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empty and loaded (1270 Ibs) weight, a
place behind the occupants for 80 Ibs of
luggage and a fuel capacity of 20 gallons,
it is very practicable for all but very long-
distance touring. The specification claims a
range slightly in excess of 400 miles.

As a trainer, | cannot bring myself to be
quite so encouraging. The pleasant handling
is a bonus as it encourages a student to
develop a touch of finesse, but the much-
publicised unstallability means that low-
speed handling cannot be covered down to
the important break-away and recovery
stages. If a pilot is to be licensed to fly an
aeroplane with conventional characteristics
he or she must gain a reasonable ration of
experience in coping with all aspects of a
machine’s likely behaviour.

Another characteristic detracts from the T-
211’s otherwise good behaviour: this is the
need to make powered approaches, for
although these are standard practice in
today’s operational environment, they are
not helpful towards judgment and they
create a need to treat forced landings as a
wholly specialised exercise. In my young
days the standard procedure was to close
the throttle at an appropriate point
(depending on the wind strength) on the
base leg and aim not to use power again
until turning off at the end of the landing
run. Before my time (yes, this did exist!)
such a call for accuracy was even stronger:
service pilots were required to pay fines into
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squadron funds and private pilots were
liable to be rebuked in the clubhouse if they
needed to creep-on the throttle once it had
been pulled back so, when needed, this
was done as surreptitiously as possible!
Gone are the days in which a normal
approach and landing formed useful and
critical practice for a forced landing.

So what is the verdict? It would have
been a good light tourer and with such
pleasant control responses, could have
made cruise flying more enjoyable than on
many other types. As a trainer, though, the
points that | have mentioned detract from
its value. Nevertheless, if it had been
available in quantity it could have had a
place on club fleets and might have proved
popular for private ownership by pilots
who appreciate an aeroplane’s handling
qualities.

As itis, only three T-211s have places

Left: T-211’s wingspan of only 25 feet means
a high wind loading

Bottom: a Thorp T-211 was used as a test-bed
for the Wilksch WAM-120 diesel engine

Top: for all its small size, the T-211’s cockpit
feels surprisingly roomy

Right: the T-211 is now being manufactured
by Taneja Aerospace in Bangalore for final
assembly by IndUS Aviation in Texas

Below: a Continental-engined version of the
IndUS Aviation Thorp

on the UK register. G-BTHP remains alive,
as does G-BYJF, and both have current
EASA Certificates of Airworthiness. An
oddity in two ways is G-TZ11 which, like
'THP, has a ‘personalised’ identity and has
been used as a test-bed for the Wilksch
WAM-120 diesel engine that runs on Jet
A-1; unlike its more standard brethren, it
has operated on a Permit to Fly, but this
expired in August 2008 and the work has
been completed so, according to the LAA,
'Z11 may not fly again.

In the T-211 we have an interesting
machine that should have enjoyed a more
successful career than it achieved. As has
been common with other designs,
combinations of technical, administrative
and monetary mishaps seen to have
dictated the terms for the virtual demise of
a likeable and seemingly practical little
aeroplane. M
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