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would change the traction from one tire to 
the next, we didn’t attempt to run a snowy 
skidpad. 

Therefore, on the snow we only mea-
sured the acceleration and braking per-
formance of the tires. Given our available 
space, we measured the 0-to-50-mph accel-
eration time and the distance required to 
stop from that speed with each tire.  

Not surprisingly, the snow tire was 
the best performer. With it we were able 
to accelerate to 50 mph in 14.2 seconds 
and stop in 245 feet. As we expected, the 
all-season RS-A lagged behind, being 3.4 
seconds slower in acceleration and needing 
an extra 20 feet to stop. Those differences 
might not seem large enough to justify 
snow tires. And for sure, if your car has 
all-season tires on it and you live where it 
doesn’t snow often, you can probably get 
away with them. But as you’ll see, any car 
with high-performance summer tires is 
going to need another set of tires for the 
winter months. 

The high-performance Eagle F1 got an 
F on the snow. We only managed to reach 
11 mph, and that was with two burly guys 
pushing. Otherwise, it was wheelspin city. 
Let us be clear here: Don’t attempt to drive 
on snow with high-performance summer 
tires. Even if your car has four-wheel drive 
and can manage to get moving, four-wheel 
drive can’t help the car turn or stop. That’s 
the tires’ job. 

WET AND DRY DRIVING
Goodyear’s Akron test facility has a 

huge 400-by-1000-foot asphalt pad, room 
enough for a 60-mph-to-0 braking test, a 
200-foot-diameter skidpad to measure lat-
eral grip, and a 0.56-mile coned autocross 
course. Since our loaner Cadillac CTS had 
a 220-hp engine that doesn’t easily spin the 
tires during hard acceleration on dry pave-
ment, there would be a negligible difference 
among the tires during a quarter-mile run. 
So we didn’t do acceleration tests at Akron. 
Sprinklers were used to water down the 
area, so the three tests we ran were per-
formed in wet and dry conditions. 

The dunce of the snow test—the Eagle 
F1—was the ace at Akron. It posted the 
fastest times through the autocross course 

in the dry and wet—51.02 and 53.37 sec-
onds, respectively—and pulled the most 
lateral g—0.84 g dry and 0.75 wet. Also, the 
tire performed terrifically under braking, 
requiring the same 132 feet to come to a 
standstill on both wet and dry surfaces. 

The most interesting result was that 
the snow tire performed better on wet 
asphalt than did the all-season tire. The 
snow tire stopped sooner—150 feet versus 
155—and pulled more g—0.71 versus 0.69. 
And its 56.60-second run through the wet 
autocross course was 0.11 second quicker. 
But on the dry surface, the results were 
reversed, with the all-season tire outper-
forming the snow tire. Most notably, the 
all-season tire’s time through the dry au-
tocross (52.15 seconds) was more than a 
second better than that of the snow tires.

Still, though, the snow tire was fairly 
impressive. Until now, we had never tested 
a snow tire on hot, dry pavement, and we 
didn’t expect its performance to be remote-
ly close to the others’. The Ultra Grip had 
much less of that loose, imprecise feel that 
we’ve experienced with other snow tires, 
and we wouldn’t hesitate to attack an off-
ramp with it. Be warned, however, that the 

Ultra Grip shouldn’t be used year-round. 
Its rubber compound was designed to work 
in the cold, and after our testing on the hot, 
dry track (it was 77 degrees and sunny that 
day), the Ultra Grip looked noticeably more 
worn than the two other tires.

Obviously, for the best all-around per-
formance, you should use a tire like the 
Eagle F1 during the nonwinter months and 
switch to a snow tire like the Ultra Grip 
GW3 when the white stuff is coming down. 
Of course, this requires an investment in a 
second set of tires, finding a place to store 
the off-car set, and a willingness to swap 
tires twice a year (it’s easier when the 
snows are mounted on their own wheels). 
It also means that during those winter 
months when the pavement is not covered 
by the cold white powder, you’ll experience 
a noisier and less responsive ride.

That’s where the all-season tires have 
their place. They work reasonably well 
year-round without ever leaving you in 
the lurch. But whatever you do, if you live 
in a cold northern climate, don’t even think 
about driving through the winter on those 
wonderfully grippy summer tires.
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The snow tire above shows scars 
from warm-weather testing. At right, 
Goodyear engineer Rick Neale with 

Eagle Ultra Grip, and the Eagle RS-A.
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