
race cars) that he snicked off clutchless upshifts as if
he were in a finger-shifting Formula 1 racer.

If we thought the Porsche would have the edge in
straight-line acceleration, we weren’t sure what would
happen on the road course. The best Corvette Z06 we’ve
tested outperformed the 911 Turbo on the skidpad (0.98
g versus 0.93 for the 911) and in braking tests, stop-
ping from 70 mph in 152 feet, 11 feet shorter than the
Porsche can manage. But again, we thought the four-
wheel-drive Porsche would squirt out of corners quicker.
Any advantage the Porsche’s driveline provides wasn’t
enough, however, as the Vette pulled higher grip in
almost every corner and finished the road-course por-
tion sooner by 1.9 seconds.

Haywood, however, was able to maximize the
Porsche Turbo’s traction and exit the road course about
5 mph faster, erasing some of the road-course deficit
during the final sprint to 120 mph. But as the speeds
increased, the Vette’s lower drag coefficient (0.29
versus 0.31) gave it yet another edge, and it finished
the full course a slimmest-of-slim 0.7 second sooner.
It was a photo finish every race spectator hopes to see.

—Larry Webster
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After the clouds of tire smoke had drifted
away and the clutch fumes had dissipated,

everyone seemed pretty satisfied with this new
test format. Yes, we clearly could have bene-
fited from a longer straightaway and a grippier
launch pad, but the challengers all reacted well
to the road-course loop and resultant all-around
test of performance. Next time, we’ll examine
other permutations of the Michigan track to
expand the available real estate to achieve—and
stop from—150 mph. Our first experience with
the VBOX instrumentation now behind us, we
also have a few ideas for generating even more
accurate results and streamlining the task of
switching the test gear from car to car. 

The thorniest issues centered on the rules.
Chuck Mallett, for example, stretched our tread-
depth requirement—5/32nd of an inch—by

showing up with hand-grooved Hoosier “cheater
slicks” that are DOT-approved. Other competi-
tors howled in protest, and Lingenfelter
promptly mounted a set of similar tires on his
car.

As it turned out, these “slicks” that sup-
posedly would provide more grip did not, in fact,
give either Corvette any significant advantage
on the road course. Still, we’ll tighten our rules
in this area next time and set a strict sound-
level spec for the exhaust systems.

For now, however, we are happy to declare
the Lingenfelter Twin-Turbo Corvette to be the
highest-performance street car in the land. If
you think you own a better-performing machine
that can be legally driven on the street, send
your claim to us, and we’ll consider inviting you
to our next Supertuner Challenge.                

Can't get enough tuner titillation to quench your
desire? Let Car and Driver Online ease your pain.
For streaming video of driver interviews and on-track
highlights, additional photos, and an interactive map
of Michigan International Speedway complete with
test results and lap times, go to www.CARand
DRIVER.com.                                —Ron Kiino

There’s More on the Web

A Few Conclusions

curb weight,
;sdnuopten EAS,ecirp

,noitubirtsid/noissimsnart/rewop/esab
as tested engine* torque axle ratio:1 % front/rear

2002 CHEVROLET $50,636/ pushrod 16-valve V-8, 405 bhp/ 6-speed manual/ 3126;
CORVETTE Z06 $51,260 346 cu in (5665cc) 400 lb-ft 3.42, limited slip 53.5/46.5

2001 PORSCHE $116,068/ twin-turbocharged and 415 bhp/ 6-speed manual/ 3500;
911 TURBO $117,768 intercooled DOHC 415 lb-ft 3.44, limited slip 38.7/61.3

24-valve flat-six, 
220 cu in (3600cc)

*Both engines have aluminum blocks and heads.St
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