 0400 89 3632 (International +64 400 89 3632), or email me at 

kni.rob@bigpond.com. 

  

mailto:kni.rob@bigpond.com
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1. C is correct. 

To convert a true direction to a magnetic one, use the following template -  

T V M D C (True virgins make dull company at weddings) 

360    -  15E  =  345. 

T =- True direction, V = variation (in this case 15E which means the magnetic direction which 

will be what the compass reads in the given circumstances will be 15 degrees less than the 

true value of 360. Note – had the variation been West instead of East, we would need to add 

it to the true and we’d have 015°M as the correct answer (360 + 15 = 015). 

The D which is not used stands for compass deviation and the C relates to compass reading. 

The “at weddings” bit is merely a reminder to add westerly deviation when calculating from 

true to magnetic directions. Thus, by inuendo, easterly deviation is subtracted. 

(Internet links relating to this topic are available but are too long to be realistic. If you have 

issues with the concept involved in this question, contact me for some 1 on 1 (Rob Knight).) 

Note that Option D (365°) doesn’t exist. 365 when referring to circle arc would be correctly 

written as 005°. 

 

2. A is correct. 

Fuel in aircraft fuel tanks MUST be checked to ensure there is no contamination before every 

flight. 

See Part91 (Plain English Guide) V2.0, 10: Pre-flight planning and preparation, page 72. 

 

3. D is correct. 

The validity period of a TAF is indicated in the last block of 8 digits in the top line 

TAF YCCA 211832Z 2106/2118 

It uses the format ddhh/ddhh, where dd is day of the month and hh is hour UTC, e.g. 

2106/2118, which gives a 12 hour validity period from 0600 (6am) on the 21st to 1800 hours 

(6pm) on the 21st zulu time (UTC). 

See: www.bom.gov.au/aviation/data/education/taf.pdf 

 

4. A is correct. 

Two light aeroplanes, each travelling at 90 knots, will have a closing speed of 180 knots 

which is 3 nm per minute. As the question provides a separation of just 1.5 nm, they will 

collide in just 30 seconds. (At 60 knots you will travel 1 nm in 60 seconds.) 

(How easy is it to see another light aeroplane at 1.5 nm? Scary, eh!) 

 

5. B is correct.  

Navigation light lenses on an aeroplane have three colours – red, green, and white. These are 

fitted at specific locations as follows: 

• Green on the starboard (right side) wing tip, 

• Red on the port (left side) wing tip, and 

• White on the tail. 

Hint: a pneumonic to easily remember this is the following phrase:  

“There’s some RED PORT LEFT in the bottle”. 

 

------  ooOOoo  ------ 

http://www.bom.gov.au/aviation/data/education/taf.pdf
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Aircraft Books, Parts, and Tools etc. 
 

Books (Aviation) 

NEW Item Condition Price 

Flight Briefing for Pilots (Birch & Bramson) Excellent $55.00 

Mechanics of Flight (A. C. Kermode) Like new $25.00 

 

Parts and Tools 

Item Condition Price 

VDO Volt Readout instrument  Brand New  $70.00 

Altimeter. Simple – single hand As new $50.00 

Oil Pressure indicator, (gauge and sender) New – still in box $80.00 

 

Tow Bars 

Tailwheel tow bar.  Good condition $50.00 

 

Propeller Parts 

Propeller spacers, Assorted depths, all to fit Rotax 
912 UL/ULS propeller flanges 

Excellent $100.00 each 

Spinner and propeller backing plate to suit a Kiev, 
3 blade propeller, on a Rotax 912 engine flange. 

Excellent 100.00 

 

 

Contact Rob Knight via either kni.rob@bigpond.com, or 0400 89 3632. 

             

  

mailto:kni.rob@bigpond.com
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Kitset Aircraft for Sale 

Build it Yourself 

DESCRIPTION 

All of the major components needed to build your own aircraft similar to a Thruster, Cricket or MW5. 

• Basic plans are included, also  

• Hard to obtain 4" x 3" box section, 2 @ 4.5 metres long. 

• Wing spar & lift strut material - 6 tubes of 28 dia. x 2 wall.  

• 20 fibreglass ribs plus the moulds,  

• 16 spar webs plus the moulds, 

• 2 fibreglass flat sheets for the leading edges - 4 metres long x 1.1 metres wide.  

• All instruments including, 

• A Navman flow meter, 

• A Powermate rectifier regulator, 

• A ballistic parachute, 

• A 4-point harness, 

• Set fibreglass wheel pants, and 

• More. 

 

 

 

 

 

 

 

 

 

 

 

 

Colin Thorpe. Tel: LL (07) 3200 1442,  

Or Mob: 0419 758 125 

  

$1,980.00 neg 

 
Box sections and tubes 

 
Flow Meter, Navman, Ballistic Chute, etc 

 
Ribs, tubes, spats, etc 

A very 

comprehensive 

kit of materials 
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Aircraft for Sale 

 

¾ scale replica Spitfire 

 

 

 

 

 

This aircraft is airworthy, flown regularly, and always hangared. Registered 19-1993, it is powered by 

a 6-cylinder Jabiru engine (number 33a-23) with 300 hours TTIS. The airframe has logged a mere 320 

hours TTIS. This delightful aircraft has recently been fitted with new mounting rubber, a new 

alternator and regulator, a new fuel pump, and jack stands. It is fully registered and ready to fly away 

by a lucky new owner 

Hangared at Kentville in the Lockyer Valley, parties interested in this lovely and unique aircraft 

should contact either: 

PRICE:  Will consider ALL reasonable offers 

Kev Walters on Tel. 0488540011 or 

William Watson on Tel., 0447 186 336  

 

 

Single Seat T84 Thruster, disassembled and ready for rebuild. 

I have a T84 single seat Thruster project in my hanger at Watts bridge. 

The fuselage is on its undercarriage, the wing assemblies are folded up and the skins are with them. 

Included is a fully rebuilt Rotax 503 dual ignition engine and propeller. 

And, most importantly – the aircraft logbook! 

Asking price $5000.00 
Contact John Innes on 0417 643 610 

  

Deceased Estate 
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AIRCRAFT for Sale - LIGHTWING GA-55. 

Registered 25-0374 

 

Engine ROTAX 912, 80HP,     853.3 Hours 

Reluctant sale of this great aircraft, I have owned her from June 2004. 

Excellent fabric, Red and Yellow, always hangered, and comes with the following extras: 

* 2 Radios    * Fuel Pressure Gauge 

* Lowrange GPS  * Extra Tachometer  

* EPIRB    * New Headsets 

* Aircraft Dust Covers.  * Paint 

* Manuals – various  * Oil 

Work performed at Lightwing Ballina: 

* Wings recovered, tanks resealed, new brakes, wheel bearings and hubs, new wing tips. 

Other work carried out: 

* Windscreen replaced, door panel replaced, choke cables replaced, ignition upgrade. 

Rotax: 

* Engine modifications, gearbox rebuild. 

Currently hangared at Boonah in Queensland. 

Contact Kevin McDonald on 0419 607 637 

  

$25,000.00 (Neg) 
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Aircraft Engines for Sale 
 

Continental  O200 D1B aircraft engine 

Currently inhibited but complete with all accessories including, 

• Magneto’s, 
• Carburettor, 
• Alternator, 
• Starter motor, 
• Baffles and Exhaust system, and 

• Engine mounting bolts and rubbers. 
Total time 944.8 hours. Continental log book and engine log are included. 

Phone John on 0417 643 610 

 

ROTAX 582 motor. 

Ex flying school, TTIS 600 hours, and running faultlessly when removed from aircraft for compulsory 

replacement.  

No gearbox, but one may be negotiated by separate sale if required. 

Interested parties should contact….. 

Kev Walters on Tel. 0488540011 

------  ooOOoo  ------ 

 

 

 

 

 


