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THE FIRST CORPORATE TWIN TO
BE SEEN IN TWO DIFFERENT PLACES
AT THE SAME TIME.

Since just one new TBM 700 =
single turboprop can enhance a corporate fleet, it
seems reasonable to believe that two TBM 700’s
can enhance the whole corporation.

So, major corporations who wish to

remain major corporations will take notice.

By, A, Fopft Ggine

Their sophisticated executives will be
impressed with the TBM 700 potent and reli-
able 700 horsepower Pratt & Whitney PT6A-64
engine. They will take comfort in knowing
about its inspired engineering and construction
qualities. And they will be exhilarated by its
agility and its breathtaking speed of 300 knots.

And certainly they will not feel in any way
diminished, thanks to a meticulously refined lux-

uriousness, and, in fact, will feel invigorated

by appreciative stares upon arrival.

But perhaps most of all, these astute indi-
viduals will focus on the extraordinary fact that
each TBM 700 can operate for half the cost of
the traditional corporate twin, and costs less than

half as much to purchase.

Zy A /2/‘7// Eregiine.

And then the case for purchasing two
TBM 700’s really elevates in stature with the
startling realization that this new corporate twin
can be in two different places at the same time.

But should this notion of buying two
TBM 700’s for the price of one gas-guzzling cor-
porate twin be hard to justify, we have another
idea worthy of consideration.

You can still buy one T B M

TBM 700 for half the price. 7 0 0

1o find ot more, call TBM North America, 512/824-8383, or TBM International, (33) 1 47 72 09 34.
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THE FUTURE IS FLYING

Builders of the next generation of aircraft are making
Collins Pro Line 4 their overwhelming choice for integrated
avionics. The system is flying today aboard the revolutionary Beech

Starship, Beechjet 400A and Embraer/FMA CBA-123. Soon it will
also fly on the U.S. Air Force Tanker/Transport Training System,
Canadair Regional Jet, Saab 2000 and Embraer EMB-145. And in
the near future, Pro Line 4 will also fly on two of the industry’s
newest business jets— the Falcon 2000 and Learjet Model 60.

Pro Line 4 appeals to airframe manufacturers, regional
airlines and corporate flight departments alike. The flexibility of
its architecture permits a wide range of display and control config-
urations. So whether you're feeding a major hub, transporting
VIPs or training future Air Force pilots, Collins Pro Line 4 meets
your individual needs.

For reliability and maintainability, Pro Line 4 wins
again. The system’s central computer is constructed around line-




THE WORLD'S
HT SCHOOL BY
BEST PILOTS”

Q. What recommendation do you have regarding Instru-
ment Training?
A. Instrument flying is the most demanding pilot skill... it
can't be learned by trial and error. The students that transfer

to our school have an average of 20 instructional hours, but
have never filed a flight plan, never heard of the segments of
the approach and have shot dozens of ILS's without complet-
in%any basic airwork first. Regrettably, the lack of qualified
schools causes this. Much worse, many candidates quit,

blaming themselves instead of the instruction.
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ONE OF 12 LOCATIONS _
FT. LAUDERDALE, FL =

= e S 4

FLYERS -

ILLINOIS
DuPage
800-323-0808

Palwaukee

800-722-0808.

*NEW YORK
800-232-0808
WASHINGTON, DC
800-666-0808

x*OHIO
800-922-8388

*FLORIDA
800-327-0808

Eastern Regional Office
5400 NW 21st Terrace, Ft. Lauderdale, FL. 33309 Fax:305-771-4311 Tel:305-772-7500

HALF OF OUR PERSONAL AVIATION DIVI-
SIONSTUDENTSUSE THEIR OWNAIRCRAFT

have 40 to 50 hours

?. Can you help pilots who alread :
OW: ating, but are having

ard their Private or Instrument
trouble finishin
A. That's when AMERICAN FLYERS reallg excels. 50% of
our graduates started their training elsewhere. They were
either impatient, frustrated or worried about quality. Our
typical “finish-up” students come in for 3 or 4 days, check
into a motel or dorm room and concentrate entirely on the
proficiency and flight test that has eluded them. "I really
enjoy the hundreds of letters thatIreceive, saying, ... Thanks
to ’American Flyers, I got it done!”

g: How can you identify the good schools?

First, you must be convinced that “quality never costs
as much as it saves.” Learn with the best and you'll save
time, money and regrets. Second, beware of the low cost
guarantees” that promise lots of licenses and hours, but
neglect what's most important - an education. And avoid
the unscrupuious schools that put two students in an
aircraft and have them both logging flight time as pilot-in-

command.
gr'n What's Iq;,]rour gersonal message to someone considering
erican €rs?y

A. You're about to make an important investment of your
time and money. We respect that. And whether you want
to fly for fun or professiona\l}{y, you're education will serve
you like a co-pilot for life. We promise you that whatever
cockpit you command, whatever airport a}/ou grace, we'll be
with you. And as your co-pilot, we'll always be there to
salute your achievements and success.

PRIVATE AND INSTRUMENT WRITTEN
HOME STUDY PROGRAMS

@ 6 VIDEO TAPES @ ILLUSTRATED MANUAL
® FAA QUESTION BOOK ® FAA SAMPLE EXAMS
©® GRADUATION AND SIGN-OFF CERTIFICATE

$69.95

TO ORDER, CALL THE SPECIALISTS:
800 362-0808

Write in on Reader Service Card: No. 5 for Texas; No. 6 for California; No.7 for Florida and Foreign Inquiries; No.§ for New Yo:—'E; No. 9 for Illinois; No.10 for Ohio; No. 50 for Maryland










ESURRECTIONS HAVE
occurred like hiccups
throughout general avia-
tion history. Let’s bring
back the Ercoupe, some
will shout, or the Navion, Swift or
Champ—well-intentioned dreams that
were often supported more by hope
than cash or demand, and as such
slipped from grasp in the light of day.

Jim Cox, president of American Gen-
eral Aircraft Corporation, of Greenville,
Mississippi, is betting that history will
not repeatitselfin the case of the Amer-
ican General AA-5B Tiger. There are
three important factors in his favor: an
apparent market need for a single-en-
gine, four-place, fixed-gear airplane; fi-
nancial backing sufficient to already be
building and selling Tigers; and an ex-
cellent choice of aircraft for resurrec-
tion, Outside of the Cessna 172 or 182,
there is probably no better candidate
for a successful revival.

The Tiger always was, and happily is
again, a delightful machine that lifts the
spirit at first sight. On the ramp it has
a cheerful, eager stance set apart from
the crowd by a sliding canopy and ele-
gantly shaped vertical stabilizer. With
an efficient airframe, staunch 180-hp
Lycoming engine, bonded honeycomb
construction and pleasing control re-
sponse, the Tiger has a blend of perfor-
mance, economy, looks and personality
that is hard to resist.

The AA-5B’s heritage traces back to
the imagination of one of general avia-
tion’s all-time dreamers, James R.
Bede, a man that many flying enthu-
siasts loved to love or loved to hate, de-
pending on which Bede dream they
bought. Passions aside, few would
deny that he is an innovative designer.
Bede sold the rights to his 1962 BD-1
design, a two-place, side-by-side sport/
trainer, to the American Aviation Cor-
poration in Cleveland, which was
formed in 1964 for the purpose of cer-
tifying and manufacturing the airplane
as the AA-1 Yankee. Its president was a
lawyer and avid pilot named Russell W.
Meyer, Jr. He later found a better job in
Wichita as chairman of Cessna.

Certified in 1967, the frisky Yankee
made the Cessna 150 and Piper Cher-
okee 140 trainers seem matronly in
comparison. The ship was hot. It
cruised faster, stalled faster and, with
power off, sank remarkably faster than
the competition. But it was great fun to
fly, and provided good training, espe-
cially for pilots moving on to higher-
performance machines.

A four-place development of the
Yankee, the 150-hp Lycoming-pow-
ered AA-5 Traveler, was certified in
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November 1971 by the Grumman
American division of Grumman Air-
craft Corporation, which had in the
meantime acquired American Aviation.
The Traveler was an immediate hit,
with a significant speed advantage over
the competition, and features that in-
cluded fold-down rear seats to greatly
enlarge the baggage area when need-
ed. Hanging a 180-hp Lycoming up
front, plus considerable aerodynamic
tweaking by engineer Roy LoPresti,
produced the Tiger in 1975. In 1976 the
Traveler inherited the cleaned-up air-
frame and was renamed the Cheetah.
More than 1,300 Tigers had been sold
to a loyal following when its next
owner, Gulfstream American, discon-
tinued light-aircraft production in 1979.

Throughout this evolutionary pro-
cess, the resultant Tiger retained the
best of grandpa Yankee's features in-
stilled by Jim Bede: simplicity, tubular
spar, aluminum honeycomb construc-
tion, metal-to-metal bonding, distinc-
tive sliding canopy, responsive controls
and superlative performance. Deserv-
ing to live, the Tiger instead languish-
ed out of production for more than a
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decade, missing the 1980s entirely.

hen along came Jim Cox, a

Georgia man with a passion

for aviation since boyhood

that has spanned turns as a

flight instructor and crop-
duster and many years at Cessna. An
earlier Cox resurrection effort with the
Helio Courier proved unprofitable, but
he is convinced that the Tiger will be a
winner. He began talks with Gulf-
stream in 1987. By the summer of 1989
Cox had lined up financing, leased a
huge Boeing-built manufacturing fa-
cility at the Greenville, Mississippi, air-
port, and purchased rights to the
former Grumman American aircraft in-
cluding the Cougar light twin. All
tooling, parts and documentation were
loaded into semitrailers at Gulfstream'’s
Savannah, Georgia, plant and shipped
to Greenville. Thirty-eight trailer loads,
nine months and 20 days later, on April
20, 1990, to be exact, the first American
General AA-5B Tiger rolled out of the
cavernous hangar. Old Man River, still
rollin’ along nearby, didn’t seem to no-
tice, but there were mighty cheers at

the airport that day. None were louder
than those of the many American
Yankee Association members present,
whose ranks include supporters of all
the Grumman American models.
American General Tigers have sev-
eral improvements over former ver-
sions although performance remains
the same. The anticollision beacon atop
the rudder now resides beneath a slick
fairing, blending with the line of the
vertical stabilizer. For greater service
and easier repair, wheel fairings are
now made of fiberglass rather than
Royalite. In fact, all Royalite parts
throughout the airplane have been
eliminated. A landing light in each
wingtip replaces the one formerly
found in the cowling. The cowling
doors still open on either side, giving
generous access to the engine, but the
new ones are made of composite mate-
rial for better durability. The best news
up front for mechanics is that the entire
cowling is now in two removable sec-
tions, eliminating the need to first take
off the propeller before removing the
old cowling. And the McCauley pro-
peller has been replaced by a Sense-
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Was there ever a perkier,
friendlier-looking airplane on the
ramp (far left) than a Tiger?

The American General Tiger's
cowling doors (left) still provide
generous access to the engine,
and are now made of composite
material for greater strength.
Landing lights (lower left) and
the anticollison beacon (below)
are housed in new fairings on the

wingtips and vertical stabilizer.
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nich that does not have the 1,850-to-
2,250-rpm caution zone, nor the air-
worthiness directive, of the former.

A 28-volt electrical system is
new, and fuel and oil pressure are
transmitted to the instrument panel
gauges by transducers rather than wet
lines. Even priming the carbureted
Lycoming is performed without fuel
lines coming to a conventional panel-
mounted hand plunger. When the elec-
tric auxiliary fuel pump is turned on,
priming is done by pushing a small
red button on the panel. This trips a
solenoid near the fuel pump, routing
fuel directly to the cylinders for as long
as the button is depressed. Clever. Two
radio speakers on either side of the
cockpit replace the old one mounted
under the forward glareshield.

The new instrument panel is all
metal, cleanly and logically laid out,
with nice touches such as combination
toggle switch/circuit breakers, electric
outside air temperature gauge and an
electrical load meter. Rather than re-
taining the old Tiger’s push-pull knobs,
American General has relocated the
throttle, mixture and carburetor heat

controls to a central power quadrant
like a big airplane. Below that is a large,
hard-to-miss fuel-control panel with a
gauge for each of the two 26.3-gallon
tanks, and a long lever on the fuel-con-
trol valve that points like a bird dog to
the gauge of the tank selected. A total
of 51 gallons are usable. The “off” po-
sition is so far from the tank detentes
that even an armadillo could not select
it by mistake. Following below the fuel
panel and continuing between the front
seats is a console holding the electric
flap switch, flap-position indicator, trim
wheel and trim-position indicator.

Cox chose to eliminate the cigarette
lighter and ashtrays in the new Tigers,
both to save $250 to $300 in manufac-
turing costs, and from a belief that the
cabin of a small airplane is not the place
for lighted objects. He has also not
yielded to suggestions of including an
oil access port in the right hinged
cowling door, again to save money as
well as encourage pilots to take a look
atthe engine compartment before each
flight. His reasoning on both issues
makes sense.

The interior of the American General

demonstrator was attractively uphol-
stered in blue-gray fabric, and the rear
seats still fold down to provide a large
cargo area. Luggage space with the
rear seats up is still quite sufficient,
with good access through the cabin or
an outside baggage door. It will hold a
maximum of 120 pounds of bags, fruit,
vegetables or candy. Nicely IFR-
equipped with a full Bendix/King
Silver Crown radio package including
the KLN 88 loran and KCS 55 HSI, plus
an S-Tec System 50 autopilot and other
goodies, the airplane had a price tag of
$119,000.

ut enough of these dry de-
tails. My immediate and
overwhelming urge upon
seeing N11905 sparkling on
the ramp was to fly it right
then and there. Pilot and passengers
can climb aboard either wing from a fu-
selage step below.each inboard trailing
edge. Once on the wing, sliding the
canopy all the way back exposes prac-
tically the entire cabin. Rear-seat pas-
sengers step onto the rear floor, then
sit, while front-seat occupants may flip
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Instrument panels on American
General Tigers (far left) have been
redesigned and faced with painted
aluminum rather than the tacky
Royalite formerly used.

Have more bags than people?

No problem. Just fold down the
rear seat backs to provide a
cavernous cargo area (above).
With the seat backs up (left) there
is still sufficient baggage space
behind them. Excellent visibility

gives the cabin an airy feel.
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up the seat cushion with the toe of a
foot to protect the upholstery, step on
the seat frame and then the floor. If the
front seats have been left in the rear po-
sition, it is easier just to step over the
cabin sill onto the floor and sit down.
Even if you are wearing a dress, which
I wasn’t, you can enter the Tiger
without fear of later seeing yourself on
World’s Funniest Home Videos.

Loyd Montague, American General’s
director of research and development,
and himself a former cropduster, did a
preflight inspection with me, jumped in
the right seat and closed the canopy.
My first impression after settling in was
of how great the visibility was, and how
that aided the roomy feel of the cabin.
Three seconds on the primer button
was encouragement enough for the
180-hp Lycoming to catch quickly, and
we were soon taxiing out of the Amer-
ican General compound. Steering the
free-castoring nosewheel is by dif-
ferential braking, which I tended to
overdo for the first hundred feet or
so, but soon I was tracking the taxi-
way centerline with just a toe tap now
and then.

There is no need to spend much time

at the run-up pad in a fixed-gear, fixed-
pitch prop airplane. If the controls
wiggle, the trim is set, the mags check,
the fuel selector is on a tank with gas,
and the carb heat works, your chances
of getting airborne and staying there
awhile are reasonably good. Turning
on the fuel boost pump for takeoff and
landing is the only thing extra the
Tiger requires over a simple high-wing
ship.

Greenville Tower cleared us off, and
the little Tiger accelerated nicely down
the runway, needing only slight right
rudder to track true. Rotation takes a
little more tug than a Cessna 172's, say,
but not unpleasantly so, and we were
soon showing a strong 1,000-fpm climb
at 90 knots indicated, the best-rate-of-
climb airspeed at sea level at the max-
imum gross weight of 2,400 pounds.

Montague figured our takeoff
weight at 2,144 pounds. Equipped as it
was, N11905 weighed 1,484 pounds
empty, 84 pounds more than the basic
Tiger. This Tiger could carry four 170-
pound people, no bags and 39 gallons
of fuel, or full fuel and 610 pounds of
people and bags. For example, a family
with a 170-pound father, 120-pound

mother and two children of 110 and 90
pounds could load our Tiger with full
fuel and a full 120 pounds of baggage,
cruise about four hours at a conserva-
tive 130 knots, and land with one hour
of fuel reserve. Those are impressive
numbers for such an uncomplicated,
low-maintenance flying machine.

uzzing around over the Mis-
sissippi, I understood why
friends of mine who had
owned Tigers and Travelers
spoke of them with such en-
thusiasm. The controls are so light and
responsive, and the visibility so good,
that you are reminded on each flight of
what the fun of flying is all about:
freedom. But this little hummer moves
right along, too. Montague and I lev-
eled off at 1,500 feet msl and made
timed, two-way runs over a stretch of
road that he said was exactly one mile
long. We repeated the whole process
twice. Barometric pressure and tem-
perature were close to standard. Out-
side air temperature showed 10° C., in-
dicated airspeed was 130 knots, and the
engine was cranking 2,450 rpm, which
under those conditions should produce
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about 68-percent power for a true air-
speed of 126 knots at max gross
weight, burning 10 gph of fuel ac-
cording to the performance charts. I
chose 2,450 rpm instead of 75-percent-
power rpm for more relaxed noise and
vibration levels, and for what might be
a typical owner's compromise between
speed and economy.

The new Tiger, by the way, is said
to be quieter than the old one, but I
had no basis for comparison. My im-
pression was that it was about average
for a 180-hp airplane. Anyway, as-
suming the airspeed indicator was ac-
curate, calibrated true airspeed worked
out to 134 knots—considerably faster
than the book says. Even if you add a
rule-of-thumb figure of one knot per
100 pounds under gross weight,
rounding out to three knots in this
case, the book airspeed would be 129
knots, still five knots slower than we
seemed to be getting. But that's not all.
Our timed runs averaged out to an im-
pressive 137.5 knots. Now, there is
plenty of room for error here to explain
the discrepancies: the new prop, the ta-
chometer could be a little off, the out-
side air temperature gauge could be in-
accurate, the airspeed indicator might
be imprecise, or all of the above. Nev-
ertheless, based on what I saw, the air-
plane seems to be faster than the per-
formance charts would indicate. At a
more efficient altitude of 8,000 feet, by
the way, 68-percent power would pro-
duce a book speed of 132 knots, and 75
percent 139 knots, at 2,600 and 2,700
rpm, respectively.

As aggressive as the Tiger is in
speed, it's a pussycat in stalls. I tried a
departure stall: full throttle, climbing
left turn, nose way up. At 65 knots indi-
cated, the stall warner horn came on,
and at 53 knots the Tiger nibbled
gently, the nose settled, and the wings
slowly rolled level before I released
back pressure. With power off, the
horn again came on at 65 knots, and the
very benign stall at 55.

At that point, Montague said, “Watch
this,” which always puts me on guard,
and took the controls. With power still
off, he stalled the airplane again, but
held the wheel full back, and used
aileron as necessary to keep the wings
level. The nose just stayed in the gen-
eral vicinity of the horizon, bobbing
meekly up and down, and the airplane
settled like a leaf. Not much excitement
here. Spins are prohibited, but getting
into one accidentally would require an
absence of nerve endings in the pilot’s
seat.

Landing a Tiger is perhaps the most
fun of all. I flew a short final at 80 knots
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carrying just a tad of power and full 45
degrees of flap, which lowers the
stalling speed by about three knots.
Under these conditions the relation-
ship between the Tiger’s sink rate and
throttle response makes glidepath con-
trol very pleasurable and precise. But
from the flare on down is best. The
pitch response remains powerful, pre-
cise and light throughout. As I eased
the wheel back during the deepening
flare, I could feel the ship settle softly
into the ground cushion, followed by a
squeak of the hind rollers touching
down. The nosewheel is effortlessly
held off for a moment, then lowered
slowly and controllably. Touching
down nosewheel-irst is unforgivable in
any airplane and more so in this one.
Tigers get mad if you bang down their
springy nose gear, and retaliate by
bouncing it back up at you in a contin-
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AMERICAN GENERAL
AA-5B TIGER

The airplane flown for this report was serial
number 10014. It was equipped as standard
with IER instrumentation and wheel fairings.
Options include two Bendix/King KX 155
navcoms, KMA 24 audio panel, KT 76A
transponder, KR 87 ADF with KI 227 indi-
cator, KEA 130A encoding allimeter, KCS 55
HSI, KLN 88 loran; S-Tec System 50 auto-
pilot; and avionics cooling fan. Options added
84 pounds, bringing the empty weight up to
1,484 pounds, leaving a useful load of 916
pounds. The airplane’s price as flown was
$119,000. Performance figures are taken
from the pilot's operating handbook and reflect
maximum takeoff weight and standard day
conditions at sea level.

Standard PriCe vieeeesesesssssasssasnes $84,250
Engine cocoseeenees Lyc 0-360-A4K, 180 hp

veneees 2,000 hrs
Prof)Evesihasssatesass Sensenich, fixed-pitch,
two-blade, 76-in dia
B AT o e ssensrotssansosnsast LI teeteantons 4
Lengthiseesessisseeisisesancenaanes T D 22 ft
Height 8ft
WiINZSPAN uvveiiesssssnnananaaasens ceneens 315 Mt
Wing area..eeeeses . 140 sq ft
Wing aspect ratio..eeeersssssssasssssssssssass 7.1
Max ramp Weight ...ceceeesninneer. 2,408 Ibs
Max takeoff weight ......coees0nee. 2,400 Ibs
Standard empty weight .. 1,400 lbs
Max useful load......cseanen 1,000 Ibs
Max landing weight ..ceeseieinens 2,400 1bs
Wing loading cveeevereees 17.1 Ibs/sq ft
Power loading.....ccssssnnsssnsane 13.3 Ib/hp
Max usable fuel............. 51 gals/306 Ibs
Best-rate-of-climb airspeed............. 90 kts
Max rate of climb........
Climb gradient..........
Rate of climb at 8,000 ft

Service ceiling vuveveress iiant
Max speed at sea level cocvseineennnen

Cruise at 75% power at 8,000 1t...... 139 kts
Fuel flow at 75% POWET vuuseeessenass
Endurance at 75% power.....

Stalling speed, clean......,...
Stalling speed, flaps down ..ueeveeeanees
Turbulent-air penetration speed ....113 kis

uing back-and-forth that can be dam-
aging to both the Tiger and the klutzy
pilot’s pride.

fter telling Jim Cox how
much I enjoyed his air-
plane, we talked about his
plans for it. At the time of
my visit to Greenville,
American General had built 25 Tigers
and had about 60 orders, some 15 of
those from the Florida Institute of
Technology, and about the same
number from Vincennes University in
Indiana. Cox’s goals are quite clear. By
next month he hopes to have com-
pleted 105 airplanes and to stabilize
production at one airplane per day.
“The first thing,” he says, “is to make
the Tiger line profitable. That's our
main concern. My talks with the Rus-
sians about building the Cougar over
there is a separately funded project that
will take no resources away from the
Tiger. We want to build a strong Tiger
marketing organization. I have 30
dealers signed so far, and I'd like to
have 100 in a year and expand into in-
ternational marketing. We want to sell
more units than any other manufac-
turer, broaden our product line, and
eventually be the biggest manufacturer
in general aviation. Now that’s thinking
big down the line, but what's wrong
with that?” Not a thing. And a lot of en-
thusiasts hope American General can
pull it off.
~ “You've got to have a vision,” says
Cox, “but you've got to be realistic in
your vision. We've got to get the Tiger
profitable before doing anything else.”

The test is whether enough people
are willing to spend $100,000 or more
for an airplane like this despite its win-
ning qualities. Light-airplane manufac-
turers are still searching for that elu-
sive magical mix of utility, pleasure and
price that can make the product viable
in a business sense. Just when they
seem on the right track a recession
hits, or fuel prices go up, or liability
costs skyrocket, or bigger chunks of
the sky are restricted in use. Or maybe
more people who have $100,000 today
would rather spend it on a Porsche be-
cause it's easier than learning to fly.
Everyone has a theory for the cause of
each slump and no one knows for sure.
A Ouija board is probably as good a
source of counsel as a board of direc-
tors. One thing is for sure: building
little airplanes is not for the timid.

“Why,” I asked Jim Cox, “do you
want to do this?”

“Because it's in my blood,” he said.

That's the same reggan vou Hﬂd / ﬂ V
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airplanes.



