


it created a stir. The new design was
notable not so much for its velocity as its
felicity:It looked verycool.With its tadpole
body, stylish windows, and unconvention­
al aerodynamic configuration, it appeared
to be a successful cross-pollenization of a
late-1940s Hudson Hornet and a George
Lucasspace-movie speedster.

Nouveau appearance notwithstanding,
the most appealing feature of the airplane
is its interior. Those swept, dark-tinted
windows admit subdued light into a
classy, European-car-like cabin. The feel­
ing is altogether different from a produc­
tion aircraft.

Typical empty weight of a Velocity
Model 173, the latest and most popular
version to be offered, is 1,275 to 1,300
pounds. Gross weight is 2,400 pounds.
Two 30-gallon wing tanks supply a 6-gal­
Ion header tank, which feeds the engine.
Thus there are no Left or Right fuel
selector positions.

Taxiing is a little different
because of the castering nose­
wheel and an unusual braking
system: You push on a rudder
pedal to deflect the corre­
sponding rudder, then push
harder to brake.

In climb and cruise the
Velocity performs well. With
two aboard the company's 173
fixed-gear demonstrator and
about 35 gallons of fuel, we
climbed out at 1,000 to 1,200
fpm at 110 KIAS.Though origi­
nally designed for 180 hp, a
200-hp Lycoming now appears
to be the standard. A cruise
check at 6,500 feet msl yielded
150 KIASat 2,650 rpm and 10.5
gph. Count on about 15 knots
more if the gear retracts.

The airplane is surprisingly
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The roomy interior provides lots
of space for an uncluttered panel.

This is a different aircraft than
the one flown, but is typical.

stable in pitch and roll, and is best flown
with thumb and forefinger. Electric pitch
trim moves a spring that biases the stick.
The wingtip-mounted rudders deflect
outward only, but it seems to make no
difference in yaw control. In fact, the air­
plane will make coordinated turns with­
out the use of rudders.

Landings are the biggest challenge.
Deploying the electrically actuated speed
brake, a flap on the airplane's belly, is the
only effective way to slow the Velocity
down. Approach speeds are relatively
high-we used 100 knots on downwind,
90 on base, 80 on final, and looked for 70
at touchdown-and the attitude is
increasingly nose high as speed decays.
Full-stall landings are not recommended
because the nose will plunk down first-

and hard. Precise speed control is the
name of the Velocity's landing game.

The Velocity has gone through some
maturation. The additional weight in the
rear, plus variations in building technique,
led to a serious problem. It was discovered
that the airplane could enter an unrecover­
able flat-attitude descent followinga deep
stall. The problem was solved by increas­
ing the wing chord and moving the aft cen­
ter of gravity limit forward three-quarters
of an inch. Also, the aft fuel baffle was
moved forward two inches. The changes
are incorporated in the Model 173.

The changes made for a heavier, slow­
er Velocity, with 65 gallons of fuel capaci­
ty instead of the original 73, but it is now
a more docile and thus safer airplane.

Also, Maher has sold the company to
Duane and Scott Swing, a father and son
team that built two Velocitiesand in the pro­
cess designed a gear retraction mechanism
that has become popular with builders.

The Swings are in full swing at
Velocity's Sebastian, Florida,
factory. At the time of our visit
last spring more than 200 Veloc­
ity kits had been sold and some
40 builder airplanes were flying.
Kits are priced at $21,000 for a
standard fixed-gear model and
$22,000 for the 173; add $4,000
for the retractable gear option.
You can buy everything it takes
to build a complete airplane,
including engine, interior, in­
struments, and prop, for about
$42,500 for the fixed-gear stan­
dard version or approximately
$47,500for a retractable 173. 0 "
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