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BACK TO BASICS

Track testing nine Showroom Stock Sports Cars, the entire field
in SCCA’s newest class. Not a fair group, exactly,
but certainly sporting.

PHOTOS BY JOE RUSZ

HIS COMPARISON TEST is not the ordinary sort of compari-

son test. In the normal course of events the staff selects

a group of comparable cars—economy sedans, say, or
sporting GTs on the basis of roughly equal size, price and intent.
We put them through a standard series of tests and vote on
which car performs normal transportation and entertainment
functions best.

We are not going to do that here. This group of cars is a
big one and it varies widely indeed when considered on the
basis of price or even what the maker intended the car to be.
The tests to which the cars were submitted are not the usual
tests; some were invented for this occasion. And we did not
decide which cars to have in the group.

The Sports Car Club of America did that, Goaded by
members who believe that a sports car club should have events
for roadgoing sports cars, the SCCA has created a new racing
class: Showroom Stock Sports Cars. The sports cars will run
with the Showroom Stock Sedans that began racing in SCCA
last year and will compete under the same basic rules, their
essence being that the cars must have full safety equipment
(roll bars, safety harnesses, fire extinguishers, etc) but otherwise
be raced exactly as they come from the dealer’s showroom.
Not even optional wheels or gear ratios are allowed. As an
equalization factor all cars may use 165-section radial tires,

any DOT-approved brand but in the diameter that fits the stock
wheels be they 13-, 14-, or 15-inch. Having created the class,
the SCCA filled it with a selection of models, which must be
either 1972 or 1973 model year. The eligible cars are: Fiat 124
Sport Spider; MGB; MGB-GT; MG Midget; Opel GT 1900;
VW-Porsche914 1.7; Triumph GT6; Triumph Spitfire 1500, and
VW Karmann Ghia.

Before we discuss inequities or cars which should be on the
list but aren’t, we must understand that the intent of the class
is to have fun, to provide racing for club members in a wide
variety of cars. The SCCA doesn’t mind one bit that all the
major sports car makers have at least one model on the list.
And this class is not supposed to prove anything about the
merits of the cars.

The original plan was to have a $3000 price ceiling, but that
failed because there weren’t enough cars on the list. The limit
was raised to $4000—with special dispensation for the 914—while
the less expensive cars were retained. If there are too many
imbalances the SCCA retains the right to delete models. Or
if another model comes to mind—say the Saab Sonett—it can
be added to the list.

So this is not an equal group. Some of these cars are going
to be faster than others. With that in mind, perhaps we should
agree now that there will be no proclamation involving the
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winning car. To say that a modern, expensive sports car with
a large engine can outrace an older, cheaper sports car with
a smaller engine wouldn’t require tests anyway.

What we will look at is the particulars: what each car will
do on a race track and why it does it When we compare cars
that way, we’ll learn something about both the cars and racing.

One more item about equality. Last August R&T tested nine
brands of radial tire. Tires are not the same; a Datsun 240Z
would corner at 0.745g on Michelins and 0.713g on Yokohamas,
and would stop from 60 mph in 138 {t on Pirellis and 151
ft on Bridgestones. Tires make a difference and there’s no sense
comparing a Fiat on Michelins to an MG on Dunlops. This
is a car test. To eliminate the tire factor, then, we obtained
a spare set of wheels for cach of the nine cars and fitted each
wheel with a Semperit STT M 401 1658R, in 13, 14 or 15-in.
diameter. The Semperits performed very well in the August
tire tests, so we knew they’d make each car do’ its best while
ensuring that we were Llesting only the car.

The Tests

BECAUSE THE cars in the group were picked by the SCCA
to be raced against each other, the tests involved here are
strictly for track purposes. No consideration was given to daily
use; no worry about trunk space, door width or miles per gallon.
We wanted to see what the cars would do on the track.

The first checks were preliminary, part of our normal test
procedure, measuring acceleration from rest to set speeds and
set distances. That’s the standard way cars are compared, with
0-60 mph and the standing quarter-mile times and so forth,
and we thought we should have these figures for reference.

But those standard figures mean little on a track. SCCA races
are begun with rolling starts, usually at 40 mph or more, for
safety reasons. A racing car never makes a 0-60 run unless
is coming out of the pits or the weeds. What matters on the
track is acceleration out of corners and down the straights.

To measure that, we went to Riverside International Race-
way, specifically to the exit of turn 7A. This is a slow right-
hander, the second half of an ess, leading onto the back
straightaway. The speed out of this turn naturally varies with
the cornering capability of the car—a point we’ll cover next—but
for a stock sporls car the average speed past the exit is about
40 mph. Each car was taken through the turn in 2nd gear as
fast as it would go and then accelerated through the gears to
the markers warning of the end of the straight. Each car was
timed from the exit both to a bridge at midpoint and to the

markers. We reasoned that this, the amount of time it takes
to cover the straight, means more than times from rest to speed.

Cornering power was measured two ways. First was our
standard skidpad, timing the cars around a circle of 100-ft radius
with the tires set at pressures which our experimentation showed
would improve cornering. That's what anybody racing a car
would do first, especially if the rules forbid doing anything
else.

Next we built a “square circle.” This is a racing technique.
On the skidpad were placed four corners, each marked with
a pylon on the inside and two pylons on the outside, like the
gates on a slalom course. Steady-state cornering power is a
valid test of a car and certainly useful for comparisons, butdriving
through a corner is a question of transients. A car must be
driven into a turn, around it and out of it, passing from straight
ahead to the limit of lateral adhesion and back to straight ahead.
The corners were located close together, so that a car’s acceler-
ation and brakes wouldn’t be a factor: No sooner was a car
pointed straight again than it was time for the next turn. Each
car was driven around the square as fast as possible and timed.
The round skidpad measures a car’s steady lateral capability;
the square circle measures speed through a real-world corner.

The braking test was also based on the demands of racing.
Full stops are not supposed to be required, but braking from
high speed to cornering speed in the shortest possible distance
is needed. The less distance needed to stop, the more distance
that can be covered at speed.

Each car was accelerated to 80 mph, then braked at the
maximum usable deceleration (meaning with good steering
control) down to 40 mph, with our fifth wheel and electronic
counter recording the distance covered while the brakes were
on.

And there was a test for practical top speed. There aren’t
many race tracks with enough space for cars of even this moder-
ate power to reach their true maximums. Some tracks have
longer straights than other tracks. though. and here top speed
is important; so the nine cars were taken onto Riverside’s far
corner, turn 8, and given a running start down the long, long
hill past the kink and onto the dragstrip. surely as long a run
as these cars will ever have in competition,

The final and ultimate test was timed laps around a circuit.
By this time we knew which cars were quickest oft the mark
and to top speed, which cars went round corners best and which
stopped quickest. So we laid out a course, using Riverside’s
turns 7 and § and the two straights that connect them. A loop,




FIG. 1. GENERAL SPECIFICATIONS

Fiat 124 Spider MGB MGB GT MG Midget
List Price $3867 $3545 $3875 $2699
Curb Weight, 1b 2180 2260 2380 1630
Test Weight, Ib 2530 2590 2740 1995
Weight Distribution (with driver),
front/rear, 90 51/49 51/49 48/52 50/50
Wheelbase, in. 89.8 91.0 91.0 80.0
Track, front/rear 53.0/51.8 49.3/49.3 49.3/49.3 46.3/44.8
Length 156.3 152.7 152.7 137.6
Width 63.5 59.9 59.9 54.9
Height 49.2 49.4 49.4 49.8
ENGINE
Displacement, cc 1608 1798 1798 1275
Bhp @ rpm, net 94 @ 5600 79 @ 5350 79 @ 5350 55 @ 5500
Torque @ rpm, lb-ft 94 (@ 4000 94 @ 3000 94 (@ 3000 67 @ 3250
DRIVE TRAIN
Transmission 5-sp manual 4-sp manual 4-sp manual 4-sp manual
Gear Ratios
1st 3.80 3.44 344 3.20
2nd 2.18 247 2.17 1.92
3rd 1.41 1.38 1.38 1.39
4th 1.00 1.00 1.00 1.00
5th 0.91 — — —
Final Drive Ratio 4,10 391 3.91 3.90
Layout front engine/ front engine/ front engine/ front engine/
rear drive rear drive rear drive rear drive
Wheels 13.%5 14 x 5% 14 x 514 13 x 44
Tires ( original equipment) 165-13 155-14 165-14 145-13
Front Suspension Independent, Independent, Independent, Independent,
Coil Springs Coil Springs Coil Springs Coil Springs
Rear Suspension Live Axle, Live Axle, Live Axle, Live Axle,
Coil Springs Leaf Springs Leaf Springs Leaf Springs
Brakes Disc/Disc Disc/Drum Disc/Drum Disc/Drum

mostly. with a fast sweeping turn leading into a decreasing-
radius right that exits into a banked left. down the hill into
a sharp right. a left and another right, then uphill to the sweeper.
All the elements, then, that a car would face on any track.
We also had a variety of drivers: those staff members who
either drive in races or have graduated from driver’s school
or both. plus contributors and former contributors with equal
qualifications. One of the latter drivers even wins races.

The Results

EFORE THE race, though. let’s go back to the first of the
series of tests. In Fig. 2 are listed the results of the normal
times-to-speed and distance tests.
In daily driving as on the track, times to distance mean more
than times to speed. In that light the cars can be ranked on
the basis of their quarter-mile times and we found that acceler-

FIG. 2. ACCELERATION, STANDING START
Fiat Porsche MGB  Triumph Opel MGB  Triumph MG  Karmann
124 914 GTé6 GT GT Spitfire  Midget Ghia
Time to distance, sec:
0-100 ft. ... 3.5 e 35 ... 41.......43 ......38.......41.......38.......40.......40
0-500 Ft. ... .o 10.3......103...... 105 s l006: v v 10500 w T nnn BT smiee 10.8......11.3
935 15870 1 1 A 16.1. 162, 163, ... 169, i w168 V0T s 168......169......17.7
0-1320 0t (14 M) o o vs wn evmn s 193...... 19.4 195000 19:6: ... ... 09 Fes0 200w < P02 vt 20 s 21.2
Speed at end of Y4 mi, mph..... . .. ... 740... ... 73.0......71.0......740. .. ... T25, e oo T00 s & 66,54 wwsd 68.0......65.5
Time to speed, sec:
0-3Omph.............‘....,,,.,A..4.3_.....4.0.._,..4.6‘....‘.4.4...,,..3.9."....5.0...,,,.4.6‘.‘....4.9..,,“‘5.3
0-40mph. ... 6: s o B:3 comminan 6.9 v 6,80 s 6.2..... . [ 73....... 75, o e 8.1
0-50mph..............,,,A.."....9.4...A...9.2,...‘.10.0......‘9.3.,<....9.1......10.7....,.11.2 ...... 10.7...... 122
0-60mph. ... 125, oo 127 cvwnn ¥ET s onss 126000 w0 330 csinon 146......160...... 15.5 17.5
0-70mph. .. ... 169...... 17.5: oo s 19,050 0 00 1T 50050 i1 B— 20:2 s v 228......218 .24.8
0-80mph. .. ..o 230......24.4, I R 2665 i 29800 s 33.3 1338 .39.6
[ 5 T1HS 1] of o U 30.7......34.2. e B0, e e B




Opel GT Porsche 914/1.7 Triumph GT6 Triumph Spitfire VW Karmann Ghia
$3346 §4275 $3765 $2895 $2800
2035 2150 2025 1735 1960
2350 2510 2370 2103 2285
55/45 49/51 56/44 53/47 42/58
95.7 96.5 83.0 83.0 94.5
49.4/50.6 52.4/54.0 49.0/51.0 49.0/50.0 51.3/52.7
161.9 159.4 149.0 149.0 165.0
62.2 65.0 58.5 58.5 64.3
47.4 48.4 47.5 47.5 52.0
1897 1679 1998 1493 1584
75 @ 4800 76 @ 4900 79 @ 4900 57 @ 5000 46 @ 4000
92 @ 2800 95 @ 2700 97 (@ 2900 73 @ 3000 72 @ 2800
4-sp manual 5-sp manual 4-sp manual 4-sp manual 4-sp manual
3.43 3.09 2.65 3.75 3.78
2.16 1.89 1.78 2.16 2.06
1.37 1.26 1.25 1.39 1.26
1.00 0.93 1.00 1.00 0.93
— 0.71 — — —

3.44 4.43 3.27 3.89 3.88
front engine/ mid engine/ front engine/ front engine/ rear engine/
rear drive rear drive rear drive rear drive rear drive
13x5 15 x 414 13x 414 13 x 414 15 x 414
165-13 155-13 155-13 5.20-13 6.00-15
Independent, Independent, Independent, Independent, Independent,
Leaf Spring Torsion Bars Coil Springs Coil Springs Torsion Bars
Live Axle, Independent, Independent, Independent, Independent,
Coil Springs Coil Springs Leaf Spring Leaf Spring Torsion Bars
Disc/Drum Disc/Disc Disc/Drum Disc/Drum Disc/Drum

ation from rest is a function of power-to-weight modified by
gearing: we have the Fiat, the most powerful car in the class,
crossing the line first; then come the 914. the MGB. the GTé,
the Opel, etc. The GT6's relatively tall final drive gears put
it behind the MGB despite the MG’s greater weight. The gap
is not as wide as the spread in power-to-weight would lead
one to expect, however. The Ghia has half the power of the
Fiat and is the slowest of the nine, but even so it lags by only
2 sec at the finish. On the basis of a normal road test. we'd
have to say that the difference in performance is not extreme.

But let’s move to the track. In Fig. 3 we have the times from
turn 7A to the shut-off markers at the end of the straight. There

are three times for each car; the total from corner to marker,
from the corner to the bridge, and from the bridge to the
marker. Interestingly. the order has changed. The lightweight
Opel has moved from fifth place at the drags to first past the
marker. The GT6 is as close behind the Opel here as the Opel
was behind the GT6 from a standing start. And the Fiat has
moved back to third. Yet the power and weight hasn’t changed
at all. But the use of gears and engine speeds for this test is
different. The Opel has a tall final drive. Note thatit’s especially
quick from the corner to the bridge: it came through the corner
at peak torque in second gear, with plenty of space left on
the tachometer. and was peaking in third as it reached the

FIG. 3. RACE ACCELERATION
Times from Corner 7A to Two Points
In Seconds
Corner Bridge Corner
to to to
Bridge Marker Marker
Opel G, & cwaws wa s I8P v s s 49, ... ... 18.1
Triumph GT6. . ........ 134 o cvsis o 48. ... .. 18.2
Fiat 124 ... oo ceins e vonon s I8 6 i« wims o 49. . ........ 18.5
¥ cc): R - - - SRS ) My —— Y
MGBGT.............. 139, o ol oo w188
Porsche 914. . ... ... ... 139, v st @ o 19.1
Tritiph SPIthre. . cowse IS0 o sy ag il s an 19.6
MG NEAZEE wom w ws ss 145 . cnn. R 19.9
VW Karmann Ghia. . ... 146........... 95, .. ...... 24.1




FIG. 4. LATERAL ACCELERATION FIG. 5. SQUARE SKIDPAD FIG. 6. BRAKING DISTANCE
Round Skidpad Lap Times 80-40 mph
Pressure, Lateral Time, sec Braking distance, ft
F/R,psi Accel, g REGEE., ... i sranns pesmsas dlon Porsche 914. .. ........... 239
MEGH G . ... .. oo s s 13.1 Opel GT. ..oeevenn.. 270
MGB. .. ...........36/30......0.795 Porsche 014 . ........eiwsenss 13.2 MGB GT. ... ..........2T8
Fiat 124........... 36/32......0.783 : L
MG Midget. . ...l 13.5 Fiat124. ... .............280
Porsche 914........30/34...... 0.758
sk Soi 28732 o1 OPEl GT. ovveeeeieeaiiannn 13.7 MGB. ... o oonnn....296
el OF R 0.758 Karmann Ghia................137 Triumph GT6. .. ......... 305
e e Triumph GT6. .. ..............138 MG Midget. .. ..........306
NGB (lﬂia’ ------ 3630 0.745 Triumph Spitfire. . ... ......... 13.8 Triumph Spitfire. .........307
5 uEs B AR e g ) 517 5 ) (TR —————— | Karmann Ghia...........325
Triumph GT6. . . ... 34132 <0 0743
Karmann Ghia. . ... 36/36.. .-« 0.713

shut-off marker. Thus it didn’t have to be dropped into a
relatively dead top gear for the stretch.

Same for the GT6, except that its gearing is taller stll,
meaning that the GT6 is still pulling strongly when it goes
past the marker—so strongly that it nearly closes the gap on
the Opel.

This works both ways. The Fiat is wound tight in second
at the corner and uses 3rd and 4th gears for this distance. The
MGB only needs 2nd and 3rd but it can’t match the Fiat's
power, the MGB-GT is heavier still, and so on. The 914 partic-
ularly suffers here as it comes with an overdrive 5th for the
open road and a very low first gear for city starts. From a
standing start it gets a great leap forward and a good elapsed
time for the quarter mile. But once into the upper gears, the
lack of power and engine speed hurts it.

And the Ghia? Pure lack of power. For the first segment
of this test it’s merely slow, lagging behind the others but not
by much. At the bridge, though, the Ghia is shifted into top
gear and acceleration becomes merely perceptible as the gap
widens.

What all this means is that if all nine cars came through
turn 7A in a pack three wide and three deep, by the end of
the straight they would no longer be a pack. They would be
a string, with 6 sec between first and last.

But, you may think here, what about cornering power? Surely
these cars must vary in cornering power and this must influence
the speed down the straight. Faster in, faster out, so to speak.

Yes. But. In Fig. 4 we have the skidpad figures, taken (as
mentioned) with tire pressures adjusted to give each car its
maximum grip. Our first finding in this test was that the cars
weren’t all that far apart. not the way one would expect.

We knew from driving the cars on the road that the MGs
were harshly sprung, that the Fiat was soft and comfortable,
that the 914 scemed both firm and comfortable. We would
have projected from theory and racing practice that the 914
would have been very good. And if we listened to folklore
we would have expected the Triumphs with their swing axles
and the Ghia with its leaning front suspension to be both tricky
and slow.

But it didn’t work out this way. The MGB—live axle, leaf
springs, coal-cart suspension and all—went around the fastest.
Then came the soft Fiat. The sophisticated 914 tied with the
Spitfire, Midget and Opel. The extra weight of the MGB-GT
counts against it and the Ghia is at the back again. In its favor,
though, was the security with which the Ghia reached its maxi-
mum. The rear wheels jacked up a bit but the old-style front
suspension ensures that Ghia’s steady-state cornering is done
in an attitude of understeer, even to the inside front wheel
lifting off the ground.

As an adjunctive lesson, we learned that some cars can gain
more from adjusted tire pressures than others. The Fiat, the
MGB-GT, the MGB and the 914 gained the most. But the
Midget gained only a tiny bit and the Spitfire didn’t gain at
all. More pressure simply made it skitter over the high spots.

But just driving around corners isn’t our main interest here.
In the squared circle, remember, we put each car into, through
and out of four turns.




The results of that are in Fig. 5. For once we don’t have
a new name at the top of the list: The MGB was best here,
as it was going around the normal circle. But the MGB-GT
tied with it. That’s a surprise, the explanation for which is buried
‘'way back in the specification table." The MGB-GT has more
weight on the rear wheels, is in fact tail-heavy whereas the
MGB has a forward weight bias. In this test, then, a car which
can be coaxed into or naturally tends to oversteer does well.
In a tight turn, the understeering car must be forced around,
front wheels scrubbing off speed. The oversteering or neutral
car can be pointed, wagged and straightened out. The 914 has
gained on cars which it formerly only equaled. And look at
the Ghia—better than both Triumphs and the Fiat! The latter
car looked especially poor in this test. It understeers and rolls
and does not do well in sharp changes of direction, despite
its good showing on the normal circle.

The 914 has the mid-engine’s low polar moment of inertia
as well as what we judged to be the best and most precise
steering. With enough power at a high enough speed, the tail
can be provoked into a slide. And the front end darts toward

the inside of a turn the instant the throttle is closed. So the
car could be hurled about with great gusto. We let it drift wide
under power into the turn, whipping it sideways by lifting off
and flinging the tail around with more power as the inside
front wheel bounced off the ground. It all felt great and looked
spectacular, but all that flamboyant flinging about only
scrubbed off speed and tire tread. The best times for the 914
came with the car driven carefully and tidily.

The Opel displayed a chronic problem: in a tight turn the
inside rear wheel lifts, the engine races. the tire spins and the
car just sits there until the speed and the wheel both drop.
The Opel didn’t come out of the turns fast, then, because it
couldn’t power out.

Only in the braking test did the cars perform according to
expectations. Fig. 6 shows the 914 best, slowing from speed
in the shortest distance. That’s what you'd expect from four
disc brakes and a slight rearward weight bias.

The Opel, MGB-GT and Fiat were as easy to control as
the 914 was but didn’t have the stopping power. The MGB’s
weight distribution hurt it more than its lighter weight helped
it. The GT6 swerved under maximum pressure and the Spitfire
and Ghia both tended to lock up wheels if pushed.

And we discovered an interesting thing about which perhaps
we shouldn’t tell you. The Fiat has vacuum assisted brakes,
too much assisted in our opinion. This makes controlling the
brakes difficult, so one of our guest drivers popped under the
hood and pinched the vacuum line shut. What the SCCA
technical inspectors would say about this we don’t know. But
it did make the Fiat's braking easier to modulate.

This test had the widest variation among the cars. If we can
assume that the cars are all bunched up on the straight, heading
fast for a slow corner, then the car which needs the longest
distance to slow down must be the first one to get off the power
and onto the brakes. From the bunch, then, the Ghia drops
out first, then the Spitfire, then the Midget, and so on.

This is compounded in that the cars don’t slow down from
the same speed. As we've seen from the acceleration figures,
they won’t reach top speed at the same time. And as we see
in Fig. 7, the top speeds reached by a downhill run from the
far corner of the track vary from car to car. The Fiat, for
example, hit 5500 rpm in 3th, below the redline. And the 914
never needed 5th at all. At the other end. the Spitfire, Midget
and Ghia are going as fast as they can go, albeit not very fast.

Now we have all the measured data on acceleration, handling
and braking. We know which cars are the quickest from rest
and from slow corners, which cars go around corners and
through turns better than their competition, which cars stop
shortest and which go fastest'on the long straight. For a bring-
ing-together sort of test, we wanted to find out just how impor-
tant each of these factors is: is cornering power as important
as engine power, does good braking make up for lack of speed?

So we arrive at Fig. 8, the lap times for our road course.
The times shown are the result of many laps by several drivers,
each one of whom was doing his best in whatever car he had
at the time. These figures don’t quite speak for themselves.



FIG. 7. TOP SPEED FIG. 8. LAP TIMES
At Riverside .
Time, sec
mph @ rpm Triumph GT6. ............... 54.4
BIat 124 o= 20 on o o v 101 @ 5500 OBV e s srms an sonmim @ 54.9
OpElL BT o s s 22z 98 @ 5000 Porsche W .o v o samas & 55,2
Triumph GT6. . o. s i v 98 @ 4800 MGB. s commevs v swwasis svies o 53.2
Porsche914...............96 @ 4100 S 11 . R 55.4
MGBGT................. 96 @ 5300 MGB GT w v i svimss so sz 55.5
MGB..................... 94 @ 5200 Triumph Spitfire. . ............ 56.3
Karmann Ghia............92 @ 4350 MG Midget. .. ...............513
Triumph Spitfire. . ......... 86 (@ 5100 Karmann Ghia............... 58.3
MG Midget. . ............. 85 @ 5200

All they tell you is which cars went around the circuit faster
than which others. Why and how come from subjective assess-
ments from the drivers, given in the order of increasing lap
times.

Triumph GT6—does everything well. Plenty of power, gearing
that lets the power be used in these conditions and good brakes.
The car’s natural understeer brings it around the fast sections
under control, and the power lets the driver fling the car around
the tight turns.

Opel GT—has power, like the Opel sedans that overwhelmed
the Showroom Stock class last year. And it corners and brakes
fairly well. What hurt the Opel GT was the lifting inside wheel.
The engine couldn’t be used fully until the car was pointed
straight ahead and cruising through the turns in 3rd gear was
as quick as sliding and spinning in 2nd.

VW-Porsche 914—is listed first in a tie with the MGB because
the fastest driver in the group said that if he just had enough
time to figure out how the 914 would go best he could beat
the MGB and the GT6 and Opel. You don’t get to the winner’s
circle saying “if” but if the handling had been more flexible
or easier to learn, then maybe the 914 could have made up
for its lack of power. The 914 was a bit of a disappointment.
MGB—has more than tradition going for it. It feels harsh and
clumsy but doesn’t look that way on the clocks. The MGB's
secret of success isthat a driver can use everything the car has.
Fiar 124—is perhaps the best of the boulevard racers. It has
a lovely engine, a lot of power and soft suspension. It under-
steers, but the Fiat was in fact the only car to spin during
the test. We learned that the Fiat went best when driven gently
around the fast corners and wound to redline on the straights.
MG B-GT—take everything said about the MGB and add weight.
The good behavior through tight turns is caused by the same
heavy tail that makes the coupe a handful in the fast turns.
Now we know why all the MGBs in production racing are
convertibles.

Spitfire—lap times aren’t everything. The Spitfire is better
balanced than the GT6, and it’s more fun. Excellent throttle

response, so while the car’s attitude varies with power, the power
can be properly controlled. The Spitfire just lacks speed. It’s
deceptive, for though the Fiat felt slower than it was, when
our drivers climbed out of the Spitfire they went right to the
timers expecting to have set a record or two. They didn’t, but
they enjoyed trying.

MG Midger—won nobody’s heart. The lack of speed was ex-
pected but the stifil and vague steering, the roll oversteer, the
mushy front end and the general feeling of cramped obsoles-
cence were things we had forgotten. The Midget won't win
races because it doesn’t go fast.

Karmann Ghia—even slower than the Midget, but at least more
fun. Or maybe it’s just the underdog aspect. Either way the
Ghia has a good ride and proper steering, and it can be driven
on the ragged edge without incident and with drama: what
fun to watch it lift its inside front wheel just like a Porsche
9118! The Ghia is out of contention here. It won’t win, but
neither will it be disgraced.

What have we proved? In terms of values, in deciding which
performance factors are most important on the track, the decid-
ing factor seems to be power. Power alone won’t do it: witness
the Fiat. But when we check the results and find that the two
quickest cars down the straightaway finished one-two in lap
times, with the best-handling MGB and best-braking 914 tied
for third place, we are forced to conclude that getting from
corner to corner quickest will do more for a car than getting
through corners will.

Well, what of it? We already knew that the SCCA organizes
production sports car racing to provide an equal chance for
different makes and that Showroom Stock Sports Car racing
is supposed to be for the man who wants to race his car, win
or not.

For those who must win in Showroom Stock, the GT6 is
most likely to do it. For those who can afford a dual-purpose
car and like to be comfortable going to and from the track,
the Fiat or the 914. For fun, the Spitfire. And to prove that
VW does make a sports car, the Ghia.




