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As usual, we have commisiipngd 5
prominent British eulist b8 pebduce the
trophy for our CAR of the Year Award.
This year's choice fell on John Frayling,
the independ 1 who b
as the designer of the b iful
Lotus Elite. He has since been responsible
for the elegant Europa for the same
stable, and is working on other projects
from his studio in Berkshire. Frayling's
trophy is in stainless steel on a teak
platform and is 12in by 10in. It becomes
the permanent property of Fiat
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1 FIAT 128/98.5 points
DESPITE THE CLOSENESS OF THE
nitial voung it became clear as the
otes for this year’s CAR of the Year
Award poured in that there was going
w be only one car left in at the finish—
ithe Fiat 128. Among 21 voters it was
placed first by 10 people and second by
another six, which in the end helped 1o give
128 a total of 98.5 points to the 61
mined by the second placed car. Many of those
ho voted for the Fiat prefaced their noteson
inning car by ¢ ing either that
other cars were more intriguing tech-
mically but fell down on.details, or that they

advanced cars introduced in 1969,

from that s:uapmtym.lm-ydew:r
design and it's fast, fun and cheap too.
In similar vein was the assessment of
mes Ensor, who fclt in general that
technical originality was notable by its absence
in the new cars of 1969:
‘The Fist 128 has more of the qualities of a
pbust family saloon than the Renault or
Cnpn. It has neat styling, offers a good
accommodation  package, accelerates  strik-
ingly well for an 1100cc car and it is, of
1 course, excellent value for money.

Others who voted the 128 into first spot were
less grudging in their praise. Included among
them was Jan P Norbye, who listed his
reasons for placing the Fiat first shortly and
succinctly:
'® Low price, mass production capability;

onlycar toshake up VW's
® Excellent space utilisation
® Front wheel drive, combining good direc-
| tional stability with high handling precision
® Advanced overhead camshaft engine with
[ high rpm capability maiched with reason-

able fucl consumption

L] Smprmq ride comfort and low noise level.
1 I , Britishengi )ocl.omy
would hlw: come very close to winning thattrip
to Italy offered 1o CAR readers if he were
eligible, for his six choices coincided remark-
‘ably closely with the final result—with one
‘notable exception. He, too, chose the Fiat 128:
This is a second generation to the Issigonis
cars. To a proven layout it adds s simpler
AN w17

d difficulty in listing four w:hmﬂllv

SR ASTON MARTIN DOSVE
Bth AUTORIANCHI AY12

ath RENAULT 12
3rd FORD CAPRI
2nd VW PORSCHE

1st FIAT 128

1he V\I-’-I’oncha Fve dow 21 |ud;u plamd
this very excititlg sports car first and we suspect
many more would have voted for it but fora
particularly inept press launch which upset
many of those invited to try the car.

As Philippe de Barsy remarked: [ vote for
the VW-Porsche because I think it is really
bringing new thinking into a category of car
which was t 1o

Jack ¥ m‘udllm‘ umm the press

presentation of the VW-Porsche so has no ill
feeling on the subject:
My vote is cast for the VW-Porsche 914/4,
which is the finst reasonably priced and
thoroughly practical mid-engined sports car,
combining handling and performance.

3 FORD CAPR1/43.5 points

THE FORD CAPRI WAS MENTIONED BY MANY
members of our panel. Most of them felt it
was a triumph of marketing over design, but
all agreed that the concept was absolutely
right for the European marker Lack of tech-
nical merit prevented it from being placed first
by more than three judges. Despite that, a num-
ber of lower placings brought it up 1o third
spot in the overall judging.

Among those who plumped for the Capni
was Stirling Moss, former racing driver, asif
we need remind you, and erstwhile CAR con-
tributor. Stirling commented:

I have chosen the Ford Capri as my number one
car for 1969 because 1 feel that Ford have pro-
duced a good-looking, well mannered and very

versatile sports coupé. The way they
have designed the car to incorporate
a variety of engines from differem
countries is commendable.

4 RENAULT 12/39.5 points
THE  RENAULT 12 WAS
possibly announced a little
prematurely, for few
people have driven it for
‘ long enough to have formed a
lasting impression and it is not
;27 vyet on sale outside France. How-
ever, it is significant that none of the
French speaking or French domiciled judges
ced utu;hl)rmdlhthwhldm
it ludnv:uthml!wrmuruu.hdad

i over the Renault by a
narrow ml.r;m. mm]y on styling grounds
since | prefer the boxy Fiat lines 1o the more |
adventurous wedge shape of the Renault.

5 AUTOBIANCHI A112/30 points
THE FIAT EMPIRE, UNDER WHOSE MATERNAL
wing the Autobianchi concern rests, launched
the All2, we suspect, as a test marketing
exercise for a future 600/850 range.

Alan Baker placed the A112 first with these
remarks:
The qualities of the A112 are very similar to
thun of the Fiat 128—high grade production

an up-to-the

cm-p uylm;. an eager performance in its cllu.
good urilisation of space, and excellent value
for money. 1 give my vote to the Autobianchi
by a narrow margin because it is much more
difficult to make a good small car than a good
medium-small

one.

6 ASTON MARTIN DBS V8/22.5 points
DESPITE THE FACT THAT NOT MORE THAN A
couple of dozen people outside the Aston Martin
works can have driven the DBS V8, its exotic
specification and promise of a top speed of
170mph attracted a number of votes.

Voting it into first place, lan Fraser, the
well-known Australian writer, made the point:
The DBS V8 scems to be avery genuine attempt
o get a British car back into the high perform-
ance GT field. History may well decide that
this is the last of the meticulously designed and
engineered cars to come from England. L]
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I WISH I HAD MORE TIME AND
space, 1 begged when writing of
the Fiat 128 a couple of issues
ago, 1o expound the many virtues of
its design. The better intended of my
prayers are often answered, but seldom
so soon. Of course I could not know
when writing for the January issue that
the 128 would be CAR of the Year; I only
knew that it should.

The 128's impressive roominess is the
key to the design. Without it, most of
thcmpnecnngt’enmreawo dben

plays an im ' ]

whole thing waikabli

It is the reason for the i'rom wheel dmc,
for the transverse engine, for the thin
doors and the glued-in front and rear
screens, for the strut suspension at all
four corners. A lot of this we have heard
and seen before, in some half-baked form
or other. The thing about the 128 is the
completeness, the rationality of the design.
It results in a car for which it is at first
difficult to work up any rabid enthusiasm;
it is just a car that works well without ever
drawing attention to itself. One does not
find it necessary 1o make concessions or
apologies for some inevitable and un-
welcome consequence of an otherwise
desirable specification; as a mere owner or
user of the car, there is little or nothing
onc finds remarkable. One looks at the
drawings of that neat and economical
transmission and says ‘Of course—how
else? forgetting the unholy rabble of
existing fmnt-dnvc cars whose trans-

Likewise with so many other features,
everything seems perfectly reasonable; but
how often does something become obvious
only when it is demonstrated?

One of the most obvious hazards that
the 128 must risk in its assault on the
world's markets is the assumption that it
is mercly a modernised Mini. However,
a riffle through the patent files of 1947
or lhcrelbums shows that ns gcstlum

v on thefMorns
1 t p\. uI :hlnp.t
front-

h'

mnbcnghltudmn(umem
tempted to do) lhc 128 »a cleaned-up

Primula, alth the Autobianchi did
some things that the Fiat does similarly.
We know that Giacosa had schemed and
evinced similar front-wheel-drive arrange-
ments in the early post war years, and
that the refined simplicity of the 128 design
is not the result of improving some other
firm's basic product (though Montabone
has had a hand in the Simca 1100 as well)
but rather of doing some original thinking
about the same set of basic requirements
and the means whereby they might be
met with economy and ease.

What made Fiat converts to the front-
drive faith after all those years worship-
ping wrepor npotcpov—the cart before
the horse? They used to justify their little
rear-engined cars by claiming that it was
impossible to make a car of equivalent
perfm-rmncc and tion as

h power to propel
the 128 at 35mph One notes the s:mphuw
of tappet clearance adjustment beneath
the overhead camshaft and says ‘Perfoctly
obvious"—but we had to measure, sirip,
rebuild and remeasure our overhead cam-
shaft apparata for more than half a century
before Fiat came up with this system.
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by any other means, But the old
order clung:tl: yielding plm: to new, and
Giacosa fulfils himself in many ways:
it is now claimed that, having evolved
some clever ideas in engine orientation and
especially in transmission (where most of
a front-driver's extra price is absorbed, as
well as its power) Fiat can now get the

was, and a great deal more besides—s

t had to be shorter overall than the

-space discovered by front-wheel drive. The |

‘may find itself a little out of date in this

THE CAR OF THE YEAR IS SUPPOSED
TO BE STIMULATING. WHAT IS THE
STIMULUS IN THE FIAT 1287 NOT
ANY ONE FEATURE, SAYSLJ K
SETRIGHT, BUT AN EXEMPLARY
COLLECTION OF DETAIL FELICITIES

results they wanted more acceptably
effectively by these means.

The result they sought was a car rhq‘
would be a satisfactory and enduring r&
placement for the venerable Mlllu:cnnc i
The old 1100 had been in circulation ﬁr
practically two decades, and could eve
be traced back 1o the square-rigged Ballily
—not the sporting beauty we like to e

member from the "30s (that was really the
Coppa d'Oro) but the 1927 saloon. The
new car had to be everything the old one

| as a great deal less, corporeally. It |

oamier inside, cven roomier (albel
fdgrower) than the bigger 14
Here then was immediate justification for |
the transverse engine. Bugatu (ﬂi
Trojan?) had exploited the tr
engine before, in applications that \nm»‘
irrelevant; the Mini proved the virtue o
a transverse engine in making use of t&{

128 is arranged in the same way for the
same reasons.

For the same reasons the 128 is sure
footed in the tradition that Issigoni
started. It has 1o be: standards in road
holding and handling have risen rapidly :
in the last few years, and in fact the 128

respect, in less time than it has to run |
For it can be expected to be around fora
long time: not perhaps as long as its pre-
decessor, but long enough for the tooling |
costs to be amortised very slowly, which
helps 1o keep the cost down. Yet this alone
cannot explain why the 128 is fit 1o be
CAR of the Year—and Heaven forfend
that it should, for the distinction is oné
that should only be carned by a very
special combination of economic, aesthetic
and engineering virtues. It is almost 3
relief that my brief extends only to the

last of these.
There is plenty of clever engineeringin
P
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the 128, but not all of it can be enjoyed
by peering under the bonnet or studying
* the drawings. Some of it can be appreciated
J,u]y by driving the car—or at least by
sitting in it, for its most striking feature
* remains the extraordinary roominess pro-
vided for all occupants. It is no more a
five-scater than any other five-scater on
the 1.5litre market: the rear seat width of
' 525inches forces three people to sit un-
* comfortably close together, though for a
modest  distance they could assuredly
_ manage. Bul four really tall men can sit

s b

-each other. So much ro
sprightly and small in ﬂ;w <
how could it be done save by clever
- ailoring and fitting?

There is little that is thy in the

really care, are not aware how much pro-
tection is built in, and are content to rely
on the fact that it is always the other chap
who is so incompetent as to have an
accident. Instead they look for styling
and gimmicks. In the 128 they will find
precious little of either. This is not the
first time (and I trust it will not be the
last) thar | hm felt movcd to commend

bnng thur cars up to date m terms of
modern conveniences. Old-fashioned con-

“body structure. The roof and side panels
Are a one-piece pressing, with windscreen
and rear window cemented in (as in the
124 Coupé) to reduce pillar thickness. The
floor is another single sheet steel pressing
‘running the whole length from tail 1o toe-
board, set about with side and cross-
‘members to increase strength and stiffness.
The body sides are single pressings 100,
 encompassing the door apertures. The 128
 comes as a 2 or 4door saloon, the doors
“of the former being only 4.5inches wider
 than those of the latter. The pillar of the
‘2door version is not kept so far forward
for acsthetic reasons, but because Fiat
engineers were reluctant to sacrifice struc-
tural strength amidships; they have always
expressed a very practical order of
priorities. In fact the hull is the usual
Fiat version of the triple-box fashion, with
tolerably squashable front and rear (the
13cu ft boot is huge for such a car, despite
¢ the minimal overhang) sections protecting
i & non-creasing non-crumpling drip-dry
travelweight suit of passenger armour.

This sort of safety can be taken for
ted nowadays. Most customers do not

-t 1

es such as fully fuse-protected
circuitry, a hand throttle, or a footrest
alongside the clutch, are to be found al-
most throughout the range; but where are
the tailgates, the folding rear seats, or—
though it is asking rather a lot in a small
car—the heated rear window?

Fiat do not have one single simple
answer (o this challenge; they have several.
In the 128 they have made a start by pro-
viding more comprehensive ventilation,
cool fresh air being nozzled independently
of heated air from a newly simplified and
effective exchanger. Complementing it is
an extraction system which induces airflow
over the rear window as the air finds its
way out through vents beneath it, helping
to keep mist dispelled. A tailgate body
would of course enclose a greater volume
of air, making it more difficult to heat
and so aggravating the problem; burt if
you must indulge your illusions of being
a second Pickford, you can always have
the Familiare. Most compulsive argument
is the effect of the rear window (together
with the windscreen) on torsional stiffness:
unglazed, the 128 demands 61001b/in per
degree of twist, a little more than the

Maxi—but with those two glasses bonded
in the figure soars to 11,700, which is
almost as good as the BMC 1800,

Other sensible things include moving
the heater fan motor out of the passenger
compartment into the nose of the car
where its full-blast operation will no longer
drown the sound of ing else, as
happens in, say, the 124. Fans can be too
quiet (they tend to live perpetually turned-
on lives if they are) so I dare say Fiat may
beemaed!’nr allowing the sound of aero-
fungus or burbling at the nozzles

a mucr dtstrllmtim system that makes
it possible to drive hotfoot and cool-
headed, though not vice versa. Perhaps in
this context it is not necessary that a hot-
head should be given cold feet .. .?

That engine which fails to drown the
fan when idling only just succeeds when
pulling. It is probably the quietest engine
Fiat have made, which is not saying much,
and quite probably the quietest in its
class, which is to say rather more. It should
be: it is a brand new engine, owing nothing
to the Primula or to anything else if we
pardon the use of piston rings from the
125, thanks 1o the accident of their having
80mm bores in common. Nothing in the
way of hardware but a lot of ideas have
come from other Fiat engines, notably the
tappet adjustment introduced in the over-
head camshaft arrangements of the 125,

If any item is to become de rigueur in
any self-respecting engine within the next
few years, it will be the overhead cam-
shaft. The 128 has only a single shaft, but
in this case it matters little for the trans-
verse installation of the engine discourages
the crossflow porting without which a
second camshaft is otiose. Without cross-
flow porting the combustion chamber must
needs be somewhat lopsided, and Fiat®




Phave adopted a cuneiform shape for the
combustion space. With so large a bore it
is obviously necessary to confine the head
recess to a small portion of the area of the
piston crown, and it is usual in such
circumstances to provide a squish effect
from beneath the unrelieved portion of
the cylinder head face as the piston rises
to the upper limit of its travel. In the
128 this has been done with more sens-
itivity than is evident in other engines:
the squish area itself is very slightly wedge-
like in section, which should improve
combustion by producing well-controlled
and directed turbulence, and should re-
duce hydrocarbon emissions by diminish-
ing the quenching effect of the squish
band as the flame [ront passes beneath it.
A little such quenching is sometimes neces-
sary to ward off detonation, but the 128
engine has a modest compression ratio by
current standards: only 8.8 to one. It and
the light alloy of the head should allow
all sorts of liberties to be taken without a
pink or knock intruding. In fact the ap-
paratus is at present in a pretty soft state
of tune, not at all the screaming shouting
rabid revver that short stroke and over-
head cam suggest to the superficial. Given

. 2 headborne cam and direct attack thereby
of the valve or tappet, an engine can
usually be made to spin th} !ns:
still enjoying the benefits o<
fully following their di
forest of p NMN.

mangled. Alu
made heavier md thcrl:furr: bigger, im-

proving the breathing ability more or less
in proportion. Here we have a pretty
short stroke (55.5mm is a lot less than say

the 70 of the Honda 5800, which runs

Peter Griffin s exclusive cutaway
h-_-h‘lh-nhrlhm&

happily to 9000rpm, and is only 11percent
longer than the stroke of the V12 Matra,
which runs to 12,000) and generous valves.
The exhaust is 1.2in in diameter, the inlet
18percent larger, and the latter acts as
b\lng ina ibly ¢ tion inlet
tract so dimensioned that maximum mean
air velocity is only about 0.27 Mach.

Sometimes it is not the valve gear but
the pistons or the bottom end which may
impose a rev limit. The 128 has been con-
ceived with many more future revs in
mind, the present limit being determined
by the carburettor bore and cam contours
that dictate asthma at 7000. All Fiat
engines have a spare thousand or so safe
rpm available beyond the peak of the
power curve, just for safety’s sake, and at
present this means that although peak
55 net bhp comes at 6000 you can run the
128 up to 7000 without any qualms. Be-
cause of the very short stroke, the mean
piston velocity is an utterly insignificant
2180ft/min at 6000—if you can treat as
insignificant a figure whose modesty
connotes minimal frictional losses.

The important contribution to frictional
horsepower made by piston motion is well
kno V nd : of the major
dcmqum

ﬁ@f’fﬂd@lsy ;;;.,

and stroke of about 7lmm would
given piston speeds about 30percent hig
10 the detriment of relaxed cruising 8
maximum speed. There are, on the i
hand, some engineers who consider h
piston speed a lesser evil than the in
loads that are magnified by extreme p
acceleration such as a short-stroke eng
produces by doing what comes natu
which is to spin at high speeds. ;
Turin get around this objection by &
making the connecting rods longer tha
usual—‘usual’ connoting a length between
centres (the distance between the axisof
the gudgeon pin and the axis of the crank |
pin) twice as great as the distance travelled |
by the gudgeon pin itself. Why this should
be a convention | have no idea, but that
what it is, The rods on the Fiat are there
fore unconventional, for their lengtht
sttoke ratio is not 2 but 2.18. So the mu
imum piston acceleration in the 128w
6000rpm is a modest 44,000ft/sec/sec, ot |
about 1360g. You think that immodest |
Well, racing cars run beyond 4000g piston ;I |

iy,
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[mluulitm. motorcycles beyond  5000;
and as for your good old slow-running

height down and so does about 1700g.
Similar problems may beset the valves

which also have to be accelerated—not st

Ssuch high rates, it is true, but neither sub-

valve springs have an awful job in a push-
rod engine, returning not only the valves
o their scats but the rockers, pushrods
and tappets to their base positions after
every lifi of a valve. With an overhead
camshaft the reciprocating mass is much
less, entraining benefits we have already
described. The idea makes particularly
! lgmd sense in conjunction with an engine
bof large bore, for in this it is possible 1o
Linstall valves every bit as large as could be
\desired and yet have them in line and
foperated by a single camshafi, rather than
having to incline them and employ two
camshafts, What is more, the fairly low

l

long-stroke engine, there is always the |
iexample of British Leyland's Maxi, which |
has to have short rods in order to keepthe |

Sjected to such efficient constraints. The |

i

loadings in the valve gear make the cam
profiles less critical, so the sophistication
of computer design and the difficulty of
manufacturing the cams with sufficient
accuracy to justify the forbidding mathe-
matical complexity in their generation be-
comes rather unnecessary, and the 128
with its mild 12-52-52-12deg timings
makes do with a simple old-fashioned
synusoidal cam. And it 1s sull well nigh
unburstable.

There are more things to engine design
than sheer unburstability: thermal and
volumetric efficiencies, for instance. The
former is improved by long strokes and
small bores, and the latter is stwrongly
influenced by big bores 1o the extent that
they make room for big valves and deep
breathing, though they make difficult the
achievement of a good combustion space
shape for efficient burning. The brake
mean effective pressure in the Fiat 128 s
certainly not outstanding: the peak of
the curve is a1 126lb/sq in, which pales
by comparison with the 140 of the Maxi
or the 149 of the Imp. These are the peak
figures at the speeds corresponding to
maximum torque delivery, which is 3000
rpm in the case of the Fiat; but the story is
ifferent at higher speeds, when the [ree
hing of a big-bore cngine grows
signfjcant. At peak power the Fiat's

o }mﬁ 1 din 1o 1081b/sq in, which repre-

oply, 14percent. 1 have »




» noticed that this is a figure which recurs
frequently when stud]rmg Fiat engines,
and it probably reflects some particular
favourite combination of valve tming and
gas flow, but it is a good deal lower than
the percentage drop suffered by most
other engines in the same class. What is
more to the point is that the Fiat is already
delivering maximum torque at a_merc
SOpercent of the speed at which it gives
maximum power, and keeps it fairly well
up thma.fm-, whereas other longer-stroke

gines begin to run out of breath more
qmckly, torque falling away sharply to-
wards the top of the rev range. Yet again
the big bore, big valves and overhead
camshaft justify themselves: indeed, the
only modification necessary to enjoy
sensibly more power from the engine is
to substitute a larger carburettor.

The engine of the 128 is more than a
set of vital statistics might suggest. Because
the stroke is so short the crank throws have
enormous overlap, so the crankshaft can
be made long (necessary because of the big
bores) without any fears of flexure. It
might cost a bit more that way because
material costs are higher—but more is
saved by casting everything and forging
nothing. Well, not quite nothing,

nfotging u\:hmque,but i
wd.tlhaw:

mmmg ancdmuons, but l had mis-
givings about the idea for a long time,
feeling that it might be necessary to make
a cast conrod substantially bigger and
heavier than a forged one in order that
it might display the same strength. These
fears were dispelled by the great Lampredi
himself, who has been engines chief at
Fiat since he left Ferrari many years ago.
He pointed out that forged conrods are not
unlymmlik:lywoonu'mﬂmbuuhn
they arc dimensionally less consistent
than castings—especially in a really long
production run during which the forging
dies become worn away so that the rods
get bigger and bigger. Engineer Cordiano
pressed the matter further by pointing
out that the consistent repeatable accuracy
of casting allowed them to dispense with
the heavy balancing lug which has to be
incorporated in a forged rod (where forged
rods vary greatly in weight, a little of this
superfluous lug can be ground away so as
to bring the weight down to standard).

It seems that with Fiat, as with the
Americans, really precise iron foundry
work has become part of the stock in
trade. We saw this beginning with the
124 engine which, by European standards,

::nuublythhinlhewalls.'l‘h:mihur

the 128 block are no thinner, but the
complete engine weighs only 235 Ib
(without transmission) which is half a
hundredweight less than a Cortina engine,
say. On the other hand it is no lighter
than the bigger engine of the Renault 16
which makes extensive use of beautifully
die-cast light alloys; and Fiat did experi-
ment with alloy blocks before concluding
that iron was better and more
reliable for really large production runs.

All things considered the 128 layout
very neat, and the only slightly untdy
feature is that the water pump is at one
end of the block and the thermostat ar the
other. This is because of the layout of the
cooling system and involves no particular
hazard. More interesting is that Fiat have
applied to the 128 one of the minor lessons
learned in the Dino, giving it an electric
fan for the radiator, thermostatically con-
trolled to work only when necessary. Air-
craft techniques apart, there is no better
system, though the old-fashioned engine-
driven fan is basically cheaper. It s
cheaper at any rate if the fan is driven off
the end of the engine; but in a transverse
installation this means Ihll the rad:ltor

To combine llm |DC-II.I.0|! mtb an eagme
driven fan would demand some monstrous
three-dimensional belt drive such as dis-
figures the Peugeot 204, and all the extra
pulleys and belting must make an eloquent
argument for the electric fan.

This insistence on doing the job properly,
rather than the acceptance of the first
rudimentary idea that comes along, shows
up in the transmission of the Fiat. Indeed,
it is more typical of their straight un-
cluttered conceptual thinking than perhaps
anything clse in the car. Front-wheel-
drive transmission with a transverse engine
ought to be casy: the crank is turning in
the same plane as the driven wheels, after
all. But look at what happens in most
specimens. The gears mesh in the sump oil
and there are far too many of them,
wantonly wasting power and corrupting
the oil. This would not do for Fiat: the
gears had to have their mprwnr.e supply
of lubricant with no compromise ﬁxcupu:
oil requirements, and the power lost in
transmission had to be minimised. As a
general rule onc loses about 2percent in
friction through every pair of meshing
gears transmitting power, which is why
bhp at the flywheel can sound so much
more impressive than when measured at

the road wheels. There is no front drive

transmission more simple than that of the
128. The gearbox is stuck on the end of
the crankcase because the Macpherson

strut suspension leaves enough room for

it. The box itself is all-indirect, so the step |

down from the line of the crankshaft can
bcmadel.lsod:eswpdwnmmespmd
of any chosen ratio merely by sacrificing
direct drive in top gear. A gear wheel on
the end of the driven shaft meshes with
another bolted to the differential and

that is the lot—only two meshing points

between clutch and differential.

A multitude of benefits accrues from
this. First there is the sheer obvious
economy: at least 51 of the engine's 55bhp

gets to the tyres, even after deducting |

something for the losses in the driveshaft
universals. Secondly all the synchronisers
can be carried on the second shaft of the
gearbox, so they are working at lower
speeds and will last longer s well as

allowing a really fast gearchange—just as

a motorcycle gearchange is fast because the
gearbox runs at only about half engine
speed. There is every encouragement to
make the shafts and gears fairly large in
diameter so, thirdly, the synchronisers
can be huge (some are nearly three inches
in diameter) and therefore powerful and

long-lasting; and fourthly, the stiffness

pin, misalignment as wear pro-
ecus Ails-pérhaps unfortunate that the
noise guarantee has been invalidated quite
often in the car's youth, occasional gear
miscbeingucribedloimu!ﬁcimlmmy
in gear generation in the factory, and
Fiat are working currently to improve
general gearbox reliability.

The list of advantages continues
Accessibility to major assemblies is little
less than fantastic, with the clutch and

gurbmclptbleofquldundmymmvd..
Furthermore, as a sop fo the cost accoun-
tants, the layout requires fewer expensive

bearings than does that of a more con-

ventional transmission. As a graufying

bonus, the quality of the gearchange is
superb: this is probably the first front-

wheel-drive car to offer a first-classchange,

a real high-speed lightweight precision
butter-slicer.

This makes it l]llll:mtlpitylhlt.

the gear ratios should be what they are,

for they spoil the car in many ways. Fiat

make a virtue of necessity by

proclmmg_
the wide ratios a boon, and certainly they

help to invigorate alpine pass-storming and
to produce some impressive-sounding
acceleration figures. Compared with top

gear, third gives a multiplication of 1.51,

second of 2.32, and bottom of 3.72. To be

sure, the spread of torque is wide enough
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10 accommodate these big jumps; but more
g might have been a better answer
and Fiat with their 1 of five-
speed boxes in Dino, 1255 and 124C,
‘must know it. In fact they postulated a five-
- speed gearbox for an aliernative pushrod
‘engine that lheyslaﬂnd when first working
on the project, but the ability of the 128
design 1o attain really high revsencouraged
them to pursue it and a four-speed box.
‘For ecverything except really sporting
‘driving they are probably right, for the
“engine could certainly survive the treat-
- ment that is bound to be given it in con-
- sequence of the gear spacing. Because of
"l'nsparemwingctpucity it seems under-
 geared in top for good acceleration and hill
‘dimbing. but although the neutral-
conditions top speed can therefore be
~achieved with some promptness and even
1mmted in adverse conditions, the
“car is not limited in top gear by engine
“revs: even at 100mph there are still
* another 400rpm between the engine and
 its safe Limit.

IF THERE IS A DISADVANTAGE
“in this two-shaft transmission it
“is one pointed out by one Bare-
“ham, chief designer of petrol en-

gines for Austin and Morris, in a pape
on transverse engine he presenté ive,
*u:mly to the Institu :

Eng;inom' 4

The of an ic trans-
mission in place of a two-shaft mechanical
| gearbox would present a problem as the
. conventional epicyclic unit has coaxial inpur
* and output shafes. This could be corrected
lby using a chain in place of the two-pinion
primary drive. Indeed BMC used a chain
! when automating their 1800. This is one
~nly of several alternative solutions
' currently being studied by Fiat, who
* expect 10 have an automatic transmission

option available carly in 1971.

The transmission still has some delights

in store even beyond its final drive gearing.

" The inboard universal joints are neither
Hardy-Spicer nor Birfield-Rzeppa: they are
pot joints, such as le Comte de Dion
employed in the 1890s. And yet they are
not quite such, for they have three lobes
instead of the usual two, with advantages
in smoothness and constant velocity
. characteristics that grow more and more
obvious as you think about them. This is
not an original Fiat idea, having already

and the outboard joints are Rzeppas as
is pretty well essential. Between the inner
and outer universal joints are more
- surprises: the left half-shaft is much
shorter than the right, so the latter is
made much greater in diameter (being

CAR marvh [V
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been employed by Simca among others; space

tubular) so that they should both
the same torsional stiffness. Bol
have splined but not sliding join
can be unclamped to allow n:mmnl and
replacement of either universal. Mr
Bareham had something to say about the
differing driveshaft lengths too, main-
taining that due to the asymetricdifferential
mounting they would be a bad feature
when obraining maximum stecring lock
angles. Engineer Cordiano exploded this
in a few seconds of paper and pencil work
when I showed him Barcham's paper: full
steering deflection is 35deg, which may have
to be compounded with (not added to)
full suspension deflection of 10deg. The
resultant total angular deflection is well
within the capacity of the joints and so
there is really no problem at all. Bearing
m mind the length of the wheelbase the

turning circle is not at all bad for a front in

drivecar at 33ft 10in.

Transmission refinement does not stop
even here. In a sense the hubs, wheels
and tyres all play parts in making the
car run smoothly, but it is equally fair
to treat them as suspension items. The
rymmrdmlal“byl:ihlk:hel'mzx

bcltcd CNS! a]lhﬂug.h they look identical,
with the latest opened-up tread pattern
which Lssomuch better in the wet (and

especially in than the now hoary
old Cinturato 367. Other tyres are 1o
follow as options in due course, and
Ceat are already beginning to be seen in
small numbers. Whatever they are, the
4.5in rims they sit on must run true, so
the wheels are not located by their studs
but by their centres, which are a close
fit over machined hub bosses. The studs
and nuts merely hold the things in place,
doing liftle or nothing to affect their
concentricity—in which case they ought
to be flat-faced and not the conventional
conical seated variety which Fiat have
retained apparently as a concession to
store-keeping.

Almost as intriguing as the motive
package, the suspension of the 128 is full
of niceties and refinement. Struts at front
and rear make good sense in many ways,
not the least of which is the amount of
they liberate for other uses. At the
front the Macphersons are girt about with
coiled springs and have dampers within
them, which is normal enough; but all
the stiction and binding which commonly
affect the type are eliminated by copious
applications of ptfe and sundry other

polymers of assorted resiliences. And big
Vulkalan rubber bushes in the lower
links (which form part of a virtual bottom
wishbone, consorted by the anti-roll
torsion bar) allow the longitudinal com-
pliance that is usually desirable when
radials are worn and are largely respon-
sible for the isolation of road noise.
Another thing to remark in the front
suspension is the geometry: the steering
axis, defined by the top swivel of the strut
and by the lower ball joint on the hub
carrier, is inclined so as to give virtually
centre-point  steering—that is, the axis
when produced passes more or less through
the centre of the tyre contact area This
is tremendously important in eliminating
kick-back through the fully reversible
rack-and-pinion steering and in ckminat-
mg the spurious steering effects socommon
front-wheel-drive cars when the accel-
erator is moved while cornering. The
object of the design was 1o achieve more
or less constant sclf-aligning torque
except in the most extreme Circumstances,
and the consistency of the 128's behaviour
is largely explained by this

solution—shared with Rcmull s12.

At the rear a similar tale may be told

of struts and bottom wishbones, but there

\mllsccnouolh just a wide two-leaf
= horedt_ol_hewishbnmand‘lo

work, mtruned m:.l)r partially by the
trunnions, and the movement of the centre
section of the spring as the wheels go
respectively down and up is translated
by a simple linkage into a load-sensing
control of the pressure-limiting valve for
the rear brakes. If the car merely rolls
the centre of the spring constitutes a
node and therefore docs not move, having
no effect on the braking distribution.
Cordiano insisted that they had not had
to prejudice the ride in arriving at suit-
able rear spring rates to deal with load
variation, presumably because unsprung
weight is very low, S0Ib at the rear and
55 at the front. Nevertheless, when
braking hard, forward weight transfer can
introduce some difficulties which are
typical of front-drive cars, and the panic
mitigator in the hydraulics makes a vital
contribution 1o safety, as it has in the
majority of Fiats since the 124, It is rare
for the rear brakes to lock prematurely:
they are drums from the 850, whereas
the discs at the front come from the 850
coupé, and I am bound to wonder whether
they are good enough, Indeed I am inclined
to think that this would be as good an
occasion as any to direct your anention
now to our road test over the page, where
you may find out... ;’
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» CARS of the year have in the past come
from both categories This vear's clearly
belongs to the latter one and is already
bringing desarved rewards to Fiat in the
market place. No one should blame a manu-
facwrer for sticking to the beaten track
Pioncering may collect pats on the back
but it does not necessarily bring in the orders
and sales which, after all, are the object of any
motor firm's existence

So first let’s sec how the 128 stands up on a
price basis. Because we Giant Tested a four-
door version it is this one that we have chosen
for comparison against other European four-
door 1100s. The Fiat costs [861 in Britain
and that figure, obviously, includes shipping
costs and import duty. Well, British Leyland's
1100 is £69 less at £792; or a mere £43 less mt
£818 when equipped with the 1300 engine to
give a fairer basis of comparison, on per-
formance at least, with the Fiat. The lowest
priced four-door Escort is £736, or L778 in
de luxe form. Again, the 1300 comes closer
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to the Fiat and, at £838, s £23 less. Vauxhall's
Viva undercuts by £69 and the Hillman
Avenger is [811. Among the imports, the
Renault 10 is a useful £85 lower at £776 and
the cheapest comparable Simca 1100 is £12
under at £849,

On a price basis, then, the Fiat has most
though not all of its immediate rivals beaten
by a large margin after one has deducted the
1ipercent import duty imposed by Great
Britain on cars coming in from European
Economic Community countries. And many
of its Continental competitors are beginning
to look somewhat long in the tooth. The
Renault 10, for example, may find its days
numbered once production of the much more
expensive 12 gets into full swing

So the Fiat impresses enormously on a
value for moncy basis. It is equally excellent
in performance, a characteristic that it shares
with the more outstanding of Fiat's other
introductions in.recent years. The 124, for
instance, is nominally a 1200 yet it has the

legs of just about any other 1200 saloon in the
business and should be compared more closely
with the run-of-the-mill 1500/1600, Similarly
the L6litre 125 gocs as though it had getting
on for 2000cc beneath the bonnet. And now
comes the 128 which, almost predictably,
makes a mockery of established concepts of
performance for an 1100.

This is done, as we have scen, not by
breaking fresh technological ground of amy
note but by skilful, painstaking development
of the conventional.

1t was basically the same initial approach
that enabled the Fiat 1100, the 128's immedi
ate predecessor, to remain in production for
s0 long.

STYLE AND ENGINEERING
When the 128 was announced nearly a year
ago its reception was somecthing less thas
overwhelming in Britain for the simple
reason that it all but coincided with the
introduction of the Maxi. Naturally, the
British Leyland car and its attendant
publicity tended 1o swamp anything clse new
to the motoring world at that time. And added
to this must be the fact that the Fiar (anfare
in Britain was further muted by the knowledge
that it would be a while before the 128 could
go on sale here. In fact, the first right-hand-
drive examples arc duc to reach dealers i
quantity by the end of this month

The engineering side of the 128 is coverad
exhaustively elsewhere in  this
Learned Setright so we'll omit it from this
fest except in so far as it actually has
bearing on thecar'sbehaviour in everyday use

¥ g Mough, is another matter, Fiat's
people, Under the direction ol Boano, have
come up with a shape for the shell that up-
mistakably echoes the family line laid down
with the 124, enlarged with the 125 and
carried on into the 130, The appearance i
attractive, yet almost anonymous, and gives
little clue to the whereabouts of the engine/
transmission package. The windscreen and
side windows are deep, giving plenty of glass
area, and the smooth lines are broken by
remarkably few projections. Most of the lights
are neatly faired in, the front grille is a imple
matt mesh and the Aanks are marked only by
a single ‘sculptured’ nidge at waist level that
serves to stiffen the panels. The door handles
are notably non-protrusive, yet are still large
and robust enough to present no difficulties
even to the meatiest of hands.

Overall, the 128's appearance emphasises
the thorough-going competence that is the
hallmark of the entire car

issue by

USE OF SPACE '
On strictly utilitarian grounds the 128 could
become a recipient of criticism bere. It
clearly isn't making the best possible use of
space, having turned the engine sidewaysand
shoved it out ahead of the front wheels. The
answer, as Peugeot and Simea have realised
for themselves and other transverse-engine
gospellers have found out the hard way, is
that the majority of motorists do not want an
unbalanced looking car. They will accept
brevity of bonnet down at the bottom of the

.
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price scale but for anything over 1000cc or
%0 the engine compartment must have reason-
able length, or at least appear to have.

Having accepted this requirement Fiat has
gone on 1o utilise the excess room under the
bonnet by moving the spare wheel up there
from the boot. It also means that the battery,
the air cleaner and the voluminous heater and
fan can all be contained therein and still leave
plenty of room for maintenance access.

Keeping the spare wheel and battery out
of the boot means that every cubic inch can be
med for luggage. Just how many of these cubic
mches there are comes as something of a sur-
prise since the compartment doesn't look all
that big from outside. The explanation lies
primarily in the rear suspension, which isofa

 notably space-saving design, while the low-
slung position of the fuel tank also helps. In
practice the luggage capacity is on a par with
that of many a 1300 saloon and even matches
some 1600 and 2000 models. Its only draw-
back is that cases have to be humped over an
snusually high sill.

Despite styling that makes it look both
higher and shorter than is actually the case,
the 128 is pretty typical of curremt 1100s
where overall dimensions are concerned. So
it has been something of an achievement to
provide very nearly as much space in the
passenger compartment as exists in the 124.
Unavoidably, internal width is less—three
inches less than in 2124, to be exact—but the

Rear legroom is better t e .
“other 1100, due in part to fllrlv thin ;qulb;
1o the front scats.

From an ergonomic standpoint the arrange-
ments are much more acceptable 1o British
drivers than mn some Italiancars, Fiat, itscems,
# adopting human d ies for di
\ing purposes that more accurately reflect
European average physical proportions
rather than those of Italian man alone.

There isn't the same obsession with making
every sparc cubic inch into a cubby hole for
something or other that exists in some smaller
cars. The 128 pays too much to the

particularly over an clongated series of

bumps. This has now disappeared almost

entirely. Taken all round the 128 ranks even

above Peugeot’s 204 as one of the best riding

of all small-to-medium saloons.

It is also one of the quictest, if not the
The d s have Jod i

q 1E

producing an impressively silent engine,
thanks partially to the flexible bt]: drive to
the haft and 10 a , ther

cooling fan. And, because the power passes
through so (relatively) few gears on its way
to the wheels, there is negligible transmission
noise. There was, ldrmltedly. 1 fnm wlnne
but this declined to a barely d le whistle
and finally disappeared almost altogether as
our test progressed and the car neared that
optimum point where running-in has finished
and running-out is still to begin. One
sound that persisted throughout was a highly
audible rustle of tappets.

We said that the engine is near-silent and
this is so—during normal use. But remember
that it has a practical limit of 6000rpm and
can happily be run another 1000rpm and
more beyond that Over the final third of the
speed range it begins to make its presence
heard in no uncertain fashion, with a hum
that builds into a bard, loud snarl as peak
revs are approached. Unless drmng e:tremcly
hard ltisnnoup i

FIAT 128

At £881 for the 4door model, as
tesied, the 128 s much closer in
price 1o the 124, the next Fiat up in
size, than 1o the B50. the next one
down. There 15 only E64 in it with the
124, against £212 for the 850. The
128 also comes as a 2door a1 £818
and there 15 an estate version

PRICES

ACCELERATION
from standain
n wecondy

FUEL
SPEEDS
N GEARS

2 7
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ml.kcs for a much more comfortable ride in
the long run than yielding squashiness. At

the rear the ends of the seat back are
curved around 1o give a modicum of lateral
support to the occupants. The squabs of the
front seats provide a much higher degree of
sideways location against cornering forces
and there is useful lumbar support. They
also have a very clever system of adjust-
ment: a knob projecting beyond the base of
the cushion in front is lifed to recline the
'hl:k quickly and in large increments; fine

‘welte appearance of the interior trim for that.
There are, however, shallowish shelves
beneath the facia

-~ COMFORT AND SAFETY

Soft springing and mild damping provide a
* truly excellent ride for so small a car,
wwallowing up all but the very worst potholes
" and bumps with aplomb. Body roll is kept
i within highly acceptable limits by a stout
torsion bar at the front and by the rear trans
" werse leafl spring’s resistance to deformation
" &t two points simultaneously. Early cars
! mifered from rather pronounced nose-dive
under braking and although thischaracteristic
has been reduced it has not been climinated.
| Perhaps this is a wise move, for 100percent
effective anti-dive suspension robs the driver

' of much important ‘feel’ under braking.
With the partial cure of nose-dive has come
# reduction in the general tendency to pitch,

Al et (900

is then ob d by rurning the
knob to operate a screw mechanism.

All four doors carry armrests. The steering
wheel, with two downward-slanted spokes
and a shiny, none-loo-grippy surface, is
angled nicely between the equally reprehen-
sible extremes of the near vertical and the
buslike near horizontal. With so much back-
rest adjustment and plenty of longitudinal
travel available from the seat most people
can locate a satisfactory driving position.
They will find themselves sitting rather h;sh
in what is fast b u Fiat ism
with fine all-round vmbu]ny The pedals and
wheel are offset by a slight, barely noticeable

and the accel is just too high to
encourage heel and toeing.

Individual interior lamps are fitted 10
cither door pillar. The facia is fully up to
American Federal safety requirements with
crushable surfaces and copious padding, al-
though the little panel of imitation vencer®
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MMH the way on Cinturatos.

with very high cornenng power and

gentle  breakaway. Less trailing
throttle-induced oversteer than most
rival front-wheel-drive designs. Steer

ing light. accurate but lacking in feal
Wet weather handing basically
similar, but rear end has comparatively
less grip. Sull a vary stable car
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[facing the passenger may

not comply.
S\mchuafg kept to a bare minimum (Fiat, in

and are of the safety rocker type. One is a
master switch for the lights and the other
brings on the facia illumination. Both are
marked with clear symbols. A total of three
stalks on the steering column handie lights,
offer a choice of a single speed, and none oo
hghamulhll.wmumnmtupentm
with single sweeps lly at

plastic headlining.

Tumng to matters of structural
the 128 is up to date with current E
trends. As is now virtually ﬂl.ndlnipnﬂh
design—at least on IIHN

conversion is made with the blade pivots

only a small vertical section of screen near the
pillar. Like the heater blower, the silent
wipers will continue after the ignition has
been switched off. The washers are operated
by an ineffectual rubber button at the foot of
the dash panel. In the middle of the facia, and
clearly are the pull-out knobs for
the choke and hand throttle . . . that's right:
hand throule. It only works over the first
stage of accelerator movement and might be
uscful for warming up, or even for motorway
cruising if you were sure of being able 10
dmnuhe:nmnubuuﬂhwwdup Since

in
ﬂwuouldmmllu.l’orﬂtdmaprwa practised
moved over to the offside, leaving unswept impact

by meu; ends of the
shell are made comparatively soft to
. The passenger compartment i )
the further protection of what is in effects
perimeter frame formed by the sills and by
box sections around the engine bay. |

The steering wheel is designed to collape
under impact, though it is not dished at sl
and in fact the horn button—in the formel
a Fiat badge—actually projects. The columa.
wﬂ]ulwlelampcmam:hmdlhel‘nl,l 3
we have scen, is to US Federal standards |
Taken all round the 128 is at worst level with
mdmm:ucuhudd'.lhempmmu;
the safety front. As a final touch, Fist by
put a third set of belt mounts in the bick

PERFORMANCE, HANDLING,

BRAKES
With such a specification—mnotably

sporting
the short stroke and big bore that permit

mﬂhhmmmrwlllw

large-di v:.lm—l.hc 128 engine ismg
her. So it can be nm
peak nf:hepuwrcumn

puuttuuumpunlmdmngthu.
Hanging on to the intermediates up 1o
mumﬁdﬂl‘mmﬂydﬁcﬂy
necessary 1o

sclection of warning lights covers winkers,
main beam, sidelights (rather too bright,
these two), oil pressure, ignition and low fuel
level. Each circuit hasitsown fuse,
in a long panel in the right-hand facia shelf.
‘The dipping rearview mirror is of the knock-
out safety type; ours gave a double image.
Heating and ventilation have commend-
ably simple controls. Two levers look after

AR e rack and p
BRAKES

STEERING

AIR

BRAKES drym 7.28in

WEIGHT 16981 (4 doorl: 16531 (2 door)

and air intake Aow respectively.
Aﬂnpdlrecumalhcrmnlﬂmrlﬂdwup
to large vaned nozzles above the facia. These
in turn can be rotated to guide air on 1o the
wmdtcrmot back at I‘mlevﬂ.Snkm
exits th h the rear
mmmwbdcsrﬂmurudﬁym
without reference to the instruction manual
—which is more than can be said for a lotof
Fiat's mnhmlkumpm—mdpmnpld.
| with efficient
drbkndm;mmbhwmchum:

outlets at cither end of the facia delivering
cold air, And this is one new car in which the
designers haven't been afraid to stick to good
dd-l'nhhnnd upmm?qwmughu.'mmt

ventilation at city
42

a dual can
be a quiet, refined small car with a flexible,
smoot ng enging; or it can be a real
boy-racer's dd.n;ht with (momentarily) wheek
spinning starts, brilliant acceleration :nd|1
loud, hard-snarling power unit.

As to maximum speed, Fiat exemplifies the
refreshing trend among European maken '
to numerical honesty and only lays claim w

The car we tested, clearly one in .
all the manufacturing tolerances erred
right side, easily surpassed this and

—arch [0 CAR
Il




Instrumaents: 1 Specdo 2 Fuel
11 Handbe Controls: 12 ¢
20 Heater ver 21 Lights 22 ¢

eventually crept up to a mean velocity some
Imph higher
The fact that

proved very pearly as fast
in third emphasiscs the rather odd collection
ol gear ratios. They are widely spaced and 1op
i distinctly on the low side at lessthan 1 to 1,
but the engine's broad spread of torque com
bined with the ability to rev serves 10 mask
any deficiencies here. As it is, a higher fourth
gear or better sull a fi ratio would have
given quieter, more economical rapid cruising
without upsetting the acceleration since this
is amply looked after by third

I'he gearchange isell, with a long, thackish
lever sticking straight up out of the floor, is
good as transverse transmissions go, though
ealy medium judged by overall standards
Even Fiat has vet 1o put the lightness and
precision of the best ‘conventional’ setups into
a sideways-sited gearbox. In the 128 the lever
is strongly spring-loaded towards third and
fourth, and can baulk going into first

If the intricacies of a really efficient gear
linkage in this location have still o be
mastered in Turin, the problems of front
wheel drive have been solved with apparent
ease. Sheer cornening power is very high in
dead, provided one sticks to the basic fwd
technique of using plenty of throttie all the
way round. Understeer is, predictably, the
dominating characteristic of handling—right
up to the limit on a dry road, when the [ront
eventually ploughs gently out. The test car

snter. Warnings
s T4 g
onj 23 Hom 24 Face

16 W

came on Pirelli Cinturatos which proved
happy to run at remarkable slip angles before
losing all grip on the sitvation. To overcome
the understeer the tnick is to throw the car
hard into the corner on the approach, keeping
the throttle right down the while, and catch
and control it entirely on the steering. The
lift off/tail out syndrome so well known to
Mini-istes hardly applics to the 128; backing
off in a corner brings the attitude closer to
neutrality but never actually provokes the tasl
far enough out to be of any use

So tt
For more normal drivir

at is how the 128 behaves

XIS

g, il remains a car
with the reassuring stability of front wheel
drive and no nasty tricks up 1ts sleeve if you
madvertently do the wrong thing.

At Jeast on the Cinturatos (Michelins are
also fitted as orggnal equipment) there are
few basic differences in the wet. The under
sicer, barcly noticeable in the dry unless
vou are trying hard, becomes more pro-
nounced, of course. And the tail unsticks
relativ the process. But, ag
urd to sec how the Fiat's handling
could bring anyone to grief

I'he steering, on the other hand, is not
such a strong point. Ours was light and accur
ate enough, and reasonably high geared. But
it felt disappointingly dead, especially for a
rack and pmion system. This complete lack
of sensitivity does damp out all road reaction
at the rim but we would willingly sacrifice

ely earlier 1

ssure 7 Water tomg

0 © Fuel level 10 Lights
17 Choke 18 Winkers 19 Wipers

some of that to get more feel of the road.

An early 128 we tnied last summer had no
scif-centring. There is some now, though
not very much. On the brighter side, the
steering 15 happily free of varying heaviness
and/or artificially induced castor related 1o
the amount of power being fed through the
front tyres. But taken in foto its stecring is
oot the 128's high spot

I'he brakes—disc front and drum rear
have improved since the first cars and are
now quite light, progressive and, in con
junction with the adhesive qualities of the
Cintura

,reasonably efficient

IN CONCLUSION
I'he 128, as we observed at the beginning of
this Test, breaks no ground of any note in
automotive design. But everything that it
does 1t does well and a lon of u 15 actually
brilliant. It is far and away the best 1100
saloon yet to come from any manufacturer,
matchmng the competition point for point and
out \‘fli‘[‘ll“: mostol itate Y turn

Fiat has over the last few vears been de
veloping an extraordinary facility for making
saloons that behave quute out of character
I'he 125 and 124 both perform as if they had
25percent more cubic capacity than is the
casc. The 128 follows in their footsteps;
offering most {though not quite all) the m
rractions of a 1300/1500 yer «ill with an
1100-sized price tag L
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HOW TWO AUSTRALIAN ABORIGINALS, A WOOLF AND

A DOG, WENT TO TURIN IN A BEAUTIFUL PEA

BLUE FIAT. THEY TOOK A TAPE RECORDER

AND WHAT IS KNOWN AS A HEALTHY CURIOSITY

WRAPPED UP IN A 5 MILLION LIRA NOTE . . .

ITEM ONE IN CAR OPERATION, MOTORING MASOCHISTS TAKE TIN BOX TO
g'l‘uri.n, is for Howler Woolf and Yap-Yap Barker to fly this evening to Brussels
~rendezvous with Big Ed Blain. Last-minute instruction bids us keep an eye open
zat LAP for female Blain cousin. Henrietta (we like that) will be modelling a
émid—lcng'lh green overcoat; so armed with protective Campari soda we appraise

the talent with a sort of love-hate excitement.

Heavens! Not her, says Woolf. Her buys modest cup of coffee, and is soon
pretending not to look at us looking at her but pretending not to.

Suddenly Barker spies another candidate, much more promising. His glasses
begin to mist up; when they clear he has already leapt up and started making
in her direction, which rapidly changes as she strides away with stunning
self-assurance—straight thro' the Customs barrier the wrong way. Then, just
as flight is called, we sec coming through the barrier mid-length coat it would
be very mice to go to Turin with; she has an unmistakably Blain face and looks
completely human, and when we say Emma Chiset? she understands perfectly.

Your Captain tells us reassuring things we’ve heard so often before, just to
let us know he's not yet a computer although maybe they've got him taped?

Thinks: why don't BR do it. Evenin® Lidies and Genis, this is your trine driver

Alf Bloggs speakin 1o you from Diesel loco No 49683. We are jus passi) War-

|
Then over to the St Bernard, tunnel through |
to Italy and descend via Aosta.

Brussels to Ligge (10 the phlegmish Englsh)
or Luik (to the Flemish Belgians) is one of
Europe's most hazardous roads and has been
so for years. Always crammed with trucks, and
pu'ucularly at high-pressure commuting times,

le lane is frantic with kamikaze desper-
ldm daring opposition at Last 1w Give Way,
Blain is at the wheel, and his passengers sre
reassured to find him strictly non-competitive;
nothing contributes more o passengen’

imity than di ing ! have
similar driving babits and reactions (thinks—
hope others share this view about oneself).

Relieved that tyres, which hum rather loudly
at town speeds, are not too noisy on the open
road and scarcely affect car's directional
stability and handling. Resolve to forget all
about them. Bearing in mind how a full com:
plement of passengers plus luggage can causes
rear-drive conventional 1o swing about with

ford Function and ‘eading norf at zero orltitude, proximitly ityfree moilsprar. Spec

torive Beerminam Central 17 minutes after ETA . . .

Taxi to Hotel Albert I, message from
Blain to say he'll be with us for big eats at
9.30, time for a wash down and brush up,
At 9.35 Blain takes revolving doors with a
trace of over-correction at exit and the augurics
are good (why do they call him_the lais
Blain?). Ministure Italian Crockes
Massimo Colombo, who sh

Woolf know a ﬁsh plmce and we lII l:kc ﬁsh
The gastro-gnomes take off 4 piad, noses
sensitive 1o good nosh as pigs after Périgord
truffles. Steady Barker and Miss Strine lose
faith after half a mile and countless right-
angle bends, but mddenly strong pong of
Ostend fills the night air .

HENRIETTA GOOD DINNER, SHE
said. Back well after midnight so must
apologise later this morning to Italian
rocket. We wanted to leave for Turin
around 9-9.30 but there’s nothing to leave
Sin. Blain will work, Henrictta will shop
Woolf and Barker will hunt the 128,

‘It’s at Waterloo,” says Woolf. "Which platform?
says Barker. Well, how was he to know? It’s the
original Waterloo, see, about 25 km out, so we
hop intoa Toymllulmdmmotnlo\‘lhlcrhn
like a pair of Wellingrons. The Toyota is quiet

and smooth but has lhe ]lpueu Roll, very
sexy. Wooll P Mr Napoleon is out,
they say, and the 128 is not at Waterloo. Itis at
Brussels. It is at the Motor Show. (Actually it
wasn't there cither, but how are we to know?) It
has been brought specially from Turin, has
studded snow tyres (no snow in sight) and in-
sufficient paperwork. Would we like a coffee?
If it isn't actoally Jacky lckx who drives us
back to Brussels Centrum in a Fiat 124S it is
someone who knows the circuit and the ropes.
View out af back window is best for the nerves.
The somecone, says pscudo-Ickx, who has 10
44 sign our papers is at the Show and not one to be

-
i

I:eps wlmng. L.ik: us. At the Show they ask
1, : there is time

and nltm;upmtmorcl mtwowt!uuhwn
waiting for him. This makes him say sorry
again. Bastards!

It’s now 1230 —have tin box, will travel
It's a vivid, groovy blue. Back to the Albert
where Blain and cousin are taking coffee and
sandwiches. Would we like a colfee?

No, we mustn’t say tin box any more. After
all, if jury and gentle readers hadn't picked
Italian car amd a four-seater we wouldn't be
here all packed in complete with luggage and
still room to fidget, setting off towards Turin
four hours later than intended. Even with
over two yards of Blain kinked into a civilised
driving position there's just room for knees
behind him. After establishing this, though,
and being a civilised sort of chap, he does shide
the seat forward a notch. Agreed, no time for
lunch.

We are not happy about the studded snow-
shoes. Lmhhkel.bﬂt’llbvwmwlllﬂn
until within sp di of the St B d
Tunnel, and we're “concerned about noise and
stability and what speed we can hold on German
autobahnen. But only the outer tread pattern
is studded, and the studs have been ground
short by the journey from Turin, so it may be
okay after all.

Easiest route out of Brussels is west, to
Ostend—no good for Turin. One can go south
towards France and Reims, but the quickest
way is the longest—east to Liége, start auto-
bahning at Aachen, follow the groove NNE w0
Cologne, then south past Frankfurt, Karls

ruhe and Freiburg to Basle in Switzerland.

delayed ¥ to the helm, we marvel ot
mhﬂ 11 -‘-' . - 2 1. ’
when trimmed stern down. New fashion for
Manx tail with minimal overhang is obviously |
Very Good Thing from this viewpoint.

No radio on board, but we do have tape
recorder with, it happens, a cassette of cone
versazione with motoring pop star Sir Al
Issigonis. Serious content is liberally spiced !

gith hilarious anccdote, which keeps us in
s Wc suddenly realise he is a born comicon |

) ony Hancock level, having
B A% l‘"l" for effect even in private con
versation, and ad lib enteriaining self [
expression plus a mellifluvous voice 10 put it |
over. Even the Fiat-oricntated Woolf cnjoys |
this, and itrn.lknlbrukinthcuwmd'l
thoughts of Chairman Dante Giacosa. |

LUNCH AT 8OMPH IS BOILED |
sweets and assorted chocolate bought
at a German filling station: we are |
putting over 60 miles into most hours,
including fuel stops, and in one 3hour |
10min stint cover 213 miles—67.5mph |
This umlly(bym)mdnrkneumﬂ i
much of it in fog of varying density, Many
German cars and trucks now carry an extra, |
very powerful rear lamp presumably sharing
the fog lamp circuit; we wait for some fearless
Teuton in a well-illuminated Mercedes dread-
nought to flash by, then tuck in at a discreet
distance and simply follow his guiding light -
at 70- 75mph \mh mpkwfm-mm'L
gency stop. M hile fuel is disapp
at almost exactly a gallon per 30 mnlu—ch
little per head, considering

Darkness brings 1o Ingln.. %0 to speak, our
one embarrassment—the need o stop and !
adjust headlamps o suit tail-down trim
Alfredo the tame Woolf knows where to find
twiddler behind cach lamp for this job (for
which you need only fingers) and it’s soon done.
But it would be nice to have those two-way
triggers beneath lamp rims featured on most
French cars: British lamp manufacturers,
please note. This is a real problem, for most




The handsome young man

on the right is Fiat's chief

stylist, Paolo Boano. The
fistinsuished looki 1

E R RE
in the other picture is
Dr Dante Giacosa, retiring
chief engincer. Giacosa is a
contemporary of Issigonis and was
actually the first to revive
the ideaof a
transverse engine after the
ploneer attempts of prewar
years, He has strong views on
the function of styling,
and Boano's job was
simply to make the 128 look
like what it is —a
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f " seating and
upholstery line incorporates its share of
sl hile the

éﬂu:”u-d- machines in the main

»P g on

' panels like a flock of pterodactyls and

 bonding them into a single shell,
complexity

wdrivers arc unwilling to upset normal lamp
settings cvery time they carry a big load, pre-
ferring to put up with reduced vision as well
s darzling other traffic.

Well, yes, we do get a bit fidgety on the back
seat after a few hours. The backrest is maybe a
file upright for long journcys (whereas the
front backrests are adjustable for rape), yet ir
much more than adequate and far more Gabs
table than cramped rear perch in certain dir
competitors. Perhaps by

| baritic perfection of
| mass-market utilitarian transport? As with any
| small saloon, though, one chap in the back
| gitting diagonally can ride for hours without
dacomfort. At waist level back seat is over 52in
#cross, 50 there's room enough for three abreast
with the advantage of an almost flm fioor.
We are 10 discover later how the 128 is al-
most free from transmitted road noises on
sandard tyres, and at most rpm its little
Ill6ce ohc engine is unobtrusive. At certain
points onc is aware of slight resonant periods,
mnd it cannot quite match Beetle's low-revving
sy gait at Beetle cruising speeds of 70-75.
| Above this, however, with engine spinning at
| ver $000rpm (equivalent to 75.5mph) it gets
| gt of range of such disturbances. Final drive
[ gearing is high enough 1o make over-speeding
! impossible in top, and Fiat say you can cruisc
* Batout all day without incurring their dis-
pleasure or risking Henry Moore job on crank-
eas¢e. On return run with more sporting foot-
wear we are to find just what the litde motor
{ will take when pressed to limit.
| And w 1o Basle, arriving just after 9pm.

DEPART BASLE 12,05AM, THE DIARY
‘says, and arrive Lausanne 3.10am. No
sone likes driving in Switzerland, but it's
! 1o bad in the small hours when
i ives are all half-smothered under those

eidered downs. Tame Woolf now at
f wheel, lupine ferocity damped by the nice
i things floating around in belly; truly he is a

brother who will chauffeur fellows in the small
hours after a good meal.

Phone call to Turin next morning tells us we
are not expected until 4pm, so we shop for a
while, then motor gently round lake (Lucerne,
alias Léman) and south owards St Bernard

Morning is damp and misty, light rain fall-
ing; are we really surprised when motor begins
to misfire quite badly? The Woolf says no, must

be foreign bodies in carburcttor, but it & a %

misfire. Stop, open bonnet, and everything
looks dry on the outside. Perhaps burst

duties this evening so arrange to dine in-
formally with him in hotel, Our huge cameras
are on the cighth piano, where traffic noises
are diffused into regular hum broken now
and again by bricf passionate screams of
Maranello V12 echoing between the colon-
nades as dolce vita Lothario spurs it between

mistresses.

SIGNORINA MARIA RUBIOLO
arrives just before 9am, officially as

N L s el e of ZFiat's Director of Publicity, less form-

grille made more inaccessible by forward
hinged bonnet. Sure enough, after few miles
we are back on four full-time.

Coffec is taken in small village, mostly
rough hewn timbers secured by pegs, wedges
and things, but some buildings have plaster
fagades and ient iron balconies. Air is rich
with manure and sweeter aroma of newly
sawn wood, and only motor van blocking
narrow street lifts it out of previous century.

Although they do have snowing and skiing
Darn Under, only snow Henrictta has scen in
22 years is dirty slush by roadside in England

this winter. Frosted fairy forests bordering
autobaknen yest
now at last we. very lighfall to prof&he
snow reall cqme down Fom nowhre st
where/
- " X Aoy )
AW efar ¥ ey Bt JO t

good for a colazione.

Enter the suburbs of Turin about 4pm: com-
ing from land where history began 200 years
ago—on 20 April 1770—Henrietta marvels at
omnipresent architectural evidence of past

ies of Piedmont, great pink palazzos,
cathedral and churches, and colonnaded streets
where pedestrians stroll safe from motor-cars
between perilous intersections. 128's distance
recorder has clocked 732 miles since Brussels
and total running time of around 17 hours gives
overall average better than 45mph including
three refuelling stops. Apart from resctting

reach with narrow space between them and Aally as friend of almost every pressman

£who has visited Mirafiore for many years

past. It isn't every press chief who greets
you with a kiss on cach check! She is that
rarc ph heading vital depart-
ment in vast org formidablei

and personality, but mercifully sull very
feminine. As she speaks little English we chatter
in sort of Francais casse The signorina in good
form, conversation veering to Fiat'sactivitics in
Russia where huge factory is rising to build the
124. She 1ells us about life for Fiat reps out there,
and of friendly relati ps with Russi i
saries to Turin. Reluctantly, have to cut this
short, being already late for first of three sessions
with engincering and commercial chiefs. Con-
sidering Fiat's automobile activities give
t, directly or indirectly, 10 some
, these men tremen-
ibilities, so good to find them acces-
in approach and reasonably
10 our sly questions.
IANO, Chief Pro-
ject Engineer, who can understand and
speak English very adequately without an
interpreter. We speak thus:
The justification for conventionality in other
people’s engineering has always that
cars for production in very high volume at
very low cost must be simple. The 128 seems
1o us to be exactly the opposite. It s full of
originality and it incorporates many features
that so {: have been restricied to lower
wvolume, hgher cost wmgwiwn. How do you
Justify this economically:
Qur design bricl specified a car which must be

ughngh

headlamps and misfiring after 1 we've
had no troubles, and busy little motor has
needed no extra oil or water.

Home for next two nights is famous Excelsior
Grand Hotel Principe de Piemonte, rightincity
centre. There arc grander and more excelsior
hotels elsewhere, but surely none with grander
name, and Piemonte’s luxury is real, without
pomposity or pretension. And it has a darned

restaurant. CAR's ambassador extra-
ordinary has already arrived by air ﬁut_u

c and comfortable for city traffic. But
of course it could not be a proper city car; it had
1o be a compromise for traffic and for the open
road. Therefore the 128 had (o have maximum
cargo space for passengers and luggage with

ini | di i To achieve this
result the best layout, in our considered view,
was front wheel drive with a transverse engine.
Our problem was to decide whether we could
do it without coming up against a cost barrier.
Of course if a car is longer it costs more, so that

London, sheltering under Leonard ight's
bowler hat and protected by his srmed umbrella
Although a d Pi t he con-
tinues to command the startled attention of the
stall there, of whom only the older memberscan
recall such sartorial distinctions enveloping
inscrutable monolinguists from the heart of the
British Empire.

Giorgio Burpous the PR man from Fiat is
waiting to welcome us, but no professional

P is an ad ge. It was for this
reason, just as much as for reasons of practi-
cality, that we placed the spare wheel in the
front so as 1o get more space in the luggage boot
and to shorten the car. Provided one secks solu-
tions such as thisit is not more expensive to build
a car like the 128 than aconventional design. Of
course there aremany individual features which
are more expensive: for instance the cost of

constant velocity joints, and of the clectric  » 49
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We started with this conception of engine
because it was important that the car should be able

exessive wear. We thought we must have s maxi-
mum speed of 140km/h. But how could we achicve
i We had two ways open 10 us. One was to use 2
tormal engine, probably less expensive than the one
uchou.h:twdlﬁvemnthuwcmﬂdml
hhmm;qmdmd good acceleration, 100,

The other way was o have an engine which could
un really fast so that a driver in a hurry could take
10 very high rpmnl.h:hdummdwn!bud&n;
| bp excessive piston speeds. To achieve thi

EE
‘gigggi
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thwmnmddufamdﬁm
ive of the 128 pi; d for Yugo
Was the 128 comceived fundamentally the
ltalian market, or in terms of world-wide sales?
The car was conceived a long time ago, almost in-
formally, by my department, not by the commercial
mhmdﬁnmIMwm’nlw

of in mind to make & car which should be the same

weight as 3 Volkswagen Bectle but with four doors,
better perfi and jon. This

i
1

We do, but not just yet. We are able 10 match the
peesent requirements for safety and pollution, and

mnd.udsludduwu!’wlhefutum“‘emuhn
hard on an son, which
we think is essential for America and which we
believe can be achicved with plicati
Naturally we have tried to adapt existing transmis-
sions made by the European specialists, but we are
now considering making our own and sharing it
pfhlpwﬂhmlﬁlndm«b:rmﬂmd:h

We've been wmrud about your attitude to acces-

1 we chose a short stroke of 5. Smm.l.ntkﬂwdyw
of development we considered building a ‘square’
engine with equal bore and stroke of 70.8mm. If we
bad choscn this solution with the gearing we are
the piston velocity at maximum speed in

W“j The 128 can be
erit o mthmudrdmm:ﬂduymw
front of the engine c 3
Jorward opening bd

P . cheaper
was way back in 1954. We made many prototypes,
some with rear engine. The reason we finally chose
a transverse front one was that it made the car even
more compact and allowed us to turn it very simply
into a station wagon or to put in a fifth door at the
back, which is the way | designed it. The market
research people had other ideas, but we're buildi
it like this in Yugoslavia and the idea may s
To get back to the conception, we also played about
with many different kinds of power unit, and at oo
time our xeas were 50 advanced that they were 1o
ldvmd.. d'rw can. uewhll | mean. Then we
sons until finally
with the I‘muullwcn-d: & sort of commercial
prototype—a front wheel drive saloon with trans-
verse engine. This was the big test for Fiat, and it
was because of the Primula’s sucoess that we decaded
to replace the 1100 model with the 124,

Did Fiat share your idea that the 128 should bea

1 good deal. With one camshaft like this, 1 should say
it costs between three and five percent extra to put

the

| n a lotof little ones?
s troe that for mass production it's better and
{*wwhmwmu:humynnm
Aningle large pressing by comparison with a com-
demmﬂumhﬂwmmm
e, and there is a saving in labour costs. The frame
‘inupndmﬁud’mbcmm But
% go back to your question about saving money. An
Impoctant reason why it is cheaper to make the body
o a car like ours is that the front wheel drive unit
{ﬁluk‘mtl’ attached at one end, so that all
'&Ihﬁﬂﬂmmmmmtm

i

direct challenge to the Beetle?

n the beginning it was our own idea. When

iy 1285 as Volkswagen
make Beetles—not in the first year, at any rate!
Half a million might be a realistic annual target
0 long as the commercial people still think they are
selling an 1100. Remember, though, that Fiat have
experience in increasing production very quickly.
When we began with the 500 model we planned a
maximum of 500 cars a day. Now we make 1500,
and we're trying to make 2000,

You the mmgw IZS’W wlm‘-'ym
own. Your strong,
aniyiquwyncmq{utﬂmmuM

is wery
MMW Hotw does this come about?
ldou‘lkm-hwnmmmmnmm

| that we can economine on the floor pan. i

that we want to overdo it. If you try and save -

‘o0 much moncy you have rigidity problems, -

' of the lack of a runnel for cxample, and the F [ ag—
mndmbcnhdputnnmmdw / /

Bt b e !
24 mfwth:hdot‘unmknmd‘ ‘ . ¥
) mete: rrmuftbelmpm.\rm- cthi

Bot i llyuu.W't Giacosa doodle shows 128 rear
.mmmmamrmi end as conceived

1 am a believer in individual design, but 1 feel
strongly that companies must adapt to the men
they have in positions of responsibility. They must

be fexible. [f there is a man who is




individualism can work; the Beetlhe was
wery much the work of one man in its
uyling as well as in its enginecring.
I'm not happy when Fiat make cars
with styling which i not so personal
it used 1o be.

It seems from all you've said that the
128 is very much your kind of car and
that the 124 is mot. Obviously the two
models overlap 1o some extent. Can
you tell us why Fiar ineroduced the
24 acall?

We didn't win our battle, that's all.
Obviously an engineer's influcnce must
be 1 by the infl of com-

was hatched 70 years ago . . .

Can we astk Mr Petaluga at whom
the 128 i aimed ?

Yes, of course. I'd like 1o give you a
VETY ©XACU answer then it
would mean that | would know how
many to sell and where to scll them!
1 think that the size of the car itself, the
power of the engine and the overall
performance indicate that we aim at
the middle type of consumer who has
accepted the Volkswagen or who is
‘attracted by the Opel Rekord The
comparison with Volkswagen comes

mercial people. My job, more and
more, i 1o have ieas and to do ad-
| vanced research. Not all of my theories
e shared by the company as s whole,
although they are very keen on re
fiearch. We have a big department
L aad we do a lot of work on alternative
zu' units, for example. The gas tur
is one alternative that sull iner-
L ois us very much, particularly when
% concerns trucks. With cars it is much
| more distant. It depends on materials
" We are doing a lot of work, too, on
b dectric cars, but batteries arc the
S problem. And of course we are keeping
8 close cye on the Wankel engine.
" There are lots of drawbacks there, but
"1 am less worried about pollution than
Tised to be
‘What about different kinds uf car,
differens  comcepts  aliogghy
Smutance, there’s a po) jv :
b tivory that the future licd ik
“emall cars for towen and very large
“ones for the open road?
The theory s my own! | was the onc
who suggested it, and [ still believe
Bt small cars for cities are the answer,
Onc docs sec a fow of them around
siready, and onc or two are made by
i here at Fiat
" Afterwards, the usually serene
Bain countenance suddenly loses its
; 0 as we pull into a filling
| Mation with adjacent ristorante called
f i Roccie Bianche at Orbassano be-
“meca Mirafiore and the new plant
L & Rivalta where the 128 » made.
intive rumbles from deep in his
rwonal engine room indicate: Seime!
Jou promised me better than spaghetti
MM:: But one must never judge
ian cating places by their facades,
d the first glance inside reassures
Pl be aniffs the spicy air appreck-
. While these things are digesied
e chauffeured to Rivalta, de
ited in a soporific see-through
Multpla and subjected to the mobile
n-washing  hypoosis  of  mas-
pction. Almost a reliefl to note
ed clots in CVEr-moving system
human beings must exercise
dual talents to sort it oun
last discussion, with styling
{ PAOLO BOANO and com-
jal man PETALUGA takes
t¢ in Fiat's Centro Storico, in

lly because we are both produc-
ing automobiles which have the same
characteristics. But 1 doa't think we
can consider the 128 as achallenger 10
the VW, They have a different home
market, and 3 domestic market
always determines the choice the
company makes. We rely heavily still
on our own consumption, so we have
1o produce primarily for Italian needs

Hote can you talk in terms of a home
market that is mot the C

in the 128 story
nme | had rot_«i:hc largest possible

interior d This is what came

Market?
Well, the home market hn been I'ur
. g e iy

up. It's: comparable in Ummpcﬂ-

flow over the tail.

Can we ask both of you gentlemen
hote you po about choosing colours far
cars? It oceurs 1o us that if the
128 can be CAR of the Year then
Positano  Yellow, which has become
30 very much a Fiat trade mark,
should be Colowr of the Year . . .

The first choice of colour i made by
the styling department, which submits
its choxes in turn to the commercial
department 1o sce how they react
before and after market rescarch. One
of Mr Boano's ideas s to have more
vivid colours in the range. I, 100, have
been advocating this for a number of
years. The first red we cver had at Fiat
came out in America when | was there
and it was very successful; so did the
yellow. These arc colours which are
fashionable not oaly for cars but in art
and m graphic and interior design, and
Mr Boano feels they ought 1o be avail-
able So it is something which we con-
sider to be not only important, but of
growing importance. The combination
of exterior and interior colour i also
vEry We are not yet in s

with the Mlnl, in that thed
ipe. One interesting
b to make is that for

uu.'lud.n Bnum America ur:l.l come
when we have perfected an automatic
transmission, which we hope will be
by the beginning of ‘71, By then we
rmghl be able 10 think in terms of a
larger production than our present
target of 1800 128s a day.

Can we bring Mr Boano imto the
discussion? We've formed the opimion
that the 128 bady devign is the work
more of engineers than of sevlists,
What's your vice of that as a sales-
man and what’s Mr Boano's view as
a seylise?

1 as a salesman consider the car very
scceptable from the point of view of
styling. It has the trend of the future in
it, it has lines which I think will not
become unfashionable in 1o short a
time, and therefore s a mass seller |
have the items 1 need o sell the cars.
There’s cven a positive element of
fashion in it. If you look a1 the short
back and the shghtly elongated hood,
then there is & reference (o the trend
started by the Mustang but in a very
different dimension,

Mr Boano, through an interpreter:
Owing to the fact that a stylist has
follow certain strict rules and fixed
dimensions, it was rather difficult for
me to go haywire and design a car
which from the design point of view
could have been avery pleasant vehicle.
Because of the engincering conception
I was forbidden 1o exceed the existing
exterior dumensions, and at the same

costs m l’nr the ﬂupr n«tl’.
did consider having a semi-fastback as
Opel and now Renault snd Rootes
have. But this produced problems, the
main one being an adoquate luggage <
boot door, because if you have a semi-
fastback it reduces the depth available

psmmn to offer as many choices as

Americans have in their interior trims,

but the tendency is 10 offer more.

With such brightness outside, why are

s0 many of your interiors black?

I have leamnt that my own personal

1ikinp in sutomobiles sre not what

wants. [ give them what they
; and what people ask for with

very |.l|lrp colours is black interiors

s TODAY MUST START FOR
zhome, but Setright has con-

~ned Fiat friends into conjur-
zing up L6lire 124 ooupé and

for inserting baggage into the boot If £24 V6 Dino, as we've only
you make it a proper fastback you have 5 played with these previously on

10 have a door which opens all the way
up, like a Renault 16 or a Maxi, and
market research showed that this
solution’ was not acceptable in lraly.
It would have beem much easier to
make the car bigger and longer, but the
real point of the 128 b the way the
mierior space has been exploited to an
extent that makes it quite a different
car from its conventional rivals. The
short tail is really dictated by price
and the engincering conceplion, stress-
ing visually that the car has front
wheel drive. Fashion apart, it has linle
w do with serodynamics although it
does lend the 128 4 bit of a sporting
image because everyone knows that in
sports cars a cut-off il i specified

“autostrade. Blain suggests making

south-cast to Alba, beyond which
wonderful motoring can be enjoyed
snaking through hills in direction of
Savona. We set ofl in convay, agreeing
to rendezvous at Hotel Savona in
Alba if scparated. This happens. Each
crew waits impatiently for other
arrive, thinking terrible  thoughts
about mates not sticking to agree
ments, not rnl.nm; hotel has flcadu
s r

when vmmod Tralian rest driver strolls
round block and finds other car. We
concentrate into next hour or two
some very vigorous and entertaining
mmrm‘ dnllcngc mmnd by

for very strct technical reasons. In fact
the 128 is quite good serodynamically,
with a drag coeflicient of 0.43. In i
fint peototvpe form the body was
taken to Stuttgart, where there o the
only wind tunnel of the right charac-
teristics in Europe. It was tosted for
10 days and then the original form was
modified to take care of the points that
came up. For example the rear of the
roof was rancd 1o umprove the wir

with wet
paiches tbn‘b occavionally become e
at last moment.

Blain, Sewright and Barker take
turns at each car, and all agree that
Dino is a masterpicce in balance of
qualitics a driver enjoys. Must be one
of most desirable motoring propertics
on market, but unfortunately not made
with rhd or sold in England. Adequate
performance matched by responsive
and sensitive control, superb road- P
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Serving as everyday transport for
CAR’s team of investigators en route
from Brusscls to Turin and Paris,
128 surpassed expectations

smasinaed frum p33
holding complemented by comfortable
ride and excellent cloth trimmed seats,
engine silky smooth, tractable and
excitingly noisy. Barker would like
quicker steering but Blain says he's
come 1o terms with Ttalian low gearing
and is content with staiu guo

Perhaps unfortunate to step out of
this into revamped 124, which scems
soft and sloppy compared with pre-
decessors.  Exhibits Lotus Elan-style
clastic caterpillar transmission surges
however hard one tries to quell them,
and in this territory embarrasses with
wide gap berween second and thind;
keep rexching max revs (6200) in
second before next habrpin comes up,
and third at that point in rev range
lacks bite. Brakes over-sensitive, wj
oo much servo; quickly oferk
and fade. Handling on Micl
tyres bedevilled
Covners (VLD
steer. Happens with so many good cars.
‘In response to public demand’ they
are cmnasculated, thewr muscles relaxed.

Back to Alba for lunch, and take
bets on when the Woolfl will arrive
with 128 after moming's busi at

SIGE

reached soon after Bpm. Dusappomnng,
appropriste entry made i Blain's
Bad Food Guide for Toursts. On 1o
Chambéry, where we find brand new
hotel only one-third completed, com-

|
|

Compare! Afte
Alpha is still th

| Here’s why, every month, thousands of private car
owners come over to the Alpha policy!

fortable and well worth bering.

It is called, oddly, the Revidence du
|sic| France.

iPARtS BEING ONLY 330
£ miles, make leisurely start at
«1030 after which tro-
> nomes concentrate on planning
gncxi meal; decide on Bourg en
# Bresse, which 2

just after mj

aromas of god

appetites Mg

until 2.50pm, when he
with just over 250 miles w0 Orly
irport. Plan 1o keep clear of N6 as
far as possible fails, and gravitate on
1o it at Tournus. Some way north of
Avall: sppears and {rom

r

factory. Esti vary; he
us all by turning up just after .30,
After lunch, Sciright scrambles
aguin oo Dino with Fiat test driver
headed for Milan airport; 128 crew
discover still room for sugmented
store of luggage. Blain now opscwsed
by drcams of home gastrononyy buys
Grappa, white wine, olive oil, local
sausage. At 3.50pm depart by cross-

country roads ds Bard hia

this point make very good time, Fiat
swoon cruising mile after mile well
above advertised maximum of S4mph.
Neadle often poised around 130km/h
(93mph) and running high as 163
fust over 10imph). Assuming it 10-
percent fast, stdl very good going,
especially with such o load, and last
154 miles covered in Zhr Smin (T4mph ).
Fuel consumption for returmn joumey

and train tunnelling under Pointe de
Fréjus to Modane in France. In yellow
evening light countryside, flat at first,
looks like film set againet sithouetted
mountains. In every village focal point
towering red brick church, archi
tectural masterpicces so abundant in
ltaly that locals probably don’t notice
them. At Avighana we join main drag
up valley of River Riparia towards
Susa, where you can almost count
castles st so many per kilometre
Fellow-Strines darn under will never
belicve Henrietta when she tells them.

Last few miles on packed snow and
we, but now on standard steel braced
Pirclli radials Fiat proves extra-
ordinarily manageable on treacherous
surfaces. Blain and Barker remember
cating place in St Michel de Maurienne

an fard tyres | d to sround
33mpg-—darned good gong, all things
considered. Must remember, though,
lower drag with thew tyres and
reduced rolling radius affecting mile-
age and speed readings.

At Orly (7pm) find Air France Tuches
more anxious than BEA stafl to ail
distressed gentlefolk seeking pamage
to UK. Settle for firsy class scats at
extortionate cost, 10pm Hight. Deposit
baggage, then hare off o Champs
Elysécs to deposit Fiat st company
showrooms. Wave farewell to Hen
ricita with sppropriate admonitions
and lounge in brand-new Citroen D
Special taxi back w Orly. Over
bubbling glasses in 727 reflect how
Napoleon could have retreated far
more quickly and comfortably from
Waterloo if he'd waited . . . .

|

|
|

Alpha'’s monthly vouh a4 Goivas | uoatuy ]m—a-mu]
payment plan. =Ta - DS L e —
Just fill in the form edetati ]
—we and your bank | 30 1
do the rest! Because |29 o
o Sk Lzt

your initial payment 28 1 "o
15 equal o three % i —
manths’ instalments, | 27 a
yout first year's policy [7g 1 o o
i paid in full by the — -t ~ e
ninth month. If your | 28 | 2 8.0
F < 24 .o | . 0
after thar we 23 ") 5.0

ically renew | — L — oot B
your policy—and we |22 |£1000. 0| £3.10.0 |£42.0.0
reduce your premium | 21 |en.5.0] £3.98.0 |[zas.0.0
ifyouarcunder3l. 5o hp 12 0.0 £4.0.0 |&es.0.0

W Wity st i ] Y5 1 TR el pey el w40 b The maathly s giainest

Driving other cars. When you
borrow a friend’s car Alpha covers
you for claims made upon you by
the owner if you arc to blame—
wething which no other insurance
dany will do, as far as we know,
driving your car. The
¢ show your maximum
liion damage who-
o be, Claims
e other than
 all excess

(31}

!m!ugmisu!

Rallies and towing. You are cove
ered for Jocal ralbes which are
purely tests of navigational skilly
treasure hunts or similar events=—
but not racing, paccemaking of
similar trials. You arc covered 2l
for liability to third parties whes
towing & caravan or trauler

Free Greem Card. You pay ng
extra premium when you take yoor
car on o Continental holiday. The
Green Card is issued for up 1o three
months.

Sports cars, The same premium
as any other car. There has 1o be &
higher rate of excess for younger
drivers, but for 31's the maxamuom
liability remains at L10.

w
Awgnoa
A-vne

— . - s
Oty svieing | 4138 | &TY llu

| e | wan | km

Pt eninnians be the Comtapet €10 10 adtue

Passen, liability and legal
costs. The full range of cover, in-
cluding legal costs up to 1,000
and unlimited passenger liability,
is extended to the very young, the
elderly, the inexperienced driver,
and even the learner. There are
no special loadings, exclusions or
endorserments,

Only your age ta. The

Busi use, Alpha is & class |
comprehensive policy and therek
allows limited business use, It
not allow others to drive vour
on business, neither does jt cov
hiring, commercial travelling,oran
purpose connected with the
trade,
PLEASE NOTE...
The Road Vehicles (Registration snd
Lscensing) Regulations 1964 require that
whorver b tegisterod an the owner sh
the person by whom the vehicle
nd used. We cannot, therefode,

v pobicy in the name of & parent il 8
principal user of the caz is in fac1 the
for instance

An b i illegal for sny
10 back-date cover, the « ‘
COMMENCEMET Eve oo the propesal
form must allow ressonahle tme for posal

delayy

The Alpha policy |s hmitnd w vehicle
registered in the private car caregory. i M
not valid for thone in the motor-cyce o
goods carrying estegorios. Owners of

| premium and excess tables A and B

| apply without alterution wherever
you live in England, Scotland or
Wales, and to private cars of all
makes and sizes up to six-seaters.

Claims frec from excess. Loss of
personal effects, windscreen dam-
age, fire and theft arising {rom any
cause other than collision are com-
pletely free from excess. So are
personal injury claims even if they
result from a collision.

Midisng Northern & Scottish invurance Coltd

w ahsd vans ate advised t0

check their regisration details. We regrel
we cannot e the Alpha policy w servics
» povple

personnie] on duty sheos
tmn' outude the UK
Our scceptance of higher posered car s
v be kept i propartion, o i you own
wuch a caf we may not be able 10 offzr you
un Alphs palicy for the time being.

Alpha Fewse 170 Kings B4 Reading #G1



$ ne
O OLJr Referees.ﬁ.r?mt:ﬂs Thecarofthe year. And Michelin tyres. Chosen by

Fiatforthe128. And fitted by Fiat as original equipment on all their
other models. Ittakes the best to know the best

For a world on the move.
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