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S
ince its reintroduction to the 
aviation community by IndUS 
Aviation, John Thorp’s T-211 
is generating more attention 
than at any time since he first 

designed the airplane.
While John worked on large air-

craft, like the Navy patrol bomber P2V 
Neptune, he focused most of his career 
on small, sporty aircraft. He began 
designing a two-place light aircraft in 

the 1930s. By the 1950s his T-10 Sky 
Skooter powered by a 50-hp Franklin 
2AC-99 engine evolved into the T-111 
with a 75-hp Lycoming engine. Later it 
became the T-211, with a Continental 
O-200. It is this last version of the T-211 
that IndUS now offers as a standard 
category aircraft. IndUS is also plan-
ning to offer the model as a light-sport 
aircraft (LSA) with a Jabiru 3300 engine, 
affectionately named the Thorpedo for 

its improved performance.
The T-211 was actually the design pre-

decessor to the Piper Cherokee, which 
has gone on to have an amazing success 
story. However, the attractive little two-
seat T-211 didn’t fare well on its own. 
The design went through several own-
ership changes, the last of which saw 
it leave the United States for England. 
None of these ventures were particularly 
successful, and the T-211 languished.

Thorpedo:
This vintage design with a big Jabiru engine is an impressive performer

DAN JOHNSON
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IndUS Aviation
Good news for the design arrived 

by way of Ram Pattisapu and IndUS 
Aviation based in Dallas, Texas. Ram 
is Indian by birth, but has lived in 
the United States for nearly 35 years. 
He was a surgeon for many years and 
owned several aircraft, but the siren’s 
call of aviation as a business oppor-
tunity caught his attention, and Ram 
traded his stethoscope and charts for a 
headset and logbook.

Ram has struck a manufacturing deal 
with Taneja Aerospace and Aviation 
Limited (TAAL) to produce the T-211. 
Located in India, TAAL offers manufac-
turing cost advantages and opens the 
door to sales in the second most popu-
lated country on Earth. Ram has plans 
for an aviation showroom in India, and 
he attended the Aero India 2005 show 
in February to stimulate interest. Two 
certificated T-211s have already been 
fully produced in India. While we may 
think of India as a poor country, many 
entrepreneurs, businesspeople, and gov-
ernment agencies in that country are 
prospects for the T-211.

To make sure the T-211 will fully meet 
LSA requirements, Ram has attended 
nearly every ASTM consensus standards 
development meeting. (Recall that spe-

cial LSA and experimental LSA, other 
than transitioning ultralights, must be 
built and maintained according to the 
FAA-mandated consensus standards.) 
The T-211 will have few problems meet-
ing those requirements, as it’s already 
certificated to CAR 3 standards with 
the O-200 engine, but to accommodate 
alterations such as the installation of 
the Jabiru engine, LSA approval will be 
necessary for those who want fully built 
special LSAs.

Scott Severen, formerly the CEO of 
TEAM Aircraft of miniMAX fame, is the 
company’s sales and marketing direc-
tor. A hang glider pilot who also flies 

ultralights and general aviation aircraft, 
Scott brings a wealth of aviation experi-
ence to the IndUS Aviation team.

A Tale of Two Pilots
One of the beauties of the sport 

pilot rule is the variety of aircraft that a 
sport pilot can fly. However, the many 
choices complicate the decision-making 
process. 

At the U.S. Sport Aviation Expo held 
in Sebring, Florida, in late October, I 
made a couple of presentations on what 
to consider when buying an LSA. While 
my first session early in the weekend 
was nearly full, only two pilots attended 
my end-of-event talk. Rather than run 
my usual computer presentation, the 
two men and I visited informally. 

We talked about their aviation back-
grounds—both had been general avia-
tion (GA) pilots, and each had some 
experience with ultralights and liked the 
low-and-slow experience these aircraft 
represent. Each was an older gentleman 
(that is, a few years older than me!), 
and while neither currently had trouble 
maintaining their airman’s medical, 
they both realized the future might be 
different, so flying a sport pilot-eligible 
aircraft was important to them.

We talked about many light aircraft, 

Homebuilders will remember 
John Thorp for his T-18 taildrag-
ger with its compound dihedral 
wings. This efficient design has 
been built in large numbers by 
EAA members, and several T-18s 
are always in attendance at EAA 
AirVenture Oshkosh. In 1976, 
Don Taylor of Hemet, California, 
flew a T-18 around the world, 
earning the distinction of being 
the first homebuilder to accom-
plish that feat. 
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discussing performance, cost, design 
background, entry and exit, longevity, 
maintenance, and a raft of personal 
preferences. As we neared the end of 
my one-hour time slot, it was clear that 
both these men were ripe candidates for 
the Thorp T-211. Both were intrigued 
by the Thorpedo, with its extra power 
and performance, but if they go the 
T-211 route, they’ll likely each end up 
with the Continental-powered T-211 
as it retains its CAR 3 certification (the 
predecessor to FAR Part 23). While these 
men don’t represent the only candidates 
for a Thorpedo or T-211, they do show 
that this aircraft is one that can satisfy a 
variety of interests and demands.

For example, I like open-cockpit 
flying. I like to smell the air and feel 
the warm breezes…in the right climates. 
However, other pilots don’t like the wind 
or the noise of an open cockpit. The      
T-211/Thorpedo lets you go both ways. 
The canopy can be opened or closed any 
time in flight. I actually found it easier 
to close than to open, though both are 
one-handed operations.

Meet the Thorpedo
At the U.S. Sport Aviation Expo, I 

had the opportunity to fly the Jabiru-
powered Thorpedo. For the first time in 
our 20 years of acquaintance, Scott and 
I were able to occupy the same cockpit 
as he joined me on this test flight. 

In an earlier T-211 flight behind a 
Continental O-200, I found the takeoff 
roll long and the climb rate rather unin-
spiring. Many GA pilots may not see it 
the same way because they may be used 
to tamer performance, but I prefer ultra-
lights and LSAs that like to jump off the 
ground. The Thorpedo with the six-
cylinder, 120-hp Jabiru 3300 gave me 
a whole  new impression of the design. 
It enthusiastically leaves the ground in 
only 350 feet of roll and can climb bet-
ter than 1,000 fpm.

I measured a climb rate over a 
three-minute window on a day with 
85°F temperatures near sea level. The 
Thorpedo averaged 833 fpm with an 
initial climb rate better than 1,000 fpm. 
We achieved this at about 100 pounds 
under the maximum gross of 1,270 
pounds, Scott calculated.

The big Jabiru engine ran smoothly, 
suggesting that IndUS mechanics have 
done a good job with the installation 
of this engine, but it also speaks to the 
design of the Australian-built engine.

The Jabiru 3300 likes to run at 2700 
rpm; however, prop choice is always 
a factor in such a number. Maximum 
continuous revolution is 3100, and 
the prop on the Thorpedo that I flew 
in Sebring had a fairly aggressive pitch. 
IndUS Aviation has since changed the 
pitch and is now getting a higher prop 
speed, resulting in improved climb 
and cruise.

The Jabiru USA representatives say 
that the engine prefers to run in the 
2700-rpm range or higher. Yet without 
referring to the tachometer, I naturally 
gravitated to about 2500 rpm as I lis-
tened to the engine. Scott said that set-
ting offers an economical flying speed, 
burning about 4.5 gph and “never 
more than 7 gph.” Given the aircraft’s 
21-gallon fuel tanks—the same as a 

Cessna 150—the Thorpedo can run 
longer than four hours, during which 
time it can cover around 500 miles. 
Even with the throttle firewalled, the 
Thorpedo can stay aloft for three hours, 
covering almost the same distance in 
less time.

Maximum full-power, level flight 
speed was a few notches slower than 
130 mph (about 113 knots). IndUS 
believes it can coax a bit more speed 
from the Thorpedo. Scott said IndUS 
might push the design to 120 knots, 
the speed limit under the SP/LSA rule. 
An obvious way to achieve this would 
be the addition of wheelpants to reduce 
drag, but a more subtle solution that 
will achieve beneficial results involves 
adding a small fairing at the trailing end 
of the canopy where an inch gap gener-
ates a bit of drag. 

The plane stalls at just faster than 
50 mph, achieving a respectable speed 
range with a 2.5-to-1 low-to-high 
speed ratio. 
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Sky Skootin’ Sweetheart
The Thorpedo’s performance num-

bers are fine, but a more subjective 
quality of any airplane is its handling. 
In this area, the Thorpedo has few peers. 
In every flight maneuver I practiced, 
the plane was well behaved. Dutch roll 
coordination exercises, turns to head-
ings, and climbing or descending turns 
all were highly predictable. Experts and 
novices alike will be assured by the sure-
footed ways of the T-211.

The Thorpedo did nice steep turns. 
I performed 60-degree steep turns and 
found it easy to keep the ball coordinat-
ed. Not much back stick was required 
to hold altitude. Adverse yaw was mini-
mal for the required stick inputs.

As we left cruise altitude, I measured 
the descent rate at 700 fpm over a two-
minute timed descent.

Returning to the Sebring Regional 
Airport for some touch-and-goes, I 
tended to fly the Thorpedo too much 
like an ultralight. I raised the nose too 
high on the flare-out and ended up 
plopping the airplane on the ground 
two out of three times. Most of this was 
caused by a lack of familiarity with the 
airplane and some personal preference 
for high-wing landing characteristics. 
Regardless of my clumsiness, the gear 
absorbed the load as though it were 

nothing. Instructors will love this air-
plane as much as their students do.

On our first go-around, as we retract-
ed flaps—which you hardly need for 
landing or takeoff—rotation behind the 
Jabiru 3300 came at 50 knots indicated 
airspeed (IAS). Coming back in for my 
second touch-and-go, Scott advised me 
not to approach slower than 70 knots. 
This provides an extra margin of energy 
when you get low over the runway. Sure 
enough, my touchdowns improved. I’d 
been flying too slowly earlier.

The best landing technique in this 
aircraft is to approach at 80 knots (92 
mph), slow to 70 knots (81 mph) on 
short final, and drop the speed to less 
than 52 knots (60 mph) as appropriate 
over the runway. All this has little to do 
with the engine and more to do with 
the wing design. At 12-pounds-per-
square-foot wing loading, the Thorpedo 
is substantially more heavily loaded 
than the lightest ultralights.

Standard Category or LSA
The T-211 is a standard category 

design with full FAA certification under 
the CAR 3 program of the 1940s and 
’50s. When delivered as a certificated 
aircraft, the T-211 must be powered by 
a 100-hp Continental engine. As a CAR 
3-certificated aircraft, it can be com-

A closer look at the engine installation of the six-cylinder Jabiru 3300 that puts out 
120 hp and makes the T-211 a lively performer.

Ram Pattisapu and Scott Severen from 
IndUS Aviation flank the new Jabiru-
powered Thorpedo. IndUS Aviation is 
pleased with the Jabiru 3300 installation 
in the Thorp T-211.

It may be a certificated (standard 
category) aircraft, but the Thorp T-211/
Thorpedo can open its canopy in flight 
for ultralight-type flying.

Your car has one. Why not your airplane? 
A hood allows access for better inspec-
tions and maintenance.

As the original equipment tag proves, 
this Sky Skooter was serial number 1 of 
the T-211 line.



EAA SPORT PILOT    .    23

pared to an Aeronca Chief, which has a 
nearly identical gross weight. However, 
comparing the Thorpedo to the Chief 
shows some significant differences. 
The Thorpedo has 20 extra horses and 
weighs 150 pounds less, causing it to 
perform better yet not use more fuel. 
The Chief climbs at a little faster than 
400 fpm, as does the T-211 with the 
same engine, while the Thorpedo can 
climb more than twice as fast. The 
Chief may be available at lower prices, 
but you have to be careful not to buy 
an older airplane with a problem his-
tory. With a Thorpedo, the plane will 
be brand new. 

Maintenance differences also sepa-
rate the three aircraft. The certificated 
T-211 and Aeronca Chief remain stan-
dard category aircraft; therefore, the 
annual inspection must be conducted 
by an airframe and powerplant (A&P) 
mechanic. Because the Thorpedo uses 
the not-certificated Jabiru engine, it 
must, at present, be built as an amateur-
built aircraft (that is, from a 51-percent 
kit). In that scenario the builder can 
obtain a repairman’s certificate and do 
the annual condition inspection. 

After the FAA issues its Notice of 
Availability (NOA) for the ASTM con-
sensus standards, Thorpedo will be avail-
able as an LSA either as an experimental 
LSA (E-LSA)—that is, a more-than-51-
percent complete kit—or as a ready-to-

fly special LSA (S-LSA). Assembled as an 
E-LSA, the owner/builder can obtain a 
light-sport repairman’s certificate with 
an inspection rating after attending a 
16-hour course. Sold as an S-LSA, the 
Thorpedo must be inspected by a light-
sport repairman with a maintenance 
rating (acquired by attending an 120-
hour course). 

You can build the Thorpedo as a 
51-percent kit under IndUS Aviation’s 
Rapid Fire Program and get into the air 
in a new airplane for about $66,000, 
with engine, prop, instruments, paint, 
and interior. Upcoming price changes 
will reflect a longer equipment list, 
but the company currently has special 
offers it would like to present. 

A Thorpedo S-LSA is expected to cost 
about $80,000, said IndUS Aviation, 
while the Continental-powered certifi-
cated T-211 will sell for $96,000. In my 
mind, the $16,000 savings with the 
S-LSA version provides a more enjoy-
able airplane.

Choose from the 51-percent kit, an 
E-LSA, S-LSA, or the standard category 
T-211—any one will make you happy, 
and the wide price range of these mod-
els will help the plane fit many budgets. 
That’s what makes this aircraft so inter-
esting; you can get exactly what you 
want. Even though it’s a 50-year-old 
design, it’s a sweet and enjoyable plane 
to fly.

SPECIFICATIONS
Thorp T-211

(Note: All specs and performance figures pro-
vided by factory. Figures are unverified except 

as otherwise stated in article.)

Dimensions

Wingspan—25 feet
Wing area—104.6 square feet

Length—18.25 feet
Height—6.3 feet

Seating—2, side-by-side
Cabin width—40 inches at shoulder

Empty weight—650 pounds
Gross weight—1,270 pounds

Fuel—21 gallons
Wing loading—12.1 pounds/square foot

Power loading—10.6 pounds/square foot
Powerplant—Jabiru 3300, six-cylinder

Power—120 hp
Baggage area—hat rack, 40 pounds

Performance

Never exceed speed (VNE)—156 mph
Max speed—132 mph

Cruise speed—100-120 mph
Stall speed—52 mph

Max rate of climb—1,020 fpm
Service ceiling—15,300 feet
Takeoff distance—350 feet
Landing distance—400 feet
Cruise duration—4 hours
Cruise range—460 miles

Fuel consumption—About 5.0 gph

Contact: 

IndUS Aviation
Dallas Executive Airport

5681 Apollo Dr.
Dallas, TX 75237

Phone: 877/GO INDUS (464-6387)
214/337-6387

Fax: 214/337-6388
E-mail: sales@indusav.com
Internet: www.indusav.com
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