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The latest thrilling chapter,
in which Jim Bede,
airplane designer,
battles the financial
barons and finds

everyone may win.
== SRS

by Richard B. Weeghman

managing editor

Slab sided for economy,
rivetless to cut drag, and bonded
honeyecomb sendwich metal

for strength, the BD-1 ig one of
a kind. This is the prototype.




IF YOU HADN'T HEARD, James Bede is
no longer president of Bede Aviation
Corporation, Fred A. Lennon is.

But to reassure those aspiring BD-1
owners (who according to Bede have
placed $5 million worth of orders), it
was the friendliest brush-off in history.

As Jim Bede says, “They're practical-
ly killing me with kindness, and | say
this sincerely, because | really think
Mr. Lennon is trying to do this for me
personally more than for his financial
gain.”

By ‘“‘they,’’ Bede meant the board of
directors of his company.

Apparently the admiration is mutual.
As George R. Herzog (also a member of
the board) says, ‘'l want you to give Jim
Bede all the credit in the world. Jim is
a fabulous individual. He has ideas in
that plane that seem simple, but they
work, and nobody ever thought of them
before. And he’'s a crackerjack in de-
veloping items, and particularly in de-
veloping this plane, the BD-1."”

The BD-1? A small two-seat airplane
made of metal, fiberglass, rubber and a
few old dreams.

An airplane, and some dreams. These
are the heart of the issue. The aircraft,
as everyone in aviation knows, is some-
thing different. In place of rivets and
sheet aluminum on ribs and struts and
formers, it has smooth bonded honey-
comb metal. Instead of separate, differ-
ent components, it has identical wings,
left and right, and interchangeable verti-
cal and horizontal stabilizers. Instead
of a fixed, rigid wingspan, it has folding
wings.

The dreams? They are price ($2,500
to $4,500), performance (up to 130
knots cruise with a 108-hp engine) and
portability (a folding-wing design that
permits the airplane to be towed back
to the garage, abolishing hangar rent).

The ousting of Bede seemed incredi-
ble. The Bede organization had been
anchored by impressive financial sup-
port, benevolent business backing and
an enlightened, experienced and well-
heeled board of directors. Land had been
acquired and a factory built. All the
signs pointed to Bede on a white charger
at the head of a new aviation empire that
was flowering in the fertile financial soil
of Cleveland, Ohio (at Cuyahoga County
Airport).

Needless to say, most pronounce-
ments explaining what had happened
sounded a little like Pravda on Khru-
shchev; i.e., discreet, cryptic and laced
with double entendre.

*Jim's value to the board is in the
construction of the plane and in aero-
nautical items,” says Herzog. ‘‘When
it comes to the detail of getting certifi-
cation, it is not a job for an inventive

as
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ILLUSTRATED BY RICHARD KLUGA

Acceding to the president's cheir at Bede
Aviation is Fred A. Lemnon, Cleveland industrialist
and bona fide tycoomn.
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Number two BD-I

rests quietly in the new

Bede Aviation Corp. plant awaiting
an wneertain future.

mind. It involves a lot of detailed steps,
and this move will relieve him of all
responsibility with respect to what in
the last analysis is a whale of a lot of
detail.”

As far as Jim Bede is concerned: “|
felt it advisable to resign as president
because of major differences in produc-
tion and marketing plans with that of
the present management. Therefore, to
preserve the continuity of the program,
| am devoting my attention to engineer-
ing. At the same time, | plan to follow
through on several other projects.”

Exploring the subject further and read-
ing between the lines, one comes away
with a more succinct and direct impres-
sion of what happened.

The board of directors became seri-
ously concerned that time, effort and
capital were being dissipated on proj-
ects not directly connected with certifi-
cation and production of the BD-1.
Apparently the main point of conten-
tion was the amount of time being
devoted to marketing and sales and pro-
motion—before the airplane had crys-
talized as a finished product.

“The supply of money in developing
anything is always limited,”” said Her-
zog. “And the board wanted to make
sure of certification first, and then the
production method. The reason for the
change was to concentrate on these two,
and it was felt that it would be less em-
barrassing to Jim to drop some people
who were not necessary for certifica-
tion and production from the payroll.”

By this, he meant canning almost the
entire Bede engineering staff of some
35 persons.

Apparently there also were a few poi-
gnant differences of opinion as to what
constituted proper plant organization.
This extended to working hours, attitude

FLYING—November 1965

and decorum, as well as efficiency and
managerial guidance and direction.

According to Bede, for example, his
engineering and flight team had em-
barked on a program of accelerated flight
testing that disregarded the conventional
limits of an eight-to-five day with week-
ends off. In an attempt to take advan-
tage of good weather, flights were sched-
uled both weekdays and weekends, and
early in the morning.

Bede notes Lennon's reaction fto
this was that if 2 man can't do his work
in eight hours, he's not doing the job.

And, indeed, Mr. Lennon appears to
have definite ideas on how a manufac-
turing plant should be run. However,
this would seem justified by the fact
that he already owns in the neighborhood
of 20 such plants devoted to the manu-
facture of a broad array of items such
as valves and fittings and precision
products, some for the aerospace in-
dustry. And Lennon has managed them
all with sufficient success to have built
up a considerable business reputation
and personal fortune.

And he believes in running a taut
ship. Attitude is paramount. Example:
cigarette butts. They're verboten. *I
don’'t want a man who throws cigarette
butts on the floor,”” says Lennon. “The
man who thinks clean will take pride in
his work. He'll hold his head up and
be proud of his company. This attitude
will carry over into construction of the
plane. This place looked chaotic and
dirty when | got here.

“I'm trying to change the complete
philosophy of this place. Some people
have the ability to get the job done,
and others don't. I'm trying to sur-
round myself completely with top-notch
men. This thing will be converted from
chaos to order very quickly.”

From this point on, however, Lennon
speaks in terms of small increments; of
moving forward little by little, a step
at a time. In order to avoid false pre-
dictions, he offers no timetable for certi-
fication or production. He obviously has
to consolidate, to start almost from
scratch. As Jim Bede says, “At this
stage to lose our entire engineering staff
was pretty rough.”

Nevertheless, Lennon is building and
hiring and already has an experienced,
highly touted production man, who has
designed a factory flow pattern.

And although the factory itself, in
terms of clatter and bustle and the hum
of activity, resembles the rare archives
room of a Tibetan monastery (there are
just 20 workers in the shops, 8 in en-
gineering), everyone agrees that the
key engineering problems associated
with designing and building the airplane
have been solved.

In other words, the basic design of
the airplane is pretty well set and the
bonding apparatus is ready to be trans-
lated into final “‘hardened” production
form.

Nevertheless, considerable detail work
remains to be done, and this must be
hammered out in the engineering depart-
ment and in flight test.

At the moment, three aircraft are be-
ing built for certification. One has
most of its basic components: fuselage,
empennage, wings, landing gear, Lycom-
ing engine and even its fiberglass cowl-
ing. The others are less advanced. All
are slab-sided and bare, but beautifully
unblemished by rivets.

Two of the aircraft will be used in
flight test; the third in static test.

Will production aircraft ever actually
see the light of day?

Everybody snorts, “Yes."”  (continued)

3r
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‘The ‘BD-1

Bede talks of

marketing this homebuilt

in kit form for

about $606 (without engine).

“At this writing,” says Herzog,
“there’s every intention of pushing it on
through to a successful climax and
doing it as expeditiously as time and the
dollars allow."”

“I'm positive we'll design and build
and manufacture and deliver a BD-1,”
says Bede, ‘“‘and be accomplishing all
the goals we wanted to accomplish
before.”

And Mr. Lennon wags his finger in
determined affirmation that he intends
to bring the project to a successful
production program, no matter what.

Nevertheless, Lennon says people who
have contracted for the Bede BD-1 and
received a guaranteed place in line are
going to be asked to dissolve the con-
tract voluntarily and accept in return
funds placed in escrow by the Bede
Corporation as down payment. How-
ever, their delivery priority will be pre-
served.

The reason for this is not that nobody
wants their money and that it is doing
no one any good sitting in Mr. Herzog's
Union Commerce Bank in Cleveland in
escrow, but it actually is proving to be an
embarrassing liability.

This is because all of the money,
untouchable though it may be, is fair
prey for the Federal sales tax, payable
by the Bede Corp.

But finances aside, how does Mr.
Lennon qualify to head an aircraft man-
ufacturing plant in view of the fact
that he has no experience in aviation?
Mr. Lennon, it seems, does not regard
this as a particular handicap.

Jim Bede, even, harbors only slight
reservations: “Mr. Fred Lennon is a real
fine individual, very talented. He defi-
nitely is not an aviation man, does not
know airplanes, and frankly doesn't
like to fly. As he puts it, ‘All 1 know
about airplanes could be put in your
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eye, and it wouldn't hurt you very much.’
But he is a successful businessman and
has made a good record as a clean,
honest businessman. So therefore I'm
confident that he's going to try and
make a very good go of the company
and make it succeed.”

“Mr. Lennon,” explains Mr. Herzog,
“manufactures a lot of items for large
corporations and for the government—
Oak Ridge and so on—and he's familiar
with government requirements. He also
is a top-notch production man. It was
felt that Fred Lennon was a man who
fit perfectly the job of obtaining certi-
fication and putting the plan in produc-
tion. And he's doing the job, incidental-
ly, at one dollar a year."

Probing through the resulting smor-
gasbord of motives and incentives leaves
the observer tantalized but confused.

The Bede board of directors, of course,
has an obvious incentive: to redeem and
if possible redouble the $800,000 in-
vestment it placed in the Bede enter-
prise. Mr. Lennon is, of course, one
of the investors. (Others outside the
board invested another $100,000, and
subsequently the board endorsed a bank
loan of $300,000 to pay all expenses.
They expect soon to consummate an-
other $300,000 loan; and later to add
another $300,000 increment. So the
company is well-heeled.)

All the men on the board have per-
sonal business reputations to preserve.
There also is the image and well being
of the Cleveland industrial community
to consider. Cleveland obviously stands
to benefit from survival and growth of
this new aviation industry that it, in
effect, lured to its eastern outskirts.

Mr. Lennon, at $1 a year, already
has made his fiscal mark. What seems
primarily at stake is his status and
reputation as a man who never has been

associated with a
cause

But anyone probing for a trace of
old-fashioned zeal for an exciting new
product—one that could have a great
impact on aviation—is likely to come up
empty-handed.

Zeal and emotional involvement, for
whatever they're worth, seem to be the
missing elements. This, of course, ex-
cludes James Bede, who now enjoys
the status of consultant for his own
company.

“I'm an aviation nut just like many
others,”” he happily volunteers. *“And |
love airplanes from one end to the other.
| probably would trade my mother-in-law
and some of my kids (he has four) for
them.”

His motives? *| just want to do some-
thing for the betterment of aviation.
Not earth-shaking, not revolutionary,
but just something substantial to per-
petuate the whole doggone thing. So no
matter what happens, | am personally
going to continue to devote my interest
toward light airplanes, general aviation
and such."

And in spite of his somewhat vague
role with the company, he still has high
hopes for the airplane. ‘‘Being the
principal stockholder means that I'm
going to be constantly very deeply in-
volved with it, no matter what. As it is
right now, these people are giving me
a vacation from the management stand-
point, and I'm able to go ahead and de-
vote my energies to engineering.”

The amazing thing, it seems, is the
extent to which James Bede—at 32 al-
ready an ex-president—has been able to
maintain composure and equanimity in
spite of his obvious pain and sadness
at the turn of events.

After all, the airplane was his idea,
his brainchild, and to a large extent, it

losing commercial
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was built on the foundation of his or
his father's financial backing. "I put
my life savings—about a third of a mil-
lion dollars—in my son's work," says
Jim's father, James R. Bede. Mr. Bede,
Sr., made his fortune with inventions
in the paint application field and still
receives royalties from up to 25 patents.

And young James Bede still believes
he was on the right path in his ideas
on research and marketing and in de-
veloping the airplane his way. “We
needed this marketing information to
really know how to specifically design
the airplane,’”” says Bede. ‘‘Whether we
should lean toward this or toward that or
forget this particular item. When | dis-
agreed to do some of the things pro-
posed by Mr. Lennon, who didn't like
my marketing approach, Mr. Lennon felt
it would be advisable to build only five
or ten aircraft a month for the first six
months, and | didn't think this was
the way. We had the orders, and it was
advisable to go ahead with large-scale
production.”

The magnitude of the schism is ob-
vious, but Bede still manages to look
philosphically at the entire paradoxical
situation, and at the board of directors
he gathered about him for financial
support and guidance and that, in effect,
turned him out of his own house.

(However, according to Herzog, Bede
“will be back in again, at some time in
the future. This was just to get one
step taken, that's all. It's an interlude.”’)

“To me it's an extremely fine board
of directors,” says Bede. “It's made
up of a hell of a lot of damn good guys
with a lot of good talent.”

Yielding the presidént's chair and
holding a model of hig latést-idea in
flying machines is Jim Bede.

He says, “I felt it advisable to resign.”

FLYING—November 1965

Commenting on the actual transfer of
authority, Bede says: ‘“Since Mr. Len-
non and some of the other directors
were lending financial support, | felt it
would do nothing but cause a lot of
trouble to start an internal fight, so |
agreed to then let him become president,
let him continue to run the company,
let him call the shots, even though I
knew they were going to be quite differ-
ent from what | would do.”

‘‘Having majority control (he says he
holds 53 percent of the stock), | could
have taken some serious legal action,
but that wouldn't have proved anything.
Being more interested in trying to make
this thing successful, and not having
my personal ideas and desires advanced,
| decided to go ahead and do the
thing on a smooth basis, and in a sense
be practical about the darn thing, and
that’s it."”

Bede also nourishes considerable
concern for his Volkswagen-of-the-air
dream. “What I'm primarily worried

about is not only our company, but
really the image of the industry, because
this BD-1 is another of the low-cost
airplanes. There have been many others
before it. And no one has actually done
things precisely right. And maybe we
couldn’t either, but we are hoping to
make a good dent in that direction.

“What | didn’'t want to happen—what
would be extremely unfortunate for ev-
erybody concerned—would be to have
the thing end up a total failure and
everybody say, ‘Well, damn it, it was a
nice dream, but we can't have it,” and
away we go."

So is this the final scuttling of the
heavily laden Bede dreamboat?

Not on your life.

Jim Bede already has opened up an
office and drafting room in leased quar-
ters across the other side of the airport
in the main hangar building. And there
he is, with his accustomed vigor and
enthusiasm, diving head first into a
myriad of far-out new projects.

His first: an everyman’s homebuilt
that looks like a monoplane Wright
Flyer. Price: $5-600 minus engine, na-

turally.

As his dad said, “The BD-1 is just
the first of many eyebrow-raisers.”

And | think truer words were never
spoken.

Y 39
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From the ashes of Bede Aviation rises, phoenixlike,
the American Aviation Corporation. And the BD-1, now certificated,

has become the Yankee. Here’s the whole story.

by James Gilbert/senior editor
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IN GENERAL AVIATION CIRCLES few an-
nouncements caused as much stir,
aroused as much interest, and set as
many pilots’ hearts apounding as did
the statement from Mr. James R. Bede
of Cleveland, Ohio, in the year 1963 that
he had built and would shortly produce
an airplane for the common man. It was
to be a Volkswagen of the sky. Two-
place, with folding wings, with a speed
of 130 knots (150 mph) for the 108-hp
version and the price was to start at a
mere $2,500 for the 65-hp version. Or-
ders rolled in from around the world.
Thousands of them. Many contained de-
posits. It seemed the answer to a pilot's
dream.

In fact Jim Bede had built an air-
plane, the BD-1. It was a little low-wing
two-seater with a single tubular extrud-
ed spar and folding wings. It had glass

fibre spring gear legs and very extensive |
use of bonding and honeycomb struc- |

tures. It was the kind of airplane of
which schoolboys dream, such as do not
have to face the reality of actually bond-
ing such structures, and then getting
them past the caustic gaze of an FAA
inspector.

Not daunted by such harsh realities,
Jim Bede looked around for backers to
build his baby and soon found a group of
eager Ohio industrialists who came for-
ward with a half million dollars to build
a plant and move into production with

the BD-1. Jim was hired as president of |

the new Bede Aviation Corporation and

= The Yankee

It was drizzling this
golden-olive evening over
Lake Erie, but on a nice

day you can slide back the
canopy and fly along
open-cockpit style. The
unorthodox castoring
nosewheel is an innovation
borrowed from homebuilders.

a super new factory was quickly begun

at Cuyahoga County Airport. Jim con- |

fidently promised FAA certification of the
BD-1 within the year. By June, 1964 to
be exact.

For the next 18 months Jim Bede's
supreme enthusiasm, more intoxicating
than any drug, carried the corporation
along. He and his 15 engineering staff
dreamed and schemed, imagined and
created till you might have thought that
like the mad scientists of comic strips
o they were
T tire world. But certificate the BD-1 they

OGRAPHY: BUD LOADER
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planning to take over the en- |

didn’t. Ideas poured from them like rain
from a summer shower; in such a heady
atmosphere it must have been difficult to
apply oneself to such a mundane task
as getting approval from the dull old
FAA for last year's little airplane.

Finally in August, 1965, came the in-
evitable day of reckoning. Jim Bede's
backers called a meeting to see what 18
months had achieved. In concrete terms,
it seems, very little; they had no certifi-
cation prototype, and they had been al-
most totally unsuccessful at bonding.
They had been successful only at pub-
licizing the project. And they had spent
over that 18 months more than a mil-
lion dollars, and the man from the FAA
(whom somebody had thoughtfully in-
vited to the meeting to temper Jim Bede's
optimistic conviction that certification
still was lurking just around the corner)
told them they were hardly nearer gain-
ing that magic piece of paper than they
had been 18 months before.

It cannot have been a happy meeting.
| By the end of it Bede was out, and most
of his engineering staff with him.

But replacing Jim Bede was to prove
nearly as impossible a task as taming
him. For a while a Cleveland industrialist
called Fred Lennon
(see FLYING, November 1965). Then a
man named Jim Frey was found; he had

been production chief ‘at a huge com-
| pany making railroad cars, had retired
before his time, had always been
terested in airplanes. He came in Octo-
ber, 1965, and by all accounts did his
best, but the whole madness of the

in-

midsummer 1966 he was gone.

And so we come to Russ Meyer, to-
day's incumbent, and one unlikely guy
to be running an aircraft business, for
although an ex-military pilot, he's a law-
ver by trade, and a young one at that—
| just 35 years old. Mind you, he didn’t
exactly jump at the job when it came up.

| was extremely busy at our law firm
here,” he'll tell you. “The Bede Corpora-
tion had been using a law firm in Toledo.
It's a bit unwieldy trying to represent an
out-of-city client, and when at the end
of 1965 they wanted to refinance
through debentures, they came to our
firm and | got the job. My first job was
the refinancing. Then they wanted me
to be general counsel, then in April,
| 1966, secretary as well.”
He must have done a good job, be-
| cause soon he was asked to step in

and run the company. He refused; he
| was happy at his law firm, and secure
there. But in the end he took leave of
absence from the law firm to put his
client's house in order.

“There's really no rational reason why
I'm here,” he'll tell you, laughing the
while with some secret inner glee.

You might think that picking Russ
Meyer to run things was a last-ditch
| stand by the company’'s backers, and

ran the company |

The Yankee /continued

you might be right at that. But Russ
Meyer has such a dogged determination
to get things done, such a concern for
detail, such a blinding honesty in ap-
praisal of the problems of the hour that
he might well be the man to bring it off.
For a start, he got the airplane certifi-
cated, in August this year. It wasn't easy.

Says Russ of the months preceding
certification, *‘We had people who brought
hammocks out here and slept with the
airplane. | can remember feeling guilty
leaving the factory to go home at three
in the morning. When we flew the first
certification prototype in February of
this year, everybody was out there lin-
ing the runway—like in the old movies.
| don’t think I've ever had a year quite
like it."”"

The problems of certification, the
problems that defeated Jim Bede and
that he left behind, the problems that
Russ Meyer all innocently inherited, are
problems you would hardly believe. At
first it seemed to Russ that the bonding
that in the BD-1 completely replaces
rivets was the principal problem. It is a
tacky process that requires that the parts
to be bonded be first acid-etched and
rinsed (using four different tanks) be-
fore the adhesive can be applied, then
held together with a pressure of at least
10 pounds per square inch and heated
to 250 degrees for one hour while the
bond cures. Later the bond is examined

| with an ultrasonic fault-detection device.

operation defeated him in time, and by |

There are simpler room-temperature
bonding techniques (this was how Jim
Bede built his first prototype BD-1), but
they require a curing time of six to sev-

| en days and lack the strength and light-

ness required for a production airplane.

It was after the previous regime had
failed to bond six fuselages in a row
that Meyer had first showed his true
mettle. He requested help from the chief
engineer of the Whittaker Corporation in
California to help put them right, and
within a month they had successfully
bonded three fuselages. One can imag-
ine how such a get-things-done ability
was grabbed at by the Bede Corpora-
tion’s owners.

The company is in a very real way
pioneering new structural construction
techniques, and you can imagine how
tough on them the FAA is. Everything
has to be tested and stretched and
pushed and vibrated and fatigue-tested
well beyond any shadow of reasonable
doubt.

Even the horrors of bonding, Russ
was to discover, weren't the worst of
what he was facing. Soon after he took
over, a qualified test pilot ran a flight
evaluation on the airplane and found
there was plenty wrong with that. It was
way down on performance; it was slower
than Jim Bede had claimed (he'd never
even had the ASI calibrated), it wouldn’t
climb as fast, it had a tendency to fall
over at the stall but wouldn't roll much

&7
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The Yankee /continued

The Yankee’s cockpit: Yokes like spindly arms flexing their biceps,

a center console mounting throttle leves

at any other time, it was deficient in | larged the ailerons and put horn bal- |

longitudinal stability, the control system
was overly complicated and there wers
clearly going to be problems when it
came to spin testing.

It seems that Jim
optimism and uUnconcern with trifles had
run away with him; Bede's brochure fig-
ures for his airplane included an empty
weight of 812 pounds and a cruise speed
of almost 130 Knots (150 mph), but his
prototype weighed 984 pounds and
cruised at nearer 108 knots (125 mph).
How 172 pounds weight was going to
be engineered out in manufacture was
not explained.

So they worked at it: they added a
bungee in the elevator circuit, and re-
designed all the control circuits and en-

68

Bede's exuberant |

ances on the tail control surfaces and
added a trim tab. They lengthened the
wing and gave it a new tip and dropped
the idea that the wings should fold.
They changed the shape and size of the
gear. They redesigned the fuel system.
And in the end they had an airplane to
which the FAA would give its blessing.

And next, as if to show how things
were changing around Cuyahoga County
Airport, they renamed their enterprise
the American Aviation Corporation, and
the BD-1 became the Yankee.

The total investment today, from all
parties, is slightly less than $3 million,
for which the corporation has as tangible
assets the factory, worth maybe $500,-
000, and that frail but costly piece of

paper, the FAA type certificate for the
new Yankee. Russ Meyer foresees a need
for a further $6 million over the next
three years to get the airplane into
production, with a paper profit being
achieved late in 1970, at the sale of
around the 1,500th production airplane.
His production plans seem ambitious;
from a factory that stands echoingly
empty and void of bustle today he sees
134 Yankees being turned out next year,
550 in 1969 with production rising to
75 a month by the end of that year and
reaching a total of 1,200 in 1970.

He's already ordered about $95,000
worth of machines, has begun tooling
and is working on such mundane but
necessary tasks as clearing trees for car
parks and installing sprinklers, He aims




AAX SCAN PAGE

lever

and knurled trim wheel.

to have about 50 employees by the end
of the year, and to hire new men at the
rate of 15 a month thereafter.

Can Russ Meyer sell Yankees in those
numbers? He thinks so, and has priced
the airplane at $6,500, to be exactly
$500 less than the Cessna 150, over
which it has a nine-knot (11-mph) speed
advantage at cruise. Manufacturing air-
planes is a business where you must
run hard merely to stand still, and one
wonders how long Cessna (or Piper, or
anybody else for that matter) will let
him get away with that sort of thing
unchallenged. It will be a battle.

Marketing plans include three direct
factory dealers to be appointed by the
end of this year, one each in New York,

Texas and California, and 12 more next |

FLYING—November 1967

| year.
some care.

And he s choosing them with

Having won the certification battle,
Russ Meyer's next task was to find him-
self some key executives. He ain't done
badly, either; Dick Kemper came from
Cessna to be general manager of opera-
tions, and Meyer picked up a chief
engineer, a chief of structures, a chief
of quality control and a director of pur-
chasing from the same source. Larry
Kelly, his director of marketing, came
from Aero Commander.

-Meanwhile, across the field, barely
half a mile away, Jim Bede sits in his
office or in the coffee shop downstairs,
still dreaming dreams. He is no longer
plotting to take over the world but just
to fly around it, nonstop, solo, in a
powered glider whose cockpit has the
finest row of warning lights you ever
saw, including one labeled ANTIGRAVITY.

when he refuses to see that there's any-
thing to argue about? And of the per-
formance figures he claimed for the BD-1,
he says with passion, | can show you
articles on the original airplane by com-
pletely independent writers who went
up in the airplane and saw the cruise
speeds.” (We can show you such an
article in an old copy of FLYING, but the
writer did note that ‘‘the indicator on
this airplane was so far off as to be
completely misleading.””)

Meanwhile, back at the American Avi-

| ation ranch, Russ Meyer, the battle to

certificate the Yankee won, is well on
top of the next skirmish, to find the key
executives he needs. He can look for-

| ward to the headaches of improving his
| prototype, the anxieties of keeping his

“l have the greatest respect for Russ |

Meyer,'”” he'll tell you with becoming |

| generosity.

And the American Aviation people have
kind words to say for him. “If it hadn’t
been for his imagination 4n putting the
prototype together and his salesman-
ship,” said one, “we’'d none of us be
here today.””

Yet happily all this love in the air
doesn’t prevent Bede telling you frankly
where he feels the new regime is going

| wrong. He still maintains, stoutly, that
| when he left they were only six months
| away from certification. He still main-
| tains that it would have been possible

to manufacture the BD-1 with the 108-hp
engine for $4,500. Talking to him you
begin to see that he is a man whose be-
setting sin is overoptimism, and such a

sometimes he cannot come to grips with
them because he simply cannot see that
they exist.
“Why does the word ‘impossible’ have
to be so overpowering?”’ he cries in
a voice approaching anguish. To him it
clearly isn’t. And that talent for self-
publicity continues to get in his way. Of
his round-the-world project, one Ameri-
can Aviation executive said sourly, ““He’s
issuing press releases daily. Hourly."

To Bede the problems that gave his
successors such sleepless nights are

mere trifles, hardly worth bothering with. |
Of his BD-1's slow rate of climb and |
sluggish cruise he says, '“Just a couple |

of little things needed doing.’” Of the
difference between prices, his $4,500
and their $6,500, he says, “There isn’t
anyone over there who knows how to
estimate cost figures.” Of the spin re-
covery problems he says, “Just a small
inch-and-a-half plate in the right spot
on that fuselage, and you can recover
whenever you want.” Of the abandon-
ment of the folding wing idea as im-
practical he says, “It's just a $20 item
to make them fold.”

How can you argue with such a man

stockholders behind him, the Herculean
task of equipping his factory to turn out
Yankees at ever increasing rates and
ever decreasing cost. He'll be busy some
little while yet.
e g e

THE YANKEE, when you come to look at
it, is a chunky, boxy little airplane, a
sturdy, cheeky-looking machine, simple
and slab-sided. Compact. Beautiful? Let's
say functional. Come closer, and that
sailplane-smooth wing draws your eye,
and you glance over the rest of it. No
rivets. Not a single dragging rivet to be
seen.

Hop up over the wing and settle in
your seat. Hmm. It's roomier than the
150. There’s a solid structure separating
the two seats much like the transmission
tunnel of a Ford Thunderbird, mounting
a huge throttle that looks for all the
world like a gear shift. Also the flap

| lever, which looks like no flap lever you

refusal to be daunted by problems that |

ever saw before.

Grasp that throttle, and you feel it de-
serves an afterburning J79 behind it, in-
stead of a little old 108-hp Lycoming.
This throttle incorporates its own fric-
tion lock, so that it stays where you
leave it until you unlock it by starting to
move the throttle lever. It is a great
throttle lever. On the production air-
plane it may be replaced by one of those
stupid plunger things. Pity.

Start up. It's 80 degrees or better
outside, so we leave the canopy half
open and taxi away breezy as two motor-
cyclists. (I am flying with Dick Kemper,
general manager of operations.) The
nosewheel is in no way connected to
your feet, and swivels free; you taxi
therefore on the brakes, with all the
maneuverability in the world. In any
crosswind you must carry a soupcon of
brake on the downwind side so as not
to weathervane, as though you were a
sailboat. It's fun!

Now both Dick and Russ Meyer have
told me there are a number of things
they propose to put right before produc-
tion, and one of them is the noise. In
the air it's mostly engine noise, but add-
ing to the clattering hooves of 108 horses

9
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The Yankee/continued

as you taxi along is a tendency of all |
those areas of unsupported skin to “oil- |
can,” so that it's a bit like driving along
in a mechanical wobbleboard, if you are
familiar with that unique Australian
musical instrument.

Ah, the takeoff. This, for accuracy
and neatness, requires some light jug-
gling with the feet, because of the non-
steerable nosewheel. You start with full
right rudder and some pretty firm right
brake. After you've gone about 70 yards,
you start reducing the right brake, until
quite suddenly the rudder comes to life
and you must look lively on that. By
about 61 knots (70 mph), the airplane
is ready to fly, so come back on the
yoke, but not too hard or you'll leap
into the air in all of a dither, with the
stall warner yelling in protest. It takes
three or four trips around the field be-
fore you get it off exactly, but you feel a
rich emotional satisfaction when you can
do it.

Best rate of climb is well along at 74
knots (85 mph). The book says 900
fpm, but we indicate nearer 650 fpm,
and a timed minute of climb tends to
confirm this. But the 900 fpm is at sea
level on a standard day, so today the
heat is powerfully affecting things.

The Yankee has two miniyokes like
sculptured arms flexing their biceps, and
there's a deal of lost motion in the
aileron circuit, but this cannot hide how
nice the controls are. They are light,
powerful, delicious. A stick will be an op-
tion on later Yankees.

The climb to 8,000 feet to check the
best cruise speeds is a long one, and
as we get there the rate of climb is
down to 250 fpm. We level off, leave
full throttle, and slowly accelerate to 105
knots (121 mph) IAS, with the RPM
stabilizing a hair over the 2,600 redline.
The noise is awesome, and conversation
is only possible at the level of a shout.
Some later shuffling with the slide rule
back on the ground, and correcting for
the two mph that the ASI is reported to
be slow, gives us a TAS of 122 knots
(141 mph) for about 79 percent power.

This accords most favorably with the
brochure cruise speed of 115 knots (133
mph) at 75 percent. Some other set-
tings: 2,500 rpm gives 97 knots (112
mph) IAS or 113 knots (130 mph) true;
and 2,200 rpm (which is about 50 per-
cent and the approved long-range cruise
setting) gives 77 knots (89 mph) IAS
or 90 knots (104 mph) true. Now 133
mph at 75 percent is creditable enough,
and is some 11 mph faster than the
Cessna 150.

Longitudinal stability is good, and the
airplane will fly by itself in calm air, but
roll in a little bank and let go and she
quickly winds up in a real tight spiral.
Most light airplanes have no better than
neutral spiral stability, and there are
others besides the Yankee that are un-
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stable in this way—the Bonanza for one.
Spiral stability is a function of dihedral
and fin area, and the FAA is very exer-
cized as to whether airplanes should be
required to have it, or at least an artifi-
cial form of it such as a wing-leveler
like Mooney’s PC. There is even a notice
of proposed rulemaking out on the sub-
ject. Spiral instability is of little import
except to noninstrument pilots who find
themselves suddenly in cloud. Then it
is deadly.

We throttle back to investigate the
stall. Whenever the RPM passes through
1,500 there is a burst of oilcanning, and
the whole airplane sings like George Har-
rison’s sitar. The stalls are preceded by
a slight buffet and a powerful horn. There
is only a slight tendency to drop a wing,
and excellent aileron control at all times.
The stall speed, 55 knots (64 mph), is
fast for such a small airplane. (The 150,
for example, stalls at fully 13 knots or

15 mph less with full flap.) | note that |
the Yankee stalls a mile or two below the |

bottom of the arc on the ASI, which
tends to confirm that it is indicating a
mile or two slow.

We descend to 2,000 feet, noting and
approving of the very high never-exceed
speed, 170 knots (195 mph). For those
who cannot be bothered to climb up to
8,000 feet to get the best cruise, we
record at 2,000 feet and 2,400 rpm
(which is about 73 percent), 105 knots
(121 mph) IAS or 110 knots (127 mph)
true.

We make some touch-and-goes, noting
the excellent visibility from that bubble
canopy all around the pattern. We find
that the flaps are notably ineffective
(they also are on the list of things to
be improved before production), and
that an accurately straight landing re-
quires the same kind of nifty footwork
the takeoff did.

With those nice controls and the high
redline speed, the Yankee cries out to
be certificated in the aerobatic category.
It seems the decision was made to go
for the normal category when flight test-

| ing revealed that some redesign would
| be necessary for it to meet the extra

aerobatic category spin requirement of
recovery inside one and a half turns
after a six-turn spin. Aerobatic certifica-
tion is on the program for the future.

But for the present there is the Yankee,
a sporty, swift and satisfying airplane
with a lot of what the competition doesn't
have. The price is right and the prospects
are good that after years of promises the
little two-place airplane that was the BD-1
will be produced and delivered into the
hands of the waiting market. It will not
have many of the features that an un-
realistic Jim Bede vowed would be there
but in retrospect it is improbable they
ever would be, at least at the price
quoted.

It will have all the modern features that

a most realistic Russ Meyer feels can be
safely and economically engineered into
an airplane. And if there are many dif-
ferences between the two airplanes there
are many differences between the two
men. While Bede dreams and scoffs at
reality, Meyer has moved to the threshold
of success in short order.

And how big will that success be? Only
you can tell. If you are one of those who
placed your order in the old days you will
receive preferential delivery treatment if
you want a Yankee. And if you're just a
pilot with a yen to have a snappy little
two-place runabout that can give you lots
of pleasure for not too much cash, get in

line.

American Aviation Yankee

Manufacturer's

Specifications Basic Price: $6,495

Engine ..............Lycoming 0-235-C2A, 108 hp
Propeller . ....McCauley fixed-pitch metal
Wing span . C 24.4 ft.
Length 19.2 ft.
Height ...... T2t
Wing area ..... Lo OO sq
Wing loading ...14.5 Ib. /sq. ft.

o Ko

Passenger & crew ... oo AL
....885 Ibs.

Empty weight .

Useful load 545 Ibs.
Gross weight 1,430 Ibs.
Power loading 13.25 Ibs./hp.
Fuel capacity _ 24 gals.
0il capacity =L nsb sy
Baggage capacity ... in....40 Ibs.
Performance

Takeoff distance B e o4 (O
Takeoff distance over 50 ft. ..............1,440 ft.
Rate of climb 900 fpm
Service ceiling . 12,220 ft.

Maximum speed
Cruise (75% power)
Cruise (65%, power)
Range (at 75%)
Optimum range

Stall speed .

122 kts. (141 mph)
115 kts. (133 mph})
109 kts. (123 mph)
378 nm (435 sm)
445 nm (512 sm)
56 kts. (64 mph)

Landing distance 442 ft.
Landing distance over 50 ft. | 1,185 ft.
Flight characteristics

Control response (cruise) -.....Excellent
Control response (slow flight) .. .Excellent
Hands-off stability Good
Stall recovery .......Good
Runway handling ............................ Fair
Pilots utility

Visibility : <o Superb

....Good
Good

Seat adjustment & comfort
Accessibility of switches, etc.

Panel layout -..Fair
Cabin comfort

Entry-exit ease weeoo...Fair
Seat room = o -.....Good
Ventilation (in flight) ....Good
Ventilation (during taxi) -...Superb
Noise level 3 ~-:nheo Poor
Maintenance access

Engine ..Very good
Electronics Good
Instruments ..onr...Good
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Our competitors
helped us prove what we say
about the
American Yankee

We Say

that our American Yankee will outperform, will cost less
to maintain and operate, and is more sheer fun to fly than
any other two-place airplane in its class. -

And we base this on our
competitors’ own figures.
For example. The Yankee's top speed is 144 mph, and
she cruises at 134 mph. The 140 Cherokee which cruises
at 133 mph comes closest to the Yankee, but it needs
42 more horses to do it. And an extra $3,100. Note, too,
that the Yankee climbs 15% faster than the other two-
place aircraft.

Compare the published figures

Piper Beech
Cherokee Cessna Musketeer American
140 150 Sport Yankee
Top Speed: 142 mph 122 mph 140 mph 144 mph
Cruise Speed: 133 mph 117 mph 131 mph 134 mph
Rate of Climb: 660 fpm 670 fpm 700 fpm 810 fpm
Range: 725 miles 475 miles 865 miles 426 miles
Useful Load: 937 Ibs. 625 Ibs. 900 Ibs. 550 Ibs.
Operating cost
(per hour): $6.27 $4.62 $6.04 $4.14
jOperating cost
(per mile): $.069 $.069 $.073 $.048
Price: $10,400 $8,350 $15450*  §7,295

NOTE: All comparisons reflect manufacturers’ published data. Simple interpolations have
been made for accurate comparisons based on 400 annual hours flown at an average fuel
cost of 42-cents per gallon.

Performance data is with whee| fairings, when available.

{Computed at cruise speed, monthly hangar rent of $40, and manufacturer’s published esti-
mate of annual insurance costs.

*List price includes full panel with some avionics.

0

private owners—finds that the

Sporting the lowest base price of all four 2-place
aircraft, plus the lowest operating costs, the amazing
Yankee appeals to commercial operators for rental and
flight training, alike. Everyone—
club members, students, and

Yankee delivers unbeatable
performance.

But facts and figures only
tell a part of the Yankee
story. Her quick and
positive response to your
touch, along with the
sheer fun of flying her, is
something you’ll just have
to discover for yourself.
So go ahead. Discover. Start
by mailing the fast—action
coupon to us today. we'll
rush full details, plus the name
of a nearby Yankee dealer,
right back to you.

L —_——
CIRCLE NO. 34 ON READER SERVICE PAGE

52

American Aviation Corporation
318 Bishop Rd., Cleveland, Ohio

| don’t want to be obligated, but I'd sure like more
information on the amazing Yankee.

NAME

ADDRESS

CITY STATE
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RUSS MEYERS MAKES dirty movies.
Russ Meyers also makes Yankees. Not
the same Russ Meyers, dig, but the
squeaky-clean, well-clipped foulard-and-
buttondown ex-Yalie lawyer who runs the
American Aviation Company takes a
secret delight in the fact that he shares
his name with the cinematic visionary
who cranked out the first nudies back in
the days when Playboy was considered
wicked. 'l should go to New York,” Mey-
ers says. “They tell me my name is up
in lights all over Broadway."

He should stay in Cleveland. In four
years, he and his persuasive, imaginative
young associates have put together an
airplane company that has established a
solid, steadily growing niche in the mar-
ket for its product—a two-place training
and pleasure plane of qualities quite
unique in the U.S. and perhaps in the
world, excepting such relatively unavail-
able aircraft as the Beagle Pup.

First there was the hastily assembled
production prototype, the bright red bug
that buzzed from air show to potential
dealer to industry convention; then a few
dozen of the appealing little beasts found
their way into the hands of adventurous
owners (an airline pilot, a middle-aged
lady and a college student who'd just
learned to fly, among others); in a year,
almost 200 Yankees, as saucy as Sugar-
bush gondolas with wings, had snarled
out into the lightplane-sales jungle,
where they even began to lock control
horns with the dreaded 150 and the
mighty Cherokee, rulers of the flight-
training roost.

As you read this, just two years after
that ill-trimmed, noisy and slow-climbing
prototype turned up at the Reading Air
Show, some 350 Yankees have been sold

—tight, comfortable little ships with their
teething problems solved and their old
homebuilt aura gone forever under a
gloss of factory professionalism. The
once-rough fiberglass nose caps and root
fillets are smoother than ever before,
the nose strut is now just about un-
breakable and the nosewheel-shimmy
problems are gone, the temperamental
dual-cylinder braking system has been
tamed, the canopy opens and closes
smoothly in its tracks (unless you man-
handle it) and the cockpit is wind- and
noise-sealed about as tightly as a Plexi-
glas popover can be.

Rolling off the line now is the new,
improved 1970 Yankee; nothing major,
mind you—just some artfully placed ex-
tra soundproofing, a quieter engine in-
stallation and modified exhaust system,
a fancier interior and an even cleaner job
of assembly and finishing all around.

What more could anybody want—es-
pecially a little fella that made good? A
lot—especially a little fella that was once
a chuckle, the subject of knowing winks
when his funny-looking glued-together
airplane, the one you couldn't get off the
ground without a pry-bar, was mentioned;
especially a company that got karate-
chopped by the aviation press, by sup-
pliers, by banks and insurance compa-
nies, by an early fatal accident that was
incarrectly rumored to have been caused
by control failure, by the competition
and by hangar-fliers everywhere.

What that company wants, quite sim-
ply, is a bigger slice of the lightplane pie
—a stronger dealership base and a larger
step-up market. Russ Meyers never for-
gets the fact that a large percentage of
Cessna 172 buyers learned to fly in 150s
and that relatively low-time pilots all think

the airplane in which they happened to
learn to fly is the greatest airplane in the
world. With the little Yankee darting
hither and yon, then, American has al-
ready put the AA-2, named the Patriot, a
new four-place, 180-hp airplane, into the
sky; has begun work on a retractable four-
seater; and has on paper a design for one
of the most economical and appealing
light twins you've ever seen.

Russ Meyers wants to keep it all in the
family, and wants all those Yankee stu-
dents to step up to the AA-2, not to a
Cherokee or Cardinal. He wants his deal-
ers to be able to keep their customers—
the ones they perhaps even introduced
to aviation—right up through the time
they sell them twins, in fact.

The AA-2 is a handsome machine,
with a thinness of line, a sharp delicacy
that the chubby little Yankee never had.
It has a small, wedge-shaped nose over
its 180-hp Lycoming, an immense wind-
shield, a cabin high enough for a top hat,
and a driver's-side door that makes even
a Cardinal’s look like a baggage hatch.
Its design is meant to bear a family re-

semblance to its little brother—most evi-

dent in the constant-chord wings, un-
swept tail and slab-sided after-fuselage
cone—yet without looking like a
“stretched Yankee.” Seen next to its
stablemate, the AA-2 looks immense; you
feel that you can walk upright under its
tail as it squats on its spindly main
gear like a stiff-legged tomcat.

Actually, the exterior dimensions are
about the same as a Cherokee 180's,
though the cabin is substantially larger,
and it's meant to meet or beat every 180
performance figure and capacity, and do
it at a Cessna Skyhawk price. That means
1,100 pounds of useful load (on the

YEAR?

FLYING—June 1970

In which we reveal that the boxy,
glued-together look of the two-place trainer

polish—and Yankee engineers have
doodled out a dendy new four-placer—

Tewxt and photos by Stephan Wilkinson

now has a factory-built

to be named the Patriot.
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The Yankee’'s curlicue nose-gear strut
has been fived so that it will no longer
break off; fillets at the wing roots and
tail have been cleaned up; and the new,
quieter interior now has the gloss and

polish of professionalism.

AA-2's 1,300-pound empty weight) at a
cruise of 143 mph and a range of 600
miles—for $14,700.

American hopes to have the four-seat-
er on the market by 1971, followed soon
by the retractable AA-3. The gear-up
paperwork’s all done, and the nosegear
on the prototype AA-2 even has retraction
pins, all ready for rework. This is one rea-
son that the AA-2 doesn’t use the unique
Yankee swiveling-strut nose gear; it
wouldn’t retract, at least not without the
help of Rube Goldberg as a consulting
engineer. (Also, American quite rightly
feels that anyone who pays the bread for
the AA-2 won’t be so amenable to danc-
ing on the brakes for steering as is a
Yankee customer.)

In 1972, look for the twin. You'll rec-
ognize it when you see it; it looks like a
Wing Derringer with room for four, and is
based on the AA-2 fuselage with a pointy
nose and two flat-nacelled engines (ei-
ther Lycoming 180-hp 0-360s or a pair of
Continental Tiara 4-180s) and sleek,
airfoil-shaped tiptanks. American’s in-
tent is to build a truly economical twin
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—the only twin competitive in price with
the $40,000 Bonanza and substantially
cheaper than the Twin Comanche ($44,-
000) and Piper's budding Twin Cherokee
—to attract the buyers who might opt for
two engines if they could have them at
the same price as a comparable single.
Meyers says, “Because of the lack of
development in this area, we feel there
is a tremendous void at the lower end
of the twin-engine market—and it's our
objective to fill that void as quickly as
possible.” How? *““Well, the lower price
will be achieved by the simpler construec-
tion of aluminum honeycomb and bond-
ing, and also by considerable common-
ality between the AA-2, the AA-3 and the
twin."”

The Twin Cherokee could have given
them a run for their money, for the orig-
inal design called for a pair of economi-
cal 160-hp engines. The first prototype
carried 180s, however, and even they
weren't enough to push that boxcar of
a Cherokee Six fuselage through the air
at the required rate; the current certi-
fication airplane has two Continental

200-hp engines, and Meyers doubts that
with these powerplants the price will be
much below $45,000 for the standard
Twin Cherokee.

The AA-2 will be 90-percent bonded in-
stead of riveted (about 95 percent of
the Yankee's seams and joints are glued),
and will make extensive use of the alu-
minum honeycomb structure with which
American has become familiar in pro-
ducing the Yankee. Its wings will be of a
quite different, extremely light interior
structure (a laminated channel spar in-
stead of the Yankee's sewer-pipe-sized
tube) and will not utilize the Yankee's
laminar airfoil. American has found the
laminar wing to be unfortunately sensi-
tive to derogation of airfoil shape, and
they're going to a 2415-series cross sec-
tion for the AA-2. Shoulder harnesses
will be standard equipment on the four-
place—and all future American models—
as will be a forward-collapsing instru-
ment panel.

What of the little Yankee, the airplane
that has made American’s reputation
(yet whose limitations the company hopes

oA
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to soon outgrow)? | flew two 1970 mod-
els—my first Yankee time since several
flights in the original production proto-
type—and found it to be a light, delight-
ful, totally professional airplane with
hardly a hint of the rough qualities that
had me doubting its appeal two years ago.

In fact, I'd go so far as to say that
anybody who doesn't learn to fly in a
Yankee is crazy. Nobody who does so is
going to go through life making climb-
outs without feeding in enough right rud-
der to center the ball. Nobody who
learns to fly in a Yankee is going to
make all his turns with his feet flat on
the floor, or is going to flop down final
with the speed varying 10 or 15 mph
either side of approach speed, or is ever
going to stall his ship on approach or
departure. In fact, it might have a salu-
tory effect on our general aviation acci-
dent rate if some portion of everyone's
training were required to be given in a
Yankee (I'd say ‘‘or some similar ship,”
but there is no similar ship). The lazy
would drop out when they found that it
required too much effort and applica-

FLYING—June 1970

tion to make the airplane fly the way it's
supposed to fly, and the too-timid ones
—the ones who get hot flashes at the
thought of a stall, and who will probably
never be at home in the air—will also
fall by the wayside, frightened off by its
distinct performance characteristics.

The little Yank didn’t bother me with
the length of its takeoff roll—one of the
classic complaints about the airplane—
but then it was a cold Cleveland day, the
tanks were only half full, and factory test-
pilot Bob Hummel and | are both light-
weights. (Meyers answers criticism of the
Yankee's somnolent takeoff by saying it
gets airborne in the same length as a
172; doubtless true, but that’s hardly
flashy performance for a two-place sport-
plane.) Once in the air it moves right
out; | clocked an average rate of 790 fpm
with a climb prop (one of the unusual
options the Yankee offers) from 1,500
feet on up to 7,500 once I'd dropped
Hummel off and gone out solo.

How does the climb prop affect speed?
Hardly at all; a true airspeed of 132 was
clocked in the chilly air at 6,500 feet

with 75 percent power and two aboard,
and a brief redline run at 7,500 feet
when solo gave a TAS of 137. The book
figures are 134 for optimum cruise on a
standard day and a top of 144 mph,
though American has been finding a
jump of about four mph in the cruise of
some recent production models, which
can only be explained by better canopy
sealing and cleaner finishing.

The short-coupled little bird needs a
hefty foot-full of right rudder on climb-
out, and is quite sensitive to precise rud-
der application during maneuvers—but
then, the rudder itself is as effective as
the airplane is sensitive. One of the
nicest things about the Yankee, in fact,
is the specific, predictable, essentially
linear correlation between control and
power inputs and what the plane does.
The torque-tube ailerons are light and
direct; they are, an admittedly biased
Russ Meyers says, the quickest and
lightest of anything he’s flown since he
gave his F-86 back to the Marine Corps.

Speed control can and must be precise.
The supposedly “hot’" Yankee actually has
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THIS
ANKEE'S YEAR?

a recommended approach speed—80
mph, or 1.3 times stall speed—that is
completely standard for an airplane in
its size and weight class, but the Yankee
will not tolerate so much sloppiness as
other trainers. If you get it much slower
than 80, a considerable rate of sink will
set in; faster, she'll float a long way down
the runway before quitting.

Why all the fuss about the Yankee's
‘“‘high’’ landing/stall speed, while we're
on the subject (66 mph to the Cherokee’s
54 and the 150's 48)? Does anyone hon-
estly feel it makes a difference whether
your wheels touch the ground at 66
rather than 55? Or—to put it another
way—are you terrified on those days
when your 55-mph-stall airplane isn’t
landing into its usual 10-knot headwind?
This is one of the areas in which the
Yankee has been most maligned, for the
most part by that ubiquitous race of
operations-office experts who have nev-
er even seen, much less flown, the air-
plane they’re experting. Though there
are features of the Yankee that can be
criticized, this is hardly one of them—
any more than it is on the Bonanza,
which stalls at 63 and is perhaps the
easiest-landing airplane in the world.

Speaking of criticism, the Yankee does
have flaps, but they're almost more trou-
ble than they're worth; they lower the
stall speed hardly at all, and are acti-
vated by a little electric toggle that, at
least on the airplanes | flew, jumps all
the way into “‘retract’” when you flip it
from the “extend”” position back to “off."”’
The models coming off the line now all
have this annoying trait corrected. Ameri-
can has examined the possibility of put-
ting more effective flaps on the Yankee,
but they say it would cost an inordinate
amount of redesign, and perhaps as
much as five mph in speed, to do so. The
present flaps do steepen one’s angle of
descent and give a better view over the
nose during flare, and they're a perfectly
adequate training device as well (like the
Midwestern air-taxi line that has put a
red light and gear switch on its Twin
Otters because they’re planning to buy
some retractable commuter-liners).

Starting along about serial number
300, the little bumblebee will suddenly
get noticeably quieter, due to a stiffer
engine mount, softer rubber Dbiscuits
where the mount bolts to the firewall,
some well-placed soundproofing and—
most important—a downward-pointing ex-
haust stack in place of the former swept-
back pipe. | flew an engineering proto-

a
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10 THIS YANKEE'S YEAR?

type that carried these improvements,
and the difference in cabin noise was
readily apparent, as was the decreased
instrument-panel buzz and vibration felt
through the rudder pedals and seat. In
fact, it was one of the few times I'd ever
gotten into an “improved”’ airplane and
immediately been aware of the touted jm-
provement. Earlier Yankees have a harsh-
er, tinnier noise level, and the new one
achieves a kind of quiet never before
possible in bubble-canopied airplanes.
Unfortunately, it's quiet enough that it's
possible to hear the low-frequency boom-
ing of unsupported panels in the tail
cone, but then there’s only so much you
can do with soundproofing if the air-
plane’s still to get off the ground.
Soundproofing may be the big news

for 1970, but cumulative improvements .

have been finding their way into the
Yankee throughout the last year. Each
contributes to the refined, well-designed
feeling that the airplane now imparts:
New Wemac canopy ventilators are both
quieter and more effective than the old
homemade type; a new interior makes
use of lighter but more durable Nauga-
hyde in a design (copped from an air-
portlounge chair that Chief Engineer
William Seidel noticed during a boring
layover) intended to eliminate the sag-
ging and wrinkling that has afflicted some
of the early seats; new canopy seals,
both front and rear, cut out a lot of the
Yankee’s old wind-whistle and supposed-
ly keep out the rain, though from the
amount of water | saw on the floorboards
of some Yankees sitting on the ramp
awaiting delivery, I'd guess this is still a
problem; the heater has been redesigned
so that it blasts into the cockpit, not
into the between-the-seats console; and
instrument lighting has been placed in-
side and under the glare shield sur-
rounding the panel, rather than coming
from distracting little over-the-shoulder
spotlights.

The options list has some interesting
additions, as well: Shoulder-harness at-
tachment points are available near the
after bulkhead, and at $22 per seat, they
may be the best investment you ever
make; an optional child’s seat in the bag-
gage area is good for up to 90 pounds; a
Brittain wing-leveler is now available to
help you take advantage of the Yankee's
cross-country speed; 6x16 wheels and
tires can be mounted in place of the
standard 5x15s, to make the plane more
at home on grass fields than it has been
in the past; and a neat-looking tinted-
plastic glare shield can be fitted up
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against the top of the canopy, though it
unfortunately creates an almost perfect
mirror (it beats boiling your pate on a
summer day, though).

It hasn't all been a simple matter of
raking money in one door and kicking
airplanes out the other, no matter how
fancy the Yankee's getting. As a new-
comer—a brash one, at that—the com-
pany fought some interesting battles.
Many insurance companies refused to
provide hull coverage on Yankees, for
example, saying they wouldn't insure a
new type until it had three years in the
air. This was perhaps American’s num-
ber-one problem during their first year of
sales, though it's no longer a worry.
Other benighted firms refuse coverage,
contending falsely that ““It's all specially
glued together—you have to send it all
the way back to the factory to fix it.”

Financing on the retail level, especial-
ly for new dealers trying to establish an
inventory, has also been a hang-up. A
number of lenders have said, ““The prod-
uct’'s too new; it doesn’t have an es-
tablished resale value."

“We have three hundred airplanes in
the field,” moans Meyers. “When is it
not too new? When we have four hun-
dred? Five hundred? Five thousand?”

“‘Well, the market will determine that

-'" the brave money-men retort, turn-
ing elsewhere in their unflagging efforts
o support free enterprise.

One thing that hasn’t been such a
problem has been the competition.
“They've been tough, but not unfair,”
Russ admits. Though some dealers have
used the sneaky they’ll-never-stay-in-busi-
ness ruse (Wanna buy a Tucker?), the
industry in general has given the com-
pany the feeling that the survival of
American is to the good of general avia-
tion as a whole, as indeed it is.

Meyers has warm words for Cessna.
Most of his best people have come
from Wichita, and their alma mater has
even provided marketing statistics to
which a small firm like American wouldn't
otherwise have access. Cessna’s attitude
has been: “We'll fight you for every sale,
but we hope you make your share.”

So do we, for in this day of just-fire-
up-and-fly airplanes with Detroit-styled
delights, the little Yankee stands out like
a Spitfire at O’Hare. It's a respansive,
refined, artfully designed trainer with a
surprising amount of cross-country capa-
bility for one so small and low powered.
And with big brother AA-2 warming up in
the wings, this just may be Yankee's
year.

American Yankee

Manufacturer’s

specifications Basic price: $7,295
Engine ... Lycoming 0-235.C2C, 108 hp
Propeller ... .McCauley fixed pitch
Wing span . .24 ft. 514 in.
Length .. 19 ft. 234 in.

Height _. . 6 ft. 9% in.
Wing area 98.11 sq. fi.
Wing loading . .15.3 Ib./sq. ft.

Empty weight
Gross weight .
Power loading
Fuel capacity (std.)
Baggage capacity ...
Performance

Takeoff distance over 50 ft. .
Rate of climb .
Service ceiling ..
Maximum speed
Cruise speed (75% power)
Economizal cruise ... .
Range (at max cruise)
Miles per gallon (75% power)
Stall speed (clean) ..

Stall speed (flaps down)
Landing distance over 50 ft. .
Flight characteristics

Control response (cruise) .. ..
Hands-off stability
Stall recovery .
Runway handling
Pilot utility
Visibility
Seat ad;ustment & comfort
Panel layout . G s
Cabin comfort
Entry-exit ease

..1,245 ft.

-Best in class
...Fair

... Excellent
_Very good
-...Excellent

Awkward

Front seat room . -Plenty
Ventilation -.Excellent
Noise level .. ......Good
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BE SuRe! ot sorpy!

KNOW THE WIND SPEED-NOW—
WHERE YOU ARE-Not at some
Temote station miles away. May
make the difference between a safe
flight or F.A.A. accident report.
Use a Pocket Size Wind Speed
Indicator. Accurate, rugged, reads
0-60 mph., not a gadget—acclaimed
by Flight Instructors as a useful
tool for all Pilots. Send check or
money order:

H.J.5. & Assoc,3720 W, 61stSt.
Chicago, lllinois. 60629

S
Glhe

super safe
cgg@” :1(7 ther,
oute to an |

ABQ...Clear and 60...Plus
Super Service with a Civic Twist!

Super Service at Aircraft Deal-
ers: Diamond M Aviation: Seven
Bar Flying Service; Southwest
Air Rangers: Southwestern Sky-
ways, Inc.

Super Auto Rentals: Airways
Rent-A-Car; Avis Rent-A-Car:
Hertz Rent-A-Car; National Car
Rental System; Thrifty Rent-A-
Car System.

Super Motels: Downtowner Mo-
tor Inn: Howard Johnson's Mid-
town; Pan-Am Lodge: Panorama
Inn.

Super Fun: Fishing: hiking: camp-
ing; picnicking; golf; tennis: ski-
ing—all within 30 minutes of the
airports. Sightseeing — Historic
Old Town. Indian Pueblos. mu-
seums. galleries, zoo. Nightlife
galore—Theater restaurant, name
western bands, piano bars.

Super sunshine all the time for
super-safe flying through the
Rockies.

Free . . . Packet of materials for
Super Service with a Civie Twist!
Write: Greater Albuquerque
Chamber of Commerce, 400 Elm
St., NE, Albuguerque, New Mexi-
co 87102,

CIRCLE NO. 33 ON READER SERVICE CARD
124

Manulggturers soecifcations—_asic o
E:

210K Centurion
(continued from page 81)
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S&H LOW ALTITUDE
FLIGHT PLANNING CHART

1970-71E

Fly with this chart and get
great gifts without money
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?;3 UNICOM
Rufiway

Pilot utility
Visibility .
Panai layout
Instrument lighting

The following list is arranged in numerical order by

ing on planning chart, opposite side.

LEGEND

FIELD ELEVATION SHOWN AFTER AIRPORT NAME.
FUEL: OCTANE 80/87

dealer numbers appear-

shown as 80; 100/130 shown as 100; 115/145 shown as 115,

HOURS OF SERVICE SHOWN FOLLOWING FUEL LISTING. Daylight hours shown as "DH".

24 Hours on request shown as "240R",

LONGEST RUNWAY: direction/length in hundreds of feet and surface by H = hard, T = turff

runway lighting by L = lighted runway, LO = runway lighted on request, LB = lighted runway

with beacon.

WEATHER INFORMATION SOURGE: TWX = teletype; Ph = telephone; FSS = Flight Service

Stafion.

REPAIRS: A = minor aircraft; E = minor engine, MA = major aircraft: ME = major engine;

R = radio; | = instrument.

FACILITIES:  APU = power cart; O = oxygen; F =
RC = rental cars.

AIRPORT:  Quad City/s93" @ #RPoRT:
LOCATION: Maline, ill. LOCATION:

LONGEST RWY:  9-27/65H/LB LONGEST RWY:

TOWER FREQ.:  119.4 TOWER FREQ,:

S & HDEALER:  Elliott Flying Service S & H DEALER:

FUEL: 80, 100, Avjet A/74-9P FUEL:

WEATHER INFO:  TWX WEATHER INFO:

REPAIRS. REPAIRS:

: MA, ME, R
FACILITIES: APU. 0. F, T, RC (National)
UNICOM: 123.0; call Eliiott Unicom
AIRPORT:

. LOCATION:
LONGEST RWY:
TOWER FREQ..

S & H DEALER:
FUEL:

Des Moines Muni, /953

Dos Moines, la.
30-12/90H/L8

118.3722.5

Elliott Flying Service, Inc.

80, 100, 115, AVJet 40/24 hrs.

food, T= cab or bus ground transportation;

(FBO Facilities Listing Continued)

FACILITIES:
UNICOM:

AIRPORT:

LOCATI|ON:

LONGEST RWY:

: ; L:
WEATHER INFO:  Fss WEATHER INFO:
REPAIRS: MA, ME, R REPAIRS:
FACILITIES: APU, O, F, T, RC (National) T
UNICOM; 123.0; call'Elliott Unicom
AIRPORT:  Ti-Co/35' AIRPORT:
LOCATION: Titusville, Fla. LOCATION:
LONGEST RWY:  18-36/60H/LB :
TOWER FREQ 118 TOWER FREQ.:
S&HDEALER:  Flight Enterprises, Inc. S & H DEALER:
FUEL: 80, 100, Jet A/7A-7P/240R FUEL:
WEATHER INFO:  Fs§ WEATHER INFO:
REPAIRS: Ma, 3
FACILITIES: APU, O, F, T, RC FACILITIES:
UNICOM: 123.0 Call Tico VIP UNICOM:
W AIRFORT:  Cape Kennedy Regional/26" Bl ARPORT:
LOCATION: Melbourne, Fla, LOCATION:
LONGEST RWY:  9.27/110H7LB LONGEST RWY:
TOWER FREQ.:  118.2 TOWER FREQ.:
S & HDEALER:  Flight Enterprises, Inc. S & H DEALER:
FUEL: 80, 100, Jet A/TA-7P/240R FUEL:
WEATHER INFO:  FS5 WEATHER INFO:
REPAIRS: MA, ME REPAIRS:
FACILITIES: APU. 0, F, T, RG FACILITIES:
UNICOM: 123.0 Call Melborne VIP UNICOM:
AIRPORT:  Paim Beach Int'l./19" AIRPORT:
5 ) LOCATION: LOCATION:

LONGEST RWY

LONGEST RWY:

TOWER FREQ.:  113.1 (GRD 121.9) TOWER FREQ.:
§ & HDEALER:  Tilford Fiying Service, Inc S & H DEALER:
FUEL: 80, 100, Jet A-50/24 hrs. FUEL:
WEATHER INFO:  Fs§ WEATHER INFO:
REPAIRS: A, E, MA, ME, REPAIRS:

] . R
FACILITIES: APU. O, F, T, RC (National)
ICOM: 123.0; call Tiiford

FACILITIES:
UNICOM:

. auuu:

Auburn/1523"
: Auburn, Calif.
7-25/31H/LB

Placer Aviation Service
80, 100/8A-Sunset

Ph (Dirsct line Sac. F5S)
MA, ME

APU, T, RC

1228

Brookisy,26'

Mabile, Ala,
14-32/96H/ L8

119.6

Mabile Aircraft, nc.
80, 100, JP2, /BA-10P
Ph

MA, ME

APU, F, T, RC.

123.6

Lambert Field/571"
M

: St. Louis,

. Mo,
30L-12R/100H/L
nes v

F:
A, E, MA, R
APU, O, F, T, RC (National)
123.0; call Young Unicam

Rehoboth /28"
Rehoboth Beach, Del.
12-30/33T/L0

None

Aircrafters, Inc.
80, 100/8A-Sunset
Ph (227-2626)

MA, ME

. M
APU, F. T, RC (on Field)
1228

Atlanta Muni/1040'
Atlanta,

27R-GL/T00H/L

191.1

Shamrack Air Services
80, 100, Av Jot A/24 hrs.
Ph
N

jone
APU, F, T, RC




AAX SCAN PAGE 150

WORLD'S MOST WIDELY READ AVIATION MAGAZINE DECEMBER 1971/75¢

Warning:
Winter Winds Can Get You

the TURBOCHARGED Cessna 195

First Photos—Four-Place American Traveler!
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Traveler

A shiny new Traveler
crutses the Ohio

skies, probably in
search of a Cessna
Skyhawk to take

on. Like the cobra
and the mongoose,
these two will become
natural competitors,
both scrapping for the
same lucrative market.

FLYING—December 1971

LIKE A DEPRESSION. baby who grew up to
know the value of a dollar and the virtue of
honest wark, the American' Aviation Traveler
is the fortuitous offspring of Hard Times: If it
weren't for the recent economic collapse and
the emergency descent of aviation’s fiscal af-
fairs, the new Traveler would never have seen
the light of day.

The gleam in American’s corporate eye,
back in those halcyon pre-1970 days when
the sales curves were still climbing, was the
Patriot—a four-place airplane, like the Travel-
er, but a rather fancier one, with a 180-hp
engine to the Traveler's 150. Most impor-
tant, in light of events to come, it was an all-
new design, having in common with Ameri-
can's little Yankee only the fact that it was
constructed around an aluminum honeycomb
cockpit and bonded with glue.

The Patriot was announced with sounding
brass, golden words and a full-color cover in
the June 1970 issue of FLyiNG, demonstrat-
ing once again that the aviation press is no
better at foreseeing the future than are politi-
cians, airplane companies or tarot-card read-
ers. This was not only the first but just about
the last that anybody heard of the Patriot.
Not that there's anything wrong with the air-
plane (even today, AA President Russell Mey-
er is taken to occasionally gazing dreamily
into the distance and saying things like
“damn, that was a nice-flying airplane . . . ™),
but it would have cost American something
like $2,500,000 to.develop, certificate and

through a Yankee-type canopy was not only
possible but comfortable, and by August, had
a cobbled-up Traveler prototype flying.

That's the sort of schedule you can keep
only with an airplane based largely upon an
existing design (or, of course, if you're Dutch
Kindelberger designing a P-51 under the
press of a war), and it's the sort of schedule
that American needed, hard-pressed by its
lack of a four-place competitor as well as by
the accelerating disappearance of the two-
place market.

American admits that the prototype was in-
deed “cobbled up,” and Russ Meyer says that
if there's one thing that company learned
from rushing the Traveler to completion, it is
that it’s silly to build a shiny, sanitary, un-
scarred prototype, as they did with the Patri-
of; as long as you get the aerodynamic infor-
mation you need, forget the cosmetics. (The
Patriot prototype looked like a fashion model
ready to go right to the Reading Show; the
first Traveler looked like a lady who just woke
up, with patches and putty showing every-
where, bare skin here and some makeup
there, a freehand N number on one side and a
different paint scheme on the other. It got the
job done, though, and left it up to the num-
ber-two airplane—the one on our cover—to
be the beauty queen.)

Many companies indignantly insist that
their “new” airplane is an entirely new design
just because it has an extra pair of seats, or
counterrotating propellers or a lengthened

begin to manufacture the hine.

Once they had done so, the new model
would enter the sales dogfight smack in the
middle of a squadron of competing airplanes
that had already shown themselves to be at
best soft sellers and at worst utter losers: the
Cardinal, the 180-hp Musketeer, the Chero-
kee 180 and the Lark Commander. It was a
lot of competition for what seemed to be a
diminishing market, and it would soon be in-
creased by the introduction of the fixed-gear
Commander 111.

American needed a four-place airplane,
though, and they needed one fast and without
bankrupting the company. They had decided
there was nothing they could do about
stretching the Yankee, since the little air-
plane’s laminar airfoil would not meet the
FAA requirement that the new design have a
rate of climb at least 10 times the flaps-down
stall speed (at least not without increasing
the wingspan unduly).

In April of 1970, however, the Trainer ver-
sion of the Yankee began flying, and the sim-
ple modification of the Yankee's leading edge
that the Trainer carried tamed the airfoil,
dropped the stall speed and made the wing
more efficient. A stretched Trainer would
climb with four people, and it would do it with
a span increase of only four feet on each side,
and a lengthening of the chord that was ac-
complished simply by making the flaps and
ailerons four inches deeper.

Chief Engineer William C. Seidel immedi-
ately began roughing out a stretched four-
place Trainer on his own, got permission in
June 1970 to build a wooden mockup to
demonstrate that access to a rear seat

fusel but American makes no apologies
for the fact that the Traveler is nothing more
than an artfully stretched Trainer. This is why
they’ll be able to sell you the finished product
for several hundred dollars less than the
Cessna 172. Seventy-five percent of the
Traveler's parts are either exactly the same
as the Trainer's or very similar; the original
design goal was 80-percent exact commonal-
ity, which turned out to be a bit unrealistic.
The aircraft will be assembled by workers do-
ing almost exactly the same jobs they've been
doing on Trainers and Yankees; the first pro-
duction Travelers should take about one-
fourth the man-hours to build that the Patriot
would have. Finally, the Traveler’'s systems
and subassemblies are almost identical to the
Trainer's, except for minor surface differ-
ences—the instrument panel and the entire
wiring harness, for example.

The Traveler is, obviously, a direct compet-
itor for the 172—so direct that when you ask
Bill Seidel for performance figures, he opens
his desk drawer and whips out a 172 owner's
manual, referring to it to show you how the
Traveler meets or exceeds almost every 172
performance parameter. One reason the
172/Skyhawk has always sold so well is that
there’s no alternative to it: The cheapest four-
place Musketeer is too expensive, and the
four-place Cherokee 140 doesn't have
enough room or load-carrying ability. “When
you count all those guys coming out of flight
schools,” Russ Meyer says, “hot and sweaty
with enthusiasm, clutching their new licenses
and all set to buy an airplane they can carry
their friends around in, no wonder Cessna
has sold 18,000 172s since 1955."
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Traveler

American hopes to notch its share of thase
sales by making the Traveler travel six to
eight mph faster than the 172—a 148-mph
top speed and 138-mph cruise for the Trav-
eler, versus the Skyhawk's 140 and 132
mph. (Both planes use the same 150-hp Ly-
coming engine, except that the Traveler has a
rear-mounted carburetor and the 172's carb
is up front.)

Both airplanes have a 1,000-pound useful
load, though the smaller-winged, more simply
constructed Traveler is 100 pounds lighter,
empty, than the 1,300-pound 172. The Trav-
eler does have a higher stall speed (58 mph)
than the 172 (49 mph), and lacks the Cess-
na's superb flaps; the Traveler’s plain, unslot-
ted flaps lower the stall speed only four mph,
although they are said to add a helpful
amount of drag when needed. An early Trav-
eler prototype did experiment with large-span
flaps and small ailerons, which gave a good
seven- to eight-mph drop in the stall speed,
but at the expense of the good aileron re-
sponse that has been a feature of American
Aviation products. Since American has decid-
ed to stick with the small flaps and large aile-
rons, we can assume that the Traveler will
have a pronounced roll-response advantage
over the rather stolid 172.

It can't be ignored, however—much as we
might like to—that it's a revealing commen-
tary upon the exigencies of aircraft design
and manufacture that a just-announced
1972 airplane attests to its success by meet-
ing the standards set 15 years ago by a ma-
chine that was even then an elaboration upon
a 1947 design (the Cessna 170).

Though American was relieved to discover
that none of the thousands of people who
clambered around the non-flying Traveler
prototype exhibited at the Reading Show last
June commented upon the difficulty of get-
ting into the rear seat, the 172 will almost
certainly have an advantage over the Traveler
in terms of loading comfort, it being an ines-
capable fact that it's easier to board a high-
wing airplane than it is a low-wing machine.

There's more than meets the eye, though,
for American has capitalized upon the im-
mense “‘door” opening that the Traveler af-
fords with the canopy rolled all the way aft by
making it possible to fold flat the rear seat-
backs, to provide an unbroken cargo floor all
the way from the back of the pilot's seat to
the baggage-compartment rear bulkhead.
(The copilot's seat-back can also be folded
down.) Seidel plans to christen the first avail-
able production Traveler by taking it to Flori-
da with his wife, pulling up to a beach, swim-
ming during the day and sleeping in the air-
plane at night; it's just big enough to be
turned into a double bed with wings, with all
four seats folded flat.

The Traveler may be the first lightplane to
be licensed under the new, more strict FAA
certification requirements, if the Aero Com-
mander 112 doesn’t beat it. The most impor-
tant thing this means to the consumer is that
for the first time, lightplane wings will actual-
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ly be tested to determine their fatigue life.
Until now, wings have simply been tested to
prove they were strong enough to withstand
the required G loads, which is essentially a
matter of putting weights on the wings to de-
termine when they bend or break. From now
on, though, a sample wing will have to be put
in a test jig and run through months and
months of almost continuous lead cycles—up
and down, back and forth, simulating severe
turbulence and normal cruise, soft landings
and brutal touch-and-goes, with an occasion-
al slam right up to the airplane's design limits
thrown in.

American will be continuing the test until
they have safely cycled the wing through the
equivalent of 10,000 or perhaps even
20,000 hours of flight. And when was the
last time you saw a light airplane with
20,000 hours on the tach—the equivalent of
a car with almost 3,000,000 miles on the
odometer?

Another interesting step in the new certifi-
cation procedures is the requirement that
henceforth, light aircraft be protected against
the potentially catastrophic effects of light-
ning strikes. Only God and common sense
can keep the pilot from going close enough to
a thunderstorm to be hit by lightning in the
first place, but engineers can make it easier
for the lightning to then travel across the sur-
face of the airplane rather than internally,
and can provide the lightning with resistance-
free paths to follow so that it doesn’t jump
across gaps—from aileron to wing, say—and
fuse control pivots, or melt cables, or even
ignite fuel vapors. (Since the pilot and pas-
sengers are not grounded to the earth, they
will be unaffected by the lightning no matter
how many millions of volts may be flowing
around them, as long as the airplane stays
structurally sound. They’ll be as safe as spar-
rows perched on a high-tension wire, though
vastly more frightened.)

Look carefully at a Traveler and you'll see
that every single part of the aircraft is
grounded to the main structure with short
lengths of wire, so that no matter where a
bolt strikes, it can travel the length and
breadth of the airplane without arcing. The
one place that lightning would arc across a
gap on the Traveler is if it struck one of the
wingtip position lights; since the tip cap itself
is fiberglass—a nonconducter—the bolt
would leap from the light fixture to the metal
wing structure, doubtless blowing the tip to
pieces. No matter, though: The Traveler has
been flown with a large hole in one wingtip,
with the wingtip completely gone, and with
one wingtip shredded into as large a drag-
producing element as might be expected un-
der a lightning-strike situation.

Like a beautiful woman with ugly feet, the
Traveler would be better off if its tail surfaces
didn't show. Because as much Yankee/Train-
er tooling as possible was utilized in con-
structing the Traveler—and because the de-
sign requires a lightweight empennage for CG
control—the airplane has what appears to be

a dispropartionately small tail, with tip exten-
sions rather primitively fastened on to the
horizontal stabilizer with not one but two lap
joints, a tacked-on dorsal fin, and a ventral fin
that was not yet a part of our cover airplane
when the photographs of it were taken. Spin
tests showed the need for it, however.

Remember, though, it could easily have
cost the company $40,000 just to build new
horizontal-stabilizer tooling for the Travel-
er—to say nothing of the rudder, fin and ele-
vators—and that's a lot of money for a com-
pany that makes two airplanes a day; spread
out over a production run of 500 Travelers,
that's an automatic $80 increase in the list
price. (One of Cessna’s immense advantages
is that the tooling costs for its two most pop-
ular airplanes—the 172, selling since 1955,
and the 150, on the market since 1958—
were written off so long ago that nobody even
remembers what they were.)

The Traveler might well be regarded as a
sign of the American Aviation Company's
coming of age. (The Patriot program? We can
call that a false pregnancy, if you don’t mind
confusing the metaphor.) After all, there's
only so far you can go with two-seat aerial
runabouts, as each of the half-dozen compa-
nies that tried to build the Ercoupe/Aircoupe
eventually learned, and the real profits in
light-aircraft manufacture come not from
training planes or two-seat toys but from
traveling machines. After all, where would
Piper be without its twins and Cherokee Sixes
and Arrows, and why is Beech so successful
even though it really doesn’t sell much of any-
thing smaller than a Bonanza? And don't for-
get Cessna, which would be an entirely differ-
ent company today if it weren't for the 172.

Despite the fact that American Aviation orig-
inally started out to build Everyman'’s air-
plane for $5,000, the company is not in busi-
ness today to make a lot of money from the
sales of two-seat Yankees and Trainers, for
the profit margin simply isn't that big; the lit-
tle airplanes are there to build a base for
American's real market—four-seat machines
like the Traveler, and even more sophisticat-
ed airplanes now in the planning stage—by
teaching students who will assumedly contin-
ue to show that strange, lemming-like brand
loyalty that pilots have always exhibited. They
buy the brand in which they learned to fly,
and, to an even more impressive extent, stick
with the brand they first owned throughout
their airplane-buying career.

There's no doubt that American has begun
to build the base with its appealing little Yan-
kee and the tamer Trainer. Now, with their
new four-place machine, they’'re about to go
after the big market—the traveling machine. ¢
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Typical Lease-A-Plane Rates/ continued from page 51

Type of Aircraft

Cessna 172

Bellanca Super Viking

Wet rate per day plus mileage based on Dry charge per day/week plus dry Wet rate per hour Minimum
cruising speed, plus liability and charge per hour (no minimum), including insurance | daily mileage charged
hull insurance plus insurance (see plan A) under plan A
PLAN A PLAN B
per day | per day | per wagk | per hour per hour miles
$15/15 0% | ‘ 22124 348
17/20 49/63 az/37 450
22/124 69/84 | 504 39/48 465
16/22 57/72 I 342/432 | 33/42 240

Trip profiles applied to some of the mare popular Lease-A-Plane aircraft show how different accounting principles may influence the total cost.
TRIP CESSNA 172 PIPER ARROW 200 PIPER CHEROKEE SIX 300 BELLANCA SUPER VIKING
PROFILES cost using plan cost using plan cost using plan cost using plan
L A Bl iy e R R A B c A B [T
300 miles §71.20 $72.85 ‘ §72.00 $110.00 $93.00 ‘ $111.00 $135.60 $117.80 | $138.00 $140.80 ‘ $103.090 ‘ $126.00
in 1 day (46.80) | | (74.00) (B2.80) | (71.40)
EU? miles 112.00 104.70 124.80 140.00 128.00 | 148.00 168.00 146.60 165.60 154.00 131.40 142.80
in1 day
L I =
600 miles 142.40 145.50 144,00 22000 | 16700 | 22200 27.20 235.60 276.00 28160 208.40 252.00
in 2 days | |
1,500 miles 272.00 24125 312.00 340,00 286.00 ‘ 370.00 408.00 33320 446.20 374.00 286.80 348,00
in2 |
1500 miles | 288.00 282.25 312,00 360.00 l 3200 | 37000 432.00 422.20 445 20 42240 363.80 378.00
in 3 days | | 1
Plan A: daily rate plus mileage rate.
Pian B: daily rate plus hourly rate plus cost of fuel (50 cents per gallon) plus $5 per day for non-deductible insurance coverage.
Plan C: hourly wet rate (including three-hour minimum charge per day),

Figures shown in parenthesis are for actual hours only, assuming that the aircraft is returned ta LAPI &t the end of that time.
All figures are based on the highest rates at any LAPI hub.

American Aviation Traveler

Basic price ... .. .$13,595
Basic IFR price . . $IE 855
Engine . . Lyccmmg 0 320 E2G, 150 hp
TBO . -

Propeller 73-inch, fixed-pitch
Length .. .. R o
Height . ..8ft. 1in,
Wimgispan .0 s o ..31ft.6in.
Airfoil . .NACA 64:415 modified
bahectfatio . 0 dlo ik Bon s s 7.1
PMINGIARDA o 140.12 sq. ft.
Wing loading . . ..15.7 Ib./sq. ft.
R T o il i 4
Empty weight _ .1,200 Ibs.
Useful load . 2 1,000 Ibs.
Payload with fuII fuel averaga equipt.. . 730 Ibs.
Grosswelght= 5o o o0 2,200 Ibs.
Power Icadmg s .....14.66 Ibs./hp
Fuel capacity (standard) . .38 gals./228 |bs.
Baggage capacity . . .120 Ibs.
Baggage area . . . . . 12 cu. ft.
Performance

*Minimum runway requirement -1,700 ft.
*Rateof climbS/L. .. .. .. . .650 fpm
*Service ceiling . .. ... .12,650 ft.

*Maximum speed

*Cruise (75% @ 8500°) .

*Econ. cruise
(65% @ 8500")
*Range @ max, cruise

(45-min. res., std. tanks) .

*Range @ econ, cruise

(45-min. res., std. tanks) .

*Duration @ max. cruise
(no res., std. tanks) .
*Stall speed (clean) . .

*Stall speed (flaps down) . ..

ahout >

celect

If you'd like an ex-
citing career in aviation,

consider being an aviation (A&P)
mechanic. The Pittsburgh Institute of

Aeronautics has trained hundreds of young

men for this dynamic field. You'll find P.I.A. grads

working at

rports and for manufacturers around the

world. The modern P.I.A. facilities include fully equipped

shops, air-conditioned classrooms and a professional staff of instruc-

tors to assure you of the finest possible training.

Approved for Veteran Training and F.A.A. Approved.

NATTS Accredited. -

Approved for Educational Loans

Associate Specialized Technology Degree - Equal Opportunity School

148 mph/129 kts.
.138 mph/120 kts.

..128 mph/111 kts.
.450 sm/392 nm

.500sm/435 nm
Ad
4.0 hrs.
.62 mph/54 kts.
58 mph/50 kts.

FLYING—Decamber 1971

Name{Print)

City

PITTSBURGH INSTITUTE OF AERONAUTICS
Allegheny County Airport / P.0. Box 10897, Pittshurgh, Pa. 15236

Please send me complete information on P.I.A.

F-12-71

Age

dress

CIRCLE NO. 64 ON READER SERVICE PAGE
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Fuel-efficient and very fast: the new Tiger does all that Grumman American claims.
38
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FLYING—February 1975

Grummen
Amerean
Sory
The Aircraft

If this is to be the

age of the simple airplane,
Grumman American has a
leg up on the competition,
from the sporty Trainer

to the four-place Traveler,
to the 180-hp Tiger

that really GRRRRS.

Richard L. Collins

COLOR PHOTOGRAPHY BY RUSSELL MUNSON

IF THE NEXT era is to be one of efficient sim-
plicity, Grumman American is right on target.
The four GA lightplanes—the two-place
Trainer and Tr2, the four-place Traveler and
the new Tiger—are as basic as they come,
with fixed-pitch propellers, four-cylinder en-
gines (with a recommended 2,000 hours be-
tween overhaul) and fixed landing gears that
don't have a single oleo strut to bother with.
They are compact as well as simple ma-
chines: Park a Grumman American on the
line with a Cessna, and it looks small. If the
same thing happens to airplanes that is hap-
pening to cars (and there is every reason to
believe it might), compact might become syn-
onymous with desirable.

Inside, a Grumman American is less
compact. There is good bucket seating all
around. There are no doors. Although the
sliding canopy is oft snorted at by competi-
tive salesmen (*“Why, nobody is willing to
clamor over a wing, get in it like it is a fighter
plane and slide that thing over his head
. . ."), the canopy works well. It has advan-
tages and disadvantages just like anything
else. There are no poorly adjusted doors to
shriek, but the canopy does invite leakage.
Grumman American has put great effort into
stopping the leaks, and perhaps they have
been successful on the 1975 models. Other
airplanes leak, too, but in different places.

Another Grumman American design fea-
ture is particularly in tune with the times. The
pilot sits tall, so the instrument panel does
not obstruct forward visibility, and the bubble
on the two-place airplane and the big side

windows in the four-seaters offer a great view
to the sides in level flight as well as in turns,

Fuel economy is of prime importance
and is a result of some of the new design fea-
tures. The Traveler's speed was increased six
knots in the '75 model through aerodynamic
refinement of the cowling and landing gear.
The Tr2 continues to do as well as it did in
FLYING's test run, which compared its fuel use
on a fly-off against a Ford Pinto (the Tr2 won,
see "“The Great Fuel Race,” March 1974).
The newest Grumman American, the Tiger, is
going to make its mark in the fuel-efficiency
business as its pilots divide gallons per hour
into higher cruise-speed numbers.

The 180-hp Tiger is new for the 1975-
model year. It's a growth version of the 150-
hp Traveler, with only slight external differ-
ences. The Tiger doesn't have the ventral fin
used on Travelers; the horizontal stabilizer is
larger; there’s no induction air intake at the
front of the cowling (the Tiger's horizontally
mounted carburetor gets air from the engine
compartment) and a tiger decal leads a pa-
rade of stripes down the side of the fuselage.
Inside, you'd have to get to real details, such
as instrument markings, to find a difference.
In fact, Grumman American uses the same
panel photo in Tiger and Traveler literature.

While the airplanes might be nearly iden-
tical twins, they have different personalities.
For $4,000 more, a Tiger buyer gets an air-
plane with performance—a solid cut above
basic. In fact, the 139-knot cruising speed,
healthy rate of climb and good useful load
make it a contender in the marketplace now

3%
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Grumman American buyers will have to
decide between the 180-hp Tiger (above) and
the 150-hp Traveler (below). The question
becomes: Are 30 horses worth four grand?

FLYING—February 1975
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dominated by airplanes (some with retract-
able gear) that ring the gong at as much as
ten grand over the Tiger's fully IFR-equipped
price of approximately $31,500. Grumman
American might well market the airplane
against more expensive planes as vigorously
as against the head-to-head competition, (the
180-hp, fixed-gear Cessna Cardinal, the
Beech Sundowner and Piper Archer) because
the market for more exotic airplanes is big-
ger. There's just not been a lot of traffic in
180-hp single-engine, fixed-gear airplanes.

Can a Tiger really cruise at 139 knots,
using the same engine that propels an Archer
at 123 knots, a Cardinal at 130 and a Sun-
downer at 124? It's only natural to wonder if
there's some sleight of hand involved, so |
flew the Tiger on a two-way run, averaging
the speed in each direction to get a true pic-
ture. The flight was made at 3,000 feet, in
turbulent air because of cloud bases at
4,000 and an experimental ticket on the air-
plane that would not allow IFR. Both speed
and fuel consumption were measured to test
velocity as well as the amount of power used.
The results were convincing.

The speeds for each direction averaged
130 knots. A normally aspirated airplane
that will cruise at 130 knots at 3,000 feet at
75-percent power would be expected to
cruise at about 137 or 138 knots at 9,000
feet, the maximum altitude at which 75-per-
cent power can be drawn from the Tiger's en-
gine, thus its optimum cruise altitude at that
setting. The fuel use indicated a flow at cruise
of 10.6 gallons per hour (the 75-percent
power figure), but the flight was made in tur-
bulence, which probably cost a mile per hour
or two. | buy the advertised 139-knot top
cruise for the Tiger.

The 180-hp engine in the Tiger does
good work in a climb. At the Tiger's 92-knot
best-rate-of-climb speed, upward progress
was in the area of 700 to 800 fpm, with the
airplane loaded to within 100 pounds of
gross weight. The air must not have been
very buoyant, because later in the day, in
clear weather, the Tiger was delivering 600
fpm at 6,500 feet, and 500 fpm at 8,500
feet at standard temperature.

The Tiger has 52-gallon tanks (51 gal-
lons usable), so 4.8 hours would be the maxi-
mum endurance at 75-percent power. Take a
little off that for taxi, takeoff, climb and an
hour off for reserve, and the Tiger develops
into about a three-hour-and-45-minute air-
plane. That's competitive, but some buyers
will, no doubt, clamor for larger tanks. Those
who want more endurance will just have to
slow down, fly longer and get better gas mile-
age in the process. The Tiger is a clean air-
plane, and its economy cruise should be very
rewarding. It should deliver a true airspeed of
about 130 knots on eight and a half gallons
per hour.

The Tiger rides quite nicely in turbu-
lence; very effective controls make it a finger-
tip airplane in rough air or smooth. Stall char-
acteristics are excellent, and balked landings
are no problem. If there is a characteristic
one must learn, it is in the approach for land-
ing. Even though the flaps go out to 45 de-

grees (as opposed to 30 degrees for the
Traveler), they are not very effective in dirty-
ing the clean airframe, so there is a shallow
angle for every approach—600 to 700 fpm
is about the best you'll do. Some slips were
tried, and they did increase the angle of de-
scent, but not too gracefully. The rudder,
which seems quite effective and lively when
you're flying, loses its bite in a slip and the
maneuver turns into more of a slop. Spoilers
on the wing, such as are used on gliders,
would enhance steep approaches on such an
aerodynamically clean airplane. In the mean-
time, forewarned is forearmed. Don't antici-
pate a steep approach in a Tiger.

| found the Tiger a comfortable airplane,
though it would be better to fly one all day
long to make a positive decision. The seat is
firm, which a lot of people like, and it is a
good distance off the floor, so there's no
sports-car stretch. The noise level is about
average for this class of airplane at 75-per-
cent power, and the vibration level is low.
Some people complain that the spar goes
through the rear cabin in the precise spot
where a six-footer would want to put his feet,
but | didn't find it that bothersome in a brief
rear-seat test. An IFR Tiger should handle full
fuel plus 690 pounds in the cabin, so that if
you have four people and baggage, the peo-
ple or suitcases must be a bit below average
size unless fuel is restricted. The rear seat
can be folded over, as in a hatchback car, to
provide a large, flat area for cargo or bag-
gage. A nice feature.

The pilot's work area is good, though the
instrument panel does have a minor problem.
It is a wide panel, and Grumman American
chose the standard “T" for the flight instru-
ments; they put the tachometer and ADF indi-
cator between the flight and primary naviga-
tion instruments. For IFR, it's best to get
those primary nav gauges as close to the
flight instruments as possible. An individual
buyer could rearrange them, of course. The
panel will hold everything, though an exten-
sion atop the panel would be required to han-
dle certain radio stacks. Grumman American
does not yet offer DME on any of its air-
planes, either, so a place would have to be
found for it as well.

The Tiger represents a unique combina-
tion of performance, efficiency and simplicity
that could make it fit the needs of the person
looking at everything from a basic four-place
through a small retractable. The 139-knot
cruise and three-hour-and-45-minute endur-
ance (with good reserve) make it a 550-nm
airplane. One could go halfway across the
country with one stop on a total of 79 gallons
of fuel. The single-engine, fixed-prop and
fixed-gear simplicity should help maintain the
integrity of the user's dollar, and the 180-hp
engine is one of Lycoming’s best. Those fac-
tors should help keep the Tiger away from
the repair shops, where visitation now comes
at the rate of $12 or more per hour.

If the Tiger's $31,500 suggested retail
price for a complete IFR airplane puts a buyer
off, Grumman American has a viable alterna-
tive in the 150-hp Traveler: four grand less.

When walking around the Traveler, you
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The Tiger may be a “simple” airplane, but the panel can take on complex work.

might wonder why this airplane has a ventral
fin (at bottom rear), when its higher-horse-
power brother does not need one. The answer
has to do with spin recovery. Neither airplane
is approved for intentional spinning, but sin-
gle-engine airplanes must be spun for certifi-
cation, whether approved or not, and the
Traveler needed that little bit of extra feather
back there to meet spin-recovery standards,
whereas the Tiger's slightly heavier engine
and larger horizontal tail changed its spin re-
covery characteristics enough to make the
ventral fin unnecessary.

The cowling is a major change in the
Traveler for 1975, and it is far better
streamlined than the 1974 model. Besides
being aerodynamically functional, the new
cowling is also a whole bunch better looking
than the old one.

Inside, the airplanes are virtually identi-
cal. The elevator is slightly more sensitive on
lift-off, and there's a slightly less spry rate of
climb.

Before starting the two-way timed run, |
noted that the Traveler has a bit more vibra-
tion than the Tiger. Later investigation re-
vealed that a different, softer engine mount is
used with the 180-hp engineg; it's too bad that
Grumman American didn’t favor the Traveler
with the better engine mount as well.

The indicated airspeed of the Traveler
was nipped away at 120 knots, surprisingly
close to that of the Tiger. At 3,000 feet, the
engine was turning 2,500 rpm, which the
Grumman American man in the right seat
said was about 75-percent power; the aver-
age of the two runs was about 124 knots,
just six shy of the Tiger. The airspeed was
about right, and the speed was indicative of

42

about a 130-knot cruise at 8,500 feet, the
Traveler's top altitude for 75-percent power,
or two or three knots over what Grumman
American claims for the airplane. This extra
speed could be explained by the fact that the
airplane was 275 pounds below gross weight
for the speed run.

In the landing pattern, the Traveler has
flat approach characteristics, but even
though it has less flap travel than the Tiger,
the Traveler comes down about as well. The
flaps just aren’t very effective at any setting.
On landing, the difference in horizontal tails
and elevators is quite noticeable, but in what
seems an incorrect way. Even though the
Traveler's tail is much smaller, the elevator is
more effective because it has a lot travel and
the antiservo tab gearing is different. The
added effectiveness can induce a touch of ov-
ercontrolling in the flare until the technigue is
learned, and this characteristic has led to
porpoising incidents and busted nosewheels
in Travelers. At the other end, it can also
combine with the ventral fin to make a scrap-
ing noise on the runway if extra effort is put
into making a good, tail-low landing.

The Traveler's mission profiles are cut a
little short by its maximum fuel supply of 37
gallons. Take an hour off for reserve and sub-
tract a couple of gallons for taxi, takeoff and
climb, and it becomes a three-hour, 385-nm
airplane. A Traveler with the larger Tiger
tanks for missions with light cabin loads
could, however, be a very attractive airplane
for the serious IFR pilot seeking a simple so-
lution to a usually expensive problem; Grum-
man American will probably offer the bigger
tanks on the Traveler later on. With the pres-
ent tanks, an IFR-equipped Traveler will carry

about 611 pounds in the cabin; with the big
tanks,that would be cut to 526 pounds.

A cruise of very near 130 knots on one
of those little 150 Lycomings isn't to be dis-
missed lightly, and there are some people at
Grumman American who feel that the Travel-

er’'s new vigor makes it a real comer. After
the initial flurry of interest in the Tiger settles
back to normal enthusiasm, they feel that the
Traveler will quickly regain its following. It will
be interesting to watch, as buyers mull over
the better cruise, rate of climb and range
numbers of the Tiger and also contemplate
the economy of the Traveler. Of course, you
can buy a Tiger, cruise it at Traveler speeds
and have the same economy while reserving
those extra 30 horses for climb and special
occasions, But is that worth four grand?

On now to Grumman American's pair of
two-place airplanes, which are really one. At
the company's dealer meeting, they even told
those who didn’t already know that it is easy
to make a Trainer into a Tr2. Just change the
prop, rearrange the stripes on the side, and,
presto, instant Tr2. Perhaps they separate it
into two airplanes to make the product look
larger, and there is strong logic to support
this. A flight school operator thinks in terms
of a training airplane when he goes to market,
and the person buying a two-place for recrea-
tional flying, or business and personal use,
does not think of buying a training airplane.
To each his own, and when a propeller and a
few swipes of paint can change the character
of an airplane, it certainly should be done.
The prop, incidentally, maximizes climb per-
formance on the Trainer and cruise on the
Tr2. No reason the owner of either couldn't
have two props and change them as appro-
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priate to the mission, thus having two air-
planes for one monthly payment.

There is no doubt that the two-place air-
planes were the forerunners of the four-place
airplanes in the Grumman American line.
There is a commonality of looks as well as of
parts that keeps the kinship up and the costs
down, but the similarity does end there. The
Trainer and Tr2 are jauntier and sportier and
come on as rather small and very personal
machines. If one dimension stands out as
drastically different, it is the wingspan. The
four-place airplanes have seven feet of addi-
tional span; the wing section is the same—it
is just lengthened on the larger airplanes.

Looks carry through to handling quali-
ties. The Trainer is very quick; when you
move something, there is almost instant re-
sponse. The airplane minces no words, from
the start of a flight to the finish. Some feel
that it might be a bit much for a training air-
plane, but | don’t think so. A person who
learns in a Grumman American Trainer might
require a few extra hours, but the end result
would be a pilot well equipped to check out in
larger and faster aircraft with little ado.

The Trainer’s first message comes on
the takeoff roll. Like all Grumman American
lightplanes, the nosewheel is not steerable, so
all you feel with your feet is pure rudder and
air. When the time comes to fly, it is done

TRAINER

with rather gentle back pressure and a keen
eye for the proper climb attitude. The eleva-
tor is strong, as on the Traveler.

Once off, the noise level is a bit high dur-
ing full-power climb, but what you see more
than makes up for what you don’t hear. The
visibility is superb, which is a good training
aid as well as a safety feature. Nothing slips
by unnoticed. If the air happens to be turbu-
lent, that is okay, too. The Trainer has a rela-
tively high wing loading for a light airplane
(15.6 pounds per square foot compared with
10 for a Cessna 150), and it rides through
bumps with little fuss and bother. Stalls are
okay, with quick recoveries and some roll
control through the stall.

If you have been flying the Traveler and
Tiger, there will be a final approach surprise
in the Trainer. It has a high sink rate, result-
ing in a much steeper approach path than its
big brothers. In fact, it might take several cir-
cuits to manage a power-off approach in a
Trainer. Speed control is demanding, be-
cause a few knots too slow on approach will
increase the sink rate materially, which it
does not seem to do in the four-place air-
planes. All this is a product more of low as-
pect ratio and wing loading than the flaps,
which are not very effective.

A comfortable final approach speed is
about 70 knots, and a Trainer does not float

T2 . TRAVELER

very much after an approach at that speed. It
decelerates to the 52-knot stalling speed
rather quickly after flare, and, in fact, it is
pretty much a matter of flaring, assuming the
landing attitude and landing. These charac-
teristics would keep a flight instructor on his
toes as a student learns to approach at the
proper speed, judge height and flare proper-
ly. Again, though, when a control is moved,
the airplane speaks clearly, and the powerful
elevators make the landing an easy maneuver
once peace is made with their effectiveness.

The atmosphere in the Trainer is good.
The cabin is wide, so there is no crowding,
and the instrument panel can swallow a whole
collection of good IFR things to make the air-
plane a complete trainer. Cruising speed is
108 knots at 3,000 feet and fuel endurance
is three hours and 30 minutes with no re-
serve—adequate for most training applica-
tions.

The Trainer and Tr2 mate with the Trav-
eler and Tiger to form a unique base for the
complete line of airplanes Grumman Ameri-
can is planning to build to fill the gap between
the Tiger and the Gulfstream II. If the young
company gets as close to the target with sub-
sequent airplanes as they have with these,
and if they develop a large marketing organi-
zation, they are going to need a big factory
and a lot of workers to satisfy the demand.

TIGER
Basic Price . . $15,312 $20,137 $24,137
BasiciER price 3. ou T i L $21,237 $21,467 $27,479 $31,479
Engine ..... ++ 0 .Lyc 0-235-C2C, 108 hp Lyc 0-235-C2C, 108 hp Lyc 0-320-E2G, 150 hp Lyc 0-360-A4K, 180 hp
T80, +++.-2,000 hrs 2,000 hrs 2,000 hrs. 2,000 hrs
Propeller . 4s: ... Fixed pitch Fixed pitch Fixed pitch Fixed pitch
: : 71 in. dia, 71 in. dia. 73 in. dia, 73in. dia,
57 in, pitch 59 in, pitch 59 in, pitch
Length 19.24 f1. 22 ft, 22 ft,
Height , . 7.6 ft, 7.6 ft. 8 ft, 81t
Wingspan 245 24511 351, 315t
Wingares ....... .100.92 sq. fi. 100.92 sq. ft. 140 sq. ft. 140 5q. ft.
Wing loading ..., 15,55 |bs./sq. ft. 15.55 Ibs,/sq. ft. 15.7 Ibs.ls.q_ ft. 17.1 Ibs./sq. ft.
Seats o il 2 4 4
Empty weight, IFR equipped .. 1,061 Ibs, 1,074 Ibs. 1,350 Ibs. 1,385 ibs.
Usefulioads oo e omn e e o 499 Ibs, 486 Ibs. 850 Ibs. 1,015 Ibs.
Payload, full fuel and oil,
IERequipped ... .. ..o s 342 lbs. 611 Ibs. 692 Ibs.
Gross weight ... .. 1,560 Ibs. 2,200 Ibs. 2,400 lbs.
Power loading .. 14.4 Ibs./hp 14.7 Ibs./hp 13.3 Ibs./hp
Fuel capacity .. 22 gals. /132 lbs. 37 gals./222 Ibs. 51 gals./306 Ibs.
PERFORMANCE
Minimum runway requirement 1,590 fr. 1,600 ft. 1,550 ft.
Rate of climb 660 fpm 660 fpm 850 fpm
Service ceiling .......... 11560 12,650 ft. 14,600 1,
Maximumspeed ........ il 138 mph/120 kts 144 mph/125 kts 157 mph/136 kts 170 mph/148 kts
Cruise, 75% power @
optimum altitude ..,............ . 124 mph/108 kts 133 mph/115 kts 147 mph/128 kts 160 mph/139 kts
Miles per gallon @ :
75% power cruise ............ o0 19.75m/17.0 nm 21sm/18.3 nm 17.3sm/15 nm 15.1 sm/13.1 nm
Range @ max crujse : :
{45-minute reserve) ..., .. Ceiies .. 343 5m/298 nm 363 sm/315 nm 520 sm/450 nm 650 sm/565 nm
Duration @ max cruise
(no reserve) e 3.48 hrs 4.3 hrs 4.8 hrs
Stall speed (clean) ....,...... 62 mph/54 kis 62 mph/54 kts 65 mph/56.5 kts
Stall speed (flaps down) 60 mph/52 kis 58 mph/50 kts 61 mph/53 ks

FLYINGFebruary 1675
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THE GRUMMANN AMERICAN Aviation Corpo-
ration is many things to many people within
the general-aviation community. To many
corporations, it is an aerospace manufacturer
that has diverted some of its vast engineering
talent from its usual course of satisfying mili-
tary and space needs to building an executive
jet that flies higher and faster than most air-
liners. To the ag operator, Grumman Ameri-
can is the supplier of a plane designed specif-
ically for aerial applicator work—truly an ag
pilot's dream, with an excellent safety record
to prove it. To the student learning to fly, it is
the builder of the two-place Trainer. To the
man looking to buy an economical light plane,
Grumman American is the company behind
the four-place Traveler and 139-knot Tiger.
To the handful of men who constitute the
Grumman Corporation, Grumman American
is a holding second only to Grumman Aero-
space in the corporation’s total dollar vol-
ume. In fact, Grumman American Aviation is
all these things and more. This merger of an
old aerospace firm and a young lightplane
manufacturer seems well on its way to be-
coming a significant force in the development
of general-aviation aircraft.

The American Aviation Corporation part
of the name dates back to the troublesome
days in the early 1960s when Jim Bede was
having difficulty launching his BD-1 program.
In 1965, several financial backers of Bede
Aviation Corporation convinced Bede, who
was the founder of the firm and designer of
the AA-1 Yankee predecessor to step aside in
favor of Fred A. Lennon, a Cleveland industri-
alist and BAC stockholder, who became the
firm’s new president. Although Bede still
owned a major portion of the shares in the
corporation that bore his name, he withdrew
from nearly all its activities as new manage-
ment strategies developed. In 1966, Bede
Aircraft became American Aviation, with Rus-
sell W. Meyer, Jr., a young ex-Marine jet pilot
and lawyer for the group of original backers,
as its head. Jim Bede initially owned a siz-
able, though not controlling, interest in the
firm. However, he did not take a role in its
future development and eventually sold most
of his stock in American Aviation. Under Mey-
er's leadership, American Aviation main-
tained the basic aerodynamic configuration
of Bede's BD-1, but the metal-bonding proc-
ess was changed to facilitate certification.
The public was introduced to the AA-1 Yan-
kee at the 1968 Reading Air Show, and after
two years, 350 of the spritely little two-seat-
ers were making their mark in the hands of
FBOs and private pilots across the country.

In 1871, a modified airfoil replaced the
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original BD-1 62,415 wing section used on
the Yankee, and the more docile AA-1B Train-
er was born. About the same time, the Train-
er wing was extended seven feet, 40 percent
more horsepower was added, and the fuse-
lage was lengthened to create the four-place
AA-5 Traveler. The public liked what the
American Aviation Corporation had to offer,
and so did Grumman. In early 1973, the
large Long Island-based producer of the
Gulfstream Il and the supersonic F-14 fighter
purchased 80 percent of the small Cleveland
firm's stock, and Grumman American Avia-
tion Corporation was formed with Russ Meyer
again being selected for the president's chair.
As the ink dried on the articles of incorpora-
tion, Grumman American became, at least in
body if not in soul, the keeper of general avia-
tion's most diffuse product line.

The immediate impact of the Grumman
connection was not totally apparent. The fac-
tory that had been constructed to manufac-
ture BD-1s within a few miles of Lake Erie's
shores, on the outskirts of greater Cleveland,
continued to produce about 500 aircraft a
year. The Trainer and its spruced-up brother,
the Tr2, continued to sell quite well in direct
competition with Cessna 150s, and the Trav-
eler made a good showing in the Cessna 172
and the PA-28 arena. Russ Meyer and his
company continued to compete in the small
fixed-gear market area, but with the dollar
volume provided by G Il and Ag Cat sales,
Grumman American became the fourth larg-
est general-aviation manufacturer behind
Cessna, Beech and Piper.

Perhaps it was Grumman American’s
rapid rise to the status of competitor, partic-
ularly in the training market, or possibly it
was Russ Meyer's stature and exposure as
the 1973 president of the General Aviation
Manufacturers Association that attracted
Dwane Wallace's eye. Late last summer, in a
change of address that caught almost every-
one by surprise, Meyer moved to Cessna as
executive vice president in charge of all mar-
keting and financial operations.

Grumman American was not without a
Meyer as president for long. Corwin H.
(Corky) Meyer, senior vice president of
Grumman Aerospace Corporation, board
member of Grumman American and long-
time Grumman employee, became the new
top man. The surnames are spelled the same,
but the backgrounds of the two men are no-
ticeably different. When he took over the
presidency of Grumman American, Corky
Meyer had been employed in aviation for
nearly as many years as Russ Meyer had
been alive when he became head of American

An American Yankee
in Aerospaceland i

by John W. Olcott

& Al
Corwin W. (Corky) Meyer may appear here to be the
prototype businessman and indeed, as senior vice
president of Grumman Aerospace, board member
and now president of Grumman American, he is. But
he reached executivedom through the test-pilot

ranks and has turned some very exotic aircraft

upside down and inside out. A test-pilot background
doesn’t keep him from seeing future breakthroughs

for Grumman American in the sophisticated indoor test
facilities at Grumman Aerospace.

Aviation in 1966. Corky Meyer spent a signif-
icant portion of his very successful career
with Grumman in flight testing military and
civilian aircraft that became famous for dura-
bility and good flying qualities. From his posi-
tion as chief test pilot, he moved into the top
executive ranks, where he was one of two
senior vice presidents in a billion-dollar firm
building aircraft and space systems that
stretched the frontiers of technology.
Possibly, it is just that sufficient time has
elapsed since the Grumman takeover, or pos-
sibly it is due in part to Corky Meyer's inti-
mate knowledge of the Grumman inner work-
ings, but whatever may be the reason, it ap- |
pears that the Grumman connection is begin-
ning to impact significantly Grumman Ameri-
can, The most obvious result is the physical
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relocation and consolidation of all non-agri-
cultural, general-aviation management, man-
ufacturing and marketing functions to the
site of Grumman's Gulfstream Il production
plant in Savannah, Georgia. The Savannah
move severs significant ties with-the old
American Aviation operation and most of
what remained of the early Bede Aviation
days. Grumman is offering incentives and
making a reasonable effort to relocate all
those Clevelandites who are willing to trade
the shores of Lake Erie for the seaport of Sa-
vannah, but leaving one’s home is never easy.

The more significant influence of Grum-
man's presence will be in the area of aircraft
design. The Bethpage Long Island facilities of
the Grumman Aerospace Corporation include
wind tunnels, computers and simulators, plus
engineers who know how to make the most of
these advanced tools of modern-aircraft de-
sign. With the exception of Rockwell Interna-
tional, none of the other light aircraft manu-
facturers have anything within their respec-
tive corporate structures that comes close to
matching the hardware, military or research-
oriented background that is resident at
Grumman Aerospace and is now available to
Grumman American. The technical capability
of the Grumman organization is apparent for
the first time in the new features of the 1975
Traveler and in the creation of the Tiger. The
low-drag cowling designs of both these
planes are the result of wind-tunnel evalua-
tions and tests run at Bethpage. Other aero-
dynamic improvements, such as the cleaner
landing gear on both planes and the empen-
nage of the Tiger, are design features worked
out by using some of the extensive facilities
now available to the facturers of Grum-
man American light aircraft. A new four-
place, light-twin prototype, powered by two
160-hp mills, that flew on schedule in mid-
December 1974 also reflects Grumman
Aerospace engineering and know-how.

Corky Meyer states categorically that the
least expensive, most productive place to test
aircraft is in the wind tunnel. Flight testing is
the most costly, according to a man who for
years was putting Grumman'’s latest cre-
ations through their paces. This emphasis on
tunnel testing for small lightplanes is in direct
contrast to tradition in the general-aviation
industry, where the approach has been that
of finalizing design details by means of flight
testing and then making modifications where
the results indicated they were necessary.
The cut-and-try approach using full-scale pro-
totypes probably is fostered by the lack of
good in-house tunnel facilities. It works quite
well except that systematic changes that al-
FLYING—February 1975

low the designer to select the optimum con-
figuration for performance and flying quali-
ties are not always possible with flight test-
ing, due to the time required, the difficulty in
obtaining parametric design data from flight
tests and the cost of full-scale test flying.

Meyer plans to use Grumman capabili-
ties in order to provide a line of light aircraft
with exceptional flying qualities, particularly
in the areas of slow-speed flight: approach,
stall and spin situations. The firm will offer
their light twin as a viable alternative to so-
phisticated singles such as the Bonanza and
the Centurion. The Grumman American
“light, light” twin, as it is sometimes called,
will be designed to be purchased and operat-
ed at a cost comparable to the advanced sin-
gles. Its flying qualities, particularly on one
engine, are designed to be an improvement
over existing twins with conventional engine
locations. Grumman American plans to stress
the suitability of their twin as a multiengine
trainer. Future plans call for a retractable sin-
gle, since Grumman American feels such a
plane has a place in the market and is needed
to support their dealers, who must offer a so-
phisticated single as a part of a commercial-
pilot training program. A spinnable trainer is
also in the plans, so it is not surprising that
Grumman American is encouraging NASA's
effort to research factors that influence the
spin characteristics of light aircraft. Meyer
feels that it would be unwise and wasteful not
to make the most of the significant capabili-
ties resident at NASA, He also plans to capi-
talize on the fact that a well-designed light-
plane is efficient, in terms of both time and
energy, especially if it is capable of IFR as
well as VFR operation. Meyer wants his air-
planes to be known for utility, which means
good IFR-flying qualities. Grumman American
intends to encourage instrument training.
Meyer states strongly that Grumman Ameri-
can designs will not be “me-too products.”

Meyer hopes to use the combination of
Grumman's technical might and American
Aviation's youthful spirit to quadruple their
light-aircraft business in the next five years.
The Trainer, Traveler, Tiger line nets about
$6.5 million per year in sales now.

While the technical capability of the
Grumman organization certainly is a valuable
ingredient in Meyer's five-year projections,
the equation for success cannot be solved
solely by computers. Traditionally, marketing
prowess has been very critical—if not the
most important weapon—in a lightplane man-
ufacturer’s arsenal. Moving planes requires
an effective dealer organization that can dis-
play, demonstrate, use and service the prod-

uct. Lesser manufacturers of well-performing
planes have gone bankrupt as potential cus-
tomers found it easier and more beneficial to
deal with local FBOs who handled one of the
Big Three's products.

Roy Garrison, vice president of market-
ing, is charged with the responsibility of
Grumman American’s sales effort. Garrison
is a World War Il fighter pilot who has spent
his career in marketing, most of it at Cessna,
where he worked with the dealer-distributor
organization. When he joined American Avia-
tion in 1970, the firm’s products were repre-
sented by only 17 domestic dealers. Now
there are 133, and they all work directly with
the factory without impedance or competition
from a distributor organization. Factory sup-
port is provided by six regional managers
who report to Tom Reynolds, domestic sales
manager. The typical Grumman American
dealer is young and enthusiastic, just as
many of Garrison's marketing staff are, but
the dealers are eager to learn and have asked
for as much sales training and factory sup-
port as Grumman American can offer. With
only six regional people, however, the task of
dealer development is formidable.

Garrison does not plan to buck the Big
Three head on; he feels that the company
must grow as Grumman American—a unique
entity. He likes to attract dealers who pres-
ently represent one of the other manufactur-
ers and who are willing also to handle Grum-
man American. Those FBOs have marketing
experience and an established clientele. Gar-
rison feels, however, that the product line
must be expanded to attract a better, more
established dealer.

The future looks bright for Grumman
American. Meyer frankly admits that he has
some worries about the economy, but he
feels that the diverse product line of Grum-
man American is a hedge that makes his firm
somewhat resistent to business cycles. The
agricultural line represents a needed product
that will be increasing in demand throughout
the foreseeable future. The Gulfstream Il
should continue as a strong product as long
as large companies find deteriorating airline
service unable to satisfy their needs for effi-
cient travel. Meyer feels the light-aircraft line
may be the most vulnerable part of his prod-
uct mix, but he plans to use the impressive
technical clout of the Grumman organization
to build in the type of utility that will make his
product needed even in less-affluent times.
The Grumman connection has reached
American Aviation with all its youthful spirit
and has transformed the firm into a real com-
er 4
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LIFE AT LITTLE AIRPORTS
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Wherein inveterate
Texan Gordon Baxter
discovers the wonders

of the far Northland.
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THE ASSIGNMENT: a little place in Ontario
called Smiths Falls and a Grumman American
dealer there by the name of Clifford Wolfe.
Smiths Falls is south of Ottawa but still far
north of New York State; it sounds cold.
There will be lots of Canadian color: snow and
sealskins, snow and walrus hides—except
that there won't. Eastern Canada in October
looks and feels about like Indiana.

We arrived at Montreal via Down East In-
ternational, came in on one of their famed
Vanguard Mudguards with Cowboy McKlosky
and Captain Ace McCool. On the flight deck,
First Officer “Churchy” La Flamme was hav-
ing a heated discussion in French about clear-
ances into Montreal. The crew explained that
La Flamme was the only one among them who
could copy “the smarts” in Montreal. | said
it was much the same for us at La Guardia.

Canadian immigration scared me; they

|

L]
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were great bearish chaps, all belted upin
badges and moustache. | went into auto-
guilty, stammering my replies. “Do you know
anyone in Canada?"” the most bearish of them
asked. “Well, n-nossir, but . . ." He gave me
a big, warm smile and offered a big paw to
shake hands. “You know me, don't you? Wel-
come to Canada.” We entered Canada laugh-
ing and feeling good and nothing ever hap-
pened there to change that feeling.

We had expected to be alone in a strange
city on this first night, but Clifford and Liz
Wolfe surprised us. They met us at the gate,
grabbed us, hugged us and introduced us to
Aunt Peggy, who knew the way down to the
old section and could order from the menu in
French. Peggy shared with us what she called
“my lovely city at night,” and her open hospi-
tality and pride in Canada set the tone of how
it was to be.

Seven potential brides on the wing, daughters of

Clifford Wolfe was born in Ontario, the
son of a construction contractor who also ran
a little fleet of planes as an FBO “so that he
could have a plane when he wanted one.”
Wolfe has followed much in his dad's foot-
steps: construction and flying. He has a Gov-
ernment job (transportation specialist) and is
involved in the vast project of pushing
through the first roads connecting populous
eastern Canada to the Northwest Territory
and the Yukon. He describes his pioneer
Grumman American dealership with the la-
conic ““We had hoped for our second sale this
year."

Wolfe says the big problem is that people
don’t know about the Grumman American
line; that and the fact that everything in the
North Country operates on floats. “You can't
have a bush plane without floats,” he says.
Float- and ski-equipped Grumman Americans

we have not yet seen. The little airplanes have
a word-of-mouth reputation for being “hot”
and not too good on unpaved runways, Clif-
ford Wolfe has one simple way of offsetting
all this: flight demonstrations. *| never hear
any criticism from any pilot who has actual
time in the Grummans.”

One odd complaint is against the Grum-
man American’s inherent stability. It's not re-
ally spinnable, they say, and the Canadians
teach actual spins and spin recovery to all
students.

One of Wolfe's most subtle campaigns
against the hot-airplane image is his daugh-
ter, Lisa, who is a solo student at this writing.
Heads do turn when this lovely lass of 17 lays
it-on short and smooth, turns off at the first
intersection and taxies up to the ramp in Pa-
pa’s two-place Tr2. Controllers around Otta-
wa have come to know her voice and call let-

Liz and Cliff Wolfe. center. Nephew Walter provides balance.

FLYING—February 1975
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ters and call her “the little yellow bird.”

Of the other GA dealers in Eastern Cana-
da, Wolfe says, “'They’re doing about the
same as me, and they are all old, well-estab-
lished FBOs. There's Sam Law, of Skylaw Avi-
ation over at Welland Airport, and Grant Da-
vidson, of J.V. Aviation at Oshawa, who rent-
ed us the four-place Traveler we'll be flying
during your stay here, and there's Metro Avi-
ation, in Montreal. Metro bought the com-
plete factory training-aid program but had to
rewire it for Canadian use. In the States, your
code allows for higher voltage on smaller
wires than we do.” | didn't know that. | filed it
along with the shock of finding that the Amer-
ican dollar is also wired for lighter voltage
than the Canadian dollar, which cost me hurt
pride and a few cents every time | pulled out
a U.S. buck.

After our night in Montreal, we flew the
valley of the Ottawa River to Smiths Falls. |
learned some neat Canadian lingo that would
serve us better than what we have in the
states. Canadians say “circuit” instead of “in
the pattern,” and rather than grope for a way
to tell ground control that they want to make
a 180-degree turn on the active to get back
to a turn-off, the Canadians just say, “Back-
tracking.” That we should steal.

| found the Canadian tower people, or
“the smarts,” as Canadians call them, more
flexible and breezy than their U.S. counter-
parts. Wolfe asked and got permission from
Ottawa for a couple of circuits over the state-
ly buildings of Parliament at the nation's capi-
tal. Try asking Washington Center if you can
circle the White House a time or two because
you have some folks from out of town who
would like to get a few snapshots. Canadians
also call airplanes by a made-up word name
that might be suggested by the letters of
their registration. Our Traveler, CF JEZ be-
came “je zeb”, and Wolfe's little Tr2, which
was often with us in formation, is registered
as CF JEX. The controllers would realize we
were together and just say, “Jex, you copy
Zeb; same for you." Once, when we were ap-
proaching Toronto together on a flight plan,
Toronto asked if the town of Smiths Falls was
being evacuated by Grumman. It's human,
it's nice.

When | first contacted Cliff Wolfe and
told him that FLying wanted to write about life
at his little airport, he replied with a surprised
““| don’t see why. There's nothing here.” |
have to admit to a sinking feeling when | first
saw the place. Bleak beneath overcast skies
was a narrow, paved strip of 3,000 feet run-
ning before the most awkward assortment of
homemade hangars I've ever seen outside of
Texas, and a 2,400-foot crosswind runway
that was vanishing in the grass. No trees.
Smiths Falls glimmered by a distant, lovely
lake. It looked like an old black-and-white
photo that-could have been titled, “Wiley
Post, early days in the Canadian outback.”
But oh, how warm and lively the place turned
out to be.

There are some 30 aircraft based there,
from a J-3 Cub to an Aztec. The hangars look
the way they do because they must support
great snow loads and withstand hurricane-
force, freezing winds. The airplanes are firm-
ly tied down inside the hangars, for fierce
winds have been known to clean off a whole
row, leaving secured aircraft intact.

It's a club airport where some 120 mem-
bers are held together by the usual active two
dozen. Nobody at Smiths Falls flies for a liv-
ing: Some do for business, but most for the
love of it. It's still wild and open country, and
the airport observes the old trappers’ cabin
rule of honor; the beacon and lights come on
automatically at night and the gas pump is
never locked. They find some weird 10Us on
scraps of paper stuck to the pump some
mornings, but everyone is good for his word.
There has never been a loss. Our own frontier
used to be like that.

The club at Smiths Falls is housed in a
small, snug wooden building, with a coffee
kitchen in the rear. The place filled up with
laughter when the whole Wolfe family came
out to greet us. The Wolfes have seven (count
them, seven) lovely daughters. Seeing that
big family milling around together was more
than I could stand. What we needed was
some symbolic picture, so | herded them all
outside for a sock-feet pose along the wing of
Daddy's little yellow Tr2. Wolfe groaned at
the idea, but | assured him it was only about a
one-and-2-half-G load. He and Liz stood in the
cockpit, and there were the twins, Laurie and
Elaine, age nine, out on the wing tip, then Ka-
ren, 10, Vickey, 13, Barbara, 15, Cathy, 16,
and student pilot Lisa, 17. It's a tribute to the
Grumman Iron Works that when everybody
got off, that bonded wing skin was as slick
and smooth as ever.

Counterbalancing the load on the off-
side wing was young Walter Wolfe, Cliff's 18-
year-old nephew, an outstanding case history
of how Canada regards its youth who wish to
fly. That nation looks upon the job of airplane
pilot as a profession worthy of formal instruc-
tion, Government support and a degree from
college. Walter soloed at 16, is now a fresh-
man in college with over 200 hours, has a
floatplane endorsement and flies on instru-
ments as though it were a natural thing for
humans to do.

Canada also allows a tax deduction on all
business flying costs and on the cost of train-
ing for a commercial license. Russ Beach,
president of the Canadian Owners and Pilots
Association, which is the maple-leaf branch of
AOPA, says his group has stood off the minis-
ters of Parliament on a user’s tax by “clob-
bering them with personal letters from our
9,000 members. We inundated them, but the
idea will raise its head again. General aviation
is very important to the economy of Canada;
this country was opened up by general avia-
tion, certainly not by the airlines. There just
aren't going to be any user's charges, ever,
period.”
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Russ Beach is in light manufacturing at
Smiths Falls and bases his Aztec there. He
says that he uses his plane 90 percent for
business and that “it creates an atmosphere
around my business that | couldn’t buy any
other way. We make tool boxes. | call on a
distant account, and he says, ‘You fly in?'
This Aztec helps to support 50 employees in
my plant.”

Beach is one of two dignitaries that
Wolfe arranged for us to meet; the other was
his honor, the mayor. Dr, T.0. Ashwell is an
MD who says of his city of 10,000, “We have
something special here. Beautiful country,
light manufacturing and dairy farming. We
get a lot of summer boat tourists from the
States up the Rideau Canal. It's a lovely trip,
locking through from Kingston, on Lake On-
tario, to the capital. We also had our first Can
Am sports car rally this year, and are a part
of the international circuit now, like Watkins
Glen. | rather see us as becoming the rally
capital of Canada for boats, snowmobiles and
road racing. What we should do is get on with
our airport-improvement program and have
an annual air show here, too.” The Rally May-
or of Smiths Falls wears a fine set of hair and
drives an Elva BMW.

One other outstanding event that
brought Smiths Falls to life for me was the
Digger and his Chipmunk. That's digger, as in

undertaker, Mr. Marsh Hartley. At almost ev-
ery little airport in Canada, there is at least
one beautiful character with a Chipmunk. The
Chipmunk, for the uninitiated, was Canada’s
basic trainer until 1972 when the RCAF re-
placed it with the Beech Musketeer. Pity. The
Chipmunk is long and slender of body and
wing: the classic spare de Havilland lines. It
has won its share of international honors as
an aerobatic plane and fell into disfavor only
because of the upside down, in-line, air-
cooled Gypsy Major engine, which tended to
use itself up in about a thousand hours.

| flew the Digger's Chipmunk. | drew the
canopy back and stepped right in there,
straddling that HMS Hood compass; |
grasped all those big levers that lead off into
engine-room and bunker spaces, peered past
Churchillian instruments, over its long, aristo-
cratic nose, spun that left-hand airscrew and
was off, instant Spitfire. How that airplane
loves the sky. We rolled Ontario over onto its
back. The Chipmunk curled right up in the
palm of my hand and whispered in my ear;
the Digger did delicious hammerheads, fall-
ing off just before the world ends. It's only
$10,000 for a fairly fresh one, just-all my
life's savings. “To fly away to follow the sun.”
Whatever happened to Bax? “rLyiNg sent him
off to Canada for photos of the natives in wal-
rus hides, and he never returned.”

The Cub is on planks and chocked against the local hurricane-force winds.

That night, Wolfe and | spoke of what it
was like flying from his father's base in north-
ern Ontario when he was a lad. “Dad’s favor-
ite was an old Stinson Reliant, CF BIM. Ole
Bim was on floats. He had that Stinson from
1948 to '61; it's up in Yellowknife now—a
personal prize. Others could get off the lake
quicker, but BIM was first to the end of the
lake. My first plane was a twin-wing Waco,
and before that, we had old AWK, an older
Waco; it was AWKward, all right. It went in
one day on Main Street of South Porcupine,
tore down three telephone poles, a store front
and 500 feet of boardwalk.”

Wolfe told about how it was up in the
Northwest Territory, where he flies out to his
road job. “it's 3,500 miles from Smiths Falls,
| go commercial to Yellowknife, then take the
Cessna and follow the valley of the Mackenzie
to the River Between Two Mountains. The
country just goes on and on. | keep flying off
the map. We have 38 degrees of easterly var-
iation; magnetic North is off my right shoul-
der, sort of winking on and off at me. The
compass circles, overhead the sun circles
and the ADF gets freaky. | just bet it all on my
last good fix and fly until | come to some-
thing. We have good weather service on
122.2, but it changes so fast that the stuff
just comes in over the mountains and when it

{continued on page 106)
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does, | high tail it back. There are no heroes
north of 60 degrees. Most of the old bush
hoppers are just VFR pilots, and the kids that
come up here with electronic commercial rat-
ings get into a lot of trouble. There just are
not enough navaids yet, although we have a
good program going. What makes the old
bush hoppers good is how much of the look-
alike land of lakes they have memorized.
They say your best guide is the old Indian in
your back seat.”

The winds and cold are relentless, says
Wolfe. It is not uncommon to flight plan a
100-knot airplane for 50-knot headwinds. He
tells the sad story of the Cessna 140 pilot
who had the town in sight for an hour or so
but couldn’t get to it against the wind; just
hung out there in the dark looking at the
lights until he ran out of gas and then sank it
gently into the river, the only flat place he
could see in the starlight.

Canadian pilots are unconcerned about
wintertime flying at 20 below. “When it's win-
ter, it's winter, you can count on it. We do a
lot of night flying and, man, you can see from
Montreal to Alaska.” But at 20 below, oil
turns to black marble. | asked them how they
did it, what tricks. “Well, there is the Herman
Nelson Heater. It's a furnace. You stick it un-
der the plane and light it off. One duct goes
to the engine and one into the cabin to thaw
out the instruments. On the run-up, if the oil
temperature gauge moves at all, we're happy.
And the lift? Wow! At 20 below, with a 20-
knot headwind, you are off at once. But don't
ever use brakes. Brakes create heat, heat
melts the snow; you can get to splashing
around and freeze your gear and flaps solid.
Landed a Cessna once with the wheels frozen
solid.” How was it? “Short.”

One day, we toured the clubs, taking a
side trip to the National Aeronautical Collec-
tion Museum at Ottawa. The clubs are
uniquely Canadian. They trace their origins
back to the RCAF in 1928, but are separate
and distinct from the military. They are also
part of, but separate from the FBOs at bigger
airports. The clubs are all chapters of the
Refca, the Royal Canadian Flying Club Associ-
ation, the civilian-pilot trainers in wartime;
they get first pick of surplus training aircraft,
yet they are financially structured like the fly-
ing clubs in the States: They are member sup-
ported and go broke every three years or so.

The clubs are united nationally, have
some lobby strength and are responsible for
most student starts; most of all, they contrib-
ute a certain social grace to being a part of
the aviation community, which is totally lack-
ing in the States, where airports are good for
machines and business but offer little to hu-
mans who are passing through.

In Canada, a flying club is a place to go, a
haven in a comfortable place, with easy
chairs and a kitchen and bar; the good old
boys who founded the club have their names
in brass on the wall plague. Here, a pilot be-
longs. In winter, he can sit by the big windows

Printed in U.S.A.

and watch the students doing bumps and cir-
cuits; on summer days, he can lounge behind
clipped hedges with a sleeping tabby cat
nearby and shout, “Biggers, biggers!” in the
finest Battle of Britain tradition. The atmo-
sphere is exclusive to pilots; the wit and hu-
mor are quick and cutting. “Mr. Wolfe? Oh
yes, that Grumman dealer. Must be a nice
machine, only thing my mother ever saw that
she was willing to go up in."” “Sorry you're
leaving us so soon, Mr. Wolfe, and by the by,
take the rest of those Grummans with you.”
“Mr. Baxter? Read your account of the Lake
Amphibian. Expensive toy, that.”

When we departed one of those loca-
tions, where | had seen them leaning back in
their comfy old chairs watching the planes
come and go, | horsed the Traveler off early,
honking and shaking with four on board.
Wolfe turned to me and said, “Don’t explain, |
know. You wanted to get us off where the
172s break ground.”

We visited the Ottawa Club at the capital
city's big airport, and also the Ratcliffe Club,
which is located near the heart of the city and
is closed to all but the STOL shuttle to Mon-
treal and members of the club, for reasons of
noise abatement. The National Aeronautical
Collection is located on the STOL field, and
it's well worth a visit, but if you fly in, land at
Ottawa International and get wheels.

In the museum, we stood among those
gallant old ghosts of Fairchilds, Junkers and
Bellancas, those crude little freighters that
first opened up this great land. We looked at
these stark-engined and ice-scarred airplanes
and heard the wind song and felt the bite of
bitter cold and frozen lakes and the iron will
of those utterly brave men who flew them and
realized that much of the same is still going
on today. Those frail cloths in sharp ice were
the Conestoga wagons of Canada.

Today, there's a new airplane rocking its
wings over this land, and new youth, like Lin-
da and Walter Wolfe, taking over the tradition
and carrying it through to still new frontiers.
Canada has grown and will continue to ex-
pand because of the vast airspace above the
vast country and the use to which her people
have put those skies. }

Retail Display Plan

All magazine retailers in the United
States and Canada interested in earn-
ing an allowance for the display and
sale of a minimum of five publications
of the Ziff-Davis Publishing Company,
to be paid quarterly on the basis of ten
percent of the cover price of each sold
copy, assuming thatall termsand con-
ditions of the contract are satisfied,
are entitled to do so and are invited to
write for full details and copies of the
contract to Single Copy Sales Direc-
tor, Ziff-Davis Publishing Company,
One Park Avenue, New York, New

York 10016.
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USUALLY, BY THE time an airframe
manufacturer makes 100 of anything, the
bugs are out of the product, on-line im-
provements have been made, and the
results can be regarded as the
manufacturer’s best shot. N75023, the
100th Grumman American Tiger to come
off the Grumman American assembly line,
represents this bugs-out, improvements-
made refinement of product.

N75023 also represents 1976, and the
Spirit of '76, as the aircraft carries an Old
Glory paint scheme in red, white and blue,
in honor of the United States’ bicentennial
celebration — sort of No. 100 for No. 200.

Getting a day’s flying time in the 100th
Tiger built was luck of the draw. A phone
call to Bill Gordon of Star Aircraft at John
J. Montgomery Field, San Diego, Calif.,
resulted in assignment of N75023 for the
sultry, muggy, 90-degree early fall
Saturday. The airplane was factory new,
with only ferry time on its recording tach,
and had already been sold to Don Henkel
of Van Nuys, Calif., who agreed to permit

\ oA
Pepo’

By MARTIN BLACK

the spanking new Tiger to be put through
its PLANE & PILOT Report paces.

Gordon, pleased with the new Tiger,
was eager to show it off, and to point out
improvements and places where bugs that
have plagued earlier Grumman American
Travelers and Tigers have been carefully
engineered into oblivion.

The majority of General Aviation pilots
think that the Grumman American Tiger is
a Traveler with 30 additional horses under
its cowl — but that's not alll The added
power is in the form of an Avco Lycoming
0-360-A4K powerplant, rated at 180 bhp
at 2700 rpm. The 30 hp, over and above
the Traveler's 150, puts fact to the term
performance. However, it isn't necessarily
a simple case of more horsepower doing
the job, creating the impression of
performance. It's horsepower plus . . . .

The Tiger has a Traveler fuselage and
wing, in the now familiar idiom of
honeycomb box section, extruded tubular
alloy wing spar, and virtually rivetless resin
bonded skin that have marked the

American/Grumman American line since
its introduction.

What's new are things that only come
with time. For example, the Tiger's cowl
can be viewed as an exercise in refine-
ment. Lift-open cowl sections that once
were flimsy and difficult to re-latch when
raised now are stiffened to smooth rigidity
with insertion of honeycomb material
doublers underneath the formed metal
skin. Spring loaded latch pins guide the
cowl securely into place for easy lock-up
and security in flight. The latch levers
themselves are inset, flush with the skin of
the aircraft for reduced drag. The inside of
the cowl and engine compartment have
been given the zinc chromate anti-corro-
sion treatment. Moreover, the left-hand
cowl section has been fitted with an oil
level inspection access door — which
Travelers and early Tigers lacked. What's
old is the ease of Tiger preflight inspection
of engine and accessory areas.

The entire spinner/cowl area has been
subtly sculptured and re-contoured for
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lowered drag. The single landing light, on
the nose section to the right and below the
prop spinner, once located in a cupped
indentation, now is faired over with a disc
of clear plexiglass, again in the interest of
drag reduction.

The smoothing of air flow for increased
speed performance also is the chief
influence in new fairings for the Tiger's
main landing gear. Aerodynamically slick
neoprene boots now encase the aircraft’s
laminated fiberglass landing gear struts.
Full wheel speed fairings are retained, but
with a difference — axle and brake areas
of the wheel assemblies now are faired
over for improved airflow. Grumman
American claims a 4-mph speed increase
with the new cowl contours and wheel
fairings.

Another refinement displayed by Tiger
No. 100 is a re-designed castering nose
wheel strut. The strut's forward angle has
been increased to provide almost 11 inches
of unloaded ground clearance for prop
tips, which, to say the least, is
advantageous in making use of rough
fields that the Tiget's husky glass main
gear can easily accommodate.

Most noticeable difference between
Traveler and Tiger is the horizontal
stabilizer. The Traveler’'s horizontal tail-
plane is made up of two tapered vertical
stabilizer sections to form a relatively
narrow span. For reasons of aerodynamic
inefficiency, Travelers were fitted with a
ventral fin. The Tiger boasts a stabilizer of
12 feet, 8 inches, span, with the elevator
vane extending almost the full width of the
plane, except for its narrow end cap
fairings. Anti-servo trim tabs extend along
almost 80 percent of the elevator vane.
And that ventral fin is gone, indicating
some cleaner aerodynamics.

The 150-hp Traveler is hampered in
terms of flight endurance by 37 gallons
(222 pounds) maximum fuel capacity, for
520 sm with 45 minutes reserve. The Tiger
offers 51 gallons (306 pounds) of usable
fuel for the thirstier 180-hp engine. The
increased capacity produces 650 sm range,
with 45-minute reserve. The Tiger won't
make it from Los Angeles to El Paso in one
jump, but Tucson is a nice place to re-fuel
and get a cup of coffee.

The Traveler offers 30 degrees
maximum flap extension. The Tiger's elec-
trically operated flaps appear almost Cesna
barndoor-like at their full 45 degrees. But
more of flaps later, as they're more part of
flying than the mechanics of the aircraft.

One convenience feature the Traveler
carries is a fold-down rear seat back to
provide an enormous (for lightplanes)
cargo bay, great for the salesman with
sample cases, or the sportsman with guns
or golf clubs. The suitcase-sized luggage
door is there for stuffing things inside up
to a useful load of 1,019 pounds.

All other systems, dimensions and so
forth, are identical to those of the Traveler/
Tiger of 1974-75. All this Tiger, and one
radio, a transponder and instrumentation,
goes for about $26,000, flying it away from
44

the factory.

This day, however, it was to be flown
away from Montgomery Field. Bill Gordon
put CFl Ben Ethan in charge of checkout
chores. Under Ethan’s eye, preflighting the
Tiger appeared identical to preflighting the
Traveler, but was essentially different. The
Grumman American canopy unlatched
easily and slid rearward without a hitch.
Amazing! Likewise, it slid forward to be
easily latched from inside — another bug
de-bugged.

Other than that, the preflight inspection
was a by-the-book walkaround. The 100th
Tiger was full of fuel, its tires were inflated,
There were no gnats in pitot tube or static
air sources. Tiger No. 100 was ready to go.

Climbing into the Tiger is a step-over-
slide-it-around-the-posterior move,
characteristic of all Grumman American
aircraft. Front cushions may be raised for
use of the seat base as an entry step, but if
the pilot’s legs are long enough, the
cushion-lift gimmick really isnt necessary.

Seatbelts and shoulder restraint are of
the single quick-release buckle variety,
moderately fumble-prone, as one is in the
navel contemplation position for hooking
up the lap and shoulder belt tangs, and
joining them to the center latch buckle.

The normally aspirated 0-360, cold, was
a bit reluctant to start with only two shots
of primer, but a third squeeze of raw fuel
brought the engine to life.

Some background in taildragger flying is
healthy for the would-be Grumman
American Tiger pilot because taxi
maneuvering this airplane, with its
castering nosewheel, requires
brake-and-power combinations similar to
those necessary for putting a tailwheel
airplane in a desired location. What the
castering nosewheel does is make a pilot
aware that a steerable nosewheel is not
absolutely mandatory for precision ground
handling of a tri-gear airplane. It just takes
getting used to, that's all.

Montgomery ground control cleared
Tiger N75023 to the run-up area, where no
surprises were encountered. The airplane’s
checklist would do for a broad variety of
other airplanes — no tricks, no special
tweaks, just straightforward look-see at
controls, engine performance and gauges.

Then the tower said, *“Go,"”” and the
white dashes of the runway centerline
started to roll up under the plane with easy
and full application of throttle, Surprise!
With takeoff trim rolled in, the Tiger was
off the deck and flying at about 65 mph,
well before the anticipated point on the
runway. Trimming the nose down to just
below the horizon brought the best rate of
climb speed, 104 mph IAS (best angle is 81
mph). .

The VSI showed 850 fpm in the soft,
mushy air as the Tiger climbed straight out
for the Pacific shoreline. During the climb
there was an opportunity to try some
Dutch rolls. With no special effort at
coordination, the black ball could be kept
centered.

Over the coastline, the Tiger

encountered some turbulent updrafts,
product of the wierd weather, and
showed itself to be without wallow or
pitch in the rough going. The airplane just
takes the bumps, then levels itself without
pilot assistance.

Turning north, over land and out of
turbulence, trimming for straight and level
flight proved mare difficult than expected.
This was mainly a result of the down slope
of the Tiger’s cowl which initially presents
a sight picture of nose-down flight. This
causes the pilot to carry too much elevator
back pressure or nose-up trim to hold the
nose up unnecessarily. Facility in getting
things leveled comes with familiarity.

Then it was time for some turns, 45
degrees of bank to the left, 45 degrees of
bank to the right. Easy, ball in the center,
self-coordinating, are about what can be
said regarding the Tiger. One sloppy
chandelle, and one not so bad, plus a
couple of still better lazy eights induced a
growing sense of being in control, the
man/machine knowledge that the Tiger
does of it what its pilot demands. If the
Tiger does not respond to control inputs
altogether quickly, it certainly does so with
a crisp, positive smoothness.

A straight-ahead, flaps-up, power-off
stall with the Tiger is about as exciting as a
hand of Whist with one's great aunt. The
airspeed indicator needle dips to an
indicated 60 mph, the aircraft shudders
mildly, then the nose dips gently. If up
elevator is held, this cycle is repeated as
the aircraft sinks slowly, about 500 fpm, to
earth.

With full flaps, that new 45 degrees, the
stall syndrome occurs with the needle well
below the white arc. Recovery is simply a
coordinated addition of power and release
of back pressure on the yoke.

Power on, clean or with flaps extended,
stalls in the Tiger are in the pussycat
category.

Ben Ethan urged a couple of accelerated
stalls out of 60-degree banking turns, so
the Tiger was cocked up into the steep
bank, and the yoke was yanked abruptly
rearward. In some aircraft, this would be
an invitation to the first half-turn of a spin,
over the top maybe, plus a grevious loss of
altitude and full pucker. With the Tiger, the
abrupt maneuvering stall entry results in
the aircraft falling away from the direction:
of the turn to resume level flight — all by
itself. This is a Tiger feature that can well
save many a green (or careless) pilot’s
fanny.

Straight and level slow flight of the
slowest variety is easily achievable with
the Tiger. Something under 1800 rpm, full
flaps and full nose up trim resulted in
another below-the-white-arc demonstra-
tion of in-flight capability and stability.
The Tiger just seemed to hang there on
its 75-inch fixed pitch prop and dawdle
along. Again, amazing, particularly in a
160-mph cruise airplane.

Fooling around had brought the Tiger
into proximity with Palomar Airport at
Carlsbad, Calif. So what to do but shoot
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some touch and go landings, just for
practice.

The Tiger was at 3,000 feet, so a slip was
in order for pattern entry. A steep slip to
the right bled off altitude at 1500 fpm,
easily, right into the 45-degree right-hand
entry. And, 1800 rpm produced level flight
at 100 mph; 1600 rpm gave level flight at
90; and power off for a windmilling prop
presented a 400 to 500 fpm descent rate on
base leg and final for the first no-flaps
approach.

The Traveler, at an airspeed just above
touchdown velocity, exhibits undue
elevator sensitivity that can balloon the
airplane and initiate an unsightly
porpoising effect. The Tiger's broad
elevator, with its anti-servo system, simply
doesn't do this. A main gear landing can
be managed through the simple expedient
of holding the aircraft off the asphalt with
ever more rearward pressure on the yoke

— nose up trim, too — until the airplane
settles its main wheels on the runway with

that beautifully satisfying squeak-squeak.

The next trip around was an
examination of one-third flaps for 90 mph
on downwind, two-thirds flaps for 80 mph
on base, and full flaps for 75 mph on final
and over the threshold to another glassy
touchdown. The flaps follow-through
varies only in the finger flick of the flap
switch to clean things up for almost
immediate liftoff.

The Tiger was next flown to Fallbrook,
Calif., where there’s a narrow 2,000-foot
strip on a hilltop. This runway is blessed
with a perpetual crosswind from the right
that burbles and rolls merrily over rough
ground and hangar buildings. But the

’ Tiger handled the crosswind with merely
aileron to dip the right wing into the wind
and a bit of rudder to keep things in align-
ment.

Then it was time to return to
Montgomery Field. On the way home,
cruise was established at 75 percent power

by the book — which means 2600, with
some mixture leaning for the hot day and
altitude. Indicated airspeed at 3200 MSL
was a fraction over 150 mph. Taking into
account the 90-degree OAT, the Tiger's
calibrated airspeed worked out to 162 mph
— by the book.

In writing about Tiger No. 100, nothing
has been said about control pressures.
That's because there are no untoward
control pressures to notice, to remark
upon or write about. Tiger aileron,
elevator and rudder are equally light,
equally responsive, with just enough
balanced “feel’ for some sensitive flying.
The Tiger never demands the effort of
push, pull or shove. Nice.

What it boils down to is that the
Grumman American Tiger for '76 is ridicu-
lously easy to fly. The pilot who has flown
the GA Trainer, the Cessna 150 cr Piper
Cherokee 140 can transition into the
180-hp four-placer without the least
difficulty. Indeed, the novice pilot may
even find the larger four-placer less
difficult to manage in some situations than
his former primary training aircraft.

The Tiger is gentle and forgiving, yet
fast and strong. It is a sophisticated de-
sign, yet lacks the complexities and main-
tenance problems (and costs) of retrac-
table landing gear and constant speed
propeller. It is economical in initial pur-
chase price, and in operating and main-
tenance costs.

The Traveler's boxy jaw has become the

i Tiger’s smooth nose. This airplane looks
right, and flies as right as it looks. What
more could the prospective owner ask of a
midrange lightplane?

Certainly the bugs are out of the
product, on-line improvements have been
made. Tiger No. 100 is Grumman
American’s best shot, and it's well taken.

One hundred Tigers have been
manufactured, now. It's safe to predict
that No. 1,000 isn’t far in the future. .

Aircraft Name: Grumman American Tiger
Base Price: $26,000
Year/Series: 1976
POWER
Engine: Lycoming 0-360-A4K
Horsepower: 180 at 2700 rpm
TBO: 2,000 hours
Power Loading: 13.3 Ibs./hp
Min. Aviation Fuel Grade: 100
Normal Cruise rpm: 2600
Qil Capacity: 8 quarts
Supercharged: No
Fuel Injected: No
SPECIFICATIONS
Wingspan: 316"
Wing Loading: 17.1 Ibs./sq.ft.
Length: 22
Height: 7'8"
Wing Area: 140 sq.ft.
Max. Cabin Width: 41"
Seating Capacity: 4
Baggage Capacity: 120 Ibs.
Gross Weight: 2400 Ibs.
Empty Weight: 1,381 |bs.
Useful Load: 1,019 Ibs.
Payload (full fuel): 713 Ibs.
PERFORMANCE
Standard Fuel Capacity: 51 gals.
Max. Range, 75%: 752 sm (no reserve)
Max. Range, 65%: 755 sm (no reserve)
Optimum Range: 800 sm (no reserve)
Rate of Climb: 850 fpm
Takeoff (50 ft. obstacle): 1550 ft.
Landing (50 ft. obstacle): 1120 ft.
Normal Rotation Speed: 60-65 mph
Normal Landing (approach

speed): 75-80 mph
Stall Speed, Clean: 65 mph
Stall Speed, Flaps: 61 mph
Service Ceiling: 14,600 ft.
Max. Flap Extend Speed: 120 mph
Normal Cruise Speed: 160 mph
Maximum Speed: 200 mph (red line)
SYSTEMS OPERATION
Flap Operation: Electrical
Trim: Elevator, Manual
Auxiliary Fuel Pump: Electrical
Number of Generators (Alternators): One
Cowl Flaps: No
Resettable Circuit Breakers: Yes

45
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th ANNIVERSARY SALE!
SUPERVALUES
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This is a Tiger — Tigers Go Fast —
160 T.A.S. Tigers are cheap to keep
with only a 180 hp hunger. Tigers are
a strong 1,115 Ib. useful load. Tigers
~“are hunters. They like to catch things
like Arrows and Sierras Some-
times even a brave Commander
—112A_ We have two Tigers chained to
our ramp now and fifteen more
coming. Come and take a Tiger

hunting!

1975 Grumman Tiger, N1528R Bright Blue/Regal Blue with Blue

Interior, KX170B, Nav/Com, K1214, KT76 Xpdr , VOR/LOC, Mitchell | Xpdr., KMA20 Audio Panel w/3 Lite, Much More. Demo Airplane
A.P.Coupled ELT $2,757 Down. 10 yr. financing. w/180TT. $2,890 Down. 10 yr. financing.
1975 Grumman Tiger, N1550R Cortez/Gold/Chestnut Metallic 1975 Mooney Executive, N7182L Yellow and Brown w/Brown and
w/Bittersweet Int., KX170B Nav/Com, KI1214 VOR/LOC, Mitchell | Mustard Int., KX170B, Nav/Com, K11214 G.S., KT76 Xpdr., M-2 A P.
A.P. Cpld. Strobes, ELT, 160 mph $2,760 Down. 10 yr. financing. Coupled Enc. Alt., Ext. Power, Head Rests, EGT, ELT ! |
1975 Grumman Tiger, N74028 Avocado & April Green w/Bittersweet $4,533 Down. 10 yr. financing.
Int,, KX 170B Nav/Com, KI 214 VOR/LOC, Mitchell 1 A P. Cpld. 1969 Mooney Executive 1200 SMOH, 1600 TBO, Full IFR, 180 mph
Strobes, ELT, 160 mph. 52,760 Down. 10 yr. financing. on 10 G.P.H. $2,000 Down. 10 yr. financing.
1975 M“”'“/ M-5, N51626 Bittersweet/White w/Bittersweet Int, 1968 Mooney Ranget 1700 TT, A nice 170 mph Airplane

KX170B, Nav/Com, K1214C.5., EDO-RT 533, K176 Digital ADF, K176 $1,490 Down. 10 yr. financing,

1968 V35A Bonanza : 480 SMOH, L

Full IFR, $3,850 Down. 10 yr, financing, 1975 Mooney Execu : Bro
White with Brown Interior, KX170B, N

Ki2l4 G.s.,

Encoding Ailt.,

KT76 Xpqr., M-2 AP R
Extl. Power, EGT, ELT. t Float Kit, Gyro Panel. Orde? your own
$4,528 Down. 10 yr. financing. avionics! $2,455 Down. 10 yr. financing.

1974 Mooney Executive Blue and
White with Blue and White Interior, This was
last year's dema airplane. 95 hr. TT, KX1708
Nav/Com, Ki2l4d G.S., KT76 Xpdr., P-3 A.P.,
Strobes, Save $8,000.

$3,670 Down. 10 yr. financing.

1975 Grumman Traveier

Red/

Burgandy Metallic w/Red Int,, Narco Com IIA,
Nay 12 AT50 Xpdr., ELT.

$2,278 Down. 17 yr. financing.

213-426-9587  415-592-2745 PERFORMANCE

Executive Air Terminal San Carlos Airport
3605 East Spring Street 620 Airport Drive A RAFT
Long Beach, California 90806 San Carlos, California 94070 INC |
Executive Air Terminal
ITS PERFORMANCEl THAT COUNTS! ansut'avses S;:in;";t!r:ael
Long Beach, California 90806

| AM INTERESTED IN THE FOLLOWING AIRCRAFT:

I PLEASE HAVE REPRESENTATIVE CALL.

MRCRAFT INC I PLEASE SEND PHOTOS & INFORMATION.

GRUMMAN e

ADDRESS

& MAULE an

TELEPHONE

PERFORMANCE

MOONEY

STATE Al
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Tigers on the Trail

Ferry flight points up good cross-country
capabilities of light, four-seater

by DON DOWNIE / AOPA I88441

MM The more you fly the Grumman American Tiger, the
better you like it. After some 30 hours chasing two Tigers
by the tail in a two-week period, I found that the sleek,
feisty four-placer does sneak up on you. The cockpit grows,
the castoring nose wheel becomes a way of life, the plushy
interior appointments become accepted, and the comfort-
able 150- to 170-mph cruise is a luxury to be enjoyed.

It’s a long trip from Savannah to San Francisco by any
vehicle but with the Grumman American Tiger it's a
stimulating way to cross these great United States.

The weather was deceptively clear when I signed the
simple paper work at Grumman’s new, spic-and-span Air
Center in Savannah. A tour of the busy factory assured us
that the four-place 150-hp Cheetahs and 180-hp Tigers are
tumbling off the assembly line at a brisk rate. Our airplane,
N28558, carried serial number 681 near the end of a 12-
month production cycle with a 50-50 division between
Cheetahs and Tigers.

Grumman American has keyed its approach to “At last,
the simple airplane!” Thus, there really isn't too much pre-
flight on the Tiger. A hinged engine cowling opens the
dependable 180-hp Lycoming carbureted engine for easy
access, and proved a large plus when we ran a battery
down a few days later and needed a jump.

Checking the four fuel sumps required a special fuel
sampler cup with a welding-rod-sized probe to be inserted
into each beneath-the-wing quick drain, a posture not
appropriate for a new suit. The airplane has now been
improved with extended probes to ease this under-wing
chore.

Following the simple-airplane theme, you’ll find the bag-
gage compartment door has a simple rotating door latch
with no redundancy. The back seats fold forward to make
a station-wagon back for outsized baggage or freight.

Climb aboard and there’s a snug, comfortable, well-
appointed cockpit. Again, simplicity is retained, particu-
larly in the basic airplane, which is priced at $30,940. To
give the potential customer for N28558 a choice of his own
options, our ship carried only one Narco Nav/Com 11 and
no transponder. However, our personal procedure with a
brand-new airplane delivery (and this makes new aircraft
#50 since World War II) is to go VFR daylight only.

The manual indicates that the big 180-hp Lycoming is
designed to start on the left mag only, because of an im-
pulse starting system that fires the magneto at 20 degrees
before top dead center during the starting cycle. Lycoming
advises that starts on both mags can result in backfiring
and possible starter damage. (A simple preventive arrange-
ment is used by many homebuilders with similar engines.
They wire the mag switches from L to R to “both” and
then to “start.” In the start position, only the left mag is
connected.)
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Super cockpit visibility has always been part of the basic
Grumman American single-engine layout, and the Tiger is
no exception. In fact, until you've spent a few hours at
the controls, you can get the feeling that you're sitting
“on” the airplane rather than in it. There are no blind
spots during taxiing unless somebody is directly behind
you.

The castoring nose gear takes some little time to achieve
a working familiarity. Our check pilot’s suggestion to
“treat it just like a tailwheel in reverse” made good sense,
and we reveled in the ease of parking so satisfactory in
the older taildraggers. Brakes are required to turn at speeds
up to at least 15 mph where the rudder begins to have
some effect.

There was no effort for a maximum performance take-
off from the factory since the Tiger and I had some famil-
iarization to accomplish. Even with slow application of
the throttle, acceleration was rapid and you knew that the
big engine in the 2,400-pound gross weight airplane could
produce good takeoff performance. Takeoff roll at gross
weight is listed at 865 feet with a modest rate of climb of
850 fpm,

Cruise performance in this breed of aircraft is built into
a design with just enough wing area to get the job done.
Any more than enough wing area to allow a good climb
will slow you down in cruise. Thus the 311%-foot wing
with 140 square feet of area figures out at a loading of
17.15 pounds per square foot and is comparable with other
high-performance aircraft.

Even on your first takeoff, you are almost inundated by
the “private fighter” sales theme of the Grumman American
line. Here is an airplane that is agile, has superb visibility,
and is truly fun to fly. We circled Savannah’s Municipal
Airport and headed northwest VFR toward Atlanta, with a
weather update planned en route at Augusta.

After 45 minutes of flying into deteriorating weather, it
seemed the better part of valor to land and talk nose-to-
nose with a NOAA weather briefer. Then we detoured
southwest around a lingering front heading for Birming-
ham and called it quits for the night at Auburn, Ala.

A cold snap put Alabama temperatures down to the
mid-20s, so we had the exercise of rubbing frost off air-
frame and windshield at dawn. Fortunately, an early-rising
mechanic showed up with a can of alcohol and a rag so
that the chilly wing-surface preflight was expedited.

The Tiger leaped into the cold air and we rolled out
along the main highway toward Memphis. Scattered snow
squalls dotted the route and, to make things a bit more
interesting, the VOR receiver decided to roll over and play
dead approaching busy Memphis International Airport.

However, the communications half of the unit stayed
with us, so we called Memphis Approach for vectors to the

Grumman American Tiger is designed as simple
four-seater, cruises 139 knots (160 mph)
with its 180-hp engine. Photos by the author.
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TIGERS ON THE TRAIL continued

quiet West Memphis Airport. Resignedly, Approach worked
our primary target with vectors across the Mississippi
River and a good nose bearing as the International field
went below minimums with snow and fog.

We found no radio shop at West Memphis but were di-
rected back across the river to the neat, close-to-town Uni-
com of Dewitt Spain Airport where Tommy Bondurant’s
avionics staff traced down an intermittent solid-state giz-
mo. The VOR performed flawlessly for the remainder of
the trip.

We were off the ground at Memphis shortly after 1 p.m.,
made a brief fuel stop in Springfield, Mo., and were in
Des Moines (target for the night) before 6 p-m., despite
headwinds and a cruise below 3,500 feet agl. That Tiger
really gobbles up the ground.

Since Lycoming recommends break-in at a high 75%
power, fuel consumption figures would be unrealistic, par-
ticularly with the rich mixture settings used at the lower
altitudes required to stay out of the brisk headwinds we
faced; i.e., 60 knots from 280 degrees at 12,000 feet. Under
these conditions, you follow freeways, read the signs on
water towers, count cows, and admire the heritage of the
Western Plains in the rubble of ranch houses and isolated
clusters of austere buildings that are a warm, loved home
to someone. This is a view of America you'll never see and
feel from the higher altitudes.

We picked up a passenger at Des Moines and headed for
Garden City, with its good restaurants, FSS, and NOAA
facilities, and on to Pueblo before bad weather took over.
We half-heartedly scheduled for Gunnison, Colo., in the
middle of the Rockies, but Denver Flight Watch easily
talked us out of that destination with a forecast of heavy
snow within three hours. Watching the local TV weather-
cast from a motel later, we found that they had been
110% correct.

The next day it was all of an hour and 20 minutes south
to Las Vegas. N.M. That was the same day that Albuqur-
que’s Sun Port was closed to air carrier traffic for six
straight hours. TV coverage of this unusual weather phe-
nomenon only confirmed the conclusion made by almost
a dozen weather-bound members of the “flying cowards’s
club” that Las Vegas, N.M., was a fine place to spend
another night.

The next morning, after again cleaning off the frost, two
of us plus full tanks and ample baggage took off from the
6,866-foot-high airport at perhaps 250 pounds under full
gross weight. Takeoff from brake release to liftoff in 40°F
weather was 30 seconds followed by 7 minutes to climb to
10,500 feet at the recommended 90-mph conservative
cruise-climb, full throttle, and leaned to a guesstimate of
the proper mixture (an EGT gauge would have helped).
There, at 32°F, 2,500 rpm, and full throttle on the fixed-
pitch prop, we were indicating 115 knots, which converts
to a true of 159 mph.

The popular 122.0 MHz Flight Watch took our PIREP
north of Albuquerque, gave us weather en route to our
filed destination of Winslow, and then relayed that Farm-
ington had just “gone under.” Flagstaff had 200 feet and
a half-mile with light snow and fog. Then the specialist
painted a glowing “severe-clear” picture south of course
through Truth or Consequences, Deming, Tucson, and on
into the hazy Los Angeles basin.

We received the word loud and clear, particularly after
eyeballing the unfriendly skies over Grants, N.M.; we
turned south and refiled into Deming with an eventual

Flight instruments and one navcom radio typify
basic ferry panel, which leaves the choice of avionics
options open for eventual customer.
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Sliding canopy, large window area allow good ground cooling, “super”
in-flight visibility. Castoring nosewheel aids maneuverability on the ground. |
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fuel stop at Silver City, N.M. Leaning properly at altitudes
of 8,500 feet and 10,500 feet, we used 23 gallons of fuel
in 2 hours and 22 minutes, for a very respectable average
of 9.3 gph. Our indicated air speed was 110 to 115 knots
at 2,500 rpm with full throttle and an outside air tempera-
ture of 32°F; true airspeed ranged between 152 and 165
knots. The cabin heater worked fine and the cockpit was
strictly a shirtsleeve environment.

While refueling in Silver City, we hovered around the
coffee pot and met Robert N, Johnson, President of Coro-
nado Skyways, Inc., of Albuquerque. He asked if we were
flying the Tiger and then commented that he operated four
of them in flight schools in Albuquerque and Roswell, N.M.
Johnson volunteered that he liked the high-powered Tiger
for high-altitude training because “I can get an honest
hundred-hour inspection in not more than 7 hours on the
ground.” He also commented that the honeycomb cabin
structure was quite crashworthy; it seems that one of his
renters made a series of mistakes and hit the ground with
considerable vigor, but without injury.

From Silver City to Tucson for an overdue lunch was
right down Interstate Highway 10. Frankly, Tucson Ap-
proach was not enthralled with a nontransponder visitor
for their main airline terminal; but they suffered through
it with only a couple of vectors to identify.

The Tiger’s in-flight visibility is no greater loved than
when heading into a smoggy sunset in the Los Angeles
basin. If this had not been our home territory, the better
part of valor would have been a stop at Palm Springs.
However, once we heard Chino Tower giving routine land-
ing instructions to 150s for touch-and-go’s, we decided to
continue on to the Long Beach headquarters of Perform-
ance Aircraft, owner of our airplane.

When we had landed, company President Joe Geiger con-
firmed that he’d just as soon have the airplane go north to
Hayward, their base just south of Oakland—that meant
another three hours with the Tiger. When you're flying in
your own state, programmed for two-miles-a-minute in an
older taildragger, the near 170-mph cruise of the Tiger
made the Golden State shrink by one-third. Flight plan at
a little under three miles per minute and youll hit your
ETAs within fractions.

After unfolding from N28558, one of Performance Air-
craft’s pilots asked casually, “Where did you bring it in
from—Long Beach?” “No, the factory in Georgia,” was the
reply, and it was just a matter of course. Then came a
chance to head back toward Southern California with yet
another Tiger, N28563. The price was right and the
elapsed time certainly beat our scheduled Boeing 737 com-
muter flight.

‘We also had the opportunity to try the Tiger for size at
Santa Paula’s 2,800-foot airport and shoot some much-
needed air-to-air photos. The airplane proved excellent for
the chore, and it easily tucked in close to the camera plane;
here’s a spot where both maneuverability and visibility
are a must.

Looking back on almost a full week of living with a
Tiger, you see an agile cat with plenty of power. The
Tiger is a simple airplane to fly, yet has the performance
to belie this simplicity. Interior appointments are both
functional and completely comfortable, even if you happen
to be six feet two. The interior emphasis is on quiet class.
The castoring nose wheel, while not a favorite at the start
of this ferry flight, became a delightful part of the Tiger’s
maneuverability on the ground.

As Grumman American chooses to merchandise it, the
Tiger is truly a “private fighter’—and at the same time
“the simple airplane.” (H]

Four fuel sump drains on the Tiger are
checked with a special fuel sampler cup.
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friendly and accommodating. Cedar
Key has motels and camping facili-
ties and a causeway that connects
the island to the mainland. There are
four first-class sea food restaurants
right at the docks downtown. Pilots
from Gainesville, Orlando and Tam-
pa/St. Pete fly in regularly to sample
the local culinary fare. (That means
they fly up to chow down.) They have
a nice beach, tie downs at the airport
(no charge) and a courtesy car into
town. What more could you want?

| don't know about you, but | must
have planned fifty long trips like this
for every one I've been able to take.
This is usually due to a severe short-
age of cash union greenbacks. When
| do get to go, | find myself going
over the flight route again and again,
figuring distances and times, fuel
stops and all that kind of pilot stuff.

A suggestion for anyone planning
a long trip: Get yourself a VFR Plan-
ning Chart. It shows all the Victor
airways and the mileage between
VORs. You can't fly with it (no
frequencies) but with the whole
country laid out in front of you on
one easy-to-handle chart, it is easy
to check a variety of routes. This
often saves many miles of flying. In
our case the route that looked short-
est turned out to be fifty miles longer
than the one we took, so the chart
saved us some money.

| chose one of T & G Aviation’s
Tigers for the trip. The 172, Traveler
and Cherokee 180 all would have
cost a little less, but the Tiger had
several things going for it. The 172
and Traveler would have required
two fuel stops on the way down. The
180, with its fifty gallon tanks, would
have made the trip with one stop,
but the 180 was not equipped for
serious IFR. | didn’t want to be in the
clouds at the far end of a 1,000 mile
trip and run out of nav-comms. One
final factor firmly tipped the scales
in the Tiger's favor. With the rear
seat folded down there was enough
room to stow camping gear, tennis
rackets, scuba gear, one very large
guitar and two bicycles! The bikes
neatly solved our surface transpor-
tation problem. Weight can be as im-
portant a factor in plane camping
as it is in back packing. | have a
firm rule for plane camping. | never
pack anything | cannot carry on my
back. | use lightweight back packing
equipment and keep to absolute es-
sentials. Following this rule saves
useful load and is an absolute must
when filling all the seats. On this trip
however, | had two empty seats, and
350 pounds of useful load for gear,
even with full tanks so | could allow
myself the luxury of taking the guitar
and bikes.

The day of the trip dawned bright

and clear (for Chicago). In fact, there
was no weather at all over the entire
route of flight. Takeoff from Midway
came at 8:05 am.; climb to ninety-
five hundred feet and the miles start-
ed clicking off at the rate of two and
a half per minute. We were right up
to gross weight, and at 9,500 feet
and 67% power we trued out at 154
mph. And that was without a nose-
wheel fairing! Fuel consumption was
substantially below book figures.
When we landed at DeKalb-Peach-
tree airport near Atlanta, we had
spent 4:15 in the air. Total fuel con-
sumption was only thirty-six gal-
lons. Try that in your Edsel!

As a city dweller | am always
amazed at the vast amount of open,
nearly uninhabited land there is in
this country. I've come to expect it
when flying to the west, but even
when eastbound, the vast majority
of the earth below is sparsely popu-
lated. This is particularly true in the
Smokie Mountains, on the leg be-
tween Knoxville and Atlanta. This
sophisticated urbanite, used to living
on top of other people in a home that
isn’t really his, spent a good portion
of this leg just staring at huge green
valleys with no more than one house!
I'm convinced that if the powers that
be would just let general aviation

" The Florida trip prewded ~some in-
- teresting insights into the Tiger's capa-
~ bilities as a cross-country machine.

For openers, you can fly the Tiger
- as a four place p|ans h has a good

 loz 50 four
| baggage really cal e carried
th sufficient fuel for respectable

stage lengths. But what if you only
bodies? Just fold the rear seat down

hauling two placer with a flat cﬂrgth
ﬂom five and a half feet long! Widi
narfows as you approach the rear

just about any!hlng and everything
~ needed for two on a cross-country

plck-up This capability makes the
Tiger a highly versatile business ma-
uhme as well. You have your r.hmce

four busir _and
average luggags and two buslnes

_ pense account fnrms—yuu name it
~and the Tiger will probably haul it
‘Bulk is no problem thanks to the big
sliding cant

loading the
Even the bikes slipped in with no
‘trouble. Jus‘l remove the front wheels
and two bikes will slide right in with
room for a great deal more. Tires
need not be deflated at atmudes up
1o 10,000 feet. Though we were right
up 1o gross, and without a nasewheel
fairing we had no trouble mesting or

:e>_;eenem oppurtunity to check out the

_ under the Ohtcago TGA we
_to 98500 feet and set up 60% power.
‘True airspeed worked out to 154 miles
‘per hour! We had more power avail-
-able, but the ‘book in@cated that we

- -THE TIGER AS AN XIC HAULER

_minule leg used only thirty-six of my
_ nine gallons per hour! That works out

per hour. My grandfather’s 1952 Hud-

need two of those seals for warm son gets about the same mileage,

‘and the Tiger becamgs a super heavy- :

_.the flong climb. Handling is huéhly !

-_-jzulkhead but the Tiger can carmry

trip. We lovk camping gear, guitar,
- scuba gear and two bicycles! Any-
e two people need more than 350
unds of luggage, they'd better buy a

~ very nicely, thank you. It will take you

Two of us (one a
petite young lady} had no t uble
- back-up when the panel lights burned

exceeding book figures. The first leg, .
from Chicago to Atlanta gave an

mbed

this seﬂlng I wan!ed to make Atlanta
non-stop with a reasonable reserve.
As it turned out, | need not have
worried. This four hour and fifteen

available fifty gallons! That's less thsn o
to 17.3 miles per gallon, at 154 miles

but he can't go as fast. Block speed
for the 625 miles worked out to 147

responsive, but still stable enough for
long cross-countrys. The old Yankee
was a handful in turbulence, but the
Tiger holds a heading and altitude

some time to get used to the rapid
control response when you fly instru-
ments, but it is & safe steady instru-
ment platform. My instrument training
was in a Hawk and it took about
thirty minutes before | felt comfort-
able on instruments. But the plane is
‘a good teacher. It is stable and safe,
and the rapid control esponse will -
'sharpen your scan. i .
There are lois of nice little touches
on this airplane that show up on a long
cross-country. The map light not only
shines at a good angle for reading
maps, it also shines on the artificial
horizon. This' prcwlded ‘us with a useful

out on the return_trip. The canopy
seal has been much improved over
the Traveler. Coming back from Flori-
da, we hit heavy rainshowers and
solid iFR for about three hours. Des-
pite the heavy rain, not one drop of
water came through the canopy. You
might have to wait until ‘it stops rain-
ing to get out of the plane, but while
the canopy is shut ave!yfhmg stays
bone dry.

Gas bills for 2100 miles ran about
$90. We rented this plane for $25 per
hour wet (this price has since come
down to $24). Our total bill was $375.
This warks out to less than 18¢. per
mile. You can't drive your car for
that! Our trip was fast, comfortable
and reasanahiy priced; the Tiger is

1 gcrm-muntw pelformen
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grow unrestricted, many new jobs
could be created in these sparsely
settled areas; this would allow peo-
ple to move out of our overcrowded
unmanageable cities. We would have
a little more elbow room, and hope-
fully a little more tolerance of each
other.

After arranging to have the Tiger
topped off, we trundled off to the
restaurant and were pleasantly sur-
prised. The food is good, the prices
reasonable and the service friendly,
though unhurried in the Southern
tradition. A nice surprise was the
open air second floor seating. It
gives the meal a picnic atmosphere
and allows an unrestricted view of
airport activity. After a leisurely meal
it was off to Cedar Key, now only
two and a half hours away. After
some vectoring by Atlanta approach
i the flight was fast and routine.

i | had picked Cedar Key based on
| very limited information, so this was
1 something of an adventure. We real-
} ly did not know what to expect.
i Cedar Key held, as it turned
| out, many pleasant surprises. You
| couldn’t miss Cedar Key if you tried.
| The island is on the 179 degree radial
| of Cross City VOR, thirty miles out.
| Cedar Key is actually a group of
il

|

|

Cedar Key's beaches are small but uncrowded.

small islands (see map) interconnect-
ed by a causeway that extends to the

mainland. The airport is paved and -
takes up the entire length of one of ‘.—.

| these small islands. There is a water ; M]Sb 3AR! AS0T
tower in town, but it is several hun- L .
dred feet off to the side of the final :
approach to runway 23. It is wise to
be aware of it, but it does not inter-
fere with a normal approach. Both
ends of the runway come right up to
the water, so there are no other ob-
stacles of significance. This is just
as well, as the runway is only 2400 = i 2 .
feet long. The taxiway doubles as a Miss Sarasota runs out into the Guu of Mexico for
road to the homes of the island’s a full day of fishing at a reasonable rate,
well-to-do, so watch for auto traffic.

Tie downs are provided, but no fuel. Sl Ceoas, ‘ BT e (

There are no landing or tie-down g 2 i St

fees of any kind. A courtesy car will jé-éﬂ : R, P ke
come to meet you to take you into ATy 4 7

town. The lovely lady driving the
car went so far as to make some
phone calls to locate suitable camp-
grounds for us. She then loaded all
our gear into her car and drove it to
the camp area for us, while we fol-
lowed on our bikes. | gave her a
couple of dollars toward her gas,
but she never asked for a cent; gen- 3
uine Southern Hospitality! We stayed : L 35 %X b AT
at the Sunset Isle Motel and Camp- *~ : o e - =
grounds. For $4 per night we had a : 5 ; 1 . 5

camp area in a cedar grove 100 feet
from the water, with electricity, run-
ning water, barbecue, use of rest-
room and shower facilities and a rec-
&l reation room. This was turning out to :
‘ (Continued on page 75)  vern ; .
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scuba gear you may need. They do
have a shortage of boats to get you
to good diving areas, but that situa-
tion should be resolved by the time
you read this. Needless to say, do
not dive and then fly.

If you are a lover of all things that
fly, there is an island wildlife sanc-
tuary run by the University of Florida
about three miles south of Cedar
Key. The concentration of birds in
this area is heavy, but they seem
to stay well away from airplanes.
Keep a watchful eye in any event.

All these attractions help make
Cedar Key a very pleasant vacation
spot, but the residents made the
trip worthwhile all by themselves. In
the five days | spent on the island, |
do not recall meeting a single un-
friendly person. Most resort areas
have a local population intent on
separating you from your dollar. If
they are friendly at all it is usually
phoney. And in some places (Nassau
comes immediately to mind) they
are flat-out hostile. In Cedar Key the
only way to get the locals’ dander up
is to start telling them the changes
you think they need ilo make to
“improve” their island. They like
things just as they are. Fact is, your
money isn't all that important to
them. They can fish just as easily as
they can serve tourists. One old
gentleman summed up the attitude

thusly: “Sure hope y'all like our is-
land, and have a good time; but |
hope you don't like it too much,
'cause then you might want to stay.
We just don’t have a whole lot of
room here.” So head on down and
enjoy—just don’t tell them how to
run their island and you’ll have a
very good time.

The return trip gave me a chance
to get some actual. South Central
Georgia had numerous afternoon
thunderbumpers, so we detoured
through Tallahasse. We spent about
three hours at 8,000 feet in heavy
rainshowers popping in and out of
towering Cu. ATC did a nice job of
keeping us away from the thunder-
storms. We could have flown under-
neath, as the bases were at six thou-
sand, but we had to be high to cross
the Smokies anyway, and | like get-
ting deviations around heavy weather.
Center in this area was most help-
ful in this respect. Flying through
the Atlanta TCA was a nightmare,
even though | was on an IFR flight
plan, encoder equipped. Without
warning they vectored me over Ma-
con, some seventy miles off in the
wrong direction. When asked why, |
was told that overflights of the main
airport are not allowed (the VOR is
on the field) and only one corridor is
available through the TCA for IFR
en route flights. | asked why | was

g
of all the btllloﬂs spsnt ror S

buta'ap@r

not informed of this when 1 filed.
I could not get a straight answer.
This procedure is just plain danger-
ous. It meant an additional hour in
the air, lowering my fuel reserves
and forcing me to cross the moun-
tains after dark in a single. Had |
been informed of the route when |
filed | would have avoided Atlanta
altogether. Even though they knew
they would divert me, | was cleared
as filed. Why, the safest place to be
in a TCA is several thousand feet
over the main field. The airliners are
all down low. | have often been vec-
tored over O’Hare which is a hell of
a lot busier than Atlanta. In the name
of safety, the FAA has succeeded in
making Atlanta significantly more
dangerous for the little folk than it
used to be. If you must fly through
Atlanta | strongly suggest you make
it a fuel stop. If you pop up suddenly
VFR landing, they don’t mess with
you nearly as much as they do if
you are IFR en route. From now on,
I'm filing for the main airport. Then
they can’t vector me to Macon to
avoid it.

Due to the delays in Atlanta we
started our journey across the Smok-
ies after dark. As we crossed the
final ridge, the lights of Knoxville
appeared ahead. A call to approach
control brought immediate Stage Il
though we didn't ask for it. Sigh.
Anyway, the service and facilities
were excellent once we got on the
ground.

We had 20k headwinds from Knox-
ville to Chicago Midway, making the
Tiger's extra speed that much more
appreciated. We still managed a
groundspeed of 110 knots! A straight-
in to Runway 31 right at Midway
completed a most enjoyable trip.

Reflecting on the trip, | must admit
two things to myself. First, | could
never live on an island permanently.
A week is terrific. It lets me unwind.
But I'd go stircrazy over the long
haul. | enjoy camping vacations, but
| doubt that it would be a suitable
retirement community for a dashing
sophisticated urbanite like me. The
other thing | have to admit is that |
can no longer pedal a bike twenty to
thirty miles a day without getting very
sore legs. But | sure like carrying
my own wheels. | think maybe next
time I'll take a couple of motorbikes.
I'll have to take the Lance, of course.
They wouldn't fif in anything else.
Let’s see, fifteen hours in the Lance
at $45 per hour divided by two
people . . ..

By the way, if you were wondering
about the opening of the article, that
actually happened. | met the young
lady in the cafeteria at work. And we
did work something out. She bought
the gas. O
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by Berl Brechner

JIM BEDE, airplane designer and entrepre-
neur, made a lot of enemies in recent years
with his ill-fated BD-5. But Bede deserves
nothing but credit for his design of the BD-
1, which, with help from some other design-
ers and a couple of companies, evolved into
the lightplanes that today are produced by
Gulfstream American.

American Aviation was the first company
to build and sell these “American"-family
airplanes. (In 1969, it marketed a two-
place lightplane called the Yankee—a name
that has stuck, in common parlance, to its
successors.) Grumman took over American,
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injected some money and brought out a
four-seat model in 1972. Then Grumman
sold its general aviation interests to Gulf-
stream—but that was only last year. So,
about 99 percent of used four-seat “Ameri-
cans " you'll find still carry the Grumman
American label.

Basically, these four-seaters come in
three varieties—Traveler, Cheetah and Ti-
ger. The Traveler, with 150 horsepower,
was the first to arrive in 1972. In 1975, a
major airframe clean-up was introduced,
along with a 180-hp engine, and it was
called the Tiger. The modified airframe was

Grumman's Traveler has
grown up, yet any of those
four-seaters with the funny

nosewheel makes a

practical used-airplane buy.

reunited with 150 hpin 1976, and the new
Cheetah replaced the Traveler.

All these airplanes share key features.
Entrance is through a sliding canopy, which
can be left open during flight. Rear seat
backs are removable, and the rest of the
rear seat folds flat to form a cavernous car-
go area, station-wagon style. All three air-
planes have fixed gear and fixed-pitch pro-
pellers. And the airframes of the little air-
planes are made partially of an aluminum
honeycomb material; most of the skins are
bonded rather than riveted together.

This skin bonding process has had its

!ﬂ
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troubled moments. Problems occurred
when Grumman American moved its light-
plane manufacturing from the Cleveland,
Ohio area to Savannah, Georgia. The new
plant's bonding process went through a
shakedown period during which, occasional-
ly, an airplane control surface would delam-
inate. But this never happened suddenly, so
there was no safety problem, and the
factory made good the airplanes that were
affected.

On the other hand, this bonding—en-
hanced by streamlined design—gives the
airplanes more miles per hour per horse-
power than any others in their class. A
1976 Cheetah, compared toa 1976 Cess-
na Skyhawk (both with almost the same en-
gine), carries a 75-percent cruise speed
about nine knots faster.-The 180-hp Tiger's
speeds come close to matching those of
several 200-hp retractables.

The modifications that turned the Travel-

er into the Cheetah and the Tiger originated
with speed-king Roy Lopresti, who recently
gave the Mooney its 200-mph status. His
tricks are no secret: he makes sure the air-
frame is basically ‘clean and the wing effi-
cient; he modifies air intakes and cooling
flow for maximum effectiveness with least
drag; and he finds the propeller most effi-
cient at cruise. As a result, the fixed-pitch
Grummans tend to be sluggish getting up
but are strong once they are there.
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This characteristic is particularly notice-
able when flying the Cheetah. It does fairly
well with a moderate load on a cool and
pleasant day, registering a climb of 600 or
700 fpm. But at maximum gross weight on
a hot day, 300 fpm is the most it can mus-
ter. When you push the nose over for level
flight, however, the engine starts to wind
up. It may take five minutes to reach stable
cruise speed; all this time, the rpm creep
upward and the airplane keeps trying to

Step right down into the cabin for one of
the most efficient canopy-back rides you can take.

ML~ AE RGN

climb. Once level, the nose seems abnor-
mally far below the horizon. And since you
are almost surrounded by Plexiglas (except
directly overhead), visibility is excellent.

Cruise checks in a partially loaded 1976
Cheetah showed a full-throttle true airspeed
of 127 knots at 2,500 feet. The engine was
able to turn almost 2,600 rpm. With power
pulled back to 2,300, or 55 percent, the
machine cruised at 113 knots and could
have done so for seven-and-a-half hours on
51 gallons.

In addition to their basic clean-up modifi-
cations, the Tiger and Cheetah also have
horizontal and vertical stabilizers that differ
from those on the Traveler. The changes of-
fer more balance and more responsive con-
trol and eliminate the need for the Travel-
er's dorsal fin.

On the used-airplane market, these
changes extract a substantial increase in
price. Travelers show a predictable increase
in asking price for each new model year.
But the jump from the 1975 Traveler to the
1876 Cheetah marks a more dramatic
price increase—a jump as high as $3,000,

‘into the low 20s. The extra money buys

three things—speed, endurance and looks.

The Cheetah—uwith its clean-up—cruises
a few knots faster than the Traveler, but
both airplanes are fast and efficient. The
one dramatic difference is the Cheetah’s
optional fuel capacity, a total of 51 gallons;
virtually all Cheetahs come with that option.
Travelers carry only 37 gallons, which lim-
its their endurance; IFR reserve require-
ments thus mandate some short legs. The
Cheetah's 51 gallons, when measured
against a fuel burn of eight gallons per hour
or less, give endurance times of six to seven
hours. Four- or five-hour IFR legs are then

easily within grasp. The judgment of looks,
of course, is subjective. To me, the Cheetah
has its act together more than the Traveler
does.

When carrying full fuel, the Cheetah's
cabin capacity is diminished. It has a maxi-
mum allowable gross weight of 2,200
pounds. A well-equipped Cheetah, with full
fuel, may barely carry three 170-pound
people—and no baggage.

For help in the climb and carrying depart-
ments, the Tiger's 30 extra horsepower are
the ticket. It cruises 10 to 15 knots faster
than the 150-hp Cheetah. The Tiger's maxi-
mum allowable gross weight is 2,400
pounds, 200 pounds more than the Chee-
tah'’s; only 50 of these pounds are taken up
by the larger powerplant and its accesso-
ries. From the firewall back, the Tiger is a
solid four-seater, with an acceptable climb
rate that is guaranteed year-round. Again,
the buyer pays for performance. Bluebook
costs for Tigers run about $4,000 more
than for the same year's Cheetah.

Pilots unfamiliar with the Grumman/
Gulfstream airplanes sometimes think they
are unstable. Not true

What these airplanes have is unusual re-
sponsiveness. The pilot who moves to a
Cheetah from a Cessna 172 or a Piper
Cherokee 140 will find dramatically differ-
ent handling qualities. A light touch and
slight hand movements make the machines
move readily. But then, after you've driven
a pickup truck, handling a car with power
steering and power brakes takes getting
used to, as well.

The Grummans share another unusual
feature that drives the novitiate crazy: a
free-castoring nosewheel. Trying to keep
the airplane simple, the makers of the
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Grumman American lightplanes decided to
have no steering on the front wheel. Differ-
ential braking on the mains swings the nose
in the desired direction, and the free-turn-
ing nosegear follows. It works fine, but it is
unfamiliar at first—and in a strong cross-
wind, the pilot taxis with a brake dragging,
something akin to an unnatural act.

But that same steering system shines in
two areas. The light Grumman is one of the
easiest airplanes in the world to ground
handle (except for pushing straight back-
ward, when a tow bar is almost essential).
The turning radius is shockingly small. I've
taxied into a spot within a tight row of
parked airplanes; if there is a high-wing air-
craft on either side, then little more than a
wingspan-sized opening is necessary. (Be
careful to watch where the vertical tail
swings, however.) -

The airplanes are relatively simple to
maintain. They carry common Lycoming
powerplants with 2,000-hour TBOs. Air-
worthiness directives have been few and
limited in scope. Paint quality on some of
the earlier aircraft has been less than ideal;
fading and chipping is often apparent. Fuel
seepage isn't uncommon, for fuel is stored
in wet wings—there is no bladder. The tubu-
lar wingspars extend through the tanks, and
seepage at the sealing around the spar and
at fuel-tank access plates on the bottom of
the wing can be an occasional problem—al-
though repairable.

Middle member of the American
family, the Cheetah
combines the older Traveler's
150 horsepower with
the more powerful Tiger's
cleaner, faster airframe.

Both sides of the cowling are hinged
along the top and can be raised for com-
plete access to the upper half of the engine.
A mechanic told me that the engine can be
annualed, and all the spark plugs changed,

_ with only the sides lifted. The engine com-

partment is spacious, and the battery is
easily reachable for cable jump starts on
airplanes without the optional external pow-
er plug.

The airplanes’ canopy seals can start to
wear with age. Leaks that add wind noise in
flight and water on the ground are the by-
products of this. A new double-seal rubber
strip is the fix, and the factory can supply
the modification. It is infinitely more effec-
tive than the earlier single strip, and the
new canopy seal can be installed in a couple
of hours.

With its sliding canopy, its snappy control
responsiveness and its impressive efficien-
cy, the four-seat Grumman is a different
kind of light single. A recent Trade-A-Plane
showed used Travelers selling for as low as
$12,500 and almost-new Tigers at over
$30,000. Cheetahs fill a broad gap in the
middle, with prices from $17,000 to
$25,000.

Don't prejudge these machines. If a price
somewhere in that range fits your budget—
and if you are unfamiliar with the airplane—
it's worth a turn at the controls before you
narrow your sights too far. You might well
be surprised. B
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Buyer’s Guide to the
Grumman American Singles

Developed from the Jim Bede prototype,

the GA two-seaters are lively performers.

By LeRoy Cook

N 1963, VISIONARY PROMOTER
Jim Bede was busily showing the world
his tiny BD-1. The sleek, two-placer,
constructed of bonded, honeycomb alumi-
num could be mass-produced for as little as
$2500, including a pre-owned 65-hp Conti-
nental engine, or a new 108-hp Lycoming

30  PRIVATEPILOT

for $4500, Bede claimed. It had every-
thing: blazing speed, folding wings, aero-
batic capability —you name it, you got it. As
usual, Jim was a wee bit optimistic. His
handbuilt prototype was convincing enough
1o get investors in Cleveland, Ohio, to help
him build a factory in 1963, but that’s about

all. But even that didn't stop James R. Bede,
Jr. Never one to acknowledge that some-
thing’s a problem, he fixed his eyes on the
mountaintop across the valley —disregard-
ing the swamps and gullies barring the way.

His little ship was to have a top speed of
155 mph, be fully aerobatic with 9.2 G
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positive and negative stress limits, and
would incorporate folding wings, so one
could tow it home for storage. A simple
tubular wing spar doubled as a fuel tank
(supplemented by a header tank in the pro-
totype). Aluminum honeycomb made up
the box structure of the fuselage, with all the
skins attached by bonding. The wings,
empennage and control surfaces were
designed to be interchangeable, so the
parts-count would be low. And with little or
no riveting needed, the little airplane
could be built in no time at all by unskilled
labor. The era of the affordable airplane had
arrived!

Alas, all such dreams eventually gave
way to the harsh glare of reality. Jim Bede
spent 18 months and nearly one million
dollars ($300,000 was his family’s invest-
ment in the venture) with little to show but
more plans. When Bede Aviation Corpora-
tion’s backers decided in mid-1965 that it
was time to get down to serious business,
Bede was fired and proper management
was instituted. Deposits for Bede’s unre-
alistically low-priced orders were returned,
and the long road to certification was finally
begun. The name of the company subse-

Photos: LeRoy Cook

quently was changed to the more-generic
American Aviation Corporation, and the
new airplane was dubbed, appropriately
enough. the “Yankee.” And when the young
lawyer named Russell W. Meyer Jr., took
the helm in 1966, things finally got moving.
Although Beech had been gluing hon-
eycomb-sandwich Musketeers together
since 1963, it took American time to learn
the temperatures and pressures needed to
assure a perfect bond. Bede's prototype, it
turned out, had been put together with
room-temperature adhesives!

American Aviation got the
Bede design certified and
into production, then sold
out to Grumman.

American won utility category certifica-
tion for the Yankee in August of 1967, four
years after Bede’s rosy projections. But it
wasn't until 1969 that deliveries began in
earnest. Grumman Aecrospace purchased
the little company in 1973, eventually mov-
ing production to Savannah, Georgia,
where its posh Gulfstream corporate jets
were built. Naturally, this move affected
production rates, and some relearning was
necessary. After eight years at the helm,
Russ Meyer was to do some moving him-
self; he joined Cessna in 1974, where he
continues as board chairman and chief
executive officer.

Under the Grumman American banner,
development progressed on several fronts,
much as in the Bede days, but at a more
realistic pace. Improvements to the basic
AA-1 Yankee followed in A, B and C ver-
sions. A four-placer had been under study
practically from the start and a retractable
and a twin also were planned. The retract-
able never appeared. The Patriot four-
placer, however, was flown, but then was
scaled-back to a proportionately enlarged
version of the Yankee, introduced in 1972.
And the twin project grew into the Cougar,
a decent airplane that arrived in 1978 —just
the wrong moment, from a marketing
standpoint.

Finally, in 1978, Grumman sold off its
general aviation interests to Allen Paulson’s
American Jet Industries, now Gulfstream
Aerospace. The last two-place airplanes
were built in 1978, while the four-placers
and light twins survived until 1979. Produc-
tion has been dormant since then, while a
buyer for the light aircraft line is being
sought.

In 1 years of production, some 3627
airplanes were built, about an equal number
of two-and four-placers. It was a brave

More family cruiser than sport model,
four-seat Tigers are attractive used
plane buys.

effort to challenge the big three’s dominance
in the light-airplane market. But unlike
Mooney, which found its special niche,
Grumman American spread its efforts too
thin.

When we undertook a study of the
Grummans, as the airplanes are most com-
monly known, we began with the two-place
AA-1series, the Yankee and its derivatives.
As used airplanes, the company’s first prod-
ucts make economical personal transporta-
tion; they are particularly well-suited to
those who desire to own something more
exciting than a worn 150.

The little Grummans always have sold
best to first-time owners, those who carry
no prejudices or brand loyalty from earlier
associations. As evidence of this early
imprinting, note the response you get when
you ask airport lounge-lizards what they
dislike most about a Grumman. They'll
usually say, “the sliding canopy and the
castering nosewheel.” When you ask
Grumman owners what they like best about
their airplane, they’ll say — you guessed it—
the sliding canopy and the castering
nosewheel.

Genealogically speaking, the AA-1
Yankee was certified as a 1430-pound utility
category airplane on August 29, 1967. But
it took until July 16, 1968, to gain a 1500-
pound, normal category certification.
Thus, the first full year of production was
1969. Back then, the airplane sold for
$9495 as a Yankee Clipper, the gussied-up
deluxe version; $6495 bought the basic,
unequipped Trainer, which few people
ordered. By 1971 the AA-1A appeared,
offering a recontoured wing section for a
softer stall break; the maximum flap speed
was raised from 86 to 100 knots and the
maneuvering speed was lowered 4 knots.
In June of 1972, the AA-IB was certified,
bringing a gross weight increase from
1500-1560 pounds and a utility certification
that applied at all weights, rather than being
restricted to 1430 pounds. Better cockpit
ventilation and canopy seals were also part
of the -B model.

From 1972 through 1976, the AA-1 was
sold as either a Trainer or a Tr2; the air-
planes were identical except for the pro-
peller. A climb-pitched airscrew was used
for the Trainer version and a cruise-pitched
one was installed on the Tr2. As a final
attempt to boost sales, AA-1C came out in
1977, in two versions. One was called the T-
Cat (Trainer Cat) and the other was the
Lynx, a Tr2 in new garb. Both -C models
featured 1600-pound gross weight and
-L2C engine which could churn up 115
horsepower on 100-octane fuel.

We found a well-loved 1973 Tr2 at the
Lees Summit, Missouri, airport, in the
care of Dennis Frederick, its third owner,
who is a senior engineer with AT&T. Still
showy in its bright yellow factory paint,
N7358L was in fairly good shape despite its
outside tiedown storage. Hail had
pockmarked the wings and control sur-
faces, and the plastic was weather-crazed
here and there, but otherwise it was in fine
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shape, with only 1361 hours. The clean inte-
rior showed the airplane’s pet status, includ-
ing such touches as a voice-activated
intercom.

I had forgotten just how small the little
Grummans were. It's possible to reach the
tip of the tail and to clean the windshield
without a ladder. The stubby wings span
less than 25 feet. Up front. a big spinner
smooths airflow past the 7l-inch propeller,
its blades pitched to 57 inches on the T2,
and 53 or 54 inches on the Trainer. The
upper cowling is removable with four
quick-release catches and two screws,
while an oil-access door allows for check-
ing the lubricant level, The single exhaust
stack is matched by one landing light in the
nose bowl. Ramp inlets on the sides of the
forward fuselage feed air vents on the
panel.

The Grumman’s no-maintenance landing
gear uses an elegantly curved steel spring
for the 5.00 x 5 nosewheel and big
7/8-inch-thick slabs of fiberglass for the
6.00 x 6 main tires. To enhance speed, 5.00
x 5 main tires were options chosen for the
AA-IB that were seldom used; the teardrop
wheel fairings add a touch of class and
probably a knot or two as well. Due to the
nosegear’s lack of restraint, the airplane is
difficult to back into a parking spot without
a tow bar. Like the AmEx card, don't leave
home without it!

The Tr2’s fuel system consists of the two
wing spars’ 6-inch diameter aluminum
tubes, sealed to hold 12 gallons on each side,
11 of which are usable; the prototype’s nose
tank was dropped. Filler caps are near the
wingtips. Due to dihedral, fuel below
3/4-full cannot be seen from the neck, but
the simple sight-tube gauges on the cockpit
sidewalls provide an unfailing indication.
Sump drains are provided, but there is no
gascolator drain. The 0-235-C2C uses 80-

octane fuel when available,

The Tr2's glassy smooth wing and
fuselage surfaces are free of rivet lines due
to its bonded construction. As for controls,
the flaps are electrically actuated, even
though their small size would have allowed

The Tr2’s instrument panel space in the
40-inch wide cockpit is adequate for
most VFR and IFR requirements.

By LeRoy Cook

started on the two-place Yankee, the

firm then known as American Avia-
tion Corp. introduced the AA-5 Traveler, a
stretched, four-place airplane which relied
heavily on the Yankee's technology. Actu-
ally, a larger, more sophisticated four-place
machine called “Patriot” was built and test
flown, but it would not have been as com-
petitive in both cost and performance as an
enlarged two-placer, so the Patriot was
shelved, and the Traveler appeared as a
1972 model.

FOUR YEARS AFTER production

The Traveler was powered by a 150-hp
Lycoming, with 7 feet more wingspan, 3
feet more length, added dorsal and ventral
fins and 700 pounds more gross weight than
the two-place airplane. It retained the
tubular-sprung, free-castering nosewheel
and sliding canopy, with the rear seats
enclosed by the fixed portion of the aft
fuselage. The tubular wing spar was not
used to hold fuel in the thirstier Traveler;
instead, the surrounding inboard wing bays
were sealed to contain 38 gallons. Bonding
continued to predominate in the Traveler’s
construction, of course.

In 1975, a hot new four-placer joined the
Traveler, the AA-5B Tiger. Much more

The AA-5 Traveler was a stretched, 150-hp Yankee
but was refined into the Tiger and Cheetah models.

. e

than a 180-hp version of the Traveler, the
Tiger benefitted from an aerodynamic
clean-up and empennage redesign, cour-
tesy of Roy Lopresti, which placed it in
direct competition with light retractables,
cruising at more than 130 knots. The extra
30 horsepower also allowed a 200-pound
gross weight increase, most of which went
into payload so it could be flown as a rea-
sonable four-placer rather than as a 2+2
ship.

By 1976, the Traveler had been given the
Tiger's full clean-up treatment (most of it
already had appeared on the 1975 Traveler),
so it was renamed the Cheetah;cruise-
speed was up by 5.2 knots on the same 150-

Photos: LeRoy ook
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Performance and Specifications,
Grumman American Singles

SPECIFICATIONS 1973 AA-1B Tr-2 1979 AA-5B Tiger

Price, new, FAF factory, standardequipment . .. . ... ...t $13,250 $37.000

Price, used, average equipmentandcondition. . . . ... ...l 8,000 25,000

External Dimensions

Wingspan . ... . .. 24.46 ft 3151t

Wingarea . . . - 3 99 sq. ft. 140 5q. ft.

Overall length . . . . 19.24 fr. 22 ft.

Overall height . .. .. . T.6ft. 7.58 ft.

Wheelbase. . .. .. ... 5.33fi. 5.33ft.

Wheel track. . . . . 8.25 fi. 8.25 ft.

Weights and Loadings:

Gross weight . . . . . 1560 Tb. 2400 Ib. normal, 2050 utility

Empty weight, standard 966 1b. 1398 1b.

Useful load, standard 594 Ib. 1002 Ib.

Empty weight, equipped as flown . . . . . . .. - 1059 1b. 1482 Ib.

Usefulload, equippedasflown. . . ... oL cio L 501 Ib. 918 Ib.

Fclcapacityiasables © cnelo 4 Sanilife i 24/22 gal. 52.6/51 gal.

Power loading . . . . 14.4 1b./hp. 13.3 Ib/hp

Wing loading . . . . . 15.51b./sq. ft. 171 1b./sq. ft.

Baggage capacity 100 1b. 120 Ib.

e e e T e O e R U S S R g e ! 2 4

Power Units: Lycoming 0-235-C2C LycomingG-360-A4K
108 hp at 2600 rpm 180 hp at 2700 rpm
TBO, 2000 hours TBO, 2000 hours.

Propellers: McCauley fixed pitch, McCauley fixed-pitch,
71-in. diameter 75-in. diameter

Performance:

Maximum speed, sealevel | iy i DU sl i s 125 kt. 148 kt.
Maximum cruise speed, 8000 ft. 75% power . ... ... ...l i 116 kt. 139 k.
Normal cruise speed, 8000 ft. 65% power 104 kt. 129 kt.
Range at75% power. . . . . 403 n.m. 554 n.m.*
Range at 65 % power. . 425 n.m. 572n.m.*
Stall speed, flapsup . . 54 kt. 56 kt.
Stall speed. flaps down 52kt 53 kt.
Rateof climb,sealevel . . ... ... o oion .ol 660 fpm 850 fpm
Serviceceiling . . .. ... 5 11,500 fi. 13,800 ft.
Takeoff distance over 50-ft. obstacle : 1590 ft. 1550 ft.
Takeoff groundroll. . .. ... ... ... 890 ft. 865 ft.
Landing distance over 50-ft. obstacle . . . 1100 1120 ft.
Landing-ground roll - i s e st v 410 ft. 410 fr.
*includes 45-minute reserve
Service Support; Grumman Aerospace Corp.
P.O. Box 2206
Savannah, GA 31402
(912) 964-3000
Comparison of Grumman American Singles
Model ~ Name Years Built Engine Horsepower Gross Weight Cruise speed, 75% Price, used
AA-1 Yankee 1969-71 Lycoming 0-235-C2C/108 hp 1500 Ib. 116 kt. $7000-57500
AA-1A  Trainer/Tr2 1971-72 Lycoming 0-235-C2C/108 hp 1500 1b. 116 kt. $7500
AA-1B  Trainer/Tr2 1973-76 Lycoming 0-235-C2C/108 hp 1560 b, 116 k. $8000-59000
AA-1C  T-Cat/Lynx 1977-78 Lycoming 0-235-L2C/115hp 1600 Ib. 117 kt. $9750-$10,750
AA-S Traveler 1972-75 Lycoming 0-320-E2G/150 hp - 22001b. 122 kt. $12,000-514,000
AA-5A  Cheetah 1976-79 Lycoming 0-320-E2G/150 hp 2200 Ib. 127kt.* $14,500-817,500
AA-5B  Tiger 1975-79 Lycoming 0-360-A4K/180 hp 2400 1b. 139 kt. $17,500-$25,000

*1975 Traveler shared Cheetah’s speed increase

SEPTEMBER 1984
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continued

Bede’s original manual lever to be used.
The flaps and ailerons are operated. by
torque tubes rather than cables —a holdover
from Bedes plans for folding the wings. In
accordance with a 1976 service letter, a
single rivet has been added to the rear
corner of each control surface to prevent
possible delamination. An extensive wing-
root fillet smooths airflow disruption
around the fuselage juncture, so that part of
the wingwalk is sloped outward by the fair-
ing. There are no boarding steps on the two-
place Grummans, but the agility needed to
reach the wingwalk is no greater than that
required to climb over the cockpit side .
Small ground-adjustable trim tabs are
mounted on the ailerons and rudder, while
the right-hand elevator has an anti-servo
trim tab. Bede’s original plans called for a
small ventral fin, which was dropped from
airplanes constructed by American
Aviation.

The wing was changed to a more flat-
bottomed airfoil in 1971. This new shape

was supposed to soften the stall charac-
teristics and make the airplane more docile.
Because the Yankee approached 9-13 knots
faster than a Cessna 150, the airplane had
gained an early reputation as a hot machine.
While the new wing may not have brought
major aerodynamic changes, it might have
been a smart marketing move. A stall strip
is midspan on each wings leading edge.

1t’s possible to stand on the
ground and clean off the
windshield or inspect the
top of the tail of the Tr2.

The wingtips plastic housings hide the
position lights to lessen drag, with
glareshields inboard to prevent backscatter.
N7358L had a sledrunner antenna on the
vertical fins leading edge—a reminder of
the ELT that once was mounted under an
inspection cover at the base of the fin. Dur-
ing the great lithium battery scare it was

retired for an inexpensive, troublefree EBC
portable unit located on the baggage com-
partment wall.

With the outside tour completed, owner
Frederick and I mounted the wingwalks,
rolled back the canopy and flipped up the
seat cushions with a toe to step over the side
onto the tubular carry through structure.
Once we moved our feet forward into the
footwells, the seat dropped back down and
we were in. Taxiing with canopy open pre-
serves the “dawn patrol” image, and a can-
opy half open is approved for flight below
113 knots if you can stand the din. Shoulder
harnesses attached to the aft bulkhead came
with the Tr2.

The area behind the seats is placarded for
100 pounds of baggage, but it must be used
with discretion. Frederick's airplane
weighed 1059 pounds empty, so with full
fuel and oil, only 358 pounds remained for
cabin payload —two 179-pound people sans
baggage. It doesn't pay to overequip your
Grumman two-placer with a lot of heavy l
options.

The cockpit is 40 inches wide, divided by
a console that carries the control rods and '
cables. The solid floorboards also serve as |

AA-5 TRAVELER

continued

hp engine. Both the Tiger and Cheetah
remained in production until 1979, even
after American Jet Industries purchased
Grumman's general aviation airplanes, pri-
marily to acquire the Gulfstream business-
jet line. Although its efforts to sell off the
light airplanes have not borne fruit,
Gulfstream Aerospace still supports the
Grumman singles with parts as needed.

All of the four-place Grummans share
flying characteristics distinctly different
from the two-place airplanes. Although the
numerous detail improvements make the
later AA-5s more desirable, they all float in
for a landing with power off at slow
approach speeds and handle with predict-
able docility as compared with the short-
winged AA-1 series. More family cruisers
than sports models, the four-placers pos-
sess attractive utility as used airplanes.

We found one of the last of the four-place
Grummans produced, a Tiger built in
November, 1979, doing yeoman service on
the line at Tig-Aire Aviation in Booneville,
Missouri. N4540N had 821 hours on the
tachometer when we stopped in to visit,
mostly acquired in rental and instrument
training. Dave Bradley, Tig-Aire’s good-
natured president, just tossed us the keys
and said “Go have fun.”

Equipped with a 79-vintage King Silver
Crown radios (dual KX 170B navcoms, KR
85 ADE KT 76A transponder, KMA 20
audio panel), plus a Century 1IB single-axis
autopilot, N4540N had an empty weight of
1482 pounds; with 51 gallons of fuel and

eight quarts of oil, we had room for 587
pounds of cabin payload, so our four people
would have to average less than 150 pounds
each. So much for the Tiger’s ability to
carry foursouls; at 2200 pounds max gross,
the Traveler and Cheetah were even more
limited. However, 51 gallons actually are
not needed for most flights, particularly
because the Cheetah’s standard tanks only
held 37 gallons; most Cheetah buyers went
for the big tanks, however. Filling the tanks
to the bottom of the filler necks limits fuel
load to 38 gallons, raising our payload
capacity to 675 pounds, just about four
standard persons.

The 1976 models
incorporated oleo shock
absorbers on the nosegear
and the canopies were
more effectively sealed.

As one of the final production run,
N4540N embodied all that Grumman had
learned in eight years of building AA-Ss,
both external aerodynamic cleanups and
internal comfort touches. The speed modi-
fications of the Tiger and Cheetah, like the
square-cheeked cowling with a sloped
frontal area and the faired maingear legs,
were absent on the Traveler before 1975. In
addition, the original sported a ventral fin
and its tail feathers were merely a Yankee
tail with constant-chord extensions added.

The Tiger and Cheetah eliminated the
underslung fin, and the stabilizer’s plan-
form was recontoured to eliminate the
square tips. i

The year of the Cheetah, 1976, was a
good year for Tiger improvements as well;
oleo shock absorbers were added to the
nosegear’s spring to soften its rebound, the !
canopy was sealed more effectively with
double rubber strips at the windshield
frame and an aft seal was added above the
rear seats. The windshield, a mere 1/8-inch
thick in the first Travelers, also was chang-
ed to 1/4-inch thickness in 1976.

The Tiger's bonded wing only has a few
lap seams showing thanks to the bonding
used throughout. The aileron balance
weights disappear inside the wingtips for
streamlining when controls are neutralized;
holes in the underside of the ailerons serve
to drain any moisture which might seep in.
A set of strobes on our test airplane were
faired neatly inside the clear position light
housings on each wingtip. Two stall strips
are on each wing, larger ones outboard plus
smaller ones inboard.

The no-maintenance landing gear uses a
flat slab of fiberglass for each maingear
strut, faired in black rubber, while the 90°
castering nosewheel is mounted on the
standard Grumman tubular spring. Fuel
tank drains are supplemented by drains in
the upper maingear fairing, near the wing-
root, the low point in each wing’s system.
No gascolator drain is provided.

The engine is accessible, without tools;
pop-out latches allow each side of the cowl-
ing to be hinged up and propped open so a
fast peek for cleanliness and security can be
made. For windy days, a small oil check

34 PRIVATE PILOT



AAX SCAN PAGE 17

the belly skins. It also mounts the trim
wheel, microphone holder, flap switch and
indicator, ashtray and fuel selector. The
unlighted fuel gauge tubes are on the side-
walls under our outboard knees, with atten-
tion-getting red floats, which were added
by an AD back in 1978. Earlier, the fuel
level alone was used. N7358L's panel
sported a Narco Com 10A transceiver, an
AT-150A transponder and a Nav 11 VOR
receiver. Outlets on the lower panel looked
like standard automotive air-conditioner
ducts, a vast improvement over the early
Yankee's canopy vents. Overhead, a dark-
tinted sunscreen was installed to combat
greenhouse buildup. But it still allows scan-
ning for bogies—a vital accessory for sum-
mertime Grumman flying.

Starting requires a shot or two of prime,
as the Lycoming’s carburetor does not have
an accelerator pump. Rather than twisting a
key, a push-button is used to engage the

Taxiing calls for operational brakes
and a toe-steering technique due to the
responsive, castering nosewheel.

R

door is located in the right side of the
hinged cowl so the entire panel doesn't have
to be raised. A single landing light is
located under a clear lens in the nosebowl.

A baggage door on the left side of the
fuselage was added in 1974, allowing sim-
ple access to the 120-pound baggage com-
partment. In case you have to carry more
than the aft compartment will hold, or if
your tent blows away at Oshkosh, you can
take advantage of the four-place Grum-
man’s station-wagon interior; just remove
the rear seatback cushions, fold the scat-
back forward and you have an 8-foot flat
floor.

Our test ships stabilizer had abrasion
boots fitted to the leading edges, a worth-
while addition. Static ports on the aft
fuselage were yoked to avoid slip/skid
error. The rudder carried a ground-adjust-
able trim tab, as did both ailerons.
N4540N’s remote ELT resides in a crash-
worthy spot inside the aft tailcone, above
the stabilizer carrythrough. We found the
wingwalks to be a trifle narrrow, even with
the easier access offered by the boarding
steps added to the Traveler in 1973.

While the canopy can be stubborn if its
rollers are not kept lubricated, Dave’s ship
opened up with one hand and we stepped

over the side into the cockpit. The rear seats
are no more difficult to reach than the front
ones, as long as access to the floorboards is
opened up by running the front seats for-
ward. A console between the front seats
contains trim wheel, flap switch and indica-
tor, and the fuel selector and gauges. On the
right side of the panel are found the fuses
and a small glove box. The compass is on
the windshield frame, moved up from the
panel, where it was located in the Traveler.
A dome light is above the rear seats, on the
fixed portion of the ceiling. The radio
speaker was hidden in the panel some-
where, so there was no wiring attached to

AIRFRAME KIT COMPLETE

Introducing the FP-505

makers of the FP-101 and FP-202 “‘Koala'".

with RoTAX 277 ENGINE  ONLY
SEND *5°° FOR INFO PACK

The affordable ultralight that flies like an airplane — from the

52,798.

FISHER FLYING PRODUCTS, INC.

ROTAX 277
28 HP ENGINE.

COMPLETE WITH:
Rotax Geared 2.58:1 Reduction
Tuned Exhaust, Muffler and Carb

ony $998.

Ri. 2, Box 282 P
South Webster, OH 45682
(614) 778-3185

Circle Na. 119 On Reader Service Card
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SUPER STOL PERFORMANCE gﬁpMMANS
AFFORDABLE = FUN = TWO-PLACE
the PNID FLYER for the licensed pilot starter. Check the brakes for effectiveness
R e e "« Side by side, with dual cantrols as soon as the airplane is off the chocks;
= e "SRy * Wings fold for towing (with no controls to disconnect) they are vital for taxiing and one brake will
ZE_ N3 e < Airframe. complelanyir-uweload not suffice for the task. The castering
i ® = Kit includes everything 1o complete a fiyable aircraft! i
e nosewheel responds to the slightest tap, so
R e TAILDRAGGER « TRI-GEAR + PONTOONS « SKIS use a toe-steering technique. Unless strong
" S Take-off roll i . [
COMPLETE KIT - $8495 e | e Tty
Ponloans wiretractable water rudde ' —t > .
& iggng - 52495 ; ey iz (FeeNOSA Taxiing is not the problem
G d 80 mph POWERED .
INFORMATION PACKET - $6.00 Rt b - most new Grumﬁmnpzlots
P LIGHT AERO INC cosocism70ers - cose.omo .- expect . . . as long as your
PH_(208) 938-0221 5
brakes are working.
SOHHE LL HIPERLIGHT cmssgi.mfis a.;'e en;g;mtere:li. the airp!apc’s
“New Generation’’ Ultralight : natural tricycle stability tends tocarry itina
2 9 * Cruise 60 mph on 1.2 gph straight line once you tell it where to go.
* Empty weight 243 pounds Brakes seem to last as long on the Grumman
* Gross weight 500 pounds singles as on other conventionally steered
* Welded 4130 cabin section airplanes. -
* 10-minute field set-up time At runway end the canopy is snugged
shut. The engine run is at 1800 rpm for

mags, carburetor heat and suction checks.

For a complete information B?]l:d[ pump guils ;n for mk;oﬂ: triEn i‘s;
ackage send $10 to: 10| into neutra » flaps are cl ecked “up
gorre?[ Aircraft Co. Lid. and the fullest tank is selected because there
16525 Tilley Rd., S., PP9
Tenino, WA 98589 —

Phone: (206) 264-2866

AA-5 TRAVELER

continued

the canopy. The canopy latches easily with
a one-two, fore-and-aft movement of the |
overhead candle; it can be left open on the )
ground for ventilation and can even be
cracked open inflight up to nine inches or
50.

(,r Big vent outlets on the panel are fed by

Here’s a fun and funky airplane clock for your desk or mantle that's a sure conversation NACA ramp inlets on the forward fuselage

starter. It's battery-powered quartz movement in a polished cast-aluminum, twin-engine i i1 ar seats.

setting. Also available in polished cast brass, e }vhh;]z;jg;\:lﬁi fo‘:glt'lst ssl;palzs‘ymﬂ;i:up when
in’ i 1l il - lished . . e ey ey

Flyay Time Clock, 349.30; brass, 598, rolled forward, increasing visibility for

(Add 3850 for postage and handling. VISA and MasterCard accested: phone orders okay. Calif. res. plesse add

6% sales tax) short pilots. For starting, we primed a cou-
le of short strokes and flicked on the mags,
SKYBUYS P.O. Box 4111C, San Clemente, CA 92672  714/498-5454 gous{ pumpbaﬂd master switch, pushing ﬁle

r [ . % by ini eed-
SPOrtYs pilot Shop— | | oo e et

Supplying pilots worldwide for over 20 years vigorous throttle-pumping helped get the

with same day shipping. Send for your free fire gomg.

catalog today and join the thousands of satis- Taxiing is not the problem most new

fied pilots who depend on Sporty's. Grumman pilots expect . . . as long as the
e e e e wind is light and your brakes are working.

(= Sporty’s Pilot Shop 2l The fully-articulated nosewheel allows one

Clermont Airport « Batavia, OH 45103
(513) 732-2411

I to pirouette on a mainwheel like a tailwheel

| pilot, though at some abuse to pavement )
| and tire. We performed our runup at 1800

| rpm and flipped on the boost pump; no flaps
|

|

Address are used for takeoff. Best angle of climb is
pe " T quoted as 70 knots, with 90 given as Vy. §

c — I The tach has a yellow caution range to be
FREE 72 Page Catalog State 7ip avoided between 1850 and 2250 rpm, a
\ e ST S E S = region usually encountered only in descent.
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is no both-on position. Transponder and
flashing beacon go on, a traffic check on
final glance is made up through the fishbowl
canopy and we're off.

Rudder effectiveness allows for ignoring
the brakes soon after the roll begins, as long
as the wind is down the runway. Then, just
in for the protracted takeoff run. All of the
little Grummans require 1000 feet or more
to get airborne, particularly those with a
cruise propeller that limits rpm to 2200 or
50, We lifted off at 61-65 knots, about 1500
feet down the strip, and climbed out at 750
fpm using the Vy of 89 knots. Vx comes at
75 knots.

Leveled-out at 3000 feet, we set up 2500
rpm, which is about all that’s possible at full
throttle, to see 106 knots on 77% power.
This equates to 114 knots true airspeed —not
bad, traveling on 6 gph. An EGT is
installed to improve efficiency. Back to
2450 rpm, where it normally cruises,
NF358L lost 4 knots, truing 111 knots on 5.7
gph. When power was reduced to a still-
smooth 2300 rpm (about 63%) we indi-
cated 96 knots fora TAS of 103 knots on 5.2
gph. Any way you run it, the Ti2 delivers
good miles-per-gallon performance,
although the fuel tankage is a bit skimpy.

Visibility is outstanding in every direc-
tion except down and straight back. The
ailerons are delightfully quick, just begging
for a chance to roll. But Jim Bede's aero-

batic claims were never to come true, and
one reason for this is the AA-I% stall/spin
characteristics. They're quirky enough that
NASA used a Yankee for spin testing (with
a 'chute for recovery). So, with lots of
altitude and a firm intention to stomp any
developing spin back into its place, we

The Tr2’s stubby, 25-foot wingspan
earned the ship a reputation for
lethargic takeoffs and hot landings.

slowed to 56 knots, flaps up, where the stall
horn came on, and a sudden break occurred
at 53 knots. The flaps delayed the warning
and stall by 2-3 knots, but once more the

fast breaking stall arrived with little warn-
ing. Frederick respects the Grumman's rep-
utation for having a mean streak when low
and slow, and he keeps his approach speed a
little high as a result.

We found 78 knots to be a comfortable
approach pace, with 70 over the fence and a
nose-high touchdown at 61. It is important
not to touch down nosewheel first, as the
Grumman’s spring strut will rebound to
induce a self-destructing porpoise —best
cured by an immediate go-around. Prop-
erly landed, 1500 feet suffices for a runway.
The flap switch must be released with care
to prevent it from snapping forward
through the neutral position into retract.

The little Grumman's strong suit is its fast
cruise speed and sporty looks and handling.
Its weaknesses are its lethargic takeofT, due
to the low aspect-ratio of the short wings
(three or four extra feet of wingspan would
help) and its uncertain future, although
Gulfstream Aerospace is still supplying
parts and intends to support the line until it
sells it. A few more gallons of usable fuel
also would be helpful, along with the
payload allowance to use it.

Perhaps someone will take on the Grum-
man light airplanes someday soon, and will
cure its shortcomings and finish the two-
seater’s development. As a used plane, it
asks only a little respect for its quick stall,
and a love for its sportplane feel. T

We were taking off at a gross weight of only
2000 pounds, so we expected spritely
performance.

Into position, we lined up before opening
the throttle so the engine could take the
castering nosewheel where we wanted to
go. In a 20-knot headwind, the rudder was
effective immediately and we were off in
600 feet, climbing out at 950 fpm with the
cruise-pitched prop limiting us to 2300
rpm. Climb visibility is good, evenat VY,
and as we leveled off at 7500 feet we found
the cruise attitude opened things up even
more. Climb was still 800 fpm as we
reached 7500 feet MSL. Maybe I was pre-

An aerodynamic clean-up and a Roy
Lopresti redesigned empennage give
Tigers near-retractable performance.

pared for the worst, but I thought the noise
level wasn't too bad.

We couldn’t get the engine to wind up o
2700 rpm for 75% power at altitude, as
specified in the cruise tables, but we proba-
bly wouldn't ask that from our engine any-
way. The best we could achieve was 2600
rpm, about 69 % power, where we saw 122
knots IAS, for a true air speed of 136 knots.
At2550 rpm, 64 % power, we lost only two
mph, truing 133 knots on a book fuel burn
of 9.6 gph. At a leisurely 2400 rpm, 55%
power, we indicated 110 knots, for true of
122 knots on 8.6 gph.

During maneuvers, we found the aile-
rons to be pleasantly responsive, but the
elevators heavy, so much so that we relied
on the trim tab for most pitch changes at
cruise speed. Still, steep turns and lazy
eights were a pleasure. The Tiger is

licensed in the utility category at gross
weights below 2050 pounds, but spins are
not approved. Slow flight at 60 knots was
on the verge of a stall warning horn and a
full stall occurred at 54 knots. With flaps
down, the horn and stall came four knots
slower; we couldn't induce a bad response
in either configuration, flying at our for-
ward CG condition.

Blasting along in turbulence at 4000 feet
back to the field, we finally got the power
up to 76% at 2600 rpm, indicating 127
knots for a true of 134 knots. The engine
seemed happiest in the 2400-2500 rpm
range, however. On approach, we found 70
knots power-off worked well; 65 was a bit
too slow unless power was retained to
cushion the flare. Our rollout in the stiff
breeze was only about 700 feet.

A more sedate, solid airplane than their
two-place sisterships, the four-place Grum-
mans deserved a better fate than they got.
Perhaps the polished, established Sky-
hawks and Cherokees had broader market
appeal, and maybe the various ownerships
scared off buyers, or it could be hard times
were the chief cause of the Grumman line’s
demise —we can't say. As shortcomings, I
suppose some would cite the short payload
and lack of widespread dealer organization.
For strengths, you have only to look at the
miles-per-gallon figures. The AA-5 series
is only available as used aircraft, at least for
now, but if you need fast, uncomplicated
transportation, they are worth looking into.

Ny
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iger
Tale

The family of Grumman cats was
disinherited, but many are now
finding happy homes with pilots
who can appreciate their special
features and favorable price.
Here's case in point.
By Keith Connes

s an aviation writer, I get to borrow all
-‘ s kinds of planes. But there is one prob-
lem: I always have to give them back.
It was early in 1984 that I began to think
seriously about buying a plane of my own.
You might think that a person who has been
privileged to fly nearly every piston-engine
plane that’s been produced since World War
II wouldn’t have a problem selecting his own
aircraft. Wrong. I wasn’t at all certain of what
I wanted.
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TIGER TALE

Gfumman American
AA-5B Tiger

SPECIFICATIONS
Engine make/model:

Lycoming 0-360-A 4K

Horsepower @ rpm @ altitude:
180 @ 2700 @SL

Horsepower for takeoff: 180
TBO hours: 2000
Fuel type: 100/100LL

Propeller type: McCauley fixed pitch

Landing gear type: Tricycle fixed

Gross weight (ibs): 2400

Max landing weight (lbs): 2400

Empty weight (std) (Ibs): 1294

Equipped weight (as tested) (Ibs): 1470

Useful load (std) (Ibs): 1106

| Useful load (equipped) (Ibs): 930
Equipped payload (full std fuel)

. (Ibs): 624 : -
Fuel capacity (std) (gals): 52.6
Usable fuel (std) (gals): 51
QOil capacity (gts): 8
Wingspan (ft): 31.5
Overall length (ft) : 22 .

Height (f1): 8
Wing area (sq ft): 140
Wing loading (lbs/sq ft): 17.1
Power loading (Ibs'hp): 13.3
Wheel size: mains 6.00 x 6,
nose 5.00 x 5
Seating capacity: 4
~ Cabin doors: canopy
Cabin length(in}: 85
Cabin width (in): 40
Cabin height (in): 45
Baggage capacity (lbs): 120

PERFORMANCE
Max level speed (kts): 147
| Turbulent air penetration speed
(kts): 113
Cruise speed (kts):
Altitude Best Power

75% power: 8,000 139

65% power: 10,000 131

55% power: 12,000 122
' Max range (reserve) (nmj:

75% power: 8,500 552

65% power: 11,500 578

55% power: 12,000 592

Fuel consumption (gph):

75% power: 10.8
65% power: 9.7
55% power: 8.5

Estimated endurance (65% power)
{hrs): 4.5

Stall speed (flaps up) (kts): 56
Stall speed (flaps down) (kts): 53
Best rate of climb (fpm): 850
Service ceiling (ft): 13,800
Takeoff ground roll (ft): 865
Takeoff over 50-ft (ft): 1550
Landing ground roll (ft): 410
Landing over 50-ft (ft): 1120

In many of my articles on aircraft and
equipment, [ have stressed the wisdom
of basing one’s choice largely on the
kind of flying one intends to do, and
can afford to do. [ expected to fly mostly
short trips, with an occasional long one,
and wanted [FR capability. My budget
dictated that the plane be fairly inex-
pensive to buy and maintain. That
pointed inexorably to a well-cared-for,
used single.

At first [ considered a Cherokee 140.
I anticipated that most of the time only
my partner Anne and I would be aboard,
and the little Cherokee is one of the most
versatile planesin its modest price class.
But after considering the likelihood of at
least a few cross-country flights, I upped
the ante to something faster and began
looking at some of the older Arrows.
There were some tempting buys out
there, but I kept on looking.

I'd once found great pleasure in fly-
ing an F33A, so I decided to flirt with
some venerable Bonanzas—the newer
ones being well beyond my budget. But
as I leafed through the logbooks and
talked to the owners, all I could see
were dollar signs for maintenance.

Then I thought about the Grumman
Americans. [ didn’t have much time in
them, but they had always been fun to
fly, the visibility they offered was out-
standing (sightseeing is a big part of fly-
ing for me, and so is safety) and I liked
the canopy. The major question in my
mind was the availability of parts and
knowledgeable service for a product

line that had been out of production for
five years.

I contacted a man named Ken Black-
man of the American Yankee Associa-
tion, a club devoted to all the models in
the G/A line. After some conversation,
Blackman—who makes his living by
modifying Grummans—invited me to
speak at their annual convention in
Delavan, Wis. [ agreed and, during my
visit, got to fly all manner of Grummans,
including Blackman’s 150-hp Yankee.

Early into my one-day visit at Delavan,
I began to think about one of the spright-
ly two-place Grummans. Why not a
Cheetah, I thought? But every Cheetah
owner | talked to expressed a desire for
the extra oomph and useful load of a
Tiger. [ asked Blackman to give me a hol-
ler if he came across a clean Tiger.

A few days later, Blackman called to
tell me about my plane. It was a 1976
Tiger, eight years old, with only 290
hours total time. Two men had bought
it new from Blackman when he was a
Grumman American dealer, and
neither owner ever got beyond the stu-
dent pilot stage. The plane had been
hangared all that time and was excep-
tionally clean.  bought it over the phone
—something [ had never done before.

I've owned N74863 for nearly 15
months now and have put 150 hours on
it, and the plane has lived up to my ex-
pectations in every way.

In my view, the Tiger is very different
in appearance from its heftier-looking
counterparts produced in Wichita, Vero

Aircraft Comparison Chart

Grumman

American  Piper = Cessna Beech
Aircraft make/model: Tiger Archer Cutlass = Sundowner
Gross weight (lbs): 2400 2550 2550 2450
Standard useful load (lbs): 1106 1145 1072 950
Cruise 75% (kts): 139 129 124 123
Stall (kts): ~ 53 49 48 51
Max range 75% (nm): 552 600 620 533
Fuel 65% (gph): 97 9 8.8 8.8
Best climb rate (fpm): 850 735 680 792
Service ceiling (ft): 13,800 13,650 17,000 12,600
Takeoff 50 ft (ft): 1550 1625 1690 1955
Landing 50 ft (ft): 1120 1390 1335 1484
Power loading (Ibs/hp): 13.3 14.2 14.2 13.6
Wing loading (Ibs/sq.ft.): 17.1 15.0 14.7 16.8
‘Engine horsepower: 180 180 180 180
Propeller type: Fixed Fixed Fixed Fixed
Landing gear type: Fixed Fixed Fixed Fixed
Usable fuel (gals): 51 48 50/62 57.2
Seating capacity: 4 4 4 4
*With optionial fuel tanks
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The rear seat cushions can be removed and the seat back folded down to provide a large

- 4 l
5 s ‘ §

area for hauling bulky items or even sleeping in the plane

Beach and even Kerrville. The plane has
a boxy-yet-sleek look you'd expect to
find in a good experimental or foreign
design, where simplicity of construction
and performance efficiency head the list
of priorities.

Construction of the plane is quite dif-
ferent from that of its competitors. The
Tiger's fuselage is made up primarily of
aluminum honeycomb sandwiched in
sheet aluminum. This drastically re-
duces the number of drag-producing
rivets. Furthermore, the wings are
bonded and totally rivet-free.

The wings are supported by a tubular
spar, which doubles as the fuel tank in
the two-place Grumman Americans.
The Tiger has two conventional fuel
tanks with a total capacity of 52.6 gal-
lons, of which 51 are usable, There are
also two sump tanks—one in each wing
root fairing—resulting in four rather in-
convenient drain locations for fuel con-
tamination inspection.

The upper portion of the cowling un-
latches at two points on each side for
easy inspection of the engine. How-
ever, the latching mechanism is a little
tricky, and more than once I have found
itimproperly secured after maintenance.

The main landing gear struts are
made of laminated fiberglass. The nose-
wheel is not connected to the rudder
pedals, but instead casters freely 90
degrees to either side of center. This
saves parts and weight (the entire plane
has a relatively low parts count and is
lighter than others in its class) and
makes for unusual ground maneuver-
ability. In fact, you can turn the plane
180 degrees in the same spot, simply by
walking the wingtip around. Backing
up is another story; that takes practice.
Also, a little extra technique is needed
when taxiing, taking off and landing in
a crosswind.

The control surfaces are conventional
and are operated by a combination of
torque tubes and cables. The flaps are
electrically actuated.

As T mentioned befare, I like the slid-
ing canopy. Entry is easier than crouch-
ing through the customary low-wing
door, and the canopy can be left open
for plenty of ventilation while taxiing.
It can also be opened partway in flight,
at speeds up to 113 knots.

The canopy arrangement has some
disadvantages, however: Opening it for
entry or egress in the rain results in a
wet interior. Also, the canopy lock
tends to leak. And the rails must be
kept clean and lubricated, or the canopy
will stick.

The Tiger has a nice arrangement for
carrying bulky cargo. The rear seat cush-
ions can be removed and the seat back
folded down to provide a flat deck. I'm
told you can camp outiniit, butlhaven’t
tried that. | do sometimes carry two
“bumble bikes'’ (motorized folding bicy-
cles), but find that they are loaded more
easily with therear seats upright. There
is a rather small outside baggage door.

The airplane has a couple of recurring
ADs (Airworthiness Directives). One
requires that the ailerons be removed
and inspected every 100 hours. Another
necessitates the removal and inspection
of the McCauley propeller every 200
hours, although a factory service bulle-
tin recommends this procedure every
100 hours. Also, there is a cautionary
yellow arc on the tach between 1850
and 2250 rpms, and prolonged opera-
tion within that range is to be avoided.

The propeller situation can be taken
care of via an STC (Supplemental Type
Certificate) that involves installation of
a Sensenich prop and a new spinner.
This wipes out both the inspection AD
and the yellow arc.

Another mod that alters parts of the
engine baffling to reposition the oil
cooler and thus improves engine cool-
ing. In addition to these mods, [ in-
stalled a full-flow oil filter kit from Wag-
Aero, which has resulted in an exten-
sion of oil changes from 25 to 50 hours.

Since taking possession of the plane,

1 have stuffed the panel—which was
very sparse—with all manner of avion-
ics and instrumentation. (See accompa-
nying box for details.)

The Aircraft Comparison Chart pits
the Tiger against the other 180-hp planes
with fixed-gear and fixed-pitch props.
Interestingly, of the four models shown,
only the Piper Archer is still being pro-
duced. (A new competitor, the Aero-
spatiale Tobago, is in process of U.S.
certification. See the January issue of
PLANE & PILOT.)

The Tiger handily outperforms all of
its competition in all major parameters,
with the exception of the Cutlass’ high-
er service ceiling. In fact, the Tiger will
keep pace with the normally-aspirated
Arrow, a plane that has the advantages
of retractable gear, a constant-speed
prop and 20 more horses.

1 usually fly my plane about 300
pounds under gross. At its best rate-of-
climb speed of 90 knots, I'll get about
1200 fpm at sea level. T use a cruise
climb speed of 105 knots, resulting in
an average r/c of 800 fpm. Unless I'm
in a hurry, I cruise at about 68-percent
power and get a true airspeed of ap-
proximately 133 knots, burning a little
under 10 gph block-to-block.

(Cont’d on page 61)

" The Face Of The Tiger
When [ purchased N74863, it
was equipped with'a King KX 170

navcom and KT76A transponder
and a Century I autopilot. I have
since added the following:
* Narco Mark 12D navcom
® Narco 841 ADF !
o II Morrow 614P, Loran
‘s Terra Tri Nav C electronic CDI
e Sigma-Tek HSI
* S-tec 2-axis autopilot with
altitude pre-select
e Sigtronics SPA 400 intercom
and headsets. <
+» Insight Graphic Engine Monitor
* Electronics International carbu-
retor and outside air temp gauge
» Huntington Lift Reserve indicator
They are all working beautiful-
ly, and I plan to report on these
very useful accessories in the
future. Note: Sharp-eyed readers
will observe two other pieces of
equipment in the photo of my
panel. One is a TKM MX-170 nav-
com, on loan for evaluation and
temporarily replacing the KX 170
(see the January PLANE &
PILOT). The other is a Shadin
Miniflo fuel computer; its trans-
ducer is not installed, pending an
STC for the Tiger.
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TIGER TALE

{(Cont'd from page 43)

As with most four-
place singles, the bag-
gage door is small,
However, baggage can
be loaded from inside

75% CRUISE SPEED (kts)
MMAN AMBRICAN TIGER

=
=
S

130 140 150
S,

630
STANDARD USEFUL LOAD (lbs)
IRICAN TIGER
1
1
CESSNA CUTLASS
BEECH UNDOW‘I\'ER
|
|
900 1000 1100 1200 1300

BEST RATE OF CLIMB (fpm)
T

GRUMMAN AMERICAN TIGER

650 700 750 800 850
b =

Since most of my flying is local, with
occasional trips of 500 to 1000 miles, this
performance suits me fine. 1 would
have to pay a lot more to get another
20- to 30-knot cruise, and it just wouldn't
be worth it. I would like to have more
range, especially for extra margins in
IFR weather, but the occasional added
fuel stop is no big deal.

Ilove the way the Tiger handles. Air-
borne, the control feel is light and the
plane is extremely responsive. It han-
dles well in the slow flight regimes, but
does not want to come down. Deploy-
ing flaps causes a pronounced pitch-up,
but it takes a while for the plane to get
the message that it’s time to land. Ap-
proaches are made at 65 to 70 knots.
Straight-ahead stalls are very gentle
with the flaps down; with the flaps up,
there is a sharper break, but nothing
scary. Spins are prohibited, as are other
aerobatic maneuvers.

My home base airport is known as
“‘the crosswind capitol of the West,”” and
it's no novelty to see the sock standing
straight out at a neatright angle to the ac-
tive, but the Tiger is quite controllable
despite its castering nosewheel.

The visibility is superb. Some of this,
alas, is at the expense of panel space;
the panel is certainly adequate for IFR
equipment, but has presented some
problems for this gadget-crazed author.

The cabin is snug, and two large peo-
ple sitting side-by-side might feel
cramped, but Anne and I are of moder-
ate size and feel quite comfortable. The
seating is not luxurious, but I am not
fatigued even after long trips.

The noise level in the Tiger is about
average for a plane of this type; I
measured it at 90 db/A. However,
""average”’ is still too high for comfort
and preservation of hearing, so we use
headsets and an intercom.

The plane was manufactured from
1975 to 1979. In 1977, a so-called ''Quiet

By Popular Demand
Our New Model,

E-1

s198

One Channel EGT
21" or 3%”
1° Resolution
All Units
FAA Approved

EC-1

5295

EGT/CHT

ANALYZER SYSTEMS AVAILABLE

CHOSEN FOR THE VOYAGER PROJECT

Our LCD Digital Display offers some
unigue operatingfeaturesthatarea
MUST for today’s pilot.

® 25 times more accurate than other

gauges on the market.

® Easy to read and interpret changes.

@ Detects the slightest engine problem.
® Makes leaning fast and accurate.
Learn more about your engine than ever -
before. Buy the latest in technology. Buy

the best.
ELECTRONICS

INTERNATIONAL, inc.
9 NE Elam Young PRy

G200
Hilisboro, Oregon 97124
(503) 640-9797 /

16 on Reader Service Card

Write in

Y

o otorWay

AIRCRAFT INC

ar! Find out more! Order our
r “TH EXPERIENCE"
ict &

s, pricing details an
affordable helicopter!

rd
Information Packet toda
[ B B BN N N B N B N |

Credit card customers, to order package Call Nowl
1S, 1-800-824-7888, operator 168

Alaska and Hawali, 1-B00-824-7919, operator 169

Chargeto MC, Visa, Am Ex  Exp. Dale

#

=

&

YEeesmssEn

(Video tape
overseas)
____ACTION PACKED VIDEO TAPE  §49.85
Specity VHS Beta
____information Package Only $12.00
{Overseas orders add $10.00 postage)
Video Tape and Infa Packet $59.85
Arizona residents add 6% sales tax
NAREZE e T S, 1 3]
BUS. OCCUP
ADDRESS e e T
Lo p e e T PRI T e o [ ST R

ROTORWAY AIRCRAFT, INC.
7411 W. Galveston. Dept. 6PLP2, Chandler, AZ 85224

‘CEsEEEEEEEn
FEBRUARY 1986 61

%
&
&



AAX SCAN PAGE 56

—
COMM

TEST

ve-1D

UPDATE YOUR NAVICOMM fo the latest digital technology
without high installation cost. The MX-300 is a slide-in
replacement for the ARC 300 series NAV/COMM. See your
dealer for details.

Michel Avionics Products mfg. by TKM, Inc.
14811 N. 73rd Street, Scottsdale, AZ 85260
(602) 948-2620  (602) 991-5351

Write in No. 21 on Reader Service Card
TAILDMGEER @ TRIGEAR ® PONTOONS ® WHEEL PENETRATION SKIS @ BUSH GEAR

W
LARGER CABIN LENGTH
IMPROVED DRIVE SYSTEM
MANY NEW FEATURES AND OPTIONS
TAKE OFF ROLL 75'  STALL 25 MPH  CRUISE 80 MPH

R ON APPROVED KIT LIST
c® \46 850 Lbs. Gross Waight
,"2.? 0

20 “C"' Averuga Build Weight 380 Ibs.
(s}
oERF

* Side by side. with dual controls
« Wings fold far towing

(with no controls lo disconnect)
* Airframe completely jig-welded
* Kil includes everything to

complete a fiyable aircraft! \%
COMPLETE KIT - $8495
Pontoans wiretractable water rudder
& rigging - 52485

INFORMATION PACKET - $6.00
LIEHTAERQ |N: P.O. Box 728 DEPT, PP-2 GALDWELL, IDAHD 83606

STALLS SLOWER @ CRUISES FASTER

Useful Load 490 Ibs.

DEALER INOUIRIES

(208) 454-2600

AEROBATICS

® For Fun

® For Excitement
* For Competition
* For Pilot Proficiency

THERE'S NO OTHER SPORT THAT
EVEN COMES CLOSE

For free information on competition aerobatics and
a list of aerobatic schools in the United States write:

International Aerobatic Club ~ Oshkosh, WI 54903-2591

TIGER TALE

62 PLANE & PILOT

N ine Li‘}éé
Of The Cat

he Tiger traces its lmeage to
Jim Bede, a man who thrilled
some and disappointed many
with his interesting designs
and partly-fulfilled schemes.

His first plane was the two-place
BD-1. It was innovative for its time,
using a considerable amount of
bonding instead of the riveted skin
that was the standard of the in-
dustry. The concept was good, but
Bede’s ability to produce wasn't,
and he was ousted by his stock-
holders. The new management
changed the company name from
Bede Aircraft to American Aviation,
and in 1969 produced the AA-1 Yankee.

The little plane, with its laminar
flow wing, turned out to be too hot
in training situations, so the wing
‘was modified and the Yankee was
renamed Trainer. Later versions
were dubbed the Tr2, Lynx and T-
Cat. Each had the Lycoming 0-235,
with horsepower ranging from 108
to 115,

. The four-place 150-hp Traveler
made its debut in 1972, American
Aviation was then bought by Grum-
man, and its name was changed to
Grumman American. The man hired
as chief engineer was Roy Lopresti,
who later became chief engineer and
president of Mooney and is now -
chief engineer at Beech. s .

Lopresti developed the design of
the Tiger, which was basically a
cleaned-up Trave}er with a 180-hp
engine.

His changes were alsD incorpor-
ated into the Traveler, which then
became the Cheetah. Thus, the
Cheetah and the Tiger have similar
airframes. However, in addition to
having 30 more horses than the
Cheetah, the Tiger has a beefed-up

, belly section, resulting in a .
200-pound higher gross weight, of
which 157 pounds is translated into
additional useful load.

A final bit of history: Grumman
American was ““thrown in’’ as part
of the purchase of the Gulfstream
line by a company that became
known as Gulfstream Aerospace.
The purchaser, Allen Paulsen, had
no interest in small aircraft, and the
plug was pulled on the piston-

engine planes in 1979.
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Please’” package—consisting of extra
soundproofing and thicker Plexiglas—
was installed at the factory, and corro-
sion-proofing became standard. Also,
the tubular nosegear strut got a shock
absorber. The ‘78 model was given a re-
designed interior with more comforta-
ble seating, plus a separate hydraulic
parking brake system and an improved
over-voltage protection circuit, For ‘79,
the simple twist-type fuel caps were re-

The original McCauley
prop has an AD that re-
quires its removal and
inspection every 200
hours. However, there is
an STC for a Sensenich
prop that does away
with the AD.

placed by those of “flip-top”” design—
not a real improvement, since the lat-
ter are less rainproof,

For my money (literally, this time),
the Tiger is an excellent choice for some-
one who wants a used airplane whose
performance is close to some of the
retractables, but whose purchase and
operating costs reflect its fixed-gear,
fixed-pitch-prop design. There is the
matter of spare parts for an airframe

that is no longer being manufactured
but—knock aluminum—I have not been
faced with that problem to date. I have
heard that parts from Gulfstream
Aerospace (recently bought by Chrys-
ler) can be outrageous, but other ven-
dors are competing on some items, and
there are always the aviation wreckers.

According to the Directory of Aircraft
Prices, retail prices run from $18,250 for
a '75 Tiger to $24,000 for a ‘79 model.
A recent issue of Trade-A-Plane listed 15
Tigers at asking prices that ranged from
$15,900 to $24,950, with the majority of
them below $20,000.

If you are interested in a Tiger or
other Grumman American model, you
should consider joining the American
Yankee Association. Membership is $20
a year plus a $5 initiation fee. The ad-
dress: P.O. Box 3052, Everett, Wash.
98203. Ken Blackman (who is editor of
the AYA newsletter) is a goldmine of in-
formation. He can be contacted at Air
Mods N.W., P.O. Box 8, Snohomish,
Wash. 98290, (206) 691-7634. Air Mods
offers a number of modifications for the
Grumman Americans, as does Amero-
mod: Building C-64, Paine Field,
Everett, Wash. 98204, (206) 353-3559,
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HOW TO FLY FOR ALMOST FREE!! TAKE THE OV_\_I_NE__HS_H_I_P PL_L}NG:_E!!
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My Favorite Airplane

An Owner’s Look at the Grumman American Tiger

viation writers are lucky folks. In
A the course of doing pilot reports,

year in and year out, we get to fly
all manner of aircraft, from Champs to
Citations. And the price is right. But
despite the unending opportunities to fly
other people’s airplanes for free, some of
us are also full dues-paying members of
the society of aircraft owners.

Sure, it’s fun to borrow somebody’s
pride and joy and play with it for awhile,
but darn, you always have to give it back.

Over the course of the 33 years that
I've been flying, [ have taken title to five
airplanes. I received my primary training
(I almost said ““learned to fly,” but you
never stop learning) in a taildragger, and
my first three planes were a Cessna 140,
2170 and a 180. Then [ went retractable
and low wing with a Mooney Super 21.

After a hiatus of some years, I
acquired my present airplane, a 1976
Grumman American Tiger, and I like it
best of all.

The Tiger's forbears (if I may mix
animals) can be traced to the creativity of
Jim Bede, a designer/entrepreneur who
has almost produced a goodly number of
interesting planes.

Although best known as a designer of
homebuilts, Bede initially burst upon the
aviation scene with a prototype (he’s great
at prototypes) of a production model origi-
nally known as the BD-1. This wasa two-
place airplane that was put together
mostly by bonding istead of rivets. But
one aspect of the project was quite rivet-
ing: The airplane was supposed to sell for
$2500. This was cheap even in the 1960s.
In fact, it was not only cheap, it was totally
unrealistic.

No doubt about it, Jim had a promis-
ing future. He was always promising
something in the future. After awhile, his
disgruntled stockholders ejected Jim, and
the name of the company, located in
Cleveland, was changed from Bede Avi-
ation to American Aviation, and the com-
pany's lawyer, Russell Meyer, was
selected to run it. In 1969, the AAl
Yankee made its debut. Some of Bede's
concepts were abandoned—including
foldable wings—and the price tag of
$9740 acknowledged the realities of pro-
duction, distribution and marketing.

The Yankee had some basic design

38 AERO

By Keith Connes

characteristics that were to be retained in
future models. The metal-to-metal bond-
ing concept was retained, but the metho-
dology was different. Bede had intended
to use a cold-bonding process that would
have made kitbuilt versions possible, but
the new management opted for pressur-
ized jigs and autoclaves. Much of the
fuselage was honeycombed for strength.
The tubular main spar was used to hold
the fuel, 12 gallons per side. (The later
four-place models were given conven-
tional wing tanks.)

Among the unique features were a
sliding canopy and free-castoring nose-
wheel. I'll discuss their advantages and
drawbacks in a bit.

HOT TRAINER

The Yankee had a full laminar flow
wing, which caused some control prob-
lems when it was used as an ab initio
trainer. The two-placer was modified sev-
eral times and called, variously in its
career, the AA1A and B Trainer and TR-
2, and AAIC Lynx and T-Cat. Horse-
power ranged from 108 to 115.

American Aviation experimented
with a four-place model called the Patriot,
which was built with a side door and a
180-hp engine. The project was eventu-
ally scrapped and the prototype was
donated to a school for A&P mechanics.
Then in 1972, another four-seater, called
the AA5 Traveler, went into production.
It was basically a stretched version of the
two-place models and was powered by a
150-hp Lycoming 0-320-E2G.

The following year, Grumman Corp.
acquired American Aviation, which
became Grumman American. The new
owner brought in as chief engineer a man
who had worked for Grumman Aerospace
on the lunar module project at Cape
Kennedy, but whose chief interest was in
small planes.

His name was LeRoy LoPresti, and
he was put to work on a project with the
unpromising name of Fat Albert. This
was a Traveler that had been mated with
a 235-hp engine and cobbled up to make
room for an eventual installation of retrac-
table gear. LoPresti was unimpressed
with Fat Albert's appearance and perfor-
mance, and he decided to start afresh with
a cleanup of the Traveler.

Here, in Roy LoPresti's own words, is
what he did:

““The fellow who ran the shop for me,
Dick Jarvis, wasa race car fan, and [ used
to drive and design race cars, so we hit it
off real well. Dick and I really put most of
the new Tiger together ourselves. We
spent one evening with a pair of tinsnips
and we cut the turtledeck bigger for
larger windows in the back. We decided
that the horizontal tail on the Traveler,
which was made up of a bunch of
scabbed-on pieces from the Trainer tail,
just didn’t look right. It worked fine, but
it looked funny. So we built a brand-new,
high-aspect-ratio horizontal tail.

“We also changed the dorsal fin,”
LoPresti continued, “We went from a
sheet-metal wraparound piece to a
formed plastic piece that made for a much
better line. The top of the dorsal is parallel
to a water line. Later, when I joined
Mooney, we changed the dorsal fin that
was on the Executive, just like the Tiger.

‘“We put together a cowling that had
some internal ramps that let the air out a
little more smoothly. We put fairings on
the landing gear legs. All of these things
made a difference, and the result was a
175-mph airplane in its experimental
version.

“It is a very nice, straightforward,
simply structured airplane that flies very
efficiently,” he concluded. “And that's
what good airplanes are all about.”

MORE LOPRESTI CLEANUPS

In addition to the changes LoPresti
mentioned, the Tiger wasgiven a 180-hp
Lycoming 0-360-A4K engine. A beefier
belly permitted a 200-pound increase in
gross weight, of which 157 pounds trans-
lated into useful load. The Tiger cruises
17 knots faster than most versions of the
Traveler—139 versus 122.

LoPresti did not remain at Grumman
American to see the Tiger into produc-
tion. He left to become chief engineer at
Mooney Aircraft Corporation, which had

The Tiger, one of the more popular orphans
around, evolved from Jim Bede’s BD-1 design.
It’s the end of the line—unless recen! altempts
to acquire the production rights from Gull-
stream Aeraspace are successful.
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been purchased by Republic Steel. He
later moved from Mooney to Beech Air-
craft Corporation, and has most recently
cut a deal with Piper Aircraft Corporation
to set up an advanced engineering design
group called LoPresti Piper Aircraft
Engineering Company at Vero Beach.
Roy plans to revive and clean up the
single-engine Comanche Turbo 260C and
the Swift.

Actually, most of the LoPresti
cleanups were also applied to the Traveler
in 1975, the year the new Tiger came out.
The following year saw the introduction
of the Traveler’s successor, the Cheetah,
which was given the Tiger tail. The sig-
nificant differences between the Cheetah
and the Tiger are 2200-pound versus
2400-pound gross (the Tiger has a
stronger center spar) and 150 versus 180
hp. The Cheetah has a book cruise of 127
knots—12 knots slower than that of the
Tiger.

In 1977, the Tiger was built with
thicker plexiglass and additional sound-
proofing. The tubular nosegear strut was
redesigned to accommodate a shock
absorber, and corrosion proofing became
standard. Improvements for the '78
model included more comfortable seat-
ing, a separate hydraulic parking brake
system and a more reliable overvoltage
protection circuit. In 1979, the twist-type
fuel caps were replaced by flip-tops,
which are said to be less rainproof.

By that time, the production line had
been moved to Grumman’s corporate air-
craft production facilities in Savannah,
which caused a certain amount of havoc,
but the worst was vet to come. Grumman
sold those facilities to Allen Paulson’s
entity, now called Gulfstream Aerospace.
Paulson was very interested in Gulf-
streams and not at all interested in small
piston-powered aircraft. The last of the
Grumman Americans—which then in-
cluded the twin-engine Cougar—were
produced in 1979.

Efforts were made to sell the Grum-
man American line and there were nib-
bles but no solid takers. However, there
has been continued interest even now,
during this time of depressed general avi-
ation production. At this writing, anum-
ber of domestic and foreign groups are
negotiating to buy the line from Gulf-

With a 180-hp Lycaming 0-360-A4K engine,
the Tiger zips along at 135 knots, burning less
than 10 gph. It's 17 knots faster than the Trav-
eler. There’s room on the panel for almost any-
thing you can cram in.

Aero Mods has one-time STCs to
install a Lycoming 10-360 200-hp
engine with constant-speed propeller
in the Tiger, and to install the Lycom-
ing [0-540 engine, 235 to 260 hp.
(At presstime, the multiple STC was
expected in May,) According to com-
pany president Maynard Croshy, the
200-hp installation will cruise at 144
knots. Cost of the conversion is in the
$16,000 range.

The Sabre Tooth Tiger, as he calls
his 260-hp version, is said to cruise at
156 knots. I flew it briefly and saw 150
knots at 7000 feet, along with very
impressive climb performance. Cost is
in the $20,000 range.

The larger engine conversions
carry a weight penalty.

The company also offers the Sen-
senich prop STC (at presstime, the price
was $1885, not installed, but an increase
was expected) as well as oil-cooler and
air-induction modifications for the Tiger.
It also does engine conversions on the
two-place Grummans.

Air Mods NW has the Sensenich
prop STC available for $1940 (ship-
ping and installation are not included
in the price).

Ken Blackman, a co-owner of the
company, says that Air Mods has done
a one-time STC for the Cheetah fora

Tiger Mods

constant-speed Lycoming 0-360-
F1A6 engine, and plans to eventually
STC the Tiger (he stresses it's not
available now). Because of the cowling
configuration of the Tiger/Cheetah
airframe, a horizontal carburetor is
required, and the 0-360-F1A6, he
says, is the only off-the-shelf engine
that has it. (It’s used on the Cessna
Cutlass RG.)

Blackman is working on approvals
for more Tiger mods: a split nosebowl
and lower cowling for easier main-
tenance (at present, to get at the alter-
nator, you have to remove the prop!);
wingtip landing lights to complement
the existing nosebowl light; a larger oil
cooler mounted on the firewall; Piper
reclining seats as front-seat replace-
ments.

Ken Blackman found my Tiger for
me and is a good source of informa-
tion. He says that it's pretty hard to
improve the Tiger; Roy LoPresti did
his homework well. —Keith Connes

FOR MORE INFORMATION,
contact: Maynard Crosby, Aero Mods,
PO. Box 2361, Everett, WA 98203, tel-
ephone 206/353-3559; Ken Blackman,
Air Mods NW, BO. Box 8, Snohomish,
WA 98290; telephone 206/691-7634.

stream Aerospace, which is now owned
by Chrysler.

The prospective purchaser of any
out-of-production airplane needs to
address the issue of parts availability.
Parts for the Tiger (and the other Grum-
man Americans) are available from vari-
ous suppliers at prices that, with some
horrific exceptions, are reasonable. The
largest nonfactory supplier of new and
used parts is Fletcher Aviation, 7786
Braniff St., Houston, TX 77061; tele-
phone 713/641-2023. Dave Fletcher is
also a good source of maintenance tips on
these aircraft.

THE AD QUESTION

Another item of interest is airworthi-
ness directives, especially those of the
recurrent persuasion. The Tiger has two
recurrent ADs, one of which can be side-
stepped. The McCauley propeller must
be removed and inspected for cracks
every 200 hours. What’s more, harmonics
from this prop have resulted in a yellow

arc on the tach cautioning against pro-
longed operation between 1850 and 2200
rpm. The solution to this annoyance
comes in the form of an STC for a Sen-
senich prop, installation of which elimi-
nates both the inspection AD and the yel-
low arc.

There is no getting around the other
AD, which involves removal and inspec-
tion of the ailerons every 100 hours for
bearing wear. It's a fairly simple opera-
tion.

Let’s get back to the more positive
aspects. Tiger owners can rightfully
expect their airplanes to outpace all other
comparable fixed-gear, four-place, 180-hp
production aircraft. According to book
figures, at 75% power, the Tiger cruises
10 knots faster than the Piper Archer, 12
knots faster than the Aerospatiale
Tobago, 15 knots faster than the Cessna
Cutlass, 16 knots faster than the Beech
Sundowner and 9 to 16 knots faster than
the Cessna Cardinal. Although no match
for most retractables, the Tiger will keep
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The Yankee.Group

If you're interested in buying any
of the Grumman Americans, or have
just bought one, you should join the
American Yankee Association. The
club has more than 1500 members
who own all Grumman American
makes and models. Secretary-Trea-
surer Stewart Wilson said that, since
there are more four-place models
around, naturally, the association has
more owners of A A5s than of the two-
place AAls. There were 113 twin-
| engine Cougars built, and owners are
welcome; 11 currently belong.

The AYA puts out a very informa-
tive bimonthly newsletter, which
generally runs between 16 and 24
pages (no advertising is included).
Some of the members—particularly
those who are commercially involved
in maintenance and mods—know all
there is to know about these airplanes.
Stew Wilson bought a 1975 Tiger
mhen it was new and has flown it for
2200 hours. President Bill Marvel owns
a 1976 Tiger and the two have just
bought an AA1L.

‘The club conducts regional fly-ins
in all parts of the country. runs special
tours for members only and has an
annual national convention. The con-
vention traditionally has been held
near Oshkosh, Wisconsin, but since
the membership is growing steadily,
the decision was made to hold it in dif-
l ferent parts of the country to give more

Bright colors and open-cockpit canopies
| gave the early Yankees from American Avi-
| ation a sporty feeling. They were light on
| the controls and easy to fly, but they were
hotter than the usual primary trainer. This
AA1A was produced in 1971.
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members a chance to attend.

This year, Northampton, Mas-
sachusetts, on the Connecticut River,
will be the site, August 2-4. Wilson
describes Northampton as a quaint
New England town, with an old-
fashioned hotel that will serve as lodg-
ing for the group. Several hundred air-
planes of Yankee extraction are
expected to gather at the airport. Roy
LoPresti and Jim Bede are two of the
important figures in the airplane’s his-
tory who have spoken at previous con-
ventions.

The association is not merely a
vehicle for type camaraderie; when
Bill Marvel became president last
year, he wanted the association to take
adirect, active role in improving the
safety record, in increasing parts avail-
ability and in trying to get the line into
production again. Concerned about
the aircraft’s poor safety reputation,
the group has instituted a volunteer
pilot familiarization program to help
new owners transition into the type.
The aircraft are less forgiving of care-
less flying than other makes, but the
association is doing a first-rate job of
educating new and prospective own-
ers. ““We are not trying to check peo-
ple out, or approve them,” said Marvel,
“but familiarize them with the air-
craft’s unique characteristics.”’

“It's not like flying a Cessna 150,
Wilson said. “Pilots in the association
have an excellent safety record, and we
are trying to tie our familiarization pro-
gram into our insurance program.’
Hull and liability insurance are avail-
able ona group basis through an AYA
associate, but the coverage is not ideal
for everybody. (I buy mine elsewhere.)

Marvel contacted Gulfstream to
let the company know of the group’s
interest in the reintroduction or the
sale of the line. Gulfstream is not inter-
ested in resuming production but did
confirm that there are two potential
purchasers. Marvel has met with the
U. S. group, but said that he cannot
divulge its identity.

Membership dues are $20 a year,
plus a one-time initiation fee of $5.
There is a discount for multiple-year
memberships. —Keith Connes

FOR MORE INFORMATION,
conptact: Stewart Wilson, The American
Yankee Association, PO. Box 11757,
Fresno, CA 93774, telephone 209/
435-3277.

TIGER!continued

pace with the 180-hp Piper Comanche
and will overtake the 180-hp Piper Arrow
and the 200-hp Beech Sierra. (For a com-
parison of other performance areas, see
the accompanying sidebar.)

My Tiger trues out at an average of
135 knots, cruising at approximately 70%
power and burning about 9.5 gph block-
to-block. My performance is helped on
the one hand by the fact that [ usually fly
several hundred pounds below gross, but
conversely, it is hindered because my well-
equipped plane bristles with an inordinate
number of antennas.

With a capacity for 51 gallons of usa-
ble fuel, the Tiger has adequate range. |
like to land with an hour’s worth of fuel in
the bank, so I'll average about 550 n.m.
between pit stops.

One of the ways the Tiger achieves its
performance is by showing a relatively
narrow frontal profile, and this means the
cabin is going to be on the snug side. Its
width, in the passenger compartment, is
40 inches. Interestingly, the Archer looks
a lot heftier, but its cabin is not much
wider, at 41.2 inches. The Tobago, with
the most comfortable cabin in its class,
boasts a width of 50 inches; its perfor-
mance is abetted by a controllable-pitch
propeller, versus the fixed-pitch props of
the competition.

My companion Anne and I are medi-
um-size people (5 feet 5 inches and 5 feet
7 inches, respectively) and we find the
cabin environment quite comfortable. It
is helped by a rather short instrument
panel and lots of plexiglass, which keeps

the cabin from becoming claustrophobic
and, even more important, provides
superb visibility. Tallish folks have
occupied -the back seats and I haven’t
heard any complaints from aft, but then,
that’s one reason why I wear a headset.

A large cargo area can be created by
removing the rear-seat back cushions and
folding the rest of the seat assembly down
to form a flat floor. The entire operation
takes maybe two minutes. However, the
trapezoidal baggage door is somewhat
skimpy: 24 inches wide, 14 inches high at
the forward end and 12 inches high at the
aft end. Bulky baggage must be loaded
from within, over the seat backs.

IT’S A BREEZE

I like the sliding canopy. It allows
easy entry and egress from both sides of
the airplane and lots of ventilation when
taxiing on a hot day. Besides, it’s fun. The
Tiger can be flown with the canopy part-
way open, at speeds of up to 113 knots.
The major downside of a canopy is that in
the rain you get a lot wetter climbing in
and out of an open-roof plane. Also, the
rails need regular cleaning and lubrica-
tion.

The nosewheel castors freely, 90° left
and right. This makes for considerable
agility when maneuvering in and out of
tight parking spaces. The airplane will
want to weathercock when taxiing in a
crosswind—just like a taildragger—so
opposite brake must be judiciously
applied on occasion. That’s not nearly as
tricky as backing the aircraft into a park-
ing slot without a towbar.

The Tiger is a delight to fly. Control
forces are pleasantly light and the air-

Price
Average bised ..ol $25,000-$30,000

Specifications

Wingspan . . G R e B
Wing area s 5 140 sq. fi.
Length .. el
Height .........
Cabin length - .
Cabin width. ...
Cabin height
Landing gear . ...
Tire size, mains
Tire size, nose .
Seats :

Fuel capacity B et ...526 gals.
0il capaoity . S bRy o B qls

Engine

Lycoming 0-360-A4K, four-cylinder, normally aspirat-
ed, rated at 180 hp at 2700 rpm at sea level. Recom-
mended TBO 2000 hours.

Propelier
McCauley two-blade, fixed pitch.

GRUMMAN AMERICAN AA5B TIGER

Weights and Loadings
Gross weight ST T T 2400 Ib.
Empty weight, standard . .. ... ~....12041b.
Empty weight, as flown .......146748 Ib.
Useful load, standard .. ... Sy o106 Th
Useful load, as flown ...... ... 43252 Ib.
Wingloading..... ... A 171 Ib./sq. ft
Power loading . .. .. 133 Ib./sq. ft-
Baggage capacity . .. 1201b.
Performance
Maximum cruise speed . ... L 14T Kt
Maneuvering speed ... ... .. A <
Cruise speed, 75% at8000ft. ... ... 139k
Maximum range, with reserve

75% at BOQO ft. ... s ~....552n.m
Fuel consumption, 75% .. ... .......o..s 108 gph
Serviceceiling .. ... ... ..
Stall speed, clean
Stall speed, flaps . ¢
Bestrateofclimb ... ... ...
Takeoff ground roll 2 v 009 L
Takeoff over 50-ft. ohstacle . ........... 1550 ft.
Landing ground roll .. .. ... e IOt
Landing over 50-ft. obstacle . . .. ... ~h20f
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TIGERIEnmmued

plane is very responsive in the pitch and
roll axes. The control surfaces are moved
by a combination of torque tubes and
cables. The electrically operated flaps are
a bit undersized and not as effective as
those in many other aircraft. An approach
to landing must be made with conscien-
tious attention to detail. Come in over the

fence a mite too hot, and you'll float like *

a bar of Ivory soap.

I've heard some people complain that
the Tiger is not as stable as some aircraft
and must be “flown all the time.”” That is
probably somewhat true of any airplane
with responsive handling characteristics.
1 think that most pilots who like hands-on
flying will enjoy commanding the Tiger.
Those who prefer to be flown by their
airplane will find other models more
suitable.

“To sum up my personal feelings about
the Tiger—and it pretty much echoes
those of other owners I've talked to—the
airplane neatly combines superior perfor-
mance in its class with sporty handling
characteristics and very good visibility.
The plane’s carbureted Lycoming 0-360
engine is among the more reliable power-

ing was an Itermin g [ avi-
ation when the Yankee was designed. Bede
planned on cold bonding, but production
turned on the heat: American Aviation’s ovens
bonded fuselages, stabilizers, wings and
almost all structural joints of the aircraft, at
275°F. Above: an early AAT.

plants, and the fixed-pitch prop (espe-
cially the Sensenich) and down-and-
welded gear should keep maintenance costs
within reason. Actual ownership costs
depend, as always, on the treatment the
plane has had in the past, the treatment
you give it from now on, and the smiles or
sneers of Lady Luck. My annuals, for
example, have been running about $1200
ayear. (As a side note, my Tiger won the
Fixed Gear Production Category trophy
in last year's CAFE 400 fuel efficiency
race, thanks to a combination of the
plane’s inherent efficiency and pilot Rich
Powell’s skills.)

The four-place Traveler expanded the line in
1972, a stretched version of the two-sealer,
with 150 hp. It grew into a faster version, the
Tiger, after the company was acquired by
Grumman Corp.

The market for used Tigers seems to
be pretty strong. When I was shopping for
mine four years ago, asking prices were in
the $20,000 to $25,000 range. A recent
listing of aircraft for sale showed 12
Tigers, with most advertised prices in the
$25,000 to $30,000 range.

If you're shopping, try a Tiger. [

Grumman Piper Aerospatiale Cessna Beech
Tiger Archer Il Tobago Cutlass Sundowner
Cruise 7% (knats) = 139 128 8 R AT 20
83T nlneg 52 48 51
552 600 653 620
E 850 735 790 680
Service ceiling (ft.) 13800 13650 13000 17,000
Takeoff over 50-ft. (ft.) 1550 1657 1630
Landing over 50-t. (ft.) 1120 1394 1335
Gosswelght(b) 2400 _ 585 250
Usefulload (b) 1106 073 1072
Power loading (Ib./ hp) 133 2 141 1.2
Wing loading (Ib./5q. ft.) 174 FETT 17
Engine hp PR iR 180 180
Propellertype .~ - fixed fixed  constantspeed  fixed 7
Landing gear type fixed fixed fixed fixed
Usable fuel {gal) 51 AR 5062
Seating capacity 4 4 45 4
*With optional fuel tanks
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TIGER ROARS AGAIN
CITATION X FASTEST
BUSINESS JET
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THE TIGER
"ROARS AGAIN

After years of hibernation the sporty Tiger
is back in production and is still the fastest,

sportiest airplane in its class.

TEXT AND PHOTOGRAPHY
BY RuUSSELL MUNSON
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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—wellintentioned 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 repeat itselfin 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

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)

(N SN T B O o BT IR T = B~ B T < - ol = R T

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

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

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
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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 172s, 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

64

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 nosewheelirst 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-

AMERICAN GENERAL
AA-5B TIGER

The airplane flown for this report was serial
number 10014. It was equipped as standard
with IFR instrumentation and wheel fairings.
Options include two Bendiz/King KX 155
navcoms, KMA 24 audio panel, KT 76A
transponder, KR 87 ADF with KI 227 indi-
cator, KEA 130A encoding altimeter, 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 io
1,484 pounds, leaving a useful Ioad of 916
pounds. The airplane’s price as flown was
$119,000. Performance figures are taken
Jrom the pilot’s operating handbook and reflect
maxintum takeoff weight and standard day
conditions at sea level.

Standard price .....ccessescieceseesae. §84,250
Engine Lyc 0-360-A4K, 180 hp
TEO.. ereesesensassrnee 2,000 hrs
Sensenich, fixed-pitch,
two-blade, 76-in dia
Seats, 4
Height ..
Wingspan

-2,400 Ibs
-1,400 Ibs
-1,000 Ibs

Bestrate-of-climb airspeed.. e |
Max rate of climb, 850 fpm
Climb gradient... 567 ftynm

Rate of climb at 8,000
Service ceiling ......

Fuel flow at 75% power ... 0.7 gph
Endurance at 75% power. 4.6hrs
Stalling speed, clean...... 56 kts
Stalling speed, flaps down .. 53 ks
Turbulent-air penetration speed....113 kts

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

“Because it's in my blood,” he said.

That's the same reason you and I fly
airplanes. (]
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TRAVELER
PILOT
PINES FOR
TIGER

HERE ARE FEW GROUPS

more enthusiastic about

the phoenixlike rise of

the American General

Tiger than owners of its

previous incarnations.
This could be attributed in part to a
need for a source of spare parts but
more likely to the zealousness of the
following that this sporty airplane has
acquired over the years.

Having spent the last nine years of
my flying life in a 1973 Grumman
American AA-5 Traveler, [ was totally
unprepared for the evolution of my
simple little sportster into the sleek
powerhouse that the Tiger has be-
come. Traveler owners tend to be
happy enough with their agile little
craft to be able to point out its flaws
without embarrassment. (This is what
you might call the basic “Don’t laugh,
it’s paid for” philosophy.) The spindly
little nosewheel strut, the awkward
fasteners for the engine cowling, the in-
effectual flap design and the some-
times leaky gasket on the canopy edge
are minor inconveniences to loyal
owners, but all these problems have
been resolved in the Tiger, and Amer-
ican General has had a big hand in the
improvements.

Even walking around in preflight,
the changes are noticeable. A slick new
engine cowling redesign moved the
landing light to two positions on the
wings, and a carbon-fiber door replaced
the old one. It takes a lot of abuse when
slamming the latches closed after
checking the engine and oil, and won't
dent as before. An additional benefit of
the redesign allows room to work on
the front section of the engine without
having to remove the prop. Plans are in
the works at American General to
create a conversion kit of the new
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cowling and air-induction system de-
sign that could be purchased through
dealers and used to modify the earlier
Grumman American models.

Aside from a few tweaks to the tail
section, the exterior design integrity
remains from the LoPresti versions of
the late 1970s, but inside the cockpit re-
veals a completely different animal.

American General has rearranged
the cockpit panel to make the instru-
ment scan more efficient. It didn’t take
long to adjust to the new arrangement
because it's simple and logical, al-
though I did find myself searching for
the auxiliary fuel pump switch and the
now-electric primer, and the tempera-
ture gauges never seemed to be where
1 was looking. The position of the new
electronic OAT is a significant improve-
ment. In the older models, it sticks up
clumsily through the broad wind-
screen, and last year | had one break a
baseball-size hole through the plastic
due to the rubbing of an ilHitting canvas
cover.

The addition of four-point seat belt
harnesses and plush new seats en-

hances the sense that the whole air-
plane has been upgraded in safety as
well as luxury.

As | taxied off in N621FT, a basic
model destined for the students at
Florida Institute of Technology, I found
the differential braking the same as al-
ways, but a professionallooking power
quadrant has replaced the Traveler’s
push-pull controls. The only curious
placement is the carburetor heat lever,
which is overly large and vies for atten-
tion with the throttle and mixture.

The Tiger has a definite feel of added
power and performance that comes to
life as the nose comes off the runway.
The power difference is exhilarating,
but a new yoke design adds a lot to the
perception of the Tiger being a much

larger airplane. The Traveler has often
been accused of a light, almost delicate
feel, with very sensitive control re-
sponse. The new yoke design added by
American General is thick and substan-
tial and adds significantly to the feel of
sturdy power, Even the control column
has been beefed up.

Stalls and manuevers feel familiar,
but not when you add flaps. The flaps
on a Traveler are only barely effective
compared with the improvements
made on subsequent Cheetahs and Ti-
gers. American General kept the
Tiger's electric flaps but wisely moved
the control switch off the trim console
and onto the front panel, where it
doesn’t get wet when you open the
canopy in the rain. Also, a new stall-
warning horn gives off an almost
pleasant beeping rather than the usual
whine.

Fuel capacity is a good 14 gallons
more than that of the Traveler, with a
comparable increase in useful load.
The cargo area, with the seats folded
down, appears to be about the same
size, but the addition of a baggage door

for loading smaller parcels is a change
that the Traveler missed out on.

Overall, the tweaking done by Amer-
ican General has been all for the good.
They have obviously been listening
carefully to the complaints of owners
and the American Yankee Association,
all of whom have every right to be ex-
cited by the remarkable return of this
splendid airplane.

Unfortunately for my little airplane,
all this unfair comparison illuminates
the fact that airplane design has indeed
made some progress since 1973. And
it also illuminates that dark corner of
my brain which is thinking that just
maybe there’'s hangar space at my
favorite little gravel strip for a cat born
in 1991. NANCY BINK
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The four-place AA5,
which was initially
designed and certi-

ETAH

£
mgsg ﬁﬁ-@ ER fied by American
Aviation, and was

built by Grumman American, Gulfstream American,
and most recently by American General, has an inter-
esting history. The airplane started with Jim Bede, in
the 1960s. Betle had the idea to build a super-low-cost
two-place single. It would be the BD-1, powered by a
remanufactured 65-horse Continental and selling for
$2,500. The price caused a lot of excitement, and in
early 1964 Bede announced that he had appointed 18
dealers and had orders for 843 BD-1s. The airplane
was first shown in 1964 at the Reading Airshow
where it attracted great crowds. Anyone who has
flown a 108-hp AAL, with an airframe directly derived
from the BD-1, will wonder aloud how the airplane
ever flew on 65 horsepower, but that one did indeed
fly to Reading.

Bede didn’t build any production BD-1s, but a
Cleveland company, American Aviation, acquired the
design, redesignated it the AA1 and was producing
the airplanes, named Yankees, by late 1968, Ameri-
can’s home was in a modern plant on Cuyahoga
County Airport, near Cleveland, that was built specif-
ically for the purpose of manufacturing a line of gen-
eral aviation airplanes.

Traveler

By mid-1969 the

up to eight airplanes
aweek. Russ Meyer, long-time chairman of Cessna,
got his start in aircraft manufacturing and selling at
American Aviation, which later was bought by Grum-
man, which later became Gulfstream when Grum-
man sold out. Meyer was president of the company as
the Yankee was coming on line.

The logical follow-on to a two-place is a four-place
and the company’s first effort was the Patriot, dubbed
the AA2, Pictured on the cover of the June 1970 issue
of Flying, it was a much larger airplane than a Yankee
and was powered by a 180-horsepower Lycoming.
While there was a slight family resemblance, it wasn’t
great. The AA2 was an all-new airplane with a huge
cabin. Plans called for the AA2 to be followed by a re-
tractable AA3 and then by a twin, presumably the
AA4. None of that was to be. Instead, the four-place of
fering became the AA5, which was essentially an en-
larged AAL The AA5 was named the Traveler; Fiying
had exclusive first photos of the airplane in the De-
cember 1971 issue. The Traveler met with a degree of
success, and sales averaged about 200 airplanes per
year from 1972 to 1975. This was in a time when Cess-
na was delivering from about 1,000 to 1,500 Skyhawks
a year. In retrospect, that makes the Traveler look
quite good because the dealer organization was mi-
nuscule compared with Cessna’s.

Certainly the Traveler is as different from a Sky-
hawk as a fixed-gear four-seat single can get. Both

TRAVELER | All AASSsS ...
H
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s wide range of prices
e canopy entrance
have 150-hp Lycoming © Mice to fly

engines but the similari- o @fficient

ty ends there. The Trav-

eler is smaller physical- . perky

ly, is low-wing, has a canopy for cabin access, and the
metal is bonded as opposed to riveted. Most re-
porters who visited the American Aviation factory
marveled at how quiet it was—nothing but the sound
of glue drying, or curing in the ovens.

The Traveler has a simple spring landing gear—
not even a nose oleo—and the nosewheel is not steer-
able. The performance of the airplane is about the
same as a Skyhawk’s, though most pilots feel the
Traveler is not as good in and out of short fields.

Enter Roy LoPresti, who was to make his first mark
on production light airplane design in Cleveland.
LoPresti went to work tweaking the Traveler; his
finished product was the 1975 and later Tiger, with
180 horsepower. The same aerodynamic improve-
ments were also made to the 150-hp airplane, and it
was dubbed the Cheetah. These airplanes enabled
Grumman American and later Gulfstream American
to maintain a production rate of about 500 four-place
airplanes a year for several years. When production
ended in 1979, a total of 834 Travelers, 900 Cheetahs
and 1,323 Tigers had been built under the American,
Grumman and Gulfstream names. The Tiger was
resurrected in 1990 by American General, which built
133 Tigers before ceasing production a couple of
years later.

‘When introduced, the Tiger attracted a lot of atten-
tion because it offered the performance of, for exam-
ple, a 180-horsepower Mooney Ranger retractable
with the same engine, though the Tiger has a fixed-
pitch prop and fixed landing gear. Flying once con-
ducted a low-altitude full-throttle race between a new
Tiger and 2 new Mooney Ranger; the Tiger edged the
Ranger ever so slightly. (However, LoPresti went on
to Mooney and saw to it that this advantage didn’t
last, by developing the 201.)

‘The Tiger does offer a nice halance of performance,
economy and even a level of comfort. If you are look-
ing for something to bash about in the boonies, a Sky-

FLYING/JANUARY 1996

Traveler

hawk is no doubt better, but for a simple traveling air-
plane, a Tiger is a good choice, followed by the slower
Cheetah and the even slower Traveler.

‘The metal bonding construction of the airplane has
withstood the test of time well, though there was an
airworthiness directive on ailerons about 15 years ago
that was related to a problem with bonding in that
area. This apparently did not recur.

A pilot flying a Cheetah might get a bit better per-
formance than from a Skyhawk, while a Tiger pilot
can probably flightplan 135 knots at optimum altitude
if willing to let the rpm rev up to 2,650. Fuel flow at
that power setting would be about 10 gallons per
hour, which makes the Tiger a four-hour airplane
with reserves. The airplanes have wonderful visibili-
ty and if they seem diminutive outside, most pilots
find them to be not too small inside. The instrument
panel has plenty of room for everything you need for
IFR flying. The interiors have always been Spartan at
best. The canopy works fine for entry and exit but
when it is raining cats and dogs there’s no way to get
in and out without getting yourself, and the cabin,
wet; maybe that's why they never bothered to give it
afancy interior.

The flying qualities of the AA5 series are good, but
most pilots new to the type grumble about the lack of
a steerable nosewheel. The swiveling nosewheel
works fine once you get used to it, but brake mainte-
nance is important and probably more expensive
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than on a like airplane with a steerable
nosewheel. With differential brakes for
steering it's possible to turn an AA5 on
the ground on the proverbial dime.

One problem pilots have had with the
flying qualities in this series is over-con-
trolling in the landing flare. The elevator
is powerful and sensitive and more than
one pilot has porpoised his way down
the runway in a pilot-induced oscillation
(PIO). If a pilot is into driving airplanes
onto the ground as opposed to landing

them, a porpoise might result—and
prop strikes are not unheard of on AA5s
during botched landings.

Prices today vary—by a lot. In a re-
centissue of Trade-A-Plane, there was a
1992 Tiger with excellent equipment
and 32 hours total time for $139,000,
and another 1992 for $74,900 with no
time or equipment specified. A total of
25 Tigers, Cheetahs and Travelers
were listed for sale in the issue. The
market for the airplanes is said to be
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there will continue to be plenty of pilots who meet the FAA minimum
requirements for commercial ratings, but it is unlikely that enough of
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You can get a license anywhere.

Or, you can start a career at Everything Flyable.
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fair, with aircraft selling in four to five
months, according to Vref, an aircraft
value reference.

Tigers built from 1975 to 1979 have

book values from $37,000 to $44,000,
with asking prices in Trade-A-Flane
somewhat higher. Some Tigers are
quite well equipped, which would ex-
plain a higher price. The 150-hp Chee-
tahs tend to sell for about 10 grand less
than Tigers of like age, which is greater
than the price differential when the air-
planes were new. If you want to get
down into the 825,000 or less range,
Travelers are available.

One neat thing about buying a model
built by Grumman American is that you
can legitimately call it a Grumman on
the radio, and a lot of pilots do. That's
probably good for a momentary ego
boost, but the controller can look at the
groundspeed readout on his radar and
quickly tell which kind of Grumman is
inching across his screen.

To keep terminology straight, an AAS
is a Traveler, an AA5A is a Cheetah, an
AA5B is a Tiger and an AG5B is a Tiger
built in the 1990s by American General.
They are all fun to fly and all give mean-
ing to the term “personal airplane.”
That means you can attach it to your
checkbook on a more or less reason-
able basis.—R.L.C.

Grumman

American AA5B Tiger

The specifications in this box are from a
February 1975 report in Flying on the Grum-
man American singles. Performance figures
are from the manufacturer’s literature and are
based on standard conditions at sea level.

Basic 1975 price
Basic 1975 IFR price .. .$31,479
Used price today, average .$37,000
Lycoming 0-360-A4K, 180 hp

...[Fixed pitch, 73-in dia

.824,137

Maximum takeoff weigh 2,400 Ibs
Empty weight, IFRequipped 1,385 Ibs
Useful load .....

‘Wing loading .
Power loading
Vlaxu'mun usabln fuel

se

Endurance at maximum cruise,
no reserve .

Stalling speed, clean

Stalling speed, flaps down .
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he AA-1 series of fixed-gear two-
seaters was built from 1969 to 1978
by American Aviation and its suc-
cessor companies, Grumman American
and Gulfstream American. Originally
called the Yankee, the planes were market-
ed under a confusing number of names.
including Trainer, TR-2, T-Cat and Lynx.
In 1976, the AA-5 series, the four-place
follow-on to the AA-1, was introduced. It,
100, was marketed under a number of dif-
ferent names: Traveler. Cheetah and Tiger.
Although we’ve described all of these
models and the differences between them
elsewhere in this report, we’ve taken the
liberty of following the popular practice of
referring to all of these aircraft with the
generic term “Yankee.” Where it’s impor-
tant, however. we’ve been specific enough
to avoid confusion.

IN THE BEGINNING

The AA-1 Yankee started life in 1963
as the BD-1. controversial designer Jim
Bede’s take on a simple and affordable
light airplane for “every man.” As he would
do many times during his career, Bede ran
into financial problems before he could get
the BD-1 certificated.

Though Bede was forced out of the pro-
jectin 1966, a lot of people believed in his
design. Russ Meyer, who would eventually
go on to become president of Cessna
Aircraft, formed a company named
American Aviation to complete certifica-
tion and begin producing the Bede design.

The new airplane debuted in 1969 as
the AA-1 Yankee Clipper. Though Bede’s
idea of folding wings and aerobatic capa-
bility were dropped. the AA-1 had some
rather nasty stall characteristics. It had
crisp control response, a high roll rate and
fighter-like handling, but the airfoil pro-
duced an abrupt, sharp stall with a danger-

Although Dana Karlin, an A&P mechanic who runs a
package mailing service, taught his son Jason, an
aerospace engineering student at the University of
California, Irvine, to fly in the Lynx, neither recom-
mend it as a trainer because it is too demanding for
most student pilots.

No matter who built it or what name it goes by,

the AA-1 and AA-5 series Yankees offer fighter-like

performance at an affordable price

< IANDY
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ous wing drop. And because it also built up
induced drag quickly at low speed, it was
an easy plane to get into trouble with.

Redesign of the wing tamed the savage
beast enough to make it more appealing to
the average pilot, and this improved version
of the Yankee — the AA-1A Trainer —
debuted in 1971. Both the Clipper and
Trainer were built that year, but production
of the skittish Clipper was halted in 1972
after a total of 459 examples were built.

The next year, the AA-1B version of
the Trainer was introduced. The only real
difference between it and its predecessor
was an increase of the maximum gross
weight from 1500 to 1560 pounds. In addi-
tion to the basic-mode| Trainer. which was
equipped with a climb prop. American
Aviation also introduced a slicked-up ver-
sion of the AA-1B it called the TR-2. It

22 AIR PROGRESS Affordable Flying

MODEL:

YEAR BUILT:

ENGINE:

LENGTH:
HEIGHT:
WINGSPAN:

GROSS WEIGHT:
EMPTY WEIGHT:
USEFUL LOAD:

FUEL CAPACITY:

MAX. SPEED:
CRUISE SPEED:
STALL SPEED;
RATE OF CLIMB:
TAKEOFF ROLL:
LANDING ROLL:

Clipper
1969-71

Lycoming
0-235-C2C
108 hp

19.25 ft.
6.75 ft.
245 fr.

1500 1b,
1000 Ib
500 1b.

22 gal.

138 mph
124 mph
60 mph
710 fpm
890 ft.
410 fi.

TR-2
1972-76

Lycoming
0-235-C2C
108 hp

19.25 ft.
6.75 ft.
245 ft.

1500 1b.
1000 1b.
500 1b.
22 gal.

138 mph
124 mph
60 mph
710 fpm
890 fr.
410 f.

1977-78

Lycoming
0-235-L2C

115 hp

19.25 ft.
75 ft.
245 fr.

1600 Ib.
1066 Ib.
534 1b.
22 gal.
145 mph
135 mph
60 mph
700 fpm
890 ft.
425 fi.

AA-1C
Lynx
1977-78

Lycoming
0-235-L2C
115 hp

19.25 fr.
75ft.
24.5 ft.

1600 |b.
1066 1b.
534 1b.
22 gal.

145 mph
135 mph
60 mph
700 fpm
890 ft.
425 ft.
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ulfsiream American introduced the 180-hp AA-5B Tiger in 1975 nd built it for four
| years, halting production in 1979. After a 12-year layoff. production was restarted in
1991 by the newly formed American General Aircraft Corp. (AGAC). R
* The base price of the AG-3B Tiger that year was $94,250. with fully equipped m:
coing for about $103,000. The next year, the base price was up (o $1 19,912, with fully
cquipped models selling for $141, 650. In 1993, the base price continued its inevitable
 climb— to $129,800, with fully cquipped models topping out at nearly $150,000.
Crippled by spiraling costs and dwindling sales, AGAC found itself unable to pay its
bills. In April 1994, it filed for Chapter 11 bankruptcy protection. Production of the Tiger at
\ its Greenville, Mississippi, plant was shut down. AGAC owed the city of Greenville some -
$200,000 in back rent on iis plant, located at the Greenville Muni pal Airport, It owed the
county a similar amount in payments on an industrial-development bond; and it had missed
payments on an $800,000 loan from a local bank. Although AGAC had secured a $2.7 mil-
lion renewal of its credit line with a major bank. CEO Robert Crowley opted to file for
[ bankrupicy protection to ensure orderly negotiations with creditors. %

" Andso it remains, with the Tiger production line sitting inactive almost two years 1:_1_1er._.

came with a cruise prop, which gave it a slightly faster cruise than the Trainer.

Production of the 108-hp Trainer and TR-2 continued with very few changes from
1973 to 1976. In 1977, the 115-hp AA-1C was introduced. Called the T-Cat, it featured a
max gross weight increased to 1600 pounds, and a larger horizontal stabilizer to improve
longitudinal stability and spin recovery.

Like the Trainer and TR-2 before it, the T-Cat was marketed as a trainer and came
with a climb prop; its counterpart, the Lynx, was sold as a personal sportplane with a
cruise propeller.

From the very first “hot-wing” Clipper, the Yankee was dogged by an extremely poor
safety record, caused perhaps by marketing it to pilots not quite ready for such a hot air-
plane. For that reason, and because of production start-up problems when the manufactur-
ing plant was moved from Cleveland, Ohio, to Savannah, Georgia, production of the
Yankee (the two-place T-Cat and Lynx, and the four-place Traveler, Cheetah and Tiger)

The 1378 edition of the Grumman American AA-1C Lynx is generally considered the best buy of all the two-
place “Yankees™ on the used-aircraft market., mostly because it was built at the end of the type's production
run and because it was powered by the 115-hp Lycoming 0-235.
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ike the rest of the aircraft we’ve featured in our “Affordable Flying™ section, the
Grumman American series of two- and four-seaters has a very active and dedicat-
ed type club.

As its name implies, the American Yankee Association is an organization for pilots
and owners of all the Yankees — regardless of manufacturer, and including the two-seat
AA-1 Clipper, AA-1A/B and Trainet/TR-2, AA-1C T-Cat and Lynx, and the four-seat
AA-5A Traveler and Cheetah, and AA-5B Tiger.

Membership in the AY A, which boasts some 2000 members, is $37.50 for the first
year and $30 annually thereafter. with multiple-year discounts available. One of the main
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benefits of AYA membership is the bimonthly newsletter

The American Star, which provides valuable operating and maintenance
information.

For more information, contact Stew Wilson at the American Yankee

Association, P.O. Box 1531, Cameron Park, CA 95682; telephone (916) 676-4292.

There are also two Yankee newsletters, both published by the king of aircraft type
newsletters, Dave Neumeister. For information on the Grumman American AA-1 and
AA-5 newsletters, contact Neumeister at 5630 S. Washington Rd., Lansing, MI
48911; telephone (800) 594-4634, (517) 882-8433.

One of the

most appealing gualities of
all the Yankee series is the sliding
bubble canopy, which can be partially
opened in flight. Its crisp, fighter-like
handling was another reason Grumman
American was able to marketitasa
personal fighterplane.

FEBRUARY 1996 25



AAX SCAN PAGE

instrumentation to fly in the smoggy, foggy Los Angeles basin.

Although this 1978 AA-1C Lynx owned by Dana and Jason Karlin of Camarillo, California, is not an ideal IFR aircraft, the

fath.er-and-snn team have added enough IFR

G-200...

For
Unlimited
Excellence -

\‘\‘I

Go for it! The exciting

new Giles 6-200

offers unlimited aerobatic
capability. Complete kits

go together quickly, easily
and with common skills.

A comprehensive construction
manual simplifies it all.
Carbon fiber components
provide ruggedness and strength
for the most demanding
sequences. §-200 does eight
vertical rolls...enough to get
you from the bottom through
the top of the aerobatic box.
Or just fly it for fun. Designed
to compete with the Sukhois,
Extras and CAPs, the 6-200
is less than half the cost yet it
has been competitive in many
contests. Join the elite group
that has chosen to roll their own...
build and fly the G-200!

Gain the competitive edge.

Call now for free information:
(503) 666-2284

FAX (503) 666-2375

or write today to

AkroTech Aviation, Inc.
1260-5C N.W, Perimeter Rd.
Troutdale, OR 97060
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was halted in 1978-79.

The four-place version of the Yankee
was created from a 150-hp, stretched ver-
sion of the AA-1 Yankee. Designated the
AA-5 Traveler, it debuted in 1972 and
remained in production until 1976.

In 1975, Grumman American chief engi-
neer Roy Lopresti (later of Mooney, Beech,
Piper and SwiftFury fame) put a 180-hp
Lycoming O0-360-A4K engine in a Traveler.
enlarged the clevator and cleaned it up aero-
dynamically to create the AA-5B Tiger. The
next year, Grumman American put the
Traveler's smaller, 150-hp engine into a basic
Tiger airframe and called it the Cheetah.

Both aircraft remained in production
for four years, with 800 Cheetahs and 1300
Tigers being built. Production was shut
down in 1979 by Grumman American
CEO Allen Paulson, who killed the compa-
ny’s piston aircraft lines to concentrale on
the more-profitable Gulfstream IT bizjet.

For 12 years, the Yankee sat in limbo
until American General Aircraft Corp.
(AGAC) put the 180-hp AG-5B Tiger back
in production in 1991. By then, the era of
the Tiger seems to have passed, and after
only three years. AGAC filed for bankrupt-
cy in April 1994.

SOMETHING FOR EVERYONE

If you're an aircraft owner to-be, you'd
do well to take a good, hard look at one of

If you want to carry four at a cruise speed of nearly 140 knots, the 180-hp AA-5B Tigers built by Gulfstream American from 1975 to 1379 are a bargain in the

under $50,000 price range.

' EVOLUTION OF |
THE FOUR-SEAT
YANK EES

MODEL: 5

i YEARBUILT:

ENGINE:

170 mph
160 mph
61 mph
0 fpm
865 ft.
410 fi.

58 mph

: 660 fpm
¢ TAKEOFF ROLL: 880 ft.
LANDING ROLI 0 fi.

the Grumman American Yankee series —
there is a model available to suit every bud-
getand flying need.

If you're after a sporty-looking two-

ING

seater for under $15,000, the 108-hp TR-2
Trainer (officially designated the AA-
1A/B) is the one to consider. But don’t
expect it to be as docile-handling a trainer
as its contemporaries, the Cessna 150 and
Cherokee 140. With its low wing, sliding
bubble canopy and side-by-side seats, it
was marketed by Grumman American as a
hot little “personal fighterplane.”

It was a case of truth in advertising, as
its performance and handling proved to be
as hot as its looks. Faster and more respon-
sive than the C-150, it also landed faster,
took off longer and stalled more violently.
Even with a new airfoil, the AA-1B still
proved o be too demanding as an initial
trainer: as a result, it didn't find its way to
all that many flight school and FBO ramps.

The role that it performed well, howev-
er, was that of high-performance upgrade
trainer because, in many ways, it flew like
a high-performance aircraft. Tt has a cruise
speed in the 120-knot range, snappy con-
trols and high-wing loading, all of which
give it a solid, big-airplane feel reminiscent
of complex, high-performance types such
as the Bonanza and Mooney.

If you're looking for a “Yankee” that’s
alittle bigger and faster, and in the under
$25,000 price range. the AA-SA Cheetah,
especially those built early during the first
half of its four-year production run, is the
plane for you.

Smmee &
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The 150-hp, four-seat Cheetah far out-
performs its Cessna and Piper contempo-
raries, thanks in part to its smooth, bonded-
skin airframe. Although it cruises a good

“Production of
the 108-hp
Trainer and
TR-2 continued
with very few
changes from
1973 to 1976”

15-20 knots faster than the C-172, its near-
gross, summertime takeoff and climbout
performance is less than stellar, a weakness
that makes it less popular at higher eleva-
tions out West than it is at lower elevations
back East.

On the other hand, relatively few
Cheetahs were built, and because they
weren’t gobbled up as flight school train-

In 1972 Grumman American introduced the AA-1B Trainer,

which was powered by a 108-hp Lycoming 0-235-

C2C engine. The only real difference between it and its predecessor (the A-model Trainer) was an increase of

the maximum gross weight from 1500 to 1560 pounds.

ers, they tend to have been treated well by
their loyal owners. As a result, most of the
Cheetahs on the market are in above-aver-
age condition and sport plenty of attractive
mods, upgrades and extras.

If you want to move up to the next rung
of the price and performance ladder, the

18C-hp AA-5B Tigers built by Gulfstream
American from 1975 to 1979 are a bargain
in the under $50,000 price range. (The
average price of Tigers built by American
General Aircraft Corp. from 1991 to 1993,
however, was more than twice that of the
last models built by Gulfstream.)

AYRES THRUSH

r“" & 7AC, 7ACA

MAULE M-4, M-5,

M-8, M-7, MX-7
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* 1 Day Installation
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QUALITIES AND QUIRKS

The first surprise the Yankee has for new

pilots is its lack of nosewheel steering.
Because of its free-castoring nosewheel, the
plane is steered on the ground by rudder input
and differential braking, a skill yet to be
developed by most Cessna 150 student pilots.

While the Yankees are loved for their
performance at high airspeeds, it is infa-
mous for its lackluster performance at the
low-speed end of the envelope.

Climb performance is only average
(660-760 fpm), partly because of the shal-
low climb angles required to avoid the
deadly low-speed, induced-drag stall. High
density altitude, temperature and loads also
adversely affect takeoff performance. A
good rule of thumb: Ensure you have plen-
ty of runway and flat terrain ahead of you if
the density altitude gets above 6000 feet.

While pitch-and-roll response are very

AFFORDABLE FLYING

SPECIFICATIONS
Length 22 ft.
Height 8 ft.
Wingspan 31.5ft
Wing area 140 sq. ft.
Landing gear tricycle, fixed
Wheel base 5.33fi.
Wheel track 8.25 ft.
Seats 4
Base price $129,800
WEIGHT AND LOADING
Max. gross weight 2400 Ib.
Empty weight 1311 Ib.
Useful load 1089 1b.
Wing loading 17.11b./sq ft
Power loading 13.3 Ib./hp
Fuel 51 gal.
Engine Lycoming O-360-A4K,
four-cylinder, 180-hp
@ 2700 rpm.
PROPELLER

Sensenich, two-blade, fixed-pitch,
T76-inch-diameter.

LAST OF THE BREED:
1993 GENERAL AMERICAN AG-SE TIGER

Gulfstream American halted production of the
AA-5B Tiger in 1979 in order to concentrate on
bizjets. The design sat in limbo for 12 years, until
American General Aircraft Corp. put the AG-5B
Tiger back in production in 1991...until it filed

for bankruptcy in April 1994,

PERFORMANCE

Maximum speed 148 kt.

Cruise (75% power) 130 kt. tiny. with only a 22-gallon fuel capacity. This
Stall speed (flaps up) okt rather limits its range and useful load

Stall speed (flaps down) 53kt v 4 |
Rate of climb 850 fpm ]
Service ceiling 13.800 fi. SAFETY FIRST ? |
Range (w/reserve) Sehlarot The AA-1 Yankee has a fatal accident
Takeoff run 865 fi. rate nearly five times that of the world’s |4
Landing roll 410 fi. most popular training aircraft, the Cessna

quick, Yankees are not approved for aero-
batic maneuvers — something you have to
bear in mind as the plane’s lightning-quick
roll rate seduces the fighter pilot in you.
Another of the Yankee's shortcomings
are its slow, ineffective flaps. On earlier mod-
els, there is very little (only I mph, in some
cases!) difference between the flaps-up and
flaps-down stall speeds. Because Jim Bede
originally designed the plane to be towed
behind a car, the two-seaters are extremely

30 AIR PROGRESS Affordable Flying

A profile view of the Lynx shows its rather boxy lin was cheap and easy to build, but aerodynamically
inefficient. On the other hand, the bonded airframe, honeycomb-sandwich cabin and aluminum-tube wing
spars make it incredibly strong.

The Karlins’ 1978 AA-1C Lynx is powered by a 115-hp Lycoming 0-235-L2C. It has a top speed of 140 mph,
cruises at 134 mph and stalls at 60 mph.
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Although the AA-1 series Yankees are not stressed
for aerobatics, they have a temptingly high roll rate
and quick control response. Here, Jason Karlin
throws N39058 into a hard right break away from
the camera ship.

150/152 and Piper Tomahawk. According
to NTSB records, it has an unusually high
rate of stall, spin and engine-failure acci-
dents, as well as ground loops and hard and
short landings.

Most of these accidents can be attrib-
uted to the aforementioned handling and
performance quirks, aggravated by low-
time pilots with too few hours in type. Any
experienced Yankee pilot will tell you the
plane is unstable, sinks like a brick, loves
to flat spin — and they love "em!

The flip side of the coin is that the Yan-
kee's bonded (rather than riveted) airframe,

WHAT DOES A
AN EKE

h#
COST?

Ithough production of the Yankee stopped in 1993 with
the AG-5B Tiger, which listed for a rather steep
$129,800. earlier models of the Tiger and its predecessors are
much sought-after because of their snappy handling, 100+ knot
cruise speeds and especially their bargain-basement prices.
As always. the older aircraft represent the best bar-
gains. Examples of the two-seat AA-1 series, built from
1969 to 1978, are available for under $20,000 — under $17,000, in many cases, _W you'll pay

The AA-1 series is renowned for its 100+ knot cruise speeds. It is equally infamous for its lackluster climb
performance, especially when operating with full fuel and passengers from locations with high temperatures

and high-density altitude.

aluminum-honeycomb-sandwich cabin structure, aluminum-tube wing spars and
fiberglass leaf-spring gear legs make it incredibly strong and crashworthy.

KEEPING IT FLYING

For all its quirks in the air, the Yankee is considered a simple

and reliable aircraft by owners and mechanics. The biggest

a little more for an AA-5A Traveler/Cheetah or AA-5B Tiger, it’s a case of getting what you pay
for, because these are the bigger and faster, four-seat cross-country cruisers that everyone wants.
The prices of the Jater-model Tigers, especially those built in the 1990s before American
General went bankrupt, tend to run a bit on the high side. As with any make or model of air-
craft, prices of all models in the Yankee series can range widely, depending on instruments,

avionics, interior, paint job and modifications.

A look through the pages of Trade-A-Plane, the wish book for pilots, will give you an idea of
the current prices of particular year/model Yankees. Here are a few examples from a recent issue:

AA-IC Lynx 1977-78

AA-5A Cheetah  1976-79 $25,000
AA-SB Tiger 1975-79 $50,000
AG-5B Tiger 1991-93  $129.000

1972 TRAVELER. TTA 2807, SMOH 854,
last annual 8/94, Narco navcom, Narco HSL.
KR86 ADF, IFR certified. Micrologic loran,
new spinner bulkheads, auto STC, engine
preheat, PM-2000 intercom. Asking $25,500.

1976 AA-1B TR-2. 1600-TT. September
annual, fresh top, 1 naveom, auto fuel, no
damage, $15,500.

1979 TIGER. 1885-TTSN., NDH, KMA20,
2 KX170Bs, GS, KR85. ADF, KT76/mode-
C, KN64 DME, CIIB AP, strobes, inter-
com, stereo, new windshield & battery.
Annual thru Jun 96. $38.900.

1991 TIGER. 230-TT, full King IFR, DME,
loran, 4-place intercom. Tanis heater, cus-
tom covers, hangared, like new. $85,000.

1978 CHEETAH. 400hrs TTSN. full [FR.
Like new. Asking $42,000.

potential problem is delamination of the bonded skin on the
trailing edges of the ailerons, flaps and tail surfaces on pre-
1976 models. An Airworthiness Directive requiring
installation of anti-peel rivets at those points has pret-

ty much eliminated that problem, however.

Because the Lycoming engines on
Yankees are so tightly cowled. they tend to
run hot, causing an unusually high rate of
cylinder problems. An oil-cooler retrofit
kit seems to be an adequate fix.

Something to bear in mind when shop-
ping for a Yankee is the type’s high acci-
dent rate. Few airplanes still flying have
not had some kind of accident or incident
that required repairs, so check the loghooks
and verify via a thorough airframe inspec-
tion that proper repairs have been made.

Something else to bear in mind is the fact
that production of the AG-5B Tiger was halt-
ed suddenly and unexpectedly in 1994, turn-
ing 1991-1993 Tigers into aerial orphans. The
same thing happened back in 1978-79, 1o0.
Both times, Tiger owners were left with no
factory support and a limited number of
places to buy the expensive, hard-to-find parts
they needed to keep their airplanes flying.
Don’texpect the situation to improve or the
price of parts to come down anytime soon.

Nonetheless, the Tiger has become one
of the most popular and sought-after four-
seaters on the used aircraft market. Part of
the reason is that it was the last, most-mod-
ern and most-affordable small aircraft 1o
remain in production. If you are looking to
buy, now is the time — before the rest of
the world catches Tiger fever.
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AA-5B TIGER

WRITTEN BY NEIL A. MACDOUGALL

ICHAEL DUPUIS, president and CFI of WestPoint Flight Cen-
tre, Springbank and Calgary, Alberta, has many hours in Tigers
and operates the closely related 150-hp Cheetah in his flying school. 1
used to flight plan for an honest 135 knots at 10 U.S. gallons per hour.
There are not too many aircraft that can give such speed for the money.”

Just as enthusiastic is Mervyn Tityk, a Calgary executive who is co-
owner of a handsome 1979 Tiger. “It’s fast and sleek” He loves the per-
formance and the large canopy.

The canopy provides very good visibility and superior air condition-
ing. “Nothing is nicer than sitting in a Tiger, engine running, on a hot
summer day with the canopy back;” Dupuis says. Flying with the canopy
partly open is permitted up to a speed of 112 knots.

Twas less impressed when 1 once had to retrieve my charts duringa
drenching rain. Opening the canopy is impossible without soaking the
front seats. No doubt that’s why few Tigers are seen in rainy Vancouver.

The backs of the rear seats can be folded down flat to make a two-
seater with a very large, flat, metal-floored baggage compartment.
Dupuis once tied down a 0-320 aero engine there and flew it to British
Columbia. “You could sleep two on the floor, so the Tiger is excellent for
aerial camping.” On the other hand, the baggage compartment dooris
chihuahua-sized.

Enthusiasts will recognize the Tiger’s similarity to the two-seat BD-1
homebuilt, designed by that ebullient promoter, Jim Bede. He sold the
design to American Aviation, who produced it as the AA-1 Yankee for
§9,495.

Plane makers, like car makers, need more than one model to survive.
In 1972, American Aviation stretched the Yankee into a 150-hp four-
seater, the somewhat dumpy Model AA-5 Traveller. After Grumman
bought American Aviation, Roy LoPresti, who later became known for
cleaning and speeding up the Mooney line, worked his magic on the
Traveller. The result was the 180-hp AA-5B Tiger, which appeared in
1975. A year later, the nearly identical 150-hp Model AA-5A Cheetah re-
placed the Traveller.

Tigers outsold both Travellers and Cheetahs, although never in large
enough numbers to make Cessna and Piper executives quake. Over
1,320 Tigers were built between 1975 and 1979. By then, Gulfstream had
bought the line, but they quickly decided that making executive jets was
more profitable.

N°. THREE / AQ

Perhaps because the Tiger’s owners were so busy trying to sell the
design, few changes were made from year to year.In 1977, thicker win-
dows and insulation reduced noise levels. Corrosion-proofing and a
shock absorber on the nose gear also nibbled at the useful load. Fortu-
nately, light planes don’t gain a pound a day from modifications, as jet
fighters are said to.

A poor adhesive used on some 1975-76 models caused delamination
of structural members. Problems often showed first on the training
edges of control surfaces. Early prop spinners were prone to cracking.

Certifying a light aircraft is so expensive that it is cheaper to revive
an old type than to design a new one. Like the Ercoupe, Taylorcraft and
countless other planes, the Tiger was revived in 1990 by American Gen-
eral Aviation. It built about 150 AG-5B Tigers before going bankrupt.

Rare on the used market, the AG-5 Tigers had numerous improve-
ments: elimination of the 1,850- to 2,250-rpm caution range on the
tachometer, landing lights on each wing tip in place of the single nose
light, relocated radio speakers, improved canopy seals and soundproof-
ing, better fresh air flow, a glass fibre dorsal fin to reduce wear and a 28-
volt electrical system. The one-piece cowling was redesigned so that the
spinner and prop did not have to be taken off before the cowl was re-
moved. A supplementary type certificate (STC) is available for both this
modification and the prop caution range.

Glenn Hadley of Toronto has installed an STC'd electronic ignition
on his Tiger. He estimates that it reduces fuel consumption by a gallon
an hour.

The Tiger’s bonded (sounds better than “glued”) honeycomb con-
struction, large sliding canopy and non-steerable, castering nose wheel
are distinctive. Not much bigger than many homebuilts, the Tiger re-
tains the light responsive controls that won the Yankee many fans and
challenged students.

The castering nose wheel makes the Tiger as manoeuvrable as a tri-
cycle on the ground. It’s easy to turn within the aircraft’s length. Also,
when the plane is pushed backward on the ground, the nose wheel
moves sideways, unless a tow bar is used.

“When you park a Tiger, you absolutely have to chock it or tie it
down. It will weathercock in an instant,” Dupuis explains.

However, taxiing in strong crosswinds requires continual braking,
with resulting brake wear. Brake condition must be monitored, because
the aircraft can’t be taxied without brakes.

The small flaps reduce stalling speed only 4 mph and are not very ef-
fective. At any speed over the recommended approach of 75 mph, the
aircraft floats annoyingly. Forcing the nose on the ground at speed will
cause crow-hopping and nose gear damage. But the unusual glass-fibre
main landing gear absorbs energy and makes soft landings easy. These
characteristics help give the Tiger personality. Owners revel in the light,
responsive controls and say it’s easy to fly.

The accident statistics tell a different story. An NTSB study covering
1972-76 accidents of all AA-5 variants, including the Traveller and Chee-
tah, concluded they had the worst fatal accident rate of any popular fixed-
gear four- or six-seater. The overall accident rate of 14.99 per 100,000
hours was lower than the Beech 23 Sundowner and relatives (17.58), the

IF YOU WANT A SPEEDY LIGHT PLANE AT THE LOWEST COST, NOTHING CAN MATCH
THE GRUMMAN AMERICAN TIGER. A 180-HP FOUR-SEATER WITH FIXED
GEAR, IT’S ONLY A KNOT SLOWER THAN THE ORIGINAL 130-HP PIPER

ARROW. WITH NO RETRACTABLE GEAR OR CONSTANT-SPEED PROPELLER TO

BOOST COSTS, THE TIGER IS CHEAP TO OPERATE AND CHEAP TO BUY.

21
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same as the Cessna Cardinal (all models) and
much higher than either the Piper PA-28 series,
which includes the Archer (10.49), or the Cessna
172(9.07).

Of the 33 aircraft types studied, the Grum-
man AA-5 series had the highest rate of over-
shoot accidents.

Many owners scoff at such figures. They're
like the besotted cat owners who make excuses
for their pet’s spraying on the drapes. Merv
Tityk is more realistic. “The Tiger is not as for-
giving as a Cessna or Piper,” he says, having
flown all three. “On takeoff, it likes to fly itself
off the runway. You have to be careful not to
pull it off, as you can a Cessna. If you bounce
on landing, you're more likely to go sideways.
You have to be ready with the rudder”

Propeller clearance on the Tiger is only 8%
inches, an inch less than the Mooney M.20],a
type noted for prop damage due to stones. Ina
Tiger, special care is needed while taxiing on
rolling terrain to avoid prop damage. Some
owners avoid turf airstrips. Prop strikes dur-
ing landings are not uncommon, following pi-
lot-induced oscillations.

Insurance rates reflect these experiences.
Malcolm Bryce, president of PSA Insurance
Brokers Ltd., Thornhill, Ontario, estimates
that insuring a Tiger would cost 10% to 15%
more than insuring a similarly priced Archer
or Cardinal.

Few firms know the maintenance costs of
the AA-5 series better than D & R Aviation Inc.
They look after 12 Tigers and relatives from

The Tiger's nosegear with its shopping cart-like
castering wheel contributes to higher-than-av-
erage brake pad wear-a consequence of the
steer-by-brakes system.

their base at Toronto City Centre Airport.“The
Tiger has very low maintenance costs,” says
Randy Butcher, president. “Not that I enjoy
that!” he jokes. “Systems are simple, and the
2,000-hour engine is reliable” (However, some
owners complain of high cylinder-head tem-
peratures due to the tight cowling.) Leaking
fuel from the wet wings is sometimes a prob-
lem, and costs $450 to $500 per tank to fix.

“The biggest problem is the nose gear, but
only if it is not well maintained.” Wheel-bar-
rowing or a nose-gear-first landing can squash
the gear and reduce prop clearance by up to
two inches. After a Cheetah in Calgary had a
prop strike while taxiing, its nose gear was
found to be out-of-limits,

At Calgary’s WestPoint Flight Centre, the
cost of maintaining their Cheetah (which has
a similar airframe to the Tiger) is an astonish-
ing $3 to $4 per hour less than their Cessna
172. However, brake wear, magneto problems,
sticking brakes, balky canopies and nose wheel
shimmy are reported by other operators.“The
extra brake wear is compensated for by lower
maintenance on the nose gear, due to its sim-
ple design,” Dupuis says.

Only 45 AA-5B Tigers are listed in the Can-
adian Civil Aircraft Register. (One of these is
C-GRRR, an appropriate registration fora cat.)
During a recent three-month period, I found
only three advertised in Canadian publica-
tions. “We don’t see a lot of them,” says Anna
Pengrazzi, president, Apex Aircraft Sales Ltd.,
Toronto-Buttonville Airport.“They’re nice and

Fold-down rear seats provide lots of practical space for bulky suitcases or even two adults in sleeping bags. A well-laid-out panel features plunger-
type engine controls. The fuel selector is foolproof with the lever pointing directly at the gauge for the selected tank.
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fast, and have a definite following. But they’re
not as popular as a Cessna or a Piper”

She has a 1976 model for sale now. It has
3,042 hours total time, 1,189 hours since over-
haul, IFR panel, GPS and average paint and in-
terior. It is offered at $54,800.

Pierre Auclair of Aviation Pierre Auclair,
Laval, Quebec, estimates that only 20 Tigers are
in Quebec. He said they are resold infrequently
and command 10% to 20% less than the Ar-
cher and the 180-hp Cardinal.

Perhaps because of their unique flying char-
acteristics, few Tigers have been used by flying
schools. In Alberta, where high airport eleva-
tions encourage flying schools to use four-seat-
ers for ab initio training, the Tiger was ruled out
because it is not spinnable. Therefore, most used
Tigers on the market have been privately owned
and have under 3,000 hours.

Solly Capua, president of Aviation Unlim-
ited at Toronto’s Buttonville airport, said that
Tigers were underpriced for many years. Today,
Tigers with half-time engines go for $40,000 to
$70,000. Tn spite of their superior speed, good
visibility and low maintenance costs, they still
sell for less than a Piper Archer.

Archers are also worth more than the 180-
hp Beech Sundowner, which has a roomy cabin,
but a smaller useful load and slower speed than
a Tiger.

“Pilots like the speed and good visibility.
They’re a good cross-country aircraft, but not
suitable for short fields. Tigers are cheap to
maintain, although they land differently (with
a nose-down attitude) from other aircraft. The
castering nose wheel takes getting used to. Pi-

Modern bonded construction without protrud-
ing rivet heads has given the Tiger a smooth,

clean finish.

N°. THREE / AQ 23
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Below: The Tiger is a real speedster and easily
outpaces a Piper Arrow or Archer. At cruise,
the AA-5B burns 20% less fuel than the Archer

AA-5B TIGER COMPARED

while operating at 60% power. Aircrafttype  Grumman American Beech Cessna Piper
Madel AA-5BTiger €23 Sundowner 1778 Cardinal PA-28-181 Archer I

lots need a good check-out before flying one;” Engine 180-hp 0-360-A4K* 180-hp O-360-A4G* 180-hp O-360A1F6* 180-hp 0-360-AdM*
Capua adds. If the instructor isn’t familiar with Cruising speed 139 knots 115 130 125 I
the Tiger, a new owner may get an inadequate Rate of dlimb 850 ft./min. 792 840 F5 A
briefi ng. Service ceiling 13,800 ft. 12,600 14,600 15000

Capuais selling a 1992 IFR-equipped Amer- Take off over 50 feet 1,550 ft. 1,955 1,400 1,625
ican General Tiger for $99,900. One of the last Useful load 1,040 Ibs. 956 857 1,134 ik
built, it may be the only AG-5B in Canada. A Fuel, stnd./optl. 51US.gals. 57 50/61 48

comparable Archer would sell for $130,000.
North Star Aviation Inc., Toronto City Centre
Airport, isadvertisinga 1978 Tiger with a newly
majored engine for $72,000. A 1977 Archer with
twice as many hours and 1,400 engine hours
since major overhaul is offered at $77,000.

The delamination problems of early Tigers
make a pre-purchase inspection of any Tiger
especially important. Capua says this should in-
clude a careful physical inspection of the inter-
ior, exterior and engine baffles, a compression
check and a review of Airworthiness Directives,

* Lycoming; **Applies only to 1979-81 models.Others have a service ceiling of 13,650 feet.

Remarks: Grumman specialist Dave Fletcher, president of Fletcher Aviation, Inc.in Houston, Texas, said a
typical 1979 Tiger has a useful load of 940 pounds. He thinks higher published figures reflect aircraft
without basics like dual controls and antennas. Some sources quote the Sundowner’s useful load as
1,025 pounds and the cruising speed as 124 knots.

Aircraft manufacturers’ brochures are often printed before flight testing is completed. Later
brochures or news releases often quote performance from preliminary tests, while the pilot’s handbook
will have different figures again.The figures above are from the best available sources, although readers,
especially those with flight manuals, will undoubtedly be able to find different ones.

Transport Canada inspectors have found “Par-
ker pen” ADs-those recorded in logbooks but
never done on the aircraft. Even an imported
Convair was doctored, so physically checking
any prospective purchase for each AD may be
warranted. Total estimated cost: $300 to $500.
Parts for aircraft that are no longer built are
sometimes very elusive. Fletcher Aviation, Inc.

of Houston, Texas, specializes in supporting the
Grumman family and actually produces new
wings, flaps and torque tubes, among other
items. Six Tiger operators said they could usu-
ally find the part they needed, even if they had
to call a salvage firm. However, dorsal fins were
once so rare that one was stolen from a parked
aircraft.

For additional support, contact the Ameri-
can Yankee Association based in California.
Telephone: 916 676-4292.

The Tiger is indeed an efficient aircraft with
character, one that is interesting and different.
Buyers whao like plain vanilla may be happier
with a Cessna. The Tiger is for those who pre-
fer something special, like strawberry swirl. %

AIRCRAFT SERVICING
TECHNIQUE COURSE

If your dream is to work in the aviation sector as
an aircraft servicing technician, full- or part-time,
don’t miss this exciting career opportunity.

Call now for more information!

Your course itinerary includes:
s Airport Safety/First Aid
* Narrow/Wide-body Aircraft
Servicing Techniques
* ULD Handling & Control
* Dangerous Goods/Cargo Services
* Aircraft Heaters & Air Conditioning
e Aircraft APU & GPU
* Aircraft Deicing Procedures
* Lavatory & Water Servicing
* Aircraft Pushback
e Destination Tags « D.A.
* Aeronautical Radio Licence by Industry Canada Examiner

Phone: (905) 673-8385
Fax: (905) 673-8467

2450 Derry Road East, Hangar #9
Box 6, Mississauga, ON L5S 1B2

EVENING COURSE (Mon. to Thu.) starts Janua ry 12, 1998
WEEKEND COURSE (Sat. & Sun) starts January 17, 1998

AVITETLC
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THE LITTLEST FIGHTER
GRUMMAN TIGER

RIGHT-SEAT CHECKOUT
 SHARING THE GOCKPIT

| INCREMENTAL IMPROVEMENTS
‘RavTHeoN BeecH BARON
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around. It's a simple airplane, pow-
ered by a 180-horsepower Lycoming
0-360 driving a fixed-pitch prop. It
drags along fixed tricycle gear and
rides on an easy-to-build constant-
chord wing. Its systems are stone
simple. And yet the airplane is capa-
ble of transporting four adults in an
admirably comfortable cabin at near-
Iy 140 knots true.

LoPresti’s role in the Tiger transfor-
mation is well known among AA-5
boosters. The Tiger traces its roots
back to the AA-1 Yankee, made by
American Aviation in 1969. This two-
place trainer-to-be boasted some
innovative construction methods,
such as glued metal skins and a tubu-
lar main wing spar that doubled as a
fuel tank. With a small, clean wing,
the AA-1 was stunningly fast for the
power—108 hp at first from a
Lycoming O-235—putting in some
117 kt true at optimum altitude. That
early iteration AA-1 was a poor train-
er thanks to its mediocre climb per-
formance and the requirement for
strict airspeed control.

In the early 1970s, American Avia-
tion started work on a much bigger,

A generously
sized cockpit
belies the
Tiger’s compact
form.

more complicated four-seat follow-
on model, but ended up with what
appears to be a scaled-up AA-1. Thus
was born the AA-5 Traveler, with 150
hp on board. Although it seemed a
close derivative of the AA-1, the Trav-
eler had several system and aerody-
namic improvements.

LoPresti came into the picture
when Grumman bought the line in
the early 1970s. Out of his efforts to
improve the AA-5’s performance
grew a pair of significantly speedier
siblings, the 150-hp AA-5A Cheetah
and the AA-5B Tiger. (In fact, the
Tiger debuted in 1975, a year earlier
than the Cheetah.) Although they
shared the wing, fuselage, and basic
construction with the Traveler, the
Grumman-made airplanes employed
extensive aerodynamic improve-
ments. Fairings sprouted everywhere
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on the airframe, particularly notice-
able around the wing root and at the
junction of the belly and main land-
ing gear legs. A revised cowling with
significantly smaller cooling-air
openings completed the picture.
Today, the Tiger is much sought-
after on the used market. Its combi-
: e N nation of speed and simplicity—
Y : ; 120900 : v, along with that comes reduced
3 7 maintenance costs—remains com-
pelling for a lot of pilots. You don't
need to feed a large six-cylinder
engine or manage folding gear and
cowl flaps to have respectable cruise
performance. You don't need the
maintenance headaches or insur-
ance rates that go along with more
complicated airplanes, either. The
spread in cruise speeds between the

124.000

Tiger and a Bonanza amounts to
about a half-hour’s difference on a
500-nm flight.

The first time you climb into a
Tiger you'll notice that it's just differ-
ent. The sliding canopy offers either
easy or difficult access, depending
upon your agility level. Standard
practice is to throw a leg over the
cabin sidewall and flick back the seat
cushion with the toe of your foot.
Step down onto the spar carry-
through with that foot and then drag
the other one inside. If it's raining,
you'll get wet. You'll settle into a cabin
that’s comparatively spacious and
airy. Move the controls and you'll
notice the telltales of pushrod and
torque-tube actuation for the
ailerons; the controls are pleasantly
solid. Kick the rudder and you'll
also be reminded that there's no
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direct nosewheel steering; the brakes
are all you've got.

Taxiing a Tiger is not difficult with
some practice, although with a strong
crosswind blowing you'll want to be
confident of the quality of your brake
maintenance. The Tiger’s rudder is
more effective than that of the small-
er AA-1, so differential braking dur-
ing the takeoff roll is almost unneces-
sary. Once up and flying, the Tiger
delights. Tt’s got light and smooth
control forces, reasonably well bal-
anced among the axes. Come over
from a Cessna 172 or a Piper Warrior
and you'll be pleasantly surprised,
particularly with the control author-
ity in roll.

Tigers induce few nosebleeds in
the climb, with 750 fpm typical at
mid weights. Maintaining the proper
airspeed is a must to eke the hest
climb performance, though; stick to
90 kt or you'll sacrifice quite a lot.

A0PAPILOT» 100 « nay 1989

Attention to
aerodynamic
detail makes

the Tiger
So swift.

This rather fast best-rate climb speed
points to the small wing; at just 140
square feet, it's smaller than a Sky-
hawk’s by some 30 square feet. The
Tiger is much less forgiving of poor
pilot technique than is the aforemen-
tioned Skyhawk or Warrior.

Push the nose over at cruise alti-
tude and be prepared to wave so long
to simple Cessnas and Pipers, On the
same horsepower, the Tiger is nearly
20 kt faster than a Piper Archer and

can even hold its own against the
retractable-gear Arrow. What's more,
with 51 gallons of usable fuel, the
Tiger has decent legs; figure on about
9.5 gph in cruise for a reasonable 4.3
hours’ endurance. You'll need to
push the little Lycoming to fairly high
revs at altitude to get best perfor-
mance, resulting in a fairly noisy
cabin; all that glass contributes also
to a cockpit that requires use of
headsets.

Thanks to the Tiger's slightly higher
wing loading—it’s a couple of
pounds per square inch greater than
your typical Cessna or Piper—it han-
dles turbulence well for a 2,400-
pound max-gross airplane. Its sharp
control reflexes also help keep it on
an even keel in choppy air.

Although the Tiger and its AA-
series siblings are overrepresented in
landing accidents, there’s really noth-
ing difficult about getting an AA-5 on
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the ground. Adherence to the proper
approach speed is important—72 kt
should do it—because the flaps aren’t
as effective as, say, a Cessna Sky-
hawk’s, so you have less variable drag
to help you salvage a high, fast
approach. And given that the Tiger’s
nosewheel steering comes just from
brakes and rudder, you'll have to
practice the rudder-pedal/toe-brake
dance to perfect the transition from
steering with the tail to steering with
the brakes.

True to its simple self, the Tiger has
| few critical prepurchase inspection
| areas. Bond-line separation on
| the control surfaces—except the

ailerons—is an ever-diminishing
issue but still demands attention.
The Tiger makes extensive use of
bonded aluminum, and time has
shown that the trailing edges of the
flaps, rudder, and elevators are the
places most likely to experience a
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SPECIAL FORCES 1000 '
FOR RUGGED ;’LDT USE “ E w

* SWISS 27 Jewel

12 hr Elapsed Time
Quartz Movement

* X-Large 42mm size
* W/R to 1000 Ft

* Solid Black Stainless
Steel case & Band

* Tachymetre

* Double Tempered
Hardened Mineral
Crystal Lens

= Split Sec - Lap

& 1/10th Sec

Chrone Timing

= 30 Day Money

Back Guarantee

= 5 Yr Warranty

= Same Day

" Shipping

$800
Value
Now
only
5399

+ $9.95 S/H/I

Credit Card Orders Call
800-544-4365

Or Send Check or Money Order to: CHASE-DURER Ask for operator 884
70 No. Canon Dr. #1402-884

Beverly Hills, CA 90210 www.Chase-Durercom Call for a dealer near you.

WRITE IN NO. 298 ON READER SERVICE CARD

Weekend Ground Schools
and CFl Refresher Clinics

Aviation Seminars

25 years of excellence

Private, Commercial, Instrument, CFII, CF| Refresher (eaa approved)

Test and instant results in most cities
Small class size with personal attention

FAA certified professional ground instructors
100% Guaranteed! Call today 71-800-257-9444

AK Anchorage May B3
Anchorage May 22.23*

AL Birmingham Jun 1213
Bitmingnam Jul 17-18*"

AR Littie Rock Jul 10-11

AZ Phoenix May 15-16

oenix Jun 19-20

Phoenix May 28-30°

CA Anaheim Jun 56
Bakersfield Jun 18.20*
Ontaric Jul 10-11
Ontario Jun 26-27*
Sacramento May 1.2
Sacramento Jun 26-27
Sacramento May 29-30**
San Diego Jun 1213

€O Denver Jun 18-20

DC Washington May 89
Washington Jul 17-18%

FLFt Lauderdale May 1.2
Ft Lauderdale Jul 10-11
Ft Lauderdale May 26-30** Lansing May 20-30™
Orlando Jun 56 MH Minneagolis Jun 18-20
Orlando Jun 18-20** MO Kansas City Jun 19-20
Pensacola May 29-30 St Louls Jul 17-18

MA Boston Jun 26-27"*
MD Baltimore Jun 26-27
ME Fortiand May 1-2
MI Detroit May 15-16

nd Rapids Jun 26-27

OH Columbus May 1516
Columbus Jul 10-11

OR Portland May 15-18

PA Allentown Jul 17-18
King of Prussia Jun 1213
Phiadelphia May 2830
Pitisburgh May 22.23

SC Columbia Jul 17-18=

TH Memphis May 8-
Memphis Jun 18-20

Tampa May 2223 NC Charlotts Jun 56

GA Atlanta Jun 1920 Raleigh May 22:23
Atlanta Jun 26277 Raleigh Jul 10-11

1A Des Maines Jun 26-27 NJ Somenville May 2223

IL Chicago O-Hare Jul 10-11 NM Albuquergue Mey 25-30
Chicago O-Hare May 23-30"  Albuguerque Jul 17-18"*
Chicago O-Hare Jun 26-27"  NY Albany Jun 56

IN Indianapokis Jun 56 Albany Jul 17-18%*
Indianapolis Jun 18.20% ‘White Plains Jun 26-27

KS Wichita May 28-30 OH Cincinnatl Jun 2627
Wichita May 22-23* Cincinnati May 22-23"*

Denver Jun 26-27 MA Boston Jun 1620 Cieveland May 1-2

**CFl Clinics at these locations un\¥ {no classes for Private/Commercial /IFR offered at CFI Clinic locations)
International calls and FAX 1-619-588-2470

San Antonio Jun 26-27**

‘WA Seattle Jun 56
Seattle Jun 2527+

WRITE IN NQ. 21 ON READER SERVICE CARD
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debonding of the skin from its
support structure. Another item
demanding attention is the nose-
wheel torque-tube sup-
port. There are four sock-
ets that carry the nose-
wheel structure into the
cabin. You can bounce the
nose gently and listen for a
clicking sound; that's one
indication that further
inspection is needed. Fix-
ing a loose torque-tube
bond is about a $2,000
proposition.

Otherwise, the Tiger’s
airframe is rugged enough
that few specialized in-
spections are necessary;
just look at the usual list of g
consumables—brakes, tires, propeller
condition, etc. (There’s a repetitive
airworthiness directive on the
McCauley prop and an annoying rpm
limitation; many owners have
switched over to the Sensenich prop
with good results.) Engine baffling is
perhaps more critical on the Tiger
than on other 0-360-powered air-
planes. In their quest to extract maxi-
mum cruise speeds, Grumman and

AoPAPILOT « 102+ may 1909

Nancy Clinton’s Tiger shows the hallmarks
of the breed: sliding canopy, “mail slot”
baggage door, and ancilliary controls on
the center console.

Four comfiy seats
under a canopy
make the Tiger
a good
single-family
hauler.

LoPresti cut down the cooling mar-
gins. The wet-wing tanks aren't prone
to leaking, but still look for telltale
stains at the strap covering
the junction of the
inboard and outboard
wing sections.

Tiger values reflect its
vaunted standing in the
used market. According to
Vref (see: www.aopa.org/
members/vref), a 1975
AA-5B should sell for
$47,000; prices climb pre-
dictably to the 1979 value
of $53,500. Put that in per-
spective: A 1972 Traveler is
worth just $28,000, while a
1979 Cheetah goes for just
$34,500. Meanwhile, a 1991
AG-5B is worth $75,000 today; Ameri-
can General built just 150 of the
Tigers between 1990 and 1993.

That the American General Tiger
didn’t survive is more a reflection of
the economic times at the beginning
of the 1990s than the design itself.
More than two decades after the last
Grumman Tiger rolled off the line,
the plucky four-placer remains in
solid demand, appreciating steadily
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and earning accolades from new
owners. Moreover, @ new company is
ready to build you a new one, for
$214,000. TLM Aircraft, a subsidiary
of Tong Lung Metal Industries, has
built a plant in Martinsburg, West
Virginia; it intends to revive the
AA-5A Cheetah as well. Consider this
move just another testament to the

careful balance of performance over
cost and maintenance requirements;
few light aircraft have made these
compromises as well as the Tiger. []

E-mail the author at mare.cook@
aopa.org. For additional photography
of the Tiger, see AOPAs Online Gallery
(www.aopa.org/pilot/gallery).

Grumman American Tiger
Current market value: $53,500

Specifications
Lycoming O-360-A4K,
180 hp at 2,700 rpm

Powerplant

Propeller McCauley or Sensenich,

76-in dia

Length 22 ft

Height 7ft10in

‘ Wingspan 31ft6in
| Wing area 140 sq ft
| Wing loading 17.1Ib/sq ft
Power loading 13.31b/hp

Seats 4

‘ Empty weight, typical 1,450 Ib
Max gross weight 2,4001b

| Useful load 950 1b
Payload with full fuel 644 1b

53 gal (51 usable)
3181b (306 Ib usable)

Fuel capacity

Performance

Takeoff distance, over 50-ft obstacle 1,926 ft

16 kt
850 fpm

Max demonstrated crosswind component

Rate of climb, sea level

Cruise speed/endurance w/45-min rsv,
std fuel (fuel consumption)
@75% power, best economy
8,500 ft

Service ceiling

Landing distance over 50-ft obstacle

139 KTAS/3.9 hr
(64.8 pph/10.8 gph)
13,800 ft

1,499 ft

Limiting and Recommended Airspeeds

Vy (best angle of climb) 70 KIAS
Vy (best rate of climb) 90 KIAS
V,, (design maneuvering) 112 KIAS
Vg (max flap extended) 103 KIAS

/nio (max structural cruising) 142 KIAS
Vg (never exceed) 172 KIAS
V5, (stall, clean) 56 KIAS
Vg, (stall, landing configuration) 53 KIAS

All specifications are based on manufacturer’s cal-
culations. All performance figures are based on
standard day, standard atmosphere, sea level, maxi-
mum gross weight conditions unless otherwise
noted.
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4 Now on display !

Ryan's TCAD 9900B pius Argus:

Offers the most comprehensive view of traffic of any
collision alerting/avoidance system today-including
the most sophisticated TCAS!

Total protection with dual antennas!

Interfaces with any enhanced monochrome or
color Argus 5000 or 7000 Moving Map Display!

thumbnail view

Offers profile, thumb-nail and full screen views of traffic!

The Ryan TCAD 9900B pius Argus.

The ultimate collision alerting system.

1-800-877-0048
614-885-3303 (tel)

614-885-8307 (fax)
www.ryan-tcad.com

Ryan International Corp.
4800 Evanswood Dr.
Columbus, OH 43229

To order, simply call Ryan or clip
this ad and take it to your local
Ryan or Argus dealer.

Eventide Argus®is a registered trademark of Eventide Avionics
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Tigers in 1970. These engineers, technicians, and pilots came
back for more because they want to see this airplane succeed.

“The best thing was the Tiger,” says Montague. “I enjoyed
being associated with that airplane.” So when another
returning Tiger fan called and asked him to come to Martins-
burg, the chance to fly Tigers again brought Montague back.
The loyal one who talked him into it? None other than
Robert Crowley, CEO and acting president of Tiger Aircraft—
and the former CEO of AGAC.

Dealers have returned to the model as well. Herb Hort-
man, owner of Hortman Aviation, based at the Northeast
Philadelphia Airport, took delivery of the first new Tiger in
December 2001. The Hortmans have sold the Tiger before: At
another Tiger event at EAA AirVenture last summer, Hort-
man’s mother recalled ferrying aircraft made by American
Aviation from the plant in Ohio starting back in the late
1960s, eventually including the Tiger.

FletchAir distributed parts for used Grumman aircraft with
Tiger stripes after American General left the business in 1994,
and it will continue to do so under an agreement with Tiger
Aircraft. However, it too is betting on the viability of the new
machine: David Fletcher took delivery of new Tiger number
two for his Tiger Aircraft dealership at Houston’s William P.
Hobby Airport.

The new players in the Tiger pack are from the Far East.
Seventy percent of Tiger Aircraft is owned by Taiwanese
investors, notably Tong Lung Metal (TLM), a manufacturing
conglomerate that founded its aerospace division four years
ago at a breakfast spent discussing the merits of resurrect-
ing a U.S.-designed and-built aircraft. High-level contact
between Sen. John D. Rockefeller (D-W.Va.) and the Tai-
wanese ministry of economic affairs was instrumental in the
deal, which is expected to bring an estimated total of $30 mil-
lion to the Martinsburg area this year.
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From AGAC to present

incorporates Garmin 1t’s difficult to talk about the new Tiger AG-5B without sto-
avionics and an ries of the model upon which it is based, as virtually the
S-Tec autopilot. No same heart beats beneath those wings.

A new panel (above)

rivets mar the sleek When AGAC took over the drawings for the AA-5B, the
wing (above left) or previous incarnation of the Tiger, it decided to make a few
control surfaces. changes. First, the aircraft’s electrical system was upgraded

to 24 volts. Then the throttle and mixture controls morphed
into a true throttle quadrant, and the instrument panel
gained new avionics to reflect the state of the art in the early
1990s. There were changes to the environmental system and
to the strobe—enough changes to warrant a new model des-
ignation and type certificate.

“My job was to make those changes,” recalls Montague.
Then he performed the first test flight of the Tiger at AGAC,
and test-flying is a role he continues at Tiger Aircraft. “I'm
looking at everything—the rigging to see that the cable ten-
sions are right and the proper travels are set. I'm also gonna
check the weight and balance. If the weight and balance is
correct, anything else that happens—you can get the air-
plane back and recover.” Montague has learned to focus on
the little things, like checking the wind noise to ensure that
the fit and finish is correct on the airframe.

All of his accumulated skill translates directly to his job
today. He knows the Tiger and can tell quickly when a new
airplane off the line deviates from the norm. Montague and
John Rock also learned a lot about trying to bring an aircraft
to market under pressure. Preparing for the rollout of the first
Tiger at AGAC, Montague recalls working two days straight,
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while Rock put 110 hours on the time
clock that week. “We're not doing that
again,” says Rock. A more measured
pace suits Rock much better. “We said
to ourselves, ‘Let’s make sure we do
everything that needs to be done.””

Another kind of expertise helped Tiger
Aircraft in the physical setup of its
assembly plant. When AGAC shut down
its Greenville line, Harry Eckert was left
in charge of the documents and tooling
in storage. He also acted as a self-em-
ployed consultant to the state and legal
entities during the shutdown, and he
supplied copies of service letters and ser-
vice kits to pilots of American General air-
craft. He fulfills a similar role at the new
company, taking care of the machine shop,
tool room, and composite room. Eckert
gained experience in composites during
stints at Learjet, working on the Lear Fan
and then the cabin and cockpit struc-
tures for the Piaggio Avanti in the 1980s.

Although now 68 and no longer fly-
ing, Eckert is clearly in his element. “It’s
kind of boring being retired, and I have
a lot of information—and in some cases
I'm the only one in the world left to
trace the documentation for a part.”

Moving the parts from Greenville took
alot of effort, but retaining the original
tooling was important to the Tiger Air-
craft plan. The Martinsburg location
operates as an assembly plant, with sup-
pliers across the country building parts
for the aircraft. The wings of the Tiger are
aluminum bonded to the wing ribs; this
is not a riveted airplane. The bonded
structures, including the wings, fusnlage,
and all control surfaces, are constructed
by ChemFab in Hot Springs, Arkansas.
And, as you may have guessed, ChemFab
supplied these parts to AGAC from 1989
to 1994, according to Eckert.

Tiger Aircraft is still operating with
the type certificate only—it should
acquire a production certificate by this
spring. In the meantime, each new
Tiger off the line must be separately
flown and approved by FAA MIDO
(manufacturing inspection district
office) representatives. There were
seven aircraft on the line at the time
this piece was written, with three await-
ing delivery. We flew model number
one, the primary test aircraft, before its
departure to Hortman Aviation.

Changes to the airplane lie mostly in
the panel and interior. The newly engi-
neered panel boasts a mid-level Garmin
stack, including a GMA 340 audio panel,
twin GNS 430 GPS/coms, and a GTX 327
transponder. Replacing one of the 430s
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FUEL SELECTO..

The controls for the simple fuel system sit
prominently in the center console.

with a 530 is one of the few options
offered, as the company favors deliver-
ing a solid, IFR-equipped model with
few modifications. An S-Tec System
Thirty two-axis autopilot provides a rea-
sonable backup to the vacuum system,
as it replaces the turn coordinator and
steers from rate-based information.

The updated interior follows the new,
unwritten standard set for production
four-seat airplanes, with its leather, lux-
ury-car styling—even leather-wrapped
yokes for added style and comfort.

Tiger kept other good updates made
in the 1990s, such as the Sensenich
prop, as well as hallmarks of the entire
Cheetah/Tiger line: a simple fuel sys-
tem, a canopy you can leave fully open
during taxi and open partially in the air,
and seats that fold down for cargo. Fuel
and oil pressure information comes to

the panel via transducers rather than
direct lines, eliminating the hazard of a
catastrophic fluid leak into the cabin.

The construction of the Tiger is
straightforward and tough. A super-thick
main wing spar carries through the fuse-
lage for sturdiness. With the pilot and
front-seat passenger riding on top of the
spar, Eckert notes, “that’s the safest place
in the whole aircraft.” He also mentions
that “the bonded structure is four to six
times stronger than a riveted structure,”
as each rivet would introduce some
inherent weakness into the airframe.

For all its strength, there are a few
Tiger quirks, On the ground, the 90-
degree castering nosewheel allows for
tight turns once mastered—it’s not that
hard—and in the air, light aileron forces
ask for some adjustment in technique if
you're used to piloting more truck-like
training airplanes. During a venture in
the wake of our photo ship while shoot-
ing the air-to-airs for this piece, we liked
those control forces for their respon-
siveness—as well as the rather high
wing loading for an aircraft of its class.

Configuration for takeoff included
the first increment of flaps (15 degrees)
and a rotation speed of around 60 knots,
Our ground roll was less than 1,000 feet,
at slightly above standard conditions (20
degrees Celsius and an airport elevation
of 557 feet msl). The Tiger climbed out
at 600 to 800 fpm until 9,000 feet and
then slowly settled to 400 fpm by 10,500
feet, where we stopped to do our cruise
speed assessments.

At that altitude, with the outside tem-
perature hovering around zero degrees
C, we saw an indicated airspeed of 109
kt, with 132 kt true. Full throttle at this
altitude translates into about 65-percent
power. Back down at 8,500 feet, an indi-
cated airspeed of 114 knots gave us 132
kt true, at roughly 70-percent power.
Tiger claims a top speed of 148 kt true
and cruise speeds around 143 kt at 8,500
feet using 75-percent power. Fuel flows
at 75-percent power hover at a little less
than 11 gallons per hour. Redline on the
Tycoming O-360-A4K is set at 2,700 rpm,
at 180 horsepower.

An approach-to-landing stall during
our testing broke straight ahead at 53
kt, and even a slightly anemic recovery
procedure on our part led to less than
100 feet of altitude loss. While the wing
is fairly fast, it doesn’t produce bank-
vault descent rates when the engine
quits. Best-glide speed is 70 kt, and we
saw a corresponding altitude loss of 650
to 700 fpm. Slips are approved with full

e
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flaps in the Tiger, and we did a few for
fun. They're worth practicing, because
you don’t want to carry a lot of extra
speed on short final, as we found out
during our landing tests.

Anormal approach was made at 80 kt,
slowing to a speed of 60 kt over the run-
way. Any extra speed at this point trans-
lates into a lot of float, according to Bill
Crum, demo pilot and sales manager for
Tiger. The landing roll was a good deal
shorter than the takeoff roll, although the
touchdown was a little firm. Note to
furure Tiger owners: Hold the nose off
even after you feel like you've lost eleva-
tor authority. You still have some, and if
you don’t the nose comes down as if a
linebacker hopped on the cowl.

Changes to panel and interior have
added a little more than 100 pounds
to basic empty weight, which now
stands at 1,500 pounds. The max gross
weight remains at 2,400 pounds, for a
useful load of 900 pounds—or full tanks,

three people, and
84 pounds of bags.
That said, the
ample cargo area
may lead you to
use the Tigerasa
two-person-plus-
serious-recreation-
equipment mach-
ine instead.

A large cargo area
grows in size when
the rear seats are
folded forward
(top). The new
facility (bottom) in
Martinsburg is clean
and bright and filled
with memories in
the form of tooling
from the AGAC

With 1990 to production line.
1993 models going
for between $70,000 and $115,000,
depending on equipment and condition,
the price on a new Tiger that is 10 or more
years younger looks pretty competitive at
$219,500—especially when you factor in
that the price includes factory training
through the private certificate, if you're
not already a pilot, or to complete
instrument training for those already
certified. The warranty covers mainte-
nance for one year, including the first
annual, and the airframe for three years
(extended warranties on the engine,
avionics, and other components are
through those manufacturers).

Tiger Aircraft is banking on the fact
that loyal aficionados of the line will leap
at the chance to fly a new Tiger. But will
the company fol-
low through where i Links to
others have stum- additional
bled? That depends [RUIEHpEEEY]
onalotoffactors, |[RCEEERUCENCaEl
But those bringing  [IREEEUSELG
the airplane back [N
to market have [k
already won, ina

links.shtml).
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INSTRUMENTS:

———INITIAL INSTRUMENT TRAINING f’

Alltraining materials, unlimited flight, classroom and simulator time!

Individual instruction both in the air and on the ground. Flight planning,
|_+ aviation weather, and IMC flight (if practical) included. Use the ATC

systent with conficence. Local Hotel & Rental Vehicle Included.

/
wvee FLY IFR T 7 DRYS oviconee

\____ Trainin YOUR Aircraft: $5,500. Learn YOUR instruments.

—---- 4 or 7 DAY INSTRUMENT ENHANCMENT---

You've invested in your equipment...now's the time to investin yourseff,
Polish and improve your skills & your confidence...in your airplane.
Take full advantage of your instrument rating and your aircraft!
Local Hotel & Rental Vehicle Included.
4 Days: Your Aircraft: $3,500 7 Days: Your Aircraft $5,000

sense. “Almost anyone who flies the
Tiger falls in love with it,” says Eckert.
He knows. He's one of many who have
found that love all over again. aom

E-mail the author at julie.boatman@
aopa.org

Tiger Aircraft AG-5B Tiger
Base price: $219,500
Price as tested: $219,500

Specifications
Powerplant ..........
Lycoming 0-360A4K 180 hp C‘ 2 700 rpm
Recommended TBO.. -.2,000 hr
Propeller. .Sensemch. 2~b\ade. 76-in dia
Length
Height
Wingspan .
Wing area .
Wing loading ... 17.1 Ib/sq ft
Power loading . /
Seats

H
o
LG
UE
1
E

GALLS

REAL WORLD IFR

All GATTS programs are designed‘fcr Single-Engine, Single Pilot, General Aviation Survival Training

WWW.GATTS.ORG  Manhattan KS (MHK) 125 Miles W of KC

WRITE IN NO. 523 ON READER SERVICE CARD

AIR X WAYS

www.flyairways.com

Your Online Discount
Aviation Superstore
Or Call 1-800-247-8294

WRITE IN NO. 445 ON READER SERVICE CARD ‘

OREGON
SCIENTIFIC

. Wireless Weather
? hﬁtﬂﬂer C|0I|( Projects time and temperature
£ | 599 99 # ontow all or ceiling, Rcw!_'ﬁc switch

®

tums the display 180° for easy viewing,
Includes wireless outside tem
anywhere within 90' of main unit). Caleulates local
forecasts for upcoming 12-24 hours. Self-setting
ExaciSet™clock tuned to U.S. Atomic Clock.

1-800-826-5708

WEATHERTOOLS.COM
MAIL ORDER FOR THE WEATHER ENTHUSIAST

mhm or

BARZ3IEPA

WRITE IN NO. 745 ON READER SERVICE CARD |

Cabin length..
Cabin width

Cabin height
Empty weight, as tested .
Maximum gross weight
Useful load, as tested...
Payload w/full fuel, as tested

O\I capamty
Baggage capacity

Performance
Takeoff distance, ground roll............865 ft
Takeoff distance over 50t obstacle .. 1,550 fi
Max dem crosswind component. 15 kt
Rate of climb, sea level
Maximum level speed, sea level......
Cruise speed/endurance w/45-min rsv, std fuel
@ 75% power, best economy (fuel con-
sumption), 8,500 ft
43 Kt/4 hr (10.7 gph)
Service ceiling 2 .13,800 ft
Landing distance over 501 nnotac:le 1,120 ft
Landing distance, ground roll .......... 410 ft

Limiting and Recommended
Airspeeds

Vy (best angle of climb).
Vy (best rate of climb) ...
V,, (design maneuvering)
Vee (max fiap extended) .
Vo (mMax structural cruising)......142 KIAS
Ve (never exceed) . .. 172 KIAS
Vi (rotation) ..... .55-60 KIAS
| Vg (stall, clean) ...56 KIAS
| Vgg (stall, in landing configuration) ..53 KIAS

For more information, contact Tiger
Afrcraft LLC, 226 Pilot Way, Martinsburg,
West Virginia 25402; telephone 877/306-
8100 or 304/267-1000; fax 304/262-
0089; or visit the Web site (www.
tigeraircraft.com).

All specifications are based on manu-
facturer's calculations. All performance
figures are based on standard day, stan-
dard atmosphere, sea level, gross weight
conditions unless otherwise noted.

[RE==—
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ARE AIRLINE PILOTS JUST BUTTON PUSHERS?
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NEW LEARJETS /

The 45 starts a family

Tiger Tries Again
A KATANA WITH MUSCLE

Can OurPlane be Your Plane?
FLY THE EMPTY ALTITUDES ‘
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Going on 30, and with a new lease on life,

this fixed-gear four-seater might still be the

Mot innovative single in the skies.
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When newly formed Tiger Aircraft an-
nounced a few years back that it was go-
ing to reintroduce the four-seat AG-5B
Tiger, last produced back in 1993, it
seemed like a natural. Unlike a number
of more forgettable and more obscure
airplanes that have been returned to
production (sometimes successfully,
more often not) since the bust of the
mid-1980s, the Tiger makes better
sense today than ever.

Indeed, it can be argued that this 30-
year old sheet-metal design is the most

Tiger St

innovative single going. Cirrus and Lan-
cair may have decided to go with ad-
vanced composites for their next-gener-
ation airplanes, but way back in the
1960s, the airplanes that begat the Tiger
were made with advanced materials, a
number of design innovations and
weight-saving construction techniques.
And, despite its current luxury trap-
pings, the Tiger is a direct descendent of
the simple two-seat airplanes first pro-
duced by American Aviation more than
30 years ago. Like those airplanes, the
Tiger features rivetless bonded-skin con-
struction, honeycomb materials for stiff-
ness and light weight, a dirt-simple tubu-
lar spar, a sliding bubble canopy for
great visibility and a simple laminated
fiberglass main landing gear and tubular
nose gear with steering accomplished
via directional braking. Admittedly, all of
these things had been done on other air-
planes before, but putting them in one
package on a certified piston single was
groundbreaking stuff back then; it still is.
I've been flying these airplanes for
awhile now. In fact, my first family air-
plane was a Tiger, an early 1990s model
manufactured by American General Air-
craft Company (AGAC), that [ rented on
aregular basis. As a new instrument pi-
lot, I made my first forays into the slight-
ly wilder blue in a Tiger. For a couple of
years I flew my small family all around
the Northeast, and slightly further
afield, in that airplane, N911DK, and it
proved itself a remarkably comfortable,
capable and economical airplane. And
with the S-Tec autopilot and an HSI, it
was a surprisingly good airplane in

which to learn single-pilot IFR.

We learned to love the style of the
thing, too. With its sliding bubble
canopy, jaunty looks and sprite-like han-
dling, the Tiger was definitely not a new
take on the same old thing. It was a
unique brand of cat, and its slightly
diminutive scale seemed just right for us.

The Tiger, first built as the AA-5B,
wasn't the first four-seater in the family;
the AA-5A Traveler, which later became
known as the Cheetah, was. But by the
time Grumman purchased the company

rs, Tige

in the 1970s, it decided an upgrade was
in order. The Tiger, with its Lycoming
0-360 180-hp engine and fixed-pitch
prop, was first certified in 1975, and it
was a big hit, not because it was a lot
more airplane than the Traveler, but be-
cause it felt like less airplane than com-
parably powered competitors while de-
livering more. More, in this case, any-
way, means more performance with
greater simplicity. Despite its modest
power, the airplane delivers about 140
knots at cruise, comparable to a couple
of contemporary retractable-gear air-
planes with similar or greater power. At
the same time, the Tiger carries a good
useful load, 900 pounds, and a full-fuel
load of around 585 pounds, good for
three FAA-regulation 170-pound people
and 75 pounds of bags. That’s about as
good as it gets with a four-seater, and it's
especially good for a four-seater pow-
ered by a 180-hp engine.

A decade after production of the Tiger
and Cheetah lapsed, a new company,
American General Aircraft Corporation,
bought the rights to the Tiger, and the
tooling for it, and reintroduced a modi-
fied version of it built to an amended
type certificate. That airplane featured
several noteworthy improvements over
the previous models: a split nose bowl
for easier access to the engine without
removing the prop; better panel and ex-
terior lighting; fuel transducers instead
of fuel lines in the cockpit; a 28 volt elec-
trical system,; a big-airplane style throttle
quadrant and better heat and ventilation
to the rear seats. The result was an air-
plane with all of the good qualities of the

original and far fewer of the issues. Un-
fortunately, ACAG was forced to close
up shop in 1993 after producing just
more than 100 airplanes.

This time it looks as though the Tiger
really is back, though the early days of
production can be the most challenging
for a fledgling airplane maker. As 1
write, the company has produced seven
of the airplanes and it should have, it
says, production approval from the FAA
by the time you read this. The produc-
tion certificate will allow the company to

Stripes

ramp up production; it hopes to build
nearly a hundred Tigers in calendar
year 2003. The company, 70 percent of
which is owned by Taiwanese investors,
is using many of the same vendors that
supplied parts for the airplane back in
the 1990s. The “factory,” now located in
Martinsburg, West Virginia, is really
more of an assembly facility, though all
the major composite components, in-
cluding wheel fairings, wingtip fairings
and cowlings, are built there.

The price of the new Tiger is $219,500.
That's an easy price to quote, as there
aren’t really any options available yet.
Not many are needed. While the Tiger is
being built to the same type certificate as
the American General madel, there are
significant changes to the interior and
panel that make the new model a decid-
ed step up from any Tiger before it.

The comfy seats are now covered in
leather, which makes the usual Tiger
entry pattern—Iliff the seat cushion, step
on the seat frame, get both feet on the
floor, lower the seat—more important to
follow than ever before. Attractive car-
peting, real leather headliner, an alu-
minum instrument panel and improved
lighting complete the interior upgrade.

Also, the airframe of the Tiger is now
extensively corrosion proofed, a process
that is sure to extend the life of what has
proven to be an extremely durable air-
plane to start with.

There are several things that remain
unchanged about the Tiger, and the en-
gine is the most noteworthy. The Ly-
coming O-360-A4K, which produces 180
horsepower at 2700 rpm, may be a reli-

STORY AND PHOTOGRAPHY BY ROBERT GOYER
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The panel of the Tiger is all new. With twin Garmin 430s, leather-wrapped yokes
and vertically aligned engine gauges, the look of the Tiger is modern and clean.

able workhorse of a powerplant, but it
lacks fuel injection, so attention to carb
heat remains a must. (The company has
hinted about the possibility of introduc-
ing a “Super Tiger” further down the
road, that would make use of a more
powerful and more advanced engine.)
Also, the Tiger simply cries out for a con-
stant-speed prop, which would allow it
improved takeoff and cruise perfor-
mance. One holdover from Tigers of old
that’s easier to swallow is steering by dif-
ferential braking. While this method
may take some getting used to for pilots
unfamiliar with it, once you get the hang
of it, you wonder why any light airplane
maker would do it any differently.

A defining feature of the Tiger is its
sliding bubble canopy. The company
makes much of the ability to slide it
back in flight—you can roll it back near-
ly 10 inches at speeds as fastas 112
knots—but I never slid it back once in
all the time I flew the airplane. The real
benefit, in my view, is the visibility the
canopy affords, It’s remarkable. Getting
into or out of the airplane is easy; the
side of the fuselage is relatively low; the
real down side of the canopy is the
greenhouse effect; it gets hot in there
when the sun shines. While taxiing,
however, the sliding canopy is a god-
send. Pull it back as far as you want and
feel the breeze. One other note about
the canopy: when it's raining hard,
you've got to be pretty quick to avoid
getting yourself, and your airplane,

70

drenched when you slide the canopy
back to get out of the airplane. Lots of
Tiger owners carry a big umbrella with
them in the airplane, to keep both occu-
pants and airplane as dry as possible.

I went flying in the new Tiger with the
company's marketing director and test
pilot, Bill Crum, who also flew the air-
plane for the air-to-air photographs that
accompany this story. As [ hinted be-
fore, you don't fly in the Tiger as much
as you wear it. It’s more “sports car”
than “sport ute,” though the roominess
and utility of the airplane belie its run-
about style. The canopy is mostly to
blame—or praise—for this, depending
on your bent, but once you get used to
the vistas, you won’t want to go back to
more conventional views. This isn’t just
a plus for sightseeing, which it is, but for
safety, as you can keep your eye on traf-
fic much more easily in a Tiger than in
just about any other kind of production
lightplane I've flown.

On takeoff, performed without flaps,
the Tiger accelerated nicely, though it
doesn't have the kind of get up and go you
might imagine, a result of the compro-
mise fixed-pitch prop. The airplane’s max
rate of climb at gross weight under stan-
dard conditions is 850 fpm, and it requires
1,550 feet to clear a 50-foot obstacle.

At cruise, the Tiger does well. With
nearly full tanks and two aboard, we cal-
culated a true airspeed of 142 knots, a
click below the advertised 143 knots. In
terms of handling, the Tiger feels about

as sporty as it looks, with a quick roll
rate and light aileron forces.

Despite this, the Tiger is a fine IFR
platform, when properly outfitted, that
is, and today’s Tiger comes very nicely
equipped. It features twin Garmin GNS
430s and an S-Tec 30 two-axis autopilot,
as well as a Garmin digital transponder
and dual CDIs, both with glideslope.
Once the company gets its production
certificate, it plans to offer an HSI (a
glaring omission in an airplane this nice-
ly equipped) and a Garmin 530 in place
of one of the 430s as options.

In fact, it’s hard to imagine that an IFR
transportation airplane could be much
easier to fly. With mixture and rpm be-
ing the biggest systems management
concerns—there’s no prop control, no
retractable gear and no cowl flaps—and
with the autopilot holding nav track or
heading and altitude, single-pilot IFR
doesn’t get much more manageable.

Bill and I headed out to Block Island,
off the Rhode Island coast in the Long Is-
land Sound, for a quick lunch. Coming
into Block Island’s cozy 2,500-foot strip
allowed me to revisit the Tiger's excel-
lent short field manners. With full flaps,
you simply hold 80 knots on final, 70
over the fence and 60 as you touch
down, and, if you aimed well, the air-
plane uses precious little runway. As a
note, the Tiger is equipped with straight
flaps, as simple as simple can be, but
they’re not as effective as larger and
more elaborate varieties—they also offer
precious little lift; the difference between
flaps-up and flaps-down stall is just three
knots. You also have to be aware of the
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maximum flap extension speed—105
knots—both before and after you extend
the flaps. If you point the nose down a
bit, it’s easy to pick up five or 10 knots,
which will allow the needle to accelerate
beyond the limits of the white arc.

The Tiger is a very pleasing (read:
“easy”) airplane to land, as long as vou
pay attention to airspeed. Thanks to the
canopy, you've got an excellent view of
the landing environment. With the air-
plane’s relatively high wing loading
(17.1 Ibs/sq ft), there's not a lot of float,
and you can get it stopped in a hurry.

As I started saying, the Tiger is an air-
plane with much to offer—good speed,
impressive carrying ability and wonder-
ful visibility. To that list, this latest ver-
sion adds an impressive avionics suite
and a refined and comfortable interior.
While it's impossible to ignore the fun
style of the Tiger, at heartit's a solid and
honest airplane, and it's clearly the air-
plane’s capabilities that keep it, and
Tiger fans, coming back around. O

2002 Tiger Aircraft AG-5B Tiger

The airplane flown for this report was
outfitted with standard equipment.
Performance figures are from the manu-
facturer and are for standard conditions
at sea level unless othenwise noted.

Price, astested ........... $219,500
Enging hnsncd Lycoming 0-360-A4K,
180 hp @ 2700 rpm

2,000 hrs

Sensenich, two-blade,
fixed-pitch, 76-in dia, 63-in pitch
Sealt s S S 4
g e e R b SR S 221t
Helght ... .8t
Wingspan 315
WINEArea . - - v vsans .140sq ft
Maximum takeoff weight 2,400 Ibs
Empty weight, as tested . . 1,500 Ibs
Useful load, as tested ........ 900 Ibs
Maximum usable fuel . . . 51 gals/306 lbs
Payload. fullfuel ............. 594 |bs
Wing loading . . . 171 1bs/sq ft
Power loading ........... 13.3 Ibs/hp
Best rate-oflimb airspeed ..... 90 kis.
Best angle-of-climb airspeed ... 80 kis
Maximum rate of climb ....... 850 fpm
Never exceed speed (Vie) .. .. . 172 kts
Maximum structural
cruisingspeed . ... .. c .. 148 kts
Max eruise (@ 8,500 feet) ... .. 143 kts
Fuel flow, maxcruise ........ 10.7 gph
Endurance, max cruise, no res . . 4.76 hrs
Maneuveringspeed ......... 112 kts
Stalling speed, flapsup ........ 56 kts
Stalling speed, flaps down . ..... 53 kts

FLYING/SEPTEMBER 2002 71

This Tiger, the fifth off the line, is a special one. It was ready for paint at Tiger's
Martinshurg, West Virginia, facility when the attacks of September 11th occurred.
As a patriotic gesture, those West Virginia employees decided to give the airplane
a one-of-a-kind paint scheme. Below, the Tiger retains the enclosed rotating beacon
and improved lighting of the AG-5B, while adding a luxurious upgraded interior.
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This Cat’s Got Glass
Tiger Aircraft AG-5B Tiger

GA 10 THE RESCUE

~ Departure Procedures
" STEERING CLEAR OF TERRAIN
_ Emergency!
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On NASA’s Flight Line
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as glass

have its control harmony and balance—not to
mention its good speed and climb performance
to match.
Tig Aircraft formed to relaunch the
B production line, most changes were up
front in the radio stack. A full complement of
Garmin GPS/nav/coms, an S-Tec autopilot, and
aptions for a slaved horizontal situation indicator
(HSI) and Mode S t maod-
ern-enough panel as recently as 2002, when
t Tigers left the y in Martinsburg,
ympetitive advan-
005, the focus came back to the panel.

1sponder made fo
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With its competitors going to glass,
the management team at Tiger quickly
determined that course for its airplane
as well.

Tiger decided to work with Garmin
International and install its G1000 in-
tegrated flight deck, with primary
flight display (PFD), multifunction
display, audio panel, and nav/coms.
“It was the only fully integrated sys-
tem out there,” says Gene Criss, presi-
dent of Tiger Aircraft, “and that’s what
we wanted.” Once the decision was
made, the joint Garmin/Tiger team
worked with the FAA's aircraft certifi-
cation office in New York.

Going digital

While the airplane’s panel had been
updated since the 1990s when the air-
craft was built by AGAC (see “Budget
Buys: An Ambush of Cats,” August 2002
Pilop), the guts behind it were essential-
ly the same. But that wouldn't fly with
the transition to the G1000.

AOPA PILOT » 82 « NOVEMBER 2005
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The magnetometer hides under this
inspection plate.

Rock affirms that the most interest-
ing design challenges with the system
installation had to do with incorporat-
ing a digital sensing system (the heart
of the G1000) into an aircraft that had
previously used analog gauges. “Lots of
surprises,” he says. “The most signifi-
cant had to do with the magnetome-
ter.” This device—located in the right
wing about a third of the way inboard
from the wing tip—provides 3-D mag-
netic information to the system
through the attitude heading reference
system (AHRS). “The grounds for all

wing wiring had to be relocated to pre-
vent electromagnetic interference just
above the tolerance of the G1000 sys-
tem,” says Rock. “The lights were
grounded in the wing and the grounds
had to be routed back to the fuselage.”
The G1000 includes the primary flight
instruments (including attitude indica-
tor, HSI, and airspeed, altitude, and ver-
tical speed tapes) as well as all engine in-
struments (oil pressure and tempera-
ture, cylinder head temperature, and ex-
haust gas temperature) and electrical
system instruments. Therefore, as part of
certification, the system requires a ro-
bust “plan B"—including a source of
backup power and several self-con-
tained backup analog instruments, Tiger
has done an excellent job of addressing
both FAA concerns, which should rank
high on a pilot’s list of needs as well.
Providing for emergency backup
power is a part of FAA certification of
glass-cockpit systems because of the
critical nature of the electrical system
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to flight safety—though the standby at-

titude indicator is vacuum powered.

Because the main ship’s battery is used

for starting, a separate backup battery
is required, according to Rock.

The goal for the engineering team

was to provide power to the crit-

ical flight instruments (in-

cluding the PFD and its com-

ponents such as the AHRS

and air data computer, one

To provide a backup power source, Tiger added a second full-size
battery (below). The cowl can he easily opened during preflight for
close inspection (below, bottom). Backup instruments are well
located in between the two glass displays (left).

|

nav/com, transponder, instrument
lighting, and audio panel) for atleast 30
minutes. To put this one through the
uprights, the team installed a second
battery of the same size and power as
the standard aircraft battery. During
testing, the battery ran the essential
systems for more than an hour—with
the mic keyed at five-second intervals
throughout the test.

Riding the Tiger

It's easy to like flying the Tiger, because
of its honest speed for the economical
180 horsepower, excellent visibility
from the cockpit, and feel-good flight
agility.

I conducted speed runs during my
latest flight test at various altitudes to
try to match those found by veteran air
racers—and the factory. We reported
132 knots true airspeed (KTAS) in the
last look at the Tiger (see “Leaping Back
to Life,” February 2002 Pilo?) at both
8,500 and 10,500 feet, at full throttle.

Maybe the warmer air (by a few de-
grees Celsius) made all the difference,
or maybe N962TE is just a little speedi-
er than that first new Tiger I flew more
than three years ago, but today’s Tiger
posted a couple of extra knots com-
pared to the test flight in 2001.

At 7,500 feet and 75-percent power,
we averaged 137 KTAS, and saw al-
most the same figures at 5,500 feet, on
a fuel burn of about 10.9 gph. Those
are still off Tiger's advertised figures at
8,500 feet (143 KTAS), but they're in
the ballpark. And perhaps there are
Tigers out there running that swiftly.
(My thought: You would expect to see
some gains in aircraft fit and finish as
the production line crew acquires
more experience.)

Climb rates were healthy from sea
level on up to those altitudes, starting at
800 fpm and dropping off to 500 fpm by
the time we came over the top of 7,500
feet. Coming down at best glide (73
knots)—which you can maintain using
neartly full nose-up trim—brought us
back to Earth at roughly 800 fpm.

Stalls were benign, with no wing
drop noted, just a slight shake of the
tail and gentle mush into a loss of
altitude. The fun began when we
turned to exercising the airplane

through a series of coordination
maneuvers, steep turns, and

), slips. Throttling back to
bring the airspeed down to
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100 knots, I banked the wings rapidly
left and right—the challenge being to
apply just enough rudder at just the
right time to keep the nose in place on
the horizon. The Tiger responded well,
showing excellent control harmony—it
takes about as much aileron and rud-
der through the maneuver as you
might expect: an easy touch on the
ailerons matched by solid but even
pressure on the rudder pedals. And be-
cause you're sitting right on top of the
rugged tubular main spar, you might
get the sensation, as I did, of flying
through the air cupped in a backyard
swing. It's comfortable, and comfort-
ing, while retaining that feeling of fly-
ing freedom we so crave.

Lazy 8s felt similarly good for the
same reasons. This is an airplane that
wants you to take it out of straight and
level, no matter what your mission for
the day—stretching those muscles re-
minds you of why you have them in the
first place.

Bill Crum, vice president of sales and
production test pilot for Tiger Aircraft,
was flying with me, and he egged me on
to slip the airplane as much as I want-
ed—no doubt because the Tiger slips so
well and can do so with full flaps.

My landing distance (about 2,000
feet) the first time around nearly
matched my takeoff distance on the
warm, early September afternoon. But
it’s likely that with practice, pilots can
easily land shorter simply by not carry-
ing quite as much airspeed or raising
the nose quite so much as I did. The
Tiger is an airplane you fly onto the
runway, holding the nose off only
slightly, rather than in a distinct flare.

Show me the money
Letsfly.org, which functions as one of
Tiger Aircraft’s dealers, offers one-
quarter “cooperative ownership”
shares in a new G1000-equipped Tiger
for an initial investment of $2,900,
with a monthly management fee of
$595 and per-hour costs of $55 to $65
per hour, including fuel, depending
on where in the country the aircraft is
based.

Eldon Corry is the general manager
of Letsfly.org, which has placed 12
Tigers into the program. Corry devel-
oped the program to help “put the
mom-and-pops back on the map,” he
says. An initial investment of $8,700
covers the down payment on the
glass-cockpit Tiger for a local pilot or
FBO. An additional $4,700 buys the
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The backseats

are cozy but
comfortable
(above). Differential
braking is used

to steer the
full-castering
nosewheel (right).

management system created by Lets-

fly.org, with a money-back guarantee
that the FBO will achieve positive cash
flow on its investment. As the FBO
sells its shares (at the $2,900 price),
the monthly management fee from
each owner goes to the FBO to cover
the financing on the airplane, which
comes to a little more than $2,000 a
month on a 20-year term loan. Most
aircraft in the program are covered
under a commercial insurance policy,
which allows for Letsfly.org program
shareholders to fly other airplanes in
the program around the country. Cur-
rent locations include Truckee, Cali-
fornia; St. George, Utah; and Phoenix.

Other financing options make the
$274,500 total price tag a little easier to
swallow (an IFR-equipped Tiger with
traditional instruments runs $239,500).
An agreement with AirFleet Capital Inc.
has led to several programs, including
one in which buyers can fully finance a
G1000-equipped Tiger for roughly
$2,000 a month (obviously, with ever-
changing financing rates and terms,
your mileage will vary).

Tiger also offers free flight lessons
through your private certificate if
you're not already rated. The company
thinks the airplane is a good one for a
new pilot, and I agree.

Changes at the top

Criss was made president of Tiger Air-
craft in summer 2003 after serving as
the company’s chief operating officer.
Former president Bob Crowley re-
tained positions as chairman and
chief executive officer until mid-2004,
but is no longer with the company.
Criss was formerly president and CEO
of Commander Aircraft until 1998, and
retained a position on the board of di-
rectors for Aviation General (parent
company to Commander Aircraft)
until 2002. Since then, he has worked
as an independent contractor on the
certification of Micco Aircraft’s three
single-engine models (now on the
shelf after that company’s plans
dissolved). He has also served in
executive capacities at Piper
Aircraft Co. and American Gen-
eral Aircraft Co.

Tiger Aircraft went through
negotiations to purchase the ail-
ing Commander Aircraft Co. in
2004, but those discussions fell
through and the owners of Tiger
Aircraft backed out of the deal in
July 2004.

An AD note

The new AG-5B retains most of its
similarities in aircraft parts symmetry
and construction as the early models
(the airplane is built using a unique
bonding method that joins the
aluminum skin to the ribs with adhe-
sive rather than rivets). But with the
new production line, some wrinkles
in the process
have been smooth-
ed out.

For example,
an airworthiness
directive on the
aircraft’s wing
attach shoulder
bolts doesn't apply
to serial numbers
higher than 10175—all Tiger models
built since 2001. The Tiger’s flying
higher than ever, and with the
new glass up front, into the heat of
the pack. Ao

additional
formation
about Tiger
raft m

found on

E-mail the author at julie.boatman@
aopa.org.
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SPECSHEET

Specifications
Powerplant . ..Lycoming 0-360-A4K,

180 hp @ 2,700 rpm

Recommended TBO.................... 2,000 hr
Propeller..........Sensenich, 2 blade, 76-in dia
Length
Height
Wingspan
Wing area ...

Wing loading.
Power loading .

Seats .. ciinead
Cabin length 41t 2in
Cabin width . 3ft4in
Cabin height ft 10 in
Empty weight, as tested . 1,592 b

Max gross weight ....
Useful load, as tested
Payload w/full fuel, as tested............502 |b
Fuel capacity, std....52.6 gal (51 gal usable)

315.6 Ib (306 Ib usable)

Tiger Aircraft AG-5B Tiger
Base price: $239,500
Price as tested: $276,200

0il capacity
Baggage capacity .

. 8qt
20 1b, 17.6 cu ft

Performance
Takeoff distance, ground roll ........
Takeoff distance over 50t obstacle
Max demonstrated crosswind component..15 kt
Rate of climb, sea level ..
Maximum level speed, sea level ...148 kt
Cruise speed/endurance w/45-min rsv, std
fuel (fuel consumption) 8,500 ft

@ 75% power, best economy ...143 kt/4 hr

(10.7 gph)

3,800 ft

Service ceiling .
Landing distance over

120
410 ft

Landing distance, ground roll.

Limiting and Recommended Airspeeds
Vy (best angle of climb) ..................80 KIAS

Vi (best rate of climb) 90 KIAS
V, (design maneuvering) 112 KIAS
Ve (max flap extended) .. 103 KIAS
Vo (max structural cruising) 142 KIAS

Ve (never exceed)
Vg (rotation) ..
Vg, (stall, clean)
Vgo (stall, in landing coniiguration)..53 KIAS

For more information, contact Tiger Aircraft
LLC, 226 Pilot Way, Martinsburg, West
Virginia 25402; telephone 877/306-8100 or
304/267-1000; fax 304/262-0069; or visit
the Web site (www.tigeraircraft.com).

All specifications are based on manufactur
er's calculations. All performance figures are
based on standard day, standard atmos-
phere, sea level, gross weight conditions
unless otherwise noted.
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