any light-sport air-
craft (LSA) aspire to a
futuristic look, using
exotic materials like
carbon fiber with
shapes that are sleek and finely con-
toured. Other designers chose anoth-
er niche. American Legend Aircraft
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Company of Sulphur Springs, Texas, is
one of three companies that have re-
created the venerable Piper Cub, which
has so captured the imagination of the
general public that the words “Piper
Cub” are used by the unknowing to
describe almost any airplane without a
jet engine.

Pilots know better. Yet among the
immense range of aircraft available,
the Piper Cub maintains a favorable,
nostalgic image. Doesn’t every pilot
have a warm, fuzzy feeling for the little
yellow tandem-seater? Three compa-
nies now target this interest under
the new LSA category. (We're featuring



the Legend Cub
but will describe

the other two—the
North American Sport
Aviation Savage and Cub
Crafters’ Sport Cub—in
sidebars.)

American Legend’s Cub

Fy i
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was the first of the three to earn special
light-sport aircraft (S-LSA) certification
under the ASTM consensus standards.
I had a chance to fly the Legend Cub
with the exposed O-200 engine with
company pilot Danny Goggans dur-
ing this spring’s Sun 'n Fun Fly-In to
compare it to the original. (American

DAN JOHNSON

JIM KOEPNICK

Legend also offers a PA-11-like enclosed
cowl version.)

What's Different in 2005?

“The Piper Cub ]-2 model was first
introduced in 1936,” writes aviation
historian Charles Spence, “...the name
‘Cub’ is commonly used to describe a
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number of aircraft models—most nota-
bly the Piper J-2 and J-3.”

The first Cub actually came from
the Taylor Brothers Aircraft Company,
and yes, that’s the same Taylor name
still associated with Taylorcraft. The
two brothers created a small, high-
wing, two-seat monoplane named
the Chummy. Their work broke new
ground, but partly owing to its too-
small 20-hp engine, the Chummy
never climbed more than 5 feet above
the ground.

In 1931, following Charles Lind-
bergh'’s attention-getting flight across
the Atlantic, an oilman named William
T. Piper purchased the assets of the
bankrupt Taylor Aircraft Corporation
for $761 (less than the selling price
of a single airplane at the time!), and
became known as the “Henry Ford of
aviation.” Piper believed that a sim-
ple-to-operate, low-cost aircraft would
flourish. As we leap forward to 2005,
that same logic is guiding the redevel-
opment of Cubs as LSA

More than 14,000 Cubs were built
between 1939 and 1947 as beginning
trainers for the military, and the air-
planes remained basic. Today, those
spartan features define the original
Cub, and some designers are loath to
change them. Others have longed for
the same look and in-flight characteris-
tics but prefer more modern amenities.
Enter the Legend Cub.

Upgraded Legend Cub

When Tim Elliott and Darin Hart
partnered to establish American Legend
Aircraft Company, they aimed to deliv-
er the Cub many pilots wanted. They
retained the familiar Cub yellow with
simple black accents paint scheme, but
they added several features J-3 fans
had been requesting for many years. A
laundry list of desired equipment was
apparent, and Legend responded.

For starters, everyone asks about elec-




tric start, Goggans said, and the Legend
Cub has it, eliminating hand propping.
A battery is mounted on the aft side of
the firewall. A full electrical system with
an alternator powers a new generation
of instruments and gauges unlike those
found in an original Piper Cub.

The Legend Cub also has a left-hand
door, and both doors are split front to
rear with half windows/doors opening
up and half down.

Regardless of which door you enter,
nearly every pilot will appreciate the
added 3 inches of cabin width Legend
provides. The width can easily be seen
by looking at the aft seat. The original
Cub’s aft seat did not reach side to side,
making the Legend seat appear all the
wider. Perhaps most importantly, you
can fly the Legend Cub from either seat;
original Piper Cubs can be soloed only
from the rear seat where visibility is not
as good.

Yet another change that helps
weight and balance—and the ability to
solo from either seat—is the relocation
of fuel tanks from aft of the engine
to reservoirs in each wing. Our test
Legend Cub had tanks holding 11.5
gallons per side.

Legend’s PA-11-type model uses a
full-pressure cowling to draw air inside
the engine compartment rather than
merely exposing the cylinders to
air passing by the fuselage as in the
exposed-engine cowl Cub version.

The exposed cylinder model Goggans
and I flew used a 72- by 48-inch wood
Sensenich prop with a metal finish to
the leading edge. The PA-11 model first
displayed on floats swung a 69- by 44-
inch metal prop that is more versatile in
a water spray environment.

Many aspects of the original Piper
Cub have been retained. For example,
the trim wheel moves the leading edge
of the horizontal stabilizer through a
jackscrew system. And, some of the
simple qualities of the original Cub are

used in new ways. A step that is used
to get into the front seat can also be
used for fueling. With Legend Cub’s
wing tanks, you step on the tire first,
then to the step on the front side of
the landing gear, at which point you
can likely reach the fuel tank opening
on top of the wing. This holds true on
both sides.

For those keen on the floatplane
potential for the Legend Cub, float
attachment points can be added as a
no-cost option, letting customers add
floats when desired. A lifting bracket is
also placed on top of the wing to assist
in mounting the floats. Legend Aircraft
will add all these elements without
charge if they are ordered at the time
of manufacture. However, these parts
do add modestly to the aircraft’s empty
weight. Customers who want the light-
est Legend Cub could skip these parts if
no float flying is envisioned.

Piper Cub wings use a Clark Y air-
foil variant that performs particularly
well at slower speeds. The carbon-fiber
LSA from Europe will fly faster than
the Legend Cub, but much of the joy
found in sport flying is at “human
speeds,” where you can view the scen-
ery more comfortably. The wing area
on the Legend Cub is a surprisingly
large 178 square feet. (By comparison,
the Flight Design CT is 107 square feet;
the StingSport is 116 square feet; and
the IndUS Aviation Thorpedo is 105
square feet.)

A wing the size of the Legend Cub’s
delivers buoyancy some pilots will
love. Others may prefer a smaller wing
that takes out the bumps of the day.
Contrarily, smaller wings aren’t as com-
fortable when flying low, even with
flaps deployed.

The Clark Y airfoil and float
operations are natural companions.
American Legend Aircraft offers both
straight and amphibious floats. My
guess is this plane will perform even
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SPECIFICATIONS

American Legend Aircraft
Company Legend Cub

(Note: All specs and performance figures pro-
vided by factory. Figures are unverified except
as otherwise stated in article.)

Dimensions

Wingspan—35.5 feet
Wing area—178.5 square feet
Length—22.5 feet
Height—39.1 feet
Seating—2, tandem
Empty weight—850 pounds
Gross weight—1,320 pounds
Useful load—470 pounds
Payload—338 pounds
Fuel, total—23 gallons
Wing loading—1.4 pounds/square feet
Power loading—13.2 pounds/hp
Powerplant—Continental 0-200
Powerplant—100 hp.
Time between overhaul—1,800 hours
Baggage area—40 pounds

Performance

Never exceed speed (VNE)—129 mph
Cruise speed (75 percent power)—95 mph
Stall speed—38 mph
Max rate of climb—500 fpm
Takeoff distance—350 feet
Landing distance—350 feet
Cruise duration—3.5 hours
Cruise range—315 miles
Fuel consumption—5.7 gph

Contact:

American Legend Aircraft Company
P.0. Box 1220
Sulphur Springs, TX 75483
Tel: 903/885-7000
Fax: 903/438-9933
E-mail: tim@legendaircraftcompany.com
Website: www.legendaircraftcompany.com
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American Legend Aircraft’s Legend Cub is
powered by a Continental O-200 engine.
The company offers customers two choices
of engine cowls—the traditional “eyebrow”
Cub cowling with the cylinder heads stick-
ing out, or a PA-11-like enclosed cowl.

The Legend Cub comes with a variety of
instrumentation options, including this
melding of traditional steam gauge engine
instruments with modern digital engine in-
formation systems (EIS) as well as GPS and
moving maps.

The American Legend Aircraft team'’s air show uniform helps recall aviation’s days of
yesteryear, as Legend team members Jason Brewer and Tim Elliott (back row), Kurt
Sehnert (kneeling), and Danny Goggans and Pat Bowers (right) demonstrate.

better than the original in this appli-
cation. Piper Cubs are widely used
as basic seaplane trainers. Now, the
Legend Cub can fill the need for a new
plane for such applications, which is
permitted under the new LSA regula-
tions, though the operational proce-
dures for amphibious flying by sport
pilots is still being finalized.

Setting themselves apart from the
other two LSA Cub builders, Legend
plans to evaluate and perhaps offer
the 120-hp Jabiru 3300 engine.
Besides improved performance from

the six-cylinder engine, the Jabiru
should offer weight savings over the
Continental. This will improve the
payload of the Legend Cub while
maintaining electric start.

Nice New Cub

American Legend hit the high points
of refinement with its either-seat solo,
dual doors, wider cockpit, electric start,
and more, but it didn't stop with these
enhancements.

The interior is modernized with a
nicely detailed baggage compartment

JIM KOEPNICK PHOTOS



(40-pound capacity) with a carpeted
lower area and a fiberglass headliner on
top. Four-point seat belts are provided
for both seats, including recoil shoul-
der straps. The leather seats in our test
Legend Cub are an option and come
with memory foam in the seat cushion.
For those who want to stay as light as
possible, the standard cloth seats and
regular foam add a few pounds to your
useful load.

Above, a full skylight replaces the
original Cub’s two smaller rectangular
windows. This offers much improved
visibility, especially in steeper turns and
when checking traffic before takeoff.
Below, a wood laminate gives the floor-
board an authentic look. Discreet heel
brakes are installed front and rear.

Legend designers also provided full
dual controls in both pilot positions;
however, the rear-seat throttle was
moved aft to accommodate a door on
the aircraft’s left side. Original Cubs
put the aft throttle about where Legend
Cub’s left side door is. Headphone
jacks are located near the throttle for
each seat.

Legend Cub’s carb heat control was
moved from the Piper Cub’s right side
to the left-side control console (where
the throttle and headphone jacks are
located). Forward and down from the
front-seat throttle is the fuel shutoff
lever, which is placarded to show 23
gallons of usable fuel, though this fig-
ure may change, Goggans advised. You
can reach the carb heat control from
the rear seat.

At the front seat occupant’s left hip
is a large trim wheel. After my flight,
Legend went back to a window-crank
style trim in the same location, which
also can be accessed from the rear seat.

In the same thinking, the ignition
switch is located on the left wing root
near a professionally fashioned fuel
sight gauge featuring a clear tube in a
small aluminum housing. Again, the
starter switch is located here to permit
operation from the front or back.

Hydraulic disk brakes by Grove are
used in conjunction with large 800-by-
6 tires, and they provided an excellent
slowdown on either turf or hard surface
runways. The brakes are quite strong,

though most pilots’ smoothness and
finesse are not as good with heel brakes
as with toe brakes. Goggans warned
that if you get on the brakes hard while
taxiing fairly fast, it is possible to stick
the nose into the ground.

The main gear suspension is hid-
den under vinyl covers that again pre-
serve the original look, but steel springs
replace the old-style bungee cords.

Flying the Yellow Legend

Virtually no one would argue
that Legend’s staff achieved the look
of the Cub and incorporated all the
right changes to the venerable design.
However, the proof of an airplane
remains in its flying, and the Legend
Cub offered plenty of airborne fun.

Just remember, you have dual doors
to secure. As Goggans and I launched
the Legend Cub, the lower half of the
left door tended to lift up as we accel-
erated, the result of slipstream effect, I
speculated. Goggans said Legend will
add a latch to prevent this from hap-
pening. A latch is already provided to
hold the upper window up. You can
open and fly with the door(s) open in
flight; a down latch is primarily needed
during takeoff operations.

With the O-200 opened to flat out
and with the doors closed, the tach
showed 2500 rpm, and we indicated
96-97 mph. According to the factory
75-percent power should produce 95
mph, while a 65-percent power cruise
yields 90 mph.

When I closed the right window,
which we had open on takeoff, to
begin higher speed evaluations, I found
Legend Cub’s cabin to be dramatically
quieter than the original. Still, for those
like myself who enjoy the sensation
of an open cockpit, Legend offers you
a choice: closed up, more efficient,
and quieter; or partly open (a window
or two); or wide open (both window
and door panels on each side). Flying
around with the doors open reduces
your cruise speed, but you won't want
to fly fast if your goal is to enjoy open-
cockpit flying.

The “spirit” of this Legend Cub flying
may be best shown through this story.
After I had done my Dutch roll control
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North American Sport
Aviation Savage

Is the concept of a renewed Cub a phenomenon that developed with
the LSA rule? Actually, no. The Savage Cub has been in production since
1997. An Italian design team created the plane and first built the model
in Italy. In 1999 production was taken over by Zlin Aviation SRR.0. in
the Czech Republic, which has connections to Czech aviation pioneer,
Moravan Aeroplanes, maker of the Zlin all-metal GA aircraft.

Bob West is the proprietor of North American Sport Aviation located
in Santa Paula, California, which is the U.S. and Canadian distributor
for this Cub replica. Savage also earned S-LSA certification just prior to
EAA AirVenture Oshkosh 2005.

The Savage is the only one of the three new Cubs to use Rotax
powerplants, no surprise given the design’s origin in Europe where
Austrian-based Rotax dominates the light aircraft engine market. You
can order the Savage with either an 80-hp 912UL or 100-hp 912ULS.
Twin 9-gallon aluminum fuel tanks provide about 4.5 hours of opera-
tion, a nice economy advantage over the Continental engines favored
by American Legend and Cub Crafters (see next sidebar). Rotax engines
may also use autogas, extending the cash savings.

The Savage’s wing is a bit smaller than the Legend’s, at 153 square
feet versus 178.5 on the Texas-built airplane. At 639 pounds empty,
Savage is more than 200 pounds lighter than the Legend Cub or Cub
Crafters Sport Cub, even when equipped with the slightly heavier
Rotax 912 ULS engine. The Savage flies about 5-7 mph faster than the
Legend, and its range is considerably greater (almost 100 miles more),
despite having 4 gallons less fuel on board than the Legend Cub. . .all
attributable to its lighter weight, which also contributes to a 50-foot
shorter ground roll on takeoff or landing.

If lighter is better for you, the Savage deserves a deeper look. And
if you like Rotax engines, it may be your Cub choice. Conversely if you
don’t care for Rotax engines and prefer the in-flight smoothness of a
heavier airplane, the Legend Cub or Cub Crafters” Sport Cub might
remain a better choice.

However, it will be a tough choice as the Savage has a modest
selling price of $53,000-$55,000 in ready-to-fly form (the difference
being the 80- versus 100-hp engine). A list of options can raise that
price, but even fully loaded the Savage is $10,000 less than the base
price of the Legend Cub or $25,000 less than Sport Cub. The plane is
somewhat simpler in construction, but with that much savings, the
Savage is one to consider.

Information: North American Sport Aviation, Santa Paula, California;
call 805/988-3000, e-mail info@northamericansportaviation.com, or
visit www.savageaircraft.com.

46 - OCTOBER 2005

coordination exercises, performed steep turns and a regime
of stalls, plus checked climbs, glides, fast and slow flight, I
asked Goggans if he minded some low-over-the-ground fly-
ing. He agreed quickly—I learned later he also enjoys such
flying—and we throttled back over some large open fields
I've become familiar with after years of flying around the area
south of Lakeland Linder Regional Airport. The Legend Cub
offered great fun below the treetops. We were throttled back
to about 50 mph so noise was lower. We had the windows
and doors open, and you could smell nature and feel the
warmth of the air on your shoulders. (For those who question
my judgment about flying low, the fields in question are eas-
ily landable, and I've deliberately done so before. Therefore,
flying below the treetops is no different than descending
below the treetops when landing at your home field.)

To get back to the airport for some takeoffs and landings,
Goggans and I pulled up the lower door halves and lowered
and latched the windows. With power set at 2400 rpm, cruise
was about 90 mph, at which the Continental O-200 report-
edly burns 5.7 gph. We quickly and comfortably made the
short cross-country back home.

In addition to other changes from the original Cub,
Legend’s engineers added 3 degrees more dihedral to the
Legend Cub wings. In my view this was highly effective;
after using coordinated control to enter a turn, that dihedral
stability will maintain the ball in the center once bank is
established. All turns to headings were precise. Control pres-
sures were good at all speeds, and harmony was quite good.
You need a bit more rudder than most general aviation (GA)
pilots may be accustomed to, but coordinating stick and rud-
der won't take but an hour’s flying time for most aviators.

Overall, I found the landing characteristics of Legend Cub
to be good. I had two greased-on landings; the third and the
last was the smoothest, but I retained a bit too much energy,
and we floated back into the air a few inches. I had let the
speed creep up just a bit, and this changes the performance
characteristics. Like most airplanes, an optimal approach
speed makes the flare and touchdown easier.

Though I have quite a bit of tailwheel experience, I don't
think the Legend Cub is too challenging for new taildragger
pilots. Like all standard-gear designs, you must have “happy
feet” and keep your rudder pedals in motion with many
small inputs. Most pilots who find taildraggers challenging
make too few and too coarse movements at too high a speed.
Usually the problem is limited to a series of over corrections,
but if you let the tail get too far out of line, you risk the
dreaded ground loop.

You should also slow the plane down with only aerody-
namic controls as long as possible, at least until you get used
to the heel brakes. (Again, most pilots have better tactile con-
nection with toe brakes.) In time, you'll become comfortable;
as noted above, the brakes work well.

Good approaches are made at 55 mph, Goggans advised.
As it turns out, this is also the best rate for sink performance.
A two-minute timed test showed 550 feet lost. The day
provided some buoyancy so a 275-fpm sink rate might be



optimistic, but that big, fat Clark Y
wing helps the Legend Cub give up alti-
tude slowly. Goggans said that 55 mph
is important to this performance. He
reported that at 70 mph, the sink rate
will nearly double, so watch your speed
on landing approach.

All the stalls I performed exhibited
mild characteristics and broke mod-
estly below 40 mph indicated. This
is well within LSA limits, though not
quite as low as the company brochures
state. Power-off stalls required no power
and little forward stick to recover nor-
mal flight with minimal altitude loss.
Power-on stalls never stalled. The climb
became sluggish and a burbling action
could be felt, but no break occurred,
and I easily regained normal flight by
merely relaxing the stick. On acceler-
ated stalls performed at 35-degree to
45-degree banks, the airplane tended to
level out on stall break. Overall, I found
no evil characteristics in any stalls.

Longitudinal stability was also good.
The Legend Cub returned to level flight
after only a few oscillations when the
stick was disturbed and released. When
power was added or removed, the nose
went where you'd expect with no exag-
gerated pitch change.

The Legend Cub may be used in
a training environment to prepare a
new batch of taildragger-loving pilots.
However, the schools will have to prove
their insurability for such operations. If
the business details can be worked out,
the Legend Cub would make a good
training aircraft. For float operations,
it should be an ideal choice when (and
if) paired with the more potent Jabiru
3300 engine.

Your Own (New!) Yellow Cub

Legend Aircraft set its Cub’s base
price at $74,000 and offers a lengthy
list of options. Radio packages run
$6,000-$10,000 including dual radios,
an intercom system, and an encoder.
The optional Dynon engine monitor-
ing system costs about $3,500 with two
models available.

Amenities like a leather interior add
$1,800, while wingtip strobes and posi-
tion lights add $800. A wood-to-metal
prop upgrade costs $1,400, and you

may choose a cruise or climb version.
(Remember, no in-flight adjustable
props for LSA.) Straight floats will add
a significant $23,500, but Legend is
offering amphibious floats for the same
price, which is a bargain.

American Legend asks for an initial
10-percent deposit with another 40 per-
cent due prior to the start of production
of your Cub.

Given all the features and compo-
nents, you could price your Legend Cub
beyond $100,000; an amazing develop-

ment considering original Cubs sold
for only $1,325 in the 1930s. But even
without doing an inflation calculation
since then, the planes simply aren't
the same. American Legend has done a
good job of making its Cub something
pilots want in the 2000s, yet the compa-
ny has carefully maintained the original
value of the pretty yellow Cub.

If that look and feel appeals to you,
Legend may have the Cub you want,
and it’s available now with special LSA
certification.
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CubCrafters Sport Cub

—

Competition is definitely heating up for
new ready-to-fly J-3 Cub replicas under LSA.
American Legend earned S-LSA certifica-
tion first and builds a sophisticated entry
with all the right changes, and the North

N

JIM KOEPNICK

American Savage has a low price tag and  shot at a good share of the market.

may be substantially less costly to operate. CubCrafters also makes a 180-hp Cub
Into this fray has jumped CubCrafters with  called the Top Cub; its Sport Cub brochure
its Sport Cub. Given the company’s 25-year  states, “We feel uniquely qualified to redesign
history in rebuilding Super Cubs, it has a the Cub for the next generation.” CubCrafters
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has not yet completed the S-LSA certifica-
tion process, but it is presently the only
company in LSA manufacturing that has
demonstrated the ability to build to FAA
Part 23 standards. That may not fairly
assess those foreign builders who are par-
ticipating in non-U.S. certification meth-
ods, some of which may be as demanding
as U.S. government certification.

As with Legend, CubCrafters uses the
100-hp Continental 0-200 engine in its Sport
Cub. A 72-inch wood Sensenich prop swings
in front of a fully cowled engine compart-
ment. CubCrafters expects the empty weight
of an S-LSA certificated Sport Cub to be
about 825-850 pounds, about the same as
the Legend Cub.

Sport Cub uses components in com-
mon with its Top Cub, the Part 23 model,
including the 26-G seats required in the
latest amendment to that certification stan-
dard. Sport Cub also uses toe brakes to
Legend’s heel brakes. A standard 12-gallon
wing tank doesn't offer the range of the other
Cubs, though a second tank is optional. Like
Legend, you can add a left-side door if you
wish. If you want to ignore Cub traditions, you
can order a glass cockpit Sport Cub including
EFIS, a digital engine monitor, and a GPS with
a /-inch screen.

If you are moved by Sport Cub’s strong
pedigree from a Part 23-certificated factory,
then this might be your Cub. This Washington
state manufacturer does not offer the Jabiru
or Rotax engine choices, but it does have an
established business meeting the highest
standards of the industry. At a base price
of $89,500, you will pay a little more for the
Sport Cub ready-to-fly, but it comes with a
good basic instrument panel and a good list
of standard features.

Information: CubCrafters Inc., Yakima,
Washington; call 509/248-9491, e-mail
(sales) todd@cubcrafters.com, or visit www.
cubcrafters.com.
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Bringing the Legend Home

the first

Flying

RICH GIANNOTTI

| may be the only person who attended
Sun 'n Fun and EAA AirVenture Oshkosh
this year with my airplane without it leaving
the ground. Why? Because my uncovered
fuselage was on display at Sun 'n Fun in
American Legend Aircraft’s booth, and the
whole airplane was at Oshkosh, but not
ready to fly.

That changed on August 21 when my
friend, Rudy, and | traveled to Sulphur
Springs, Texas, to pick up my new Legend
Cub, serial number 1003, N77355, and
Legend's first customer airplane.

We arrived at the American Legend’s
facility on Sunday afternoon as several
people were putting the finishing touches
on it. Darin Hart, one of the principals of the
company, was applying that cool “Legend
Cub” decal on the tail. Several others were
hovering here and there.

Monday morning, August 22, brought
the full Legend staff to bear on the airplane.
The FAA was to arrive mid-morning to issue
the certificate needed to allow a test flight.
Lunchtime came, and a cake with yellow and
black icing commemorated the first delivery.

After lunch, Ronald Wood of the FAAs
southwest manufacturing inspection district
office (MIDO) issued the temporary airworthi-
ness certificate that allowed Kurt Sehnert to
test-fly the airplane. | was excited to see Dusty
fly—all Legend Cubs must have names; it's a
factory rule!—but | was not nervous. It was
just the next logical step. Kurt had an unevent-
ful flight and recorded the required data. Then,
we all sat in his office while Mr. Wood issued
the permanent airworthiness certificate and
made sure | understood the operating limita-
tions for this S-LSA.

Tim Elliot, president of American Legend,
gathered everyone who worked on my airplane
and had them sign the back of the baggage
compartment partition. Then Tim organized a
dinner at the local $100 hamburger place for
everyone, including the employees’ families.
After dinner we went back to the airport to do
what we came for—fly Cubs!

It was time; | was going to fly my airplane
for the first time. It flew straight and strong,
and | pulled off a few great landings—ones
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Tim Elliott hold-s the baggage compartment
back panel for Legend employees to sign.

Pat Bowers hands over the keys to N77355 to
Rich Giannotti.

where you can use the airplane again.

On Tuesday morning, it was time to blast
off for the 1,200-nautical mile trip to Long
Island, New York. When Rudy offered to accom-
pany me on this trip, | did not hesitate to
accept. He has been a pilot for only three years,
but he has more than 900 hours; he loves to
fly. He is now the world’s expert on the comfort
of the rear seat in a Legend Cub. He said it's
pretty good. The extra 3 inches of width in the
fuselage really pays off back there.

We got a late start from Sulphur Springs
because taking the airplane away was like
taking the only daughter from 50 parents. But
soon we were climbing, looking for cooler air.
We leveled at 5,500 feet where the winds were
light and variable and saw 85 knots on the
GPS. A giant high-pressure system was parked
over the eastern part of the country offering
clear flying conditions, but we paid for it with
a head wind after the first leg. We planned
2-hour and 30-minute legs, which gave us a
45-minute reserve.

Our first stop was Carlisle, Arkansas. The
place was deserted, but it did have self-ser-
vice fuel. We topped off with 15 gallons’ fuel,
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two bottles of water, and some granola
bars, and off we went. Dusty may not fly as
fast as an airliner, but it has more comfort-

' . able seats, and the food is better.

Our next stop was Humphreys County,
Tennessee, a pretty airport in equally pretty
country. Because of our late start from
Sulphur Springs, we decided to choose a
closer destination for the night. | needed
a hotel, shower, and dinner in that order.
After a quick look at the chart, we decided
Bowling Green, Kentucky, was calling us.
Co-Mar Aviation lent us a hangar and
drove us to a hotel. They are a great bunch
of guys who really loved the Legend. Rudy
said the hardest part of the trip was trying
to leave the fuel stops without rushing the
people who wanted to look at Dusty.

We continued on our planned route

the next morning to Madison, Kentucky.
The weather was great (except for head
winds), the panel mounted GPS never
skipped a beat, and 20 gallons of usable
fuel is more than enough range for this
59-year-old body.
Our next stop was Upshur County, West
Virginia, in another stunning setting. Once
again, a friendly fixed-base operator (FBO)
and a group of curious Cub watchers greeted
us. So far, we were on our original plan, but the
next stop after Upshur was too far based upon
the winds. We replanned and stopped at York,
Pennsylvania.

If we'd had any kind of tail wind we could
have made it from York to home in daylight
without a stop, but it was not in the cards.
Instead, we stopped at Trenton, New Jersey.
The next morning Dusty got its first look at
the Atlantic Ocean as Rudy flew us along the
beach “at or below 500 feet” while talking
to JFK International’s tower. We landed at my
home airport, Brookhaven, about 9:30 a.m.,
and | spent the rest of the day cleaning eight
states worth of bugs off the airplane. No, there
were no bugs on the trailing edges. Cubs are
slow, but not that slow!

We put about 17 hours on the tach with no
problems, just a great trip in a great airplane.
Rudy and | are going to put our names on the
Legend Cub ferry pilot list; | hear it's pretty
long already. 2%





