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ome airplanes are consid-

ered time machines be-

cause they're extremely
fast. Others are time machines
because they transport your
mind. I'm thinking about the lat-
ter as [ fly high above the Nevada
desert in a little yellow Aviat
Husky Pup, which through its
simplicity sorts out the complex
world, reducing it to stick, rud-
der, and throttle.

We blast out of Palm Springs,
California, and head for the Pup’s
home in Afton, Wyoming, racing
to beat a cold front and the sun on
a short October day. The climb
rate is an easy 1,000 fpm with two
people on board, full fuel, and
baggage on a warm morning at
near sea level. There are no flaps,
no constant-speed prop, and no
navigational equipment except a
portable GPS and a compass.
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This is real flying.

The cross-country flight gives
me an opportunity to evaluate
how the first conforming air-
plane, representative of the pro-
duction model, flies in its ele-
ment: thin air, big mountains,
and blue skies. With a carburet-
ed, 160-horsepower Lycoming
engine we're making a solid 114
knots groundspeed at 85-per-
cent power with a moderate
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headwind. In no time we're over Las
Vegas at 11,500 feet, the altitude reduc-
ing the great Luxor Pyramid to an al-
most flat surface. Lin Thomas, a com-
pany vice president, is in the backseat
of the Pup and Aviat Aircraft President
Stu Horn is following in the Pup’s
brother, a Husky A-1B. At least one of
us, not to be pointing fingers, has to
shrug off the urge to make an emer-
gency gambling trip.

The airplane feels solid and robust
as a good bush airplane should, but
light and crisp on the controls. When
trimmed properly, the Pup flies well on
its own, not requiring too much effort
unless it gets bounced around as the
High Desert rolls up into ridges in
southern Utah and the sun sends ther-
mals radiating vertically into the sky
thousands of feet above. The interior is
comfortable and roomy, and the only nit
I can find is a minor one—the location
of the compass above the pilot’s head,
requiring me to stretch back to see it.

In the world of tailwheel flying, the
approach to the airport starts with try-
ing to figure out what in the heck the
wind is doing. After dialing up the AWOS
(automated weather observation sys-
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tem) several times, we know the winds
are calm in Provo, Utah, the historic site
of my first landing attempt in the air-
plane or what I have worked up in my
mind as a Vegas crapshoot. But we don't
trust the artificial voice over the radio.
Catching a glimpse at the limp windsock
makes me, a relatively new tailwheel
pilot at the time, feel better. Time to roll
the dice. I quickly find out just how slip-
pery the Pup is, behaving more like a
glider than an airplane. In calm winds,
Aviat recommends a minimum final ap-
proach speed of 52 knots, a speed at
which the controls become uncomfort-
ably sluggish until you get used to them.
Without flaps, I come in high and fast,
requiring some power to arrest the de-
scent rate for a semi-beautiful, 69-per-
cent-perfect three-point landing. With
its 43-knot stall speed, the Pup comes in
slow and doesn't eat up much runway.
After picking up fuel we fly through
Provo Canyon and then it's almost a
straight shot to Afton as the headwinds
slowly pick up. With the throttle shoved
forward at 8,500 feet, paralleling the
Wasatch Mountains to the west, we make
it to Afton before civil twilight and my sec-
ond landing is, to my surprise, a greaser.

Our average fuel burn was around eight
gallons an hour out of the two 25-gallon
wing tanks. After six and a half hours in
the saddle, though, I don't have any aches
or pains, and the airplane is beginning to
grow on me in ways that only a tube-and-
fabric tailwheel airplane can.

With the Pup, Aviat has continued in
the heritage of building fun airplanes,
meaning they are tailwheel configured
and respond like puppets on strings, yet
are hardworking enough to keep an eye
on cattle. The Husky line, conceived as
an improved Piper Super Cub, with its
modern features, is a more utilitarian
kind of airplane compared with Aviat’s
eye-crossing aerobatic Pitts Special.
Huskies are flown by the likes of Chuck
Yeager and Harrison Ford. The Pup is de-
signed as a variation on the Husky theme
in response to buyers who wanted a sim-
plified and less expensive airplane, going
for a base price of $115,535 compared
with the A-1B that starts at $139,700 (in
2003 dollars). The base model day-VFR-
only airplane we are flying is equipped °
with a Horizon Instruments digital
tachometer, Becker radio, and Garmin
Pilot III GPS, but it has no gyros or turn
coordinator. Many options on the regu-




lar A-1B, such as the aft baggage com-
partment, are not available on the Pup
because of the change in the center of
gravity from the lighter engine and fixed-
pitch prop up front. Some options will
be available in the future, although Aviat
didn't intend for the Pup to be an IFR air-
plane, unlike its more powerful brother.
The Pup was certified in August 2002
under an amended Husky type certificate.

The original A-1A was introduced in 1987,
followed by the A1-B with its 90-pound
maximum gross weight increase. Huskies
are not currently subject to any airworthi-

ness directives, and the Pup has fewer

parts so there’s even less to go wrong with
the airplane. Aviat plans to build a dozen
Pups for the first year of production.
Husky owners have rated the airplane
high for fit and finish and attention to

-

detail. To keep it looking nice, Aviat
shields the cockpit area with metal skins
for those forays to favorite fishing spots
on scrub-brush strips and for float fly-

With its light weight and 160-horsepower
engine, the Pup has plenty of punch to get
you in and out of the backcountry. And with
its mechanical simplicity, there isn’t a lot to
go wrong or break.
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ing, while the rest of the airframe is cov-
ered in fabric. All the fittings are beefy
enough for backcountry work.

When I first saw the Pup from a dis-
tance I knew there was something
different, but what? A company repre-
sentative pointed out that it has a dif-
ferent cowling than a regular A-1B, a
modified curvy one borrowed from the
Aviat Eagle kit biplane instead of the
flatter Pitts version on its predecessor.
Besides the sleek cowling and lack
of flaps—eliminating the need for

exposed flap hinges and gaps between
the flaps and the wings—the Pup has
another drag-reducing trick, re-
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designed wing tips. To test out the new
wing tips, company test pilot Mark
Heiner flew the Pup with the old up-
turned version on one wing and the
new more efficient down-turned ver-
sion on the other. By taking his hands
off the controls, he found that the air-
plane did what he thought it would do;
it turned toward the draggy old-style
wing tip the way a canoe turns if you
stick a paddle in the water as you float
along. The wing tips, coupled with the
rest of the changes, enable it to actually
cruise a couple of knots faster than the
180-hp A-1B, although the more pow-
erful airplane edges out the Pup by a

few knots in top speed. This is not to
say that the extra power and constant

speed prop don't make a big difference,
particularly in the mountains. The
A-1B takes off in less than half the dis-
tance of the Pup and climbs more than
30 percent faster.

[he plan is to fly the airplane some
more, but the cold front brings light
snow and destroys visibility over the
Star Valley for the next few days. A clean
ing lady at the motel I'm staying at says,
“We have two seasons in Wyoming:
winter and hunting.” Can’t argue with
that. But later Horn and I are able to
wring out the Pup during a hole in the




bad weather. There is so little to do in
the Pup during runup that you feel like
you forgot something.

I learn to fly the airplane the Aviat
way. Soloing from the front seat, the
company suggests taking off in the
three-point position and letting the air-
plane leap into the sky when it’s ready
to fly. It’s hard to believe there’s only
160 hp under the cowling, and this is at
an airport elevation of 6,201 feet. From
his experience as a Pitts pilot, Horn
likes to lift the tail about a foot on take-
off to get better visibility, particularly
when he's flying from the back with two
on board. Regardless of whether you
keep the tail on the ground or raise it
slightly, the visibility is good up front
and the takeoff run is short enough that
there isn't much time to contemplate
whether you saw Elvis.

We maneuver around the valley and
the airplane is remarkably stable, even
in cross-controlled situations. Without
flaps, this is a good thing, because land-
ings in the Pup require a slip until you
get used to the proportions and account
for the wind. This is also part of the fun.
Like a puppy, it demands a lot of atten-
tion and in return you get a lot of joy.

Pretty soon our hole closes up and it’s
time to stop playing with the Pup.

I meet up with Horn later in the week
in Heber City, Utah, to play with the Pup
some more. The airplane has gentle stall
characteristics; it stumbles, then goes
back to flying with minimal fuss. The
Pup has a lot of adverse yaw, requiring

The Pup is a happy little airplane that leaps from whatever surface you happen to be flying
from and takes to the sky in a hurry. It's as playful as it's sturdy.

the pilot to lead off with the rudder
when executing a turn to make it extra
clean, another gliderlike quality. Horn,
who is also a glider pilot, has me prac-
tice a variety of tight power-off three-
point landings—the way I like to do
them—requiring steep slips so that we
use aerodynamic forces to bring us
down rather than the old power-reduc-
tion/flap-extension combination.

As we're messing around, the wind
picks up, gusting up to 18 knots, 30 de-
grees off the nose. I have a healthy
aversion to ground looping—especially
when I'm flying serial No. 1—and am
surprised to see how well mannered the
airplane is. With a little crosswind cor-
rection, the robust landing gear plants
the small tires on the asphalt. The next
trick is to fly it back to the tiedown area
in the swirling wrath.

After picking up some fuel, it’s time
for Horn to head back north to the fac-
tory as storm clouds are making a mess
of the big blue canvas. He'd better hurry.
The days are growing shorter and even
the Pup needs to rest. 0P

E-mail the author at nate.ferguson@

aopa.org
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