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1968 Porsche 911L Soft Window Targa Stock Number 10296

This very rare and collectible 1968 Porsche 91 IL Soft Window Targa
comes in this gorgeous color combination of brown with a black
interior with pepita inserts. lt comes equipped with a 1968 period
correct 2.0 liter with a manual transmission and Fuchs wheels. An
extremely clean and presentable vehicle which had the same owner
for many years and is a limived production and mechanically sound.

This 1981 Porsche 91 15C Targa with matching numbaers is
avallable in its original and highly sought-after color codedT00
black with a black interior. It comes with a clean CarFax
and in equipped with a S-speed manual transmistion, power
windows, Fuchs wheels and includes the jack, spare tre and
original owner's manual. An excellent original car which had

the same owner for many years and is mechanically sound.

The 1974 Porsche 91| Targa with matching numbers

Is available in black with a tan interior. It was originally

a color code##249 emerald green matallic example and
camas sgulpped with a Spartamatic transmission, alr
conditioning, Fuchs wheels and includes the spare tire. It
had the same owner since 1984 and |s mechanically sound.

This very presentable 1976 Porsche 9115 Coupa is
avallable in its original color codel#908 Grand Prix white
with a tan interior. It is equipped with a 1.7 liter with

a manual transmission, Fuchs wheels and includes the

spara tire, tool kit and jack. A very clean and presentable
vehicle which is mechanically sound.

This 1978 Porsche 91 15C Targa with matching numbers |s
available in its original color codel?36 silver matalilc with
a black interior. It comes equipped with a 5-spead manual
transmission, air conditioning, power windows, Fuchs
wheels and includes the spare tire and jack, A very clean
and presentable vehicle which is mechanically sound.

This 1981 Porsche 91 15C Coupe with matching numbers is
available in its original color coded#956 Pewter metallic with
a black interior. It comes equipped with a 5-speed manual
transmission, air conditioning. power sunroof, power
windows, Fuchs wheels and includes the spare tire and the
original owner’s L A wery pr ble example which
s mechanically sound.

This 1986 Porsche Carrera Targa with matching numbers

is available in blue metallic with a black interior. It comes
with a clean Carfax and is equipped with a 5-speed manual
transmission, power windows, Fuchs wheels and includes the
spare tire. & very clean and presentable vehicle which was
with same owner for many years and is mechanically sound.

This 1996 Porsche 993 is available in its original color
code#92M polar silver metallic with a black interior. It
comes with a é-spead manual transmission, air conditioning,
OEM Porsche stereo, dual airbags, power mirrors, power
windows, powar steering, power seats, power sunroof, solid
It is also mechanically sound.

This 1997 Porsche 993 Cabriolet comes in this excellent
color combination of Grand Prix white with a navy blue
interior. It comes equipped with a manual transmission,
alr conditioning, power windows and it includes the
original window sticker and owner’s manual. it has a lot
of potential and was with the same owner for many years
and is mechanically sound.

This 1982 Porsche % 15C Coupe with 64,035 miles on the odometer
Is available in a light blue with 2 blue interior. It comes with a clean
Carfax and is equipped with a 5-speed manual trammission with

a J.0-liter engine, air conditioning, windowi, Fuchs wheeh
and includes the spare tire, jack, and tool kit. The criginal cwner's
manual is also included. This is an extremely chean and presentable
wehicle which is mechanically sound.

This 1973.5 Parsche 911 CIS Targa with matching numbers
and includes the Certificate of Authenticity, is avallable in

its original color codeff936 silver with a black interior. It
comes equipped with a manual transmission, NARDI steering
wheel, Fuchs wheels and includes the spare tire. It was
previously owned by a Porsche Club of America ownar and is
mechanically Sound.

The 1997 Porsche 993 Cabriolet featured here with 50,827
miles on the odometer is available in dark blue metallic
with a tan interior. It comes equipped with a Tiptronic
transmission, air conditioning, cruise control, dual air bags,
power windows, power steering, power seats, solid wheels,
drilled rotors, power soft-top and includes the spare tire.
It is also mechanically sound.

The %% Porsche 911 Carrera 45 (#93) is available in its original
color code845 arena red with a tan interior. It comes aquipped with

2 b-speed manual transmission, air condithoning, crulse control, dual
airbags, power windows, power steering, power seats, power sunroof,
OEM Porsche stereo, drilled rotors, Porsche twist wheels and spare
tire. The original owner's manual and service documentation i incheded
and the Carrera is sl mechanically sound,

Looking for classic or luxury sports cars?
* We buy and pick up from any USA location * Worldwide shipping

Please check our website as we have cars being delivered daily

Alex Manos, BEVERLY HILLS CAR CLUB 4576 1/2 Worth St., Los Angeles, CA 90063
T:+1 (310) 975-0272 http://www.BeverlyHillsCarClub.com E: sales@beverlyhillscarclub.com




Some people want to get a Porsche
for as little money as possible.

Others want to get a Porsche
to have as much fun as possible.

Dr. Georg Konradsheim, dealer in fun.

Ortsstrasse 13
m 2331 Voesendorf / Austria

KONRADSHEIM Phone: +43-664-20 911 01

Email: office@rsr.at
T" /wwwrsrat

www.rsr.at @ #wwwrsrat
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FUTURE-PROQF YOUR 996/997 WITH
AN RPM TECHNIK ENGINE BUILD

We’re not only passionate about building upgraded air-cooled engines and CSR
engines, we have also invested heavily in future-proofing 996 & 997 engines with
carefully engineered solutions.

We can undertake ‘back to factory spec’ rebuilds or can offer upgraded solutions
aimed at improving performance and strengthening your engine.

Don’t wait for a catastrophic failure as this significantly increases build costs. All of

our engines are built without compromise meaning you can enjoy your 911 as you
should with complete peace-of-mind.

Call Ollie on 01296 663 824 to see how we can help you.

+44 (0)1296 663 824

=y, ~=  #ENGINEERINGEXHILARATION echnikco.uk
V/=/a//7//. @ Tring, Hetfordshire, UK




umours continue to gather pace that Porsche

could soon roll out an innovative lease system

for its sports cars, whereby the company retains

ownership of the vehicle while customers enjoy

fuss-free performance driving of different models
via a medium-term loan, for a set monthly fee.

We don’t know if these rumours are true or not but, if so, it
will play nicely into the hands of the enthusiast. We're now a
long way from the crazy days of 2015 when GT cars ballooned in
value overnight, a phenomenon which trickled right through the
market. Brilliant for owners from a financial point of view, yes,
but by-and-large it stopped people using their Porsche.

I've said for a long time that day-to-day we see less 91ls on
the road than we used to. While that’s still the case, I believe

“Owners appear happy
to seek enjoyment from
chasing redlines”

—

Welcome

more and more people are reverting back to using these fine
sports cars exactly as Porsche intended. For me the seminal
moment came at Porsche Club Francorchamps Days at Spa
in April. If you were there, you will have never seen so many
modern Porsche GT cars in one place and being driven, hard.
The trend continued at Porsche Club GB's Goodwood track
day. Of the 40 or so cars in attendance, a comfortable 50 per
cent were made up of 991-generation GT cars. Owners appear
happy to seek enjoyment from chasing redlines rather than
resale values, which could form the core potential benefit of this
rumoured lease system. We'll see if whispers develop, but if true
we believe this could be a positive step towards ensuring more
people get to climb behind the wheel of the best cars Porsche
offers. What do you think? Get in touch and let us know!

LEE SIBLEY - Editor

E: lee.sibley@futurenet.com
T: +44 (0)1202 586200

&l Facebook

/total911magazine @total9l1

“Twitter O YouTube
/totalS11magazine

&G www.total91l.com

Visit us for up-to-date news and debate
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Technicians at RUF Automobile put the finishing touches to the
wiring of a production CTR Anniversary, scheduled for delivery later
this year. A €12 million investment, the new CTR seeks to emulate
the illustrious original of some 30 years ago, a large poster of which
hangs proudly on the wall overlooking the factory floor.

Photograph by Daniel Pullen
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Latest news, key dates, star products & race results from the world of Porsche

992 GT3 will feature naturally aspirated flat six

Speedster announcement underlines Porsche’s commitment to atmospheric engines for GT cars

Nobody is prepared to officially circulate it,
but the 991 Speedster’s arrival confirms the
rumours that the 992 GT3 will use a version

of Porsche’s 4.0-litre naturally aspirated flat
six. Like the exclusive 911 R the Speedster
borrows its manual six-speed gearbox from,
the limited-edition Speedster has some
technical developments that are too significant
to have just been created for a special low-
volume model.

The fact that the GT department has
managed to enable the Speedster to pass the
Euro 6d TEMP EVAP-ISC emissions standards
by fitting a pair of exhaust particulate filters
also signals that Porsche GT's commitment to
naturally aspirated engines won't die with the
end of the 991-series 911.

Speaking at the launch of the 911 Speedster,
Thomas Mader, project manager of GT road
car engines, said: “We got the chance from the
board at the start of the (991) GT3 generation
to redesign the complete engine. So we decided
to do an engine family. And | think, when I'm
sitting here, it was absolutely the correct
decision to do that.”

Mader admits it's not been easy to get
the engine through the latest emissions
standards, but using experience gained from
the race engines has helped. The road car gains
a development of the RSR’s individual throttle
bodies, improving the mix of air and fuel with
the benefit of more power, allied to lower
emissions. As Mader admits: “We have,
| think you say, with one stone, caught two

birds.” Power for the Speedster’s engine
swells to 510hp at 8,400rpm and 470Nm at
6,250rpm, the engine’s maximum rpm still at
9,000rpm. The fuel pressure in the injection
system is increased too, from 200 bar to 250
bar, that improving the spray pattern and
aiding combustion.

In another example of engineering alchemy,
the GT engineers have managed to add a pair of
gasoline particulate filters to the exhaust while
actually reducing its overall weight. Using a
thinner-walled construction and a new welding
process sees the exhaust weigh 10kg less than
that of the GT3, despite the addition of those
usually weight-increasing filters. Nobody's
saying anything, but the engineering certainly
speaks volumes as to future GT car specs.
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991 Turbo helps topple four speed records at Pendine Sands
Road-legal Turbo with 1,200hp sends Zef Eisenberg into the history books

Speed freak Zef Eisenberg broke no less
than four world records at the wheel
of a specially modified 991 Turbo at
Pendine Sands, South Wales, on 19 May.
The 1,200hp 991.2 Turbo, which is
road legal, was modified by UK tuning
specialists ES Motors especially for the
record run, helping Eisenberg claim the
fastest sand speed ever recorded by a
wheel-powered vehicle at 210.332mph
and the fastest flying quarter mile for a
wheel-powered vehicle at 206.492mph.
He also achieved the fastest flying mile

(one way) for a wheel-powered vehicle
at 196.970mph, plus the latest flight
mile (two-way) of 187.962mph, the
same measurement as Sir Malcolm
Campbell in his famous Blue Bird.

The results, achieved on Eisenberg’s
very first pair of runs, means he is the
only person in history to achieve over
200mph on both car and bike at the
illustrious sands of Pendine, and the
only person in history to have achieved
a flying mile record on both car and
bike in Britain.

MADMAX

(RACE~TEAM

Eisenberg said: “A huge thank you
to ES Motors and my own MADMAX
race team for working tirelessly on the
extensive Porsche preparation, engine
build and tune to ensure we had the
engineering and power to achieve this
very challenging record. The Porsche
behaves very differently on sand than
tarmac. The sand creates a lot of
resistance and tyre slip. We could only
use 850hp — 1,000hp at the engine — to
avoid too much wheel spin, compared
to just 550hp from a factory car.”

Porsche reveals liveries for 935

Choice of seven iconic designs pay homage to past racing greats

The 935 was revealed at 2018's
Rennsport Reunion sporting the
iconic Martini livery. However,
Porsche has now announced
further liveries are available,
including the Le Mans-winning
Salzburg decoration seen on the
Attwood/Hermann 917, the Gulf
blue of John Wyer's team, the
Interscope design by Kremer

50 years of the 917 exhibition
‘Colours of Speed’ display hails Porsche’s most prominent racing car

The Porsche Museum has released
a new 917 exhibition, which runs
until 15 September and features
ten specially curated 917s with a
combined 7,490hp.

Exhibits on display include the
original 917-001, restored to its
original 1969 condition; the Le
Mans-winning 917 KH (short tail)
of 1970 and 1971, plus a 1:1 clay

Racing, the distinctive black and
gold of John Player Special, the
bright-red MOMO hue, the Sachs
design used by Kremer and Dick
Barbour or, our favourite, the bright
colours of heating manufacturer
Vaillant. The liveries were designed
by Porsche legend Grant Larson to
‘present a new interpretation of a
bygone motorsport era.

model concept ‘917: Living Legend,
created by designers in 2013 and
put on public display by Porsche
for the first time. The first Porsche
911 Turbo will also return to public
display: a prototype in 2.7-litre form
given to Louise Piéch underlines
how technologies developed on

the 917 were transferred into
production road cars.
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Motorsport

Prominent news and results from racing series around the globe
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2.0L Cup continues to light up Peter Auto calendar

38-strong field of early 911 racers compete in second race of season at Spa Classic

Belgium’'s Spa Francorchamps provided the the Peter Auto series, Oliver Bryant, who also
venue for round two of the 2019 2.0L Cup, which claimed victory at the 2019 season opener in
saw Andrew Kirkcaldy claim victory from a Barcelona, retired at Spa after 16 laps. The
38-strong lineup of 1965 Porsche 911 race cars. result means Sumpter and Jordan lead the
Kirkcaldy's #99 race car took the chequered campaign going into round three of the six-round
flag after 28 laps and more than 90 minutes of European championship.
racing in Belgium. Kirkcaldy finished 46 seconds Meanwhile, the #72 car of Richard Cook
ahead of Paragon’s Mark Sumpter and driving and Harvey Stanley claimed victory in the
partner Mike Jordan in the #77 car, in front of highly competitive Gentleman’s class, a new
20,000 spectators over the three days of the development to the competition for this season.
revered Spa Classic festival. Champion of the The next round of the 2.0L Cup takes place at
inaugural 2018 campaign, which forms part of Peter Auto’s Dijon Grand Prix on 7 to 9 June.

Andlauer gets off to dream 2019 Supercup start

Fastest practice, pole position and first win for the Frenchman in Barcelona

The Porsche Junior, BWT Lechner Racing’s safety car halfway through the race to take
Julien Andlauer, opened his account for the 2019  the chequered flag with a healthy 3.2-second
Supercup with an impressive performance at advantage. “That was a perfect weekend for me. |
the opening round of the season at Circuit de managed to assert myself in the critical phases of
Barcelona-Catalunya. The Frenchman, enrolled the race — which were in the first laps and at the
onto the Porsche Junior scheme at the end of restart after the safety car phase,” Andlauer said
last year, took the fastest time in free practice after the race.
before securing pole position at the wheel of his ALMERAS’ Guven finished in 2nd, with Michael
485hp 991.2 GT3 Cup. Ammermdller of BWT Lechber Racing completing
Andlauer held off the challenge from Turkey's the podium places. Porsche’s Supercup, the
Ayhancan Given in the opening stages of the world’s fastest one-make race series, headed to

race to remain in 1st, taking advantage of a Monaco for round two as Total 911 went to print.
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14 | Guest column: Vic Elford

It’s now 31 years since Vic
Elford’s 1968 Monte Carlo

Rally victory in a 911, a seminal
moment in the history of
Porsche. Total 911's Tony
McGuiness continues our series
of sit-down interviews with

the legendary Porsche Driver,
nicknamed ‘Quick Vic¢’

his year marks the 50th anniversary
of the legendary Porsche 917. | didn't
realise it until a few weeks ago while
at an event celebrating the 50th
anniversary of Porsche’s iconic race
car, but it also marks the 50th anniversary of the
Concorde Supersonic airliner.
| have often thought about what an engineering
marvel the Concorde was. Yet the Porsche 917
| raced can also be considered an engineering
marvel. Both these masterpieces were designed
with slide rules, not computers! Just think
about that for a minute... The Concorde and the
phenomenal 917 were created by mathematical
geniuses. Both the 917 and Concorde were ahead
of their time. Because 2019 is a special year for
the 917, over the next few months | will share more
details about the car | absolutely loved, including
what made it so special, what it took to drive it
and why it was unbeatable.
After giving Porsche its first major victory in
a 911 at the Monte Carlo Rally in 1968, within
two days | was on a plane to the US to compete
for Porsche in the 24 Hours of Daytona. | didn't
even know where Daytona was until | got there!
At the airport | was met by the famous Bill France
Sr. In America he is best known for founding
and managing NASCAR. ‘Big Bill’, as he was also
known, was excited to have me there. He felt that
having the Monte Carlo Rally winner from Porsche
take part in the race would sell more tickets.
At Daytona, Porsche entered three Langheck
(long tail), eight-cylinder 907s. This was the
first time | had driven a 907 and the first time |
had ever driven a long tail car designed for high
speeds and banking. Porsche also brought a
fourth 907 as a test car to Daytona. By the end of
testing and practice, all the drivers had driven the
fourth 907 over 2,500 miles with no problems.
That was about the distance we expected to
cover in the 24 Hours of Daytona, so with the
engineers being typical Porsche engineers, they
decided they would just change the oil, wash it

GUEST COLUMN

Vie Elford

and enter that 907 too! Porsche had incredible
belief in their amazing cars. None of us Porsche
drivers had ever driven at Daytona, and hadn't
driven on banking before, so that was one reason
they took a practice car. They wanted to ensure
we felt comfortable with it on the track.

During the race, around midnight, a Ferrari lost
its gearbox oil on the tri-oval in front of the pits,
and one of the 907s was the first to arrive on the
scene. It slid on the oil, hit the wall and skidded
upside down for the entire front stretch.

| arrived within seconds at a speed of over
200mph to find pure darkness: dust, oil, smoke
and parts were strewn across the track. |
couldn’t see a thing and drove straight through it.
Miraculously | came through that without hitting
anything. As Hurley Haywood mentioned in his
Total 911 column last year, there were no lights at
Daytona until the 1990s, so that made the track
particularly challenging.

Through the night Jo Siffert and Hans
Herrmann led the race, but they suffered a
gearbox problem and Rolf Stommelen and |
inherited the lead. Towards the end of the race
Huschke von Hanstein came to me with a request.
He said: “This is going to be Porsche’s first major
win in a 24-hour race, and since Jo and Hans had
led for so long would | let them each drive a few
laps in my car so they could officially be part of
the winning team?” Of course | agreed.

The 24 Hours of Daytona in 1968 was officially
won by five drivers. That type of thing couldn’t
happen today. Incredibly, | led the 907s across the
finish line in my #54 car for a historic Porsche 1-2-

PART OF A
SPECIAL
MINI-SERIES

3 finish. There is even a sensational photo (above)
apturing this epic event.

We had defeated our main rivals, the five-litre
Ford GT40s run by John Wyer's Gulf-sponsored
team, which was no small feat as they were driven
by legends Jacky Ickx, Brian Redman, David
Hobbs and Paul Hawkins. The Daytona Motor
Speedway actually provided a winners's garland
big enough for all five of us to fit in together.

My second race on American soil took place
later in March at the 12 Hours of Sebring and was
also a success as my co-driver Jochen Neerpasch
and | finished 2nd behind Jo Siffert and Hans
Herrmann, all of us driving the short-tail 2.2-litre
907 coupes.

This season really did mark a turning point for
Porsche Motorsport in many ways. Some drivers
now had a fixed yearly salary and a car on loan
from the factory as our personal transport. This
was amazing stuff considering just over a year
earlier | had been begging Huschke von Hanstein
to lend me a 911 to compete at Corsica!

1968 wasn't over by a long shot. Next issue |
will share what happened when trying to win the
Targa Florio for Porsche in a factory 2.2-litre 907
short tail coupe.

In the Targa Florio | roared through the town of
Cerda. As | started to climb into the mountains,
only ten kilometres from the start, | suddenly had
no drive to the wheels. | climbed out of the cockpit
to check the car... what followed was the most
amazing scene | have ever experienced. Next time
| will share this amazing moment in motorsport
history with you. 5Bl

© Getty Images
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The very best of your Porsche opinions

Misig Si perspoft

Dear Sir,

Reading your fabulous magazine, | get to page

86, Data File, but can't see an entry for the

911 Supersport. Any reason it's not listed? It

looks like a 930, but without the Turbo engine. |
always wanted a Turbo, but the insurance was so
expensive when | was young | bought the next best
thing, the Supersport. That was back in 1988 when
it was just three years old — I've had it ever since.
It's been in storage for 21 years, but | just got it out
and had it recommissioned to start using it again.
Martyn Clatworthy

The Supersport isn’t included in our Data File
as we consider it an option for the base 3.2

Carrera rather than a model in its own right
- though we now expect a degree of backlash
from passionate readers telling us otherwise!
We’re huge admirers of the wide-hipped
Supersport or ‘SSE’ here at Total 911. As per
your own story, the SSE served a brilliant
purpose in being able to offer customers
the opportunity to own Turbo looks at a
significantly reduced cost compared to the
real thing. It’s fabulous to hear your SSE will
once again grace the public roads for which
it was built for — you’ve certainly got some
driving to catch up on! Keep in touch and
we’ll look forward to seeing your story with
the SSE develop.

Total 911 hard copy needed

Dear Sir,

Is there any way | can obtain a hard copy of Total
911 issue 145 please? | have a 996 Millennium and
loved the article, but have only read it online.

Ed Snow

Great to hear you’ve got a Millennium 996, a
quirky 911 indeed! I'm afraid we don’t have any
copies of issue 145 left in our library of back
issues. It should be possible to download a

digital copy via our newsstand app for Apple or

Android, or perhaps another reader of this fine
magazine may be able to come to your aid?




Email us with your Porsche opinions and the star
correspondence will receive a complimentary pair of
high-performance driving socks from Striipe Design.
Inspired by motorsport, get yours at striipedesign.

com — enter "TO11 for a 20% discount g

991.2 GT3 RS: a new engine?

Dear Sir,

In a news article within issue 178 | read that a
Porsche insider told Total 911 the second build run
of 991.2 GT3 RSs will feature what was described
as “a Gen3 engine”. I'm curious to know more
about this as I've been told I'm getting the car and
have submitted my spec, but when asked about
the finer details of the powerplant my dealer was
none the wiser.

Of course I'm expecting the car to feature
these gasoline particulate filters (GPF), but given
the 991 Speedster has been announced with
independent throttle bodies and 510hp, could
this be the engine carried into the GT3 RS?
Anonymous

When pressed, our source wouldn’t be drawn
on the finer details of the 991.2 batch two
GT3 RS engine. He did however say it has
been completely reworked to accommodate
the GPFs and is thus internally referred to as
a Gen3 engine, producing “round about” the
520hp of the GT3 RSs produced in 2018.

From what we know so far it seems
reasonable to marry this up to the latest
information released on the 991 Speedster’s
independent throttle bodies, though we should
also expect the GT3 RS to be slightly more
hardcore than any Speedster or any other GT3-
based model. We’'ll be able to confirm the GT3
RS with GPF in the coming months, our main
Update story this issue might also help.

| 17
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The Yellowbird is a car that made us

internationally renowned from one day to

another. We were the world’s fastest car - all

the big companies were slower. No matter

if it was 20 years ago, ten years ago or just
yesterday, everybody talks about this car.” These are
the words of Marcel Ruf, who talks with passion and
pride when I ask him to describe what the RUF CTR
of 1987 did for his father’s company.

It was that 3.2 Carrera-based “Yellowbird” which
put RUF Automobile on the map. A real-life David
versus Goliath moment, it was faster than Ferrari’s
F40 and Porsche’s 959, inspiring an entire generation
of automotive fanatic. Those three letters responsible
for building it became an alluring brand synonymous
with engineering precision and purity henceforth.

We're here on Rufplatz to celebrate 80 years of
a company which has been integral to the culture
surrounding the 911, a sports car we all - RUF
included - admire greatly. RUF has always found
a way to improve on Porsche’s recipe, consistently
evolving the 911 years ahead of Zuffenhausen. It led
to RUF becoming a certified manufacturer in its own
right by the German authorities in 1981, and since
then we've been on the road to this very moment,

a dream Alois Ruf Jr has harvested for decades: to
build a complete sports car from scratch. That car is
the new RUF CTR.

first drive

Revealed in 2017 - 30 years since the original - the
latest CTR has undergone further testing, tweaks and
even a name change. The CTR Anniversary, as it is
now known, is at last approaching the finished article,
and is a fitting way for this family-run business to
celebrate its 80th birthday.

Putting the festivities to one side, this new CTR is
arguably the most important RUF creation in years.
Times have changed, and now there’s much stiffer
competition for ultra high-end, Porsche-inspired
craftwork, most notably from a well-known company
some 5000-miles away in north Hollywood. Looking
more inwardly too, the fact this is the first RUF to be
built completely from scratch carries a significant
cost. Company sources tell me it could be between
€12 to 15 million to develop the CTR, all of the
investment coming directly from RUF itself. It’s a
statement of confidence to say the least, the carbon
fibre monocoque at its centre forming, we are told,
the basis of RUF cars of the future as well as now.

On paper the CTR Anniversary’s credentials (we’ll
come to those later) have well and truly resonated
with the uber wealthy, so much so that all 30 cars
of the initial build run were sold within a week. I
say initial build run, as off-the-bat demand for the
CTR Anniversary caught out not only RUF itself, but
owners of the first CTR, too, who simply didn’t react
quick enough to bag the latest example. “We felt it

was important that those owners of the original CTR
were given the opportunity to have an Anniversary;,
so we spoke with the 30 buyers of the new car and
asked how they felt about us increasing production
to 50 cars to solve the problem. Thankfully they gave
their blessing, so we were able to offer the extra
20 spaces only to those who had a CTR1,” Marcel
Ruf explains. A potential sticking point dealt with
efficiently and calmly — how typically German.

Production of the CTR Anniversary is set to run
until 2022 (by which time the company will also
have started building its new, naturally aspirated
SCR) with deliveries beginning later this year. A
handful are very near to completion, these being
assembled by hand on the factory floor during our
visit. However, sitting outside and resplendent in the
house colour of yellow, there’s an example ready for
the road - and we're going to be driving it.

The new CTR is mesmerising to look at.
Its carbon fibre body, housing that lightweight
monocoque and front/rear space frame, is an art
form. It's modelled on the original CTR, of that
there is no doubt, yet “it’s as if the Anniversary has
been to the gym”, so Marcel himself says. He’s right,
the CTR possessing the perfect blend of modern
muscularity and timeless, delicate swathes of a
classic 9ll-inspired silhouette. I could honestly stand
and absorb its lines for days.
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ABOVE Cabin is completely
bespoke but has a familiar
classic 911 feel to it.
Production seats and dash
have been tweaked slightly

LEFT Whale tail assumes a
familiar appearance to CTR1,
its vents reversed to offer
better heat dissipation

CTR ANNIVERSARY UNDER THE SKIN

Key specs and make-up behind RUF’s new Yellowbird

.:SPACE FRAME . STEEL ROLL CAGE
FRONT AND REAR

I

v3¢,

MONOCOQUE TUB WHEELBASE FRONT 380mm,
REAR 350mm

CARBON btk
FIBRE SKIN =R E I

TRACK TRACK
FRONT 1,445mm REAR 1,500mm
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FAR RIGHT RUF has
concentrated on the details
to ensure its CTR is as light

as possible. Titanium con
rods, for example, are 30%
lighter, and one fifth of the
CTR'’s parts are 3D printed
BELOW lts kinetic dynamism
and supreme cornering
ability make it the ultimate
expression of a Porsche 911




This example is a prototype, and nearby
assembly of an early production car offers
opportunity for comparison. The production car
has lost the superfluous but admittedly entertaining
rear torsion bar caps, and its front bumper has clearly
been reprofiled to incorporate larger and neater side
air vents. The front turn signals are thinner, and the
wheels now have a cut-out down the middle of each
spoke, too. Inside, the dashboard is different, the one
in the prototype lifted directly from an air-cooled
911 - the production version is 3D printed, along with
up to 20 per cent of overall parts. The production car
will also get customary lollipop seats. An external oil
filler remains, as does an off-center fuel filler through
the frunk — RUF says it’'s more practical.

Interestingly, the only visible components of the
CTR Anniversary taken directly from a Porsche are
the front and rear screens, side windows and frames.
They’re from a 993, but even the rear windows have
been modified, the frames sloping inwards at the

back to allow for subtle intakes feeding air directly
into the CTR’s dry-sumped and highly modified
Mezger engine. Gaping holes in the bodywork aft
of the rear arch, their profile taken directly from the
original CTR, ply two intercoolers with cold air, one
used for each turbocharger. Because it’s a water-
cooled unit — the type used on a 997 Turbo - there’s
no need for any other air inlets, the new CTR’s
ventilation instead used to dissipate heat. This is done
via slits in the rear bumper and backwards-facing
vents on top of the whaletail, reversed from those on
the first (and air-cooled) Yellowbird.

Its chassis is cutting-edge in the realms of the
911, boasting double-wishbone suspension arms
and horizontally mounted dampers in pushrod
configuration. It is the ideal set-up. The CTR is,
of course, rear-wheel drive with a limited-slip
differential, braked by ceramic discs and six-pot
calipers with up front, four-pot at the rear. ABS and
traction control are the only help from a computer.

Because this is a prototype, I won’t be testing
for an official 0-62mph time or top speed, which is
a shame as the Autobahn is just minutes away, but
it will give a very strong indication as to what the
50 lucky owners have signed themselves up for. It’s
probably a good thing: I'm handed the keys, and as
I lower myself into the car I'm served a pat on the
back and a jovial note of caution. “Have fun, and
remember you've got one million Euros under your
ass,” a voice says before the driver’s door is slammed
shut behind me with the familiar ‘clink’ of a classic
911 latch. And with that, the 2lst-century Yellowbird is
all mine for the afternoon.

This might be a completely new and original
sports car, yet it still feels like home. Looking out
of the upright front screen, familiar front fenders
protrude forwards; it’s small and cosy, the pillars
still thin despite housing RUF’s customary integrated
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roll cage. All-round vision remains excellent.
However I'm sitting much lower and, in a further
positive move, the awkward offset of a classic 911I's
pedals are long gone.

Firing up the car, its noise is pure Mezger, its tone
more fierce, its sound turned up a couple of notches.
Otherwise the clutch is the only real sign of the
CTR’s crazy power figure: it’s heavy to depress, on
par with a 996 GT2, but I like its mechanical feel.

Surprisingly for a lightweight car with 710hp, it’s
fairly docile at slow speeds. The steering is light,
assisted by an electric pump, and forms the biggest
giveaway as to the era this Yellowbird is really from. I
slip out of town and, with the engine warmed, decide
to let rip. Oh. My. God.

There’s a split-second delay before the car surges
forward like an early Turbo on full boost. Only the
CTR itself hasn’t hit boost yet. By two-and-a-half
grand, to a cacophony of whooshing and whistling,
there’s an almighty wallop from behind as those KKK
turbochargers kick in and the CTR engages what
feels like a velocity reserved for fighter jets. Just shy
of 8,000rpm arrives in an instant; the needle of the
boost gauge, which has replaced the dash clock, flings
hilariously from 0 to 1.4-bar like the hammer of a
triggered mouse trap — it’s that fast.

I've never experienced such torque in a car before,
yet it’s not as kamikaze as Porsche’s all-or-nothing
GT2 RS, the CTR more sophisticated in the way it
delivers its power. It’s brutal, for sure, but it builds
nicely if you're brave enough to keep your foot in. Do
so and you'll be rewarded, for the CTR is comfortable
at big speeds, this being a car RUF says was, like its
predecessors, built with the Autobahn in mind.

Most impressive though is the CTR’s ability to
carry speed so effortlessly, directly manifested by its
featherlight mass and brilliant chassis. At just 1,200kg
it weighs less than a Renault Clio, its extremely
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RUF CTR
Anniversary
2019

Engine
3,600cc
9.0:1

710hp @ 6,750rpm
880Nm @ 2,750-4,000rpm
Seven-speed manual

Suspension

Double-wishbone suspension with
horizontal dampers in pushrod
configuration (dampers mounted
longitudinally)

Double-wishbone suspension with
horizontal dampers in pushrod
configuration (dampers mounted
transversely)

Wheels & tyres
8.5x19-inch forged alloy centre-
locking wheels; 245/35/ZR19

Michelin Cup 2 tyres TOP RIGHT RUF has
11x19-inch forged alloy centre- partnered with ZF to build its
locking wheels; 305/30/ZR19 own seven-speed gearbox for
Michelin Cup 2 tyres the CTR Anniversary
Dimensions RIGHT Pop-out door
4,207mm handles keep the CTR’s
1,818mm sleek appearance, though its
1,200kg latches use a familiar, classic

911 mechanism
Performance

3.5 seconds (claimed)
224mph (claimed)
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“If, as an avid 911 enthusiast, you were
to start with a blank sheet of paper and
then create your ultimate sports car,
this would be the outcome”

low centre of gravity keeping it agile when the
road begins to bend. Its chassis, unfazed by these
remarkably smooth surfaces, means the car does an
excellent job of ensuring directional changes do little
to deter pace. Transitions are smooth, with little in
the way of observable pitch and roll, the CTR staying
impressively taut in its effort to maintain grip across
the entirety of its footprint. A tight right-hander
demonstrates this so wonderfully: with only a dab of
the carbon ceramic brakes before corner entry, the
CTR’s nose stays flat as it dives for the apex, and I'm
then completely astonished at how ridiculously early
I can get back on the gas. Pulling away fast from the
corner, I can’t help but laugh my head off - the whole
thing just feels downright naughty, probably because
I'm in a car which looks and, to a certain degree, feels
like a classic 911, and yet it accomplishes things that
youd never dream of in the real thing.

The CTR’s gearbox, too, is an engineering
marvel. Created in partnership with ZE who also
make Porsche transmissions, it’s a seven-speed unit,
though unlike those found inside a Porsche 911,
seventh isn’t a mere overdrive gear, the CTR’s top
speed “in excess of 223mph” achieved by using it.
Thanks to the profile of the carbon monocoque’s
transmission tunnel, the skinny shifter, akin to that
of 2993 RS in appearance, is mounted higher than
in any 911 it might take its design cues from. Most
importantly its shift is pure harmony, possessing a
fluidity and rifle-bolt preciseness not seen outside
of a 991 R. It needs to be, too, because when you've
got a flat six feeding 710hp to the rear wheels you
can't afford to be worrying about getting a gear
change wrong.

RUF says there are limited driver aids on this car,
“so the driver is challenged to be the boss”. That
certainly is the case: it’'s an accomplished steer, but it’s

absolutely not easy; the CTR will kick if you take the
mickey too much. Really, it all adds to the remarkable
character of this wonderfully crafted sports car,
which helps set it apart from its contemporaries.

Today’s sports cars are more powerful and laden
with science-bending tech than ever before. There’s
a caveat to this numbing assault of big power and
groundbreaking gadgetry, and that’s a wavering
in connection between car and driver. Somehow
though, RUF has managed to buck that trend,
building a car as quick and dynamically capable
as anything you'll ever likely drive, which not only
upholds that connection, but extends it. If, as an avid
911 enthusiast, you were to start with a blank sheet of
paper and then create your ultimate sports car, this
would be the outcome. It is quite remarkable. Few
cars have ever, or will ever, offer an experience so
positively engrossing.

Conscious of my role as a journalist to offer a
balanced critique, I spend the entire journey back to
Rufplatz trying to find fault with the new CTR, but
the task is near impossible. All I can muster is that I'd
like the steering to carry a little more weight to it, but
really the system is on par with the best 991 GT cars.

Exasperated, I return the car and give its keys back
to Marcel. Remember his resounding appraisal of the
first Yellowbird earlier in the day? Part of that quote
has deliberately been left out until now.

“It’s our philosophy to have the classical features of
that 1987 CTR in a modern car, reinterpreted,” he
continued, before turning serious for the only

time during our stay. “We feel very, very responsible
to fulfil those 50 orders and come up with the perfect
car.” He need not have worried. It can’t claim to be
the world’s fastest sports car today, but the CTR
Anniversary, by our reckoning, could certainly be

the greatest. SN



26 | 80 years of RUF: six of the best




|27




28 | 80 years of RUF: six of the best

RUF TURBO 3.3

The RUF Turbo started a
rich tradition of the
Pfaffenhausen company beating

Porsche to the development and
release of pioneering
technologies on its own cars.
Debuting in 1977, the RUF Turbo
arrived only three short years
after Alois Jr inherited the
company from his late father,
where he vowed to continue the RUF philosophy of
innovation and quality. “It was the first ever
turbocharged RUF that carries the RUF chassis
number, which makes it a milestone in our history. It
was also the first RUF car which was featured by the
German press,” Alois says today.

Based on Porsche’s 930 Turbo, RUF’s version featured
an increase in capacity to 3.3-litres thanks to the use
of larger pistons, usurping Porsche to the feat by a
whole year. It also had a five-speed manual gearbox
when Porsche still used four - it'd be another nine
years before Zuffenhausen finally released its own
version of the upgrade. In typically understated

style, RUF simply said at the time its first car “had

a distinct performance increase compared to the
standard Turbo model”. That came in the form of
303bhp, up from the 930’s already heady 260bhp,
with 412Nm torque.

Total 911 drove the RUF Turbo 3.3 in 2012, Johnny
Tipler commenting: “It’s fast, accelerating hard from
2,500rpm, and I'm unable to discern any of the turbo
lag that bedevilled early 930s. Everything starts to
happen quickly at full throttle, so I moderate my
speed because the brakes are adequate rather than
confidence inspiring.” The Turbo 3.3 gives its driver a
real workout behind the wheel as only the best RUF
cars do, this car providing the blueprint for RUF’s
unique ability to offer scintillating turbocharged
sports cars ever since. It’s clearly one of the builds
Alois himself is most proud of, beginning a new dawn
for the company as it set itself on a path to becoming
a manufacturer in its own right.




‘] RUF RCT EVO

“If it’s still popular, don’t
stop making it,” Alois says
as we speak about the RCT
Evo’s enduring legacy.
There are two in the RUF
workshops during our
visit, one example from
Japan undergoing a light
restoration, the other in the
later stages of a conversion.

The RUF Carrera Turbo melds the narrow body
of a 964 Carrera to a single-turbo engine fettled by
Pfaffenhausen. Remarkably for a sports car with just
one turbo there’s relatively little lag, and delivery
of its power assumes the linearity more akin to
an atmospheric flat six. It’s a recipe that’s proved
popular with enthusiasts for years, and it’s another
clear favourite for Alois too — the green example in
our pictures is his daily driver. “It’s a sports car that
has so much charm to it. It was built in the "90s and
is still popular among our customers today. That’s
what makes it special. It’s fast, but it remains a usable
driver’s car.”

The RCT Evo is a very fast car indeed. By taking a
naturally aspirated flat six and then turbocharging it,
425hp is achieved at 5800rpm, its hugely respectable
570Nm peak torque more than Porsche’s 992 Carrera
S of today. Top speed is greater than Porsche’s latest
offering, too, at 199mph — and all this in a car first
built in 1991.
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RUF SCR

Alongside the RUF Turbo 3.3, the original RUF SCR
of 1978 completed Pfaffenhausen’s line-up of
improved models over those built down the road at st
Zuffenhausen. The SCR was based, need we guess,
on Porsche’s own SC, which itself was released in
1978. The SC underwhelmed a lot of die-hard
enthusiasts at the time as its 3.0-litre flat six only
produced 180hp. This meant the SC was down on
power compared to the 197bhp Carrera 3.0 it
replaced, and even the 210bhp of the 2.7 Carrera
before that. Porsche was always viewed as a company which took forward
steps and, though the SC was torquier and better equipped than its
predecessors, customers couldn’t hack paying out on a new model with
inferior power — allowing RUF to capitalise. The company’s revisions brought
about a 3.2-litre flat six with a healthy output of 217bhp, more than even the
last factory SCs of 1981 to 1983, which boasted an improved output of
204bhp. RUF also improved brake cooling for the car by fitting a revised front
spoiler, which housed an integrated oil cooler.
The conversion resonated: German magazine Auto Motor Und Sport's r
elation at the time of “power at every step!” meant that plenty of Porsche
customers were soon taking their SCs to Rufplatz for a full conversion. This
enabled RUF to cement trust and respect in the minds of Porsche’s wider "
customer base, something that's arguably never been lost since. Estonia is K
keen to underline its importance in shaping the company we see today: “The
- first SCRs showed people just what's possible from a RUF-tuned Porsche. The
L changes, performed by RUF, enabled the SCR to have identical performance .
as the 930 Turbo despite having a naturally aspirated engine.”




The most important
of them all? Quite
possibly. The CTR put
RUF firmly on the
international stage
after a Road & Track
magazine test showed
it to have a greater top
speed - precisely
2llmph - than both
the halo 959 and F40 efforts from giants Porsche and
Ferrari respectively. Crowned the fastest car of 1987
as a result, the CTR was soon nicknamed “Yellowbird’
by journalists, a name that’s stuck ever since.

The CTR used the narrow body of Porsche’s 3.2
Carrera, albeit with the rain gutters deleted and
slim-profiled wing mirrors making it as slippery
as possible through the air. The 469bhp engine
was twin-turbocharged and bored to 3.4-litre spec,
with a DME taken directly from Porsche’s 962 racer
programme. Its gearbox was a RUF six-speed affair -
also available as a retrofit on older models - and the
CTR also ran on lightweight 17-inch alloy wheels with
Denloc technology.

If the CTR’s ‘fastest car of 1987’ tag didn’t
grab your attention, then a grainy video entitled
‘Faszination on the Niirburgring’ certainly did.

It featured RUF test driver Stefan Roser in an
incomprehensible act of skill and bravado, sliding
the Yellowbird around the Nordschleife obliterating
everything in its path. “The CTRI is the most
important car in our history,” says Marcel Ruf. “It
inspired the other CTRs which followed it and, 30
years on, we're still standing here talking about it.”
Only 29 were made, but its legacy has reached every
last pocket of the motoring world, inspiring the
subsequent CTR2, CTR3 and CTR Anniversary.
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RUF CTR2

Pfaffenhausen’s second
offering of ‘Group C
Turbo RUF always had a
tough act to follow, but
the CTR2 nevertheless
stole headlines at its
launch some ten years
after that mesmerising
original. RUF says it’s
based on the 993 Carrera,
but visually it departs from Porsche’s last air-cooled
offering rather substantially. Like its predecessor it
was once again one of the fastest cars in the world,
this time only usurped by McLaren’s F1. Its twin-
turbocharged engine - based on the 993 Turbo -
produced up to 580hp, the body was made of kevlar,
and the CTR2 was the first street car with carbon-
ceramic brakes, taken from Porsche’s own GT1. A
bi-planed rear wing provided the standout design
feature, serving to provide downforce and supply
air to two side-mounted intercoolers. Two cars

even raced at the 1997 Pikes Peak, brothers Steve obile GmbH ﬂ

Autom
and David Beddor finishing second and fourth in r RUF
class respectively. ; i = B

Already a bold project, for the CTR2 RUF took ! = T
things even further: for the first time RUF offered the
car in either rear- or all-wheel drive, the company
also splitting production of the 31 cars built between
CTR2 and CTR2 ‘Sports’. The latter featured a super-
wide body, though today the more slim-hipped but
still widebodied non-Sports are considered more
desirable among collectors.

Regardless, the CTR2 is thought of highly at RUE
“It’s been the underrated CTR until very recently. It
just sat under the radar, but more people are starting
to appreciate it,” Marcel Ruf says, running his hand
over the curvaceous bodywork of an example at
Rufplatz. He’s right, though it shouldn’t be ignored.
Performance is still remarkable more than two
decades after the car was first sold: top speed is
217mph depending on gearing, with a 0-69mph (that’s
0-11lkph) time of under 3.5 seconds.




Thanks
Thanks to Alois,
Estonia and Marcel
Ruf, as well as Anja
Baurle, Marc Pfeifer and

Rafael Riethmiiller at
RUF Automobile for
their kindness and

assistance during i

our visit.

RUF CTR3

Even to look at, you can
see the CTR3 is built with
speed in mind. “There are
elements of GT1
inspiration behind its
design, for sure,” says
Marcel, lifting up a large,
hinged section of carbon
bodywork which cloaks
the entire rear of the car.
Arguably the company’s wildest design ever, this was
Alois Ruf’s first project which didn’t rely entirely on
Porsche underpinnings, paving the way for the dream
realised in RUF's CTR Anniversary in being produced
completely from scratch. So what exactly is it?

“It’s a 997 from the front of the car to the A-pillar;
from there it’s a bespoke design with tubular chassis
and push-rod suspension,” Alois explains, looking
back over the car with fondness. Its unique chassis,
developed in partnership with Canadian outfit
Multimatic, meant the CTR3’s Porsche-based engine
was rear-mid mounted, the wheelbase now some
1l-inches longer than a standard 997, Its transmission
is a seven-speed double clutch, and the unique body
is again made from carbon fibre.

Until the arrival of the Anniversary, the CTR3 was
considered RUF’s top model. 30 was again the magic
figure in terms of production, though seven got the
utterly bonkers upgrade to Clubsport spec. This
upped power from 691 to 777hp, produced a barely
comprehensible 980Nm of torque, and served up a
top speed of 236mph. It's Marcel’s turn to interject.
“Really it was too cheap. It was €500,000.” The CTR3
has clearly matured in value in the ten years since
its release, a Clubsport example selling for €1,107,500
at RM Sotheby’s Monaco sale in May last year. “We
were so proud of that result,” Marcel admits, and it’s
not hard to see why. RUF cars usually trade hands
privately, with the help of RUF itself, so the auction
was a very public test of enthusiasts’ resolve for the
company’s work outside of its new CTR and SCR
projects. “It’s such a fast car, but the Anniversary
feels faster. And we are not known for making slow
cars,” Alois chuckles. Shill
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MARCEL RUF

He’s the third generation of the Ruf family dynasty and the man
responsible for taking RUF Automobile forward. Marcel, son of Alois
Jr, discusses Pfaftenhausen’s past, present and future

RUF has come a long way in 80 years. Where
did the Porsche connection come from?
RUF was just a little gas station my grandfather
founded in 1939. He also had his own bus built,
where he was offering rides, and one day he was
driving the bus when he was passed by a Porsche
356. The Porsche immediately had an accident
and was flipped over on the side of the road. My
grandfather stopped and took the guy out of the
car. He towed the car away and just waited for the
gentlemen to call him and say he was back to full
health, but the guy called and said he wanted to
sell the car and was willing to take a very low price
as he didn't want to keep it.

That was in autumn of 1963. In the winter
of 1964 he repaired and resprayed it so it was
a ‘good-to-go’ Porsche once more. He and my
father were out one day enjoying some father
and son time in the car when they were stopped
at a red traffic light — somebody knocked on the
window and said ‘please pull over; I'm interested
in buying this car’ The car was sold on the spot!
The funny thing was even to get home to pick up
the papers, my father and grandfather were given
another Porsche from the buyer. On the way back
they were dreaming! They had done a deal where
there was no negotiation on the price, the buyer
paid cash right away, and they were given another
Porsche to collect the paperwork. This ignited my
father’s passion for the Porsche: he convinced my
grandfather this was a cool market to be in.

So from there RUF became a company
servicing and repairing Porsche?

It was a natural growth, but then in the 1970s

we realised we could improve the cars. It started
with the radiators — in summertime the 911's
cooling was a bit difficult, so we just made bigger

Interview by Lee Sibley Photography by Daniel Pullen

radiators and air intakes on the front bumper

so the cooling would work for the car. Then we
found out we can improve the power, improve the
sound, so in the 1970s we named ourselves ‘RUF
Tuning and Styling’ In the late 1970s this became
so sophisticated, so highly individualised, that

we came to the conclusion this must be under
our own name, with our own VIN number. So in
1981 we became accepted as a car manufacturer
outright by the German government.

It’s an incredible feat for a company which is
still family owned with just 60 employees...
We call ourselves a manufactory because people
come to us with very specific definitions of what
they want, and in general we never say no. There
are three criteria to follow: the road regulations -
soifitis legal to do it, the budget, and also the
taste. If all of this comes together then we can
realise something for the customer.

There are those who are ‘in the know’ and
really appreciate the car when they see a RUF.
Others simply do not. Does this bother you?
When it comes to a RUF car, you must be in ‘very
deep’ You must know so much about these cars
compared to other cars. So when you own a RUF
car, the situation is you stop at a red light, some
people might just say it's a nice sports car, it's a
nice 911, but then this one guy out of ten will be
completely freaking out, pulling out his phone and
saying he must take a picture as it's the first time
he's seen a RUF car in reality. We believe that's the
beauty of our cars.

You've had a Porsche service center onsite
for ten years. You have a very special
relationship with Porsche, don’t you?

We've always been a big admirer of the 911.

For us it's the greatest sports car ever born.

We try to compliment the car, make it a bit

more individualised for every customer, and

with technology make it a bit stronger. With our
Porsche service centre here in Pfaffenhausen we
want to maintain the service for everybody who's
a Porsche owner, no matter if they have a RUF

or not.

We’'ve seen the merits of the CTR Anniversary,
but RUF is also reviving another icon with the
SCR. Why?

With the SCR we wanted to get the information
out to the people who could not get a CTR
Anniversary that there is a normally aspirated

car on the way, and this car is not limited. It's the
perfect solution: a modern, new RUF chassis with
a 4.0-lire, normally aspirated engine. The central,
structural element of the new chassis is a carbon-
fibre monocoque. It saves a lot of weight and
keeps us flexible because the front and the rear
end are a welded assembly that can be changed,
so we can stay with the central piece and then
play around with the variation of the chassis. It's

a big investment for our company and will play a
vital role with RUF cars of the future.

What can we expect to see rolling out

of Pfaffenhausen over the next couple

of years?

We've a wide variety of projects in action.

Even with our CTR and SCR cars, they will get
constant development: we're working on
double-clutch transmissions and four-wheel drive,
for example. There is plenty to get excited about,
but | can’t say what just yet. We'd like to go back
to the ‘Ring with our new Yellowbird, too... il
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Speedster
generations

Historical context — that's what we've
got here. Parked outside the 991 Speedster
launch hotel are four older Speedster
generations, brought from the Porsche
Museum and usually left parked. Only we've
time to kill, so it'd be rude not to borrow them
all and take them for a drive to fully indulge
ourselves in the Speedster story before
we're let loose in the latest 991...

It’s unusual for a non-911 model to grace these pages,
but for accuracy please forgive us this significant 356
Speedster interloper. As pretty as cars can be, this is
Speedster genesis; the 91I's forbearer, powered here
by a 1,600cc engine. Power is a modest 75hp or so,
but it weights nearly half that of the 991 Speedster,
and feels quick enough.

The idea behind it was conceived by American
car importer Max Hoffman, who wanted a low-
cost, high-performance model to sell in America.
Hoftfman proposed stripping out equipment, the
loss of the rear seats and simple buckets up front
behind a removable raked windscreen. The hood was
rudimentary and the sales were incredible, Hoffman’s
vision helping Porsche cement its reputation as a
sports car firm in the huge US market, the Speedster
becoming a hugely significant model as a result.

For a car that’s in its sixth decade of being, it’s
incredibly easy to drive. If vintage Porsche underline
one thing, it’s that engineering has been at the firm’s
absolute core since the beginning. The gearshift is
unusually sweet for such an elderly vehicle, operating
with the precision that’s a company hallmark. The
brakes, too, are strong for this period of car, while the
steering, though relatively slow-witted by modern
standards, is incisive against its period competition,
allowing the 356 Speedster to be hustled with real
verve. It must have felt like it'd come from a different
planet to US drivers in the 1950s, and its legacy can
be felt in every car that follows it — and not just those
wearing the Speedster badge.

ABOVE The 356 is where it
all began for Porsche and its
Speedster model line

BELOW Achieving elegance
through simplicity, the 356
Speedster is credited with
kick-starting Porsche's
popularity in the US market



ABOVE Porsche’s first
911 Speedster shared the

. Carrera’s 3.2-litre flat six with
G50 gearbox, benefitting

from reduced mass and a
lower centre of gravity

BELOW Most 3.2 Speedsters
were widebodied; the narrow
body, as here, is very rare
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3.2 SPEEDSTER

Shown at the 1987 Frankfurt Motor Show, the
Speedster Clubsport prototype was based on a 911
SC. The production car arrived in 1988, though the
concept’s closed cockpit and lack of screen didn’t
reach production, even if like the 356 Speedster
before it that shorter, five-degree-steeper raked
screen could be removed, with bolts above the door
hinges allowing you to do so. The hood was, in
Speedster tradition, a somewhat rudimentary affair, a
rain cover if absolutely necessary rather than proper
protection from the elements.

Even with the compromised weather protection,
— dealers had owners sign disclaimers saying they
understood it was for ‘emergency’ use — some 2,103
Speedsters were built, with all but 161 of those
coming with Turbo body styling. That makes this
Speedster all the rarer, being a narrow, plain Carrera-
bodied example. The G-series Speedster introduced
the double-bubble back hump, a visual nod to the
356 Speedster, covering the area where the rear seats
would be. The weight loss was claimed to be in the
region of 70kg over its Coupe relation.

All of that and the greater openness that comes
as a result of that shorter screen makes the 231hp the
3.2-litre engine produces feel a bit more prodigious
than it actually is. At least one Speedster is said
to have left the factory with the same engine
enhancements as the Clubsport’s, which would
enhance it further, but even this stock car feels quick
and compact. It’s agile, too, the Speedster benefitting
from its reduced mass, more so in lighter narrow-
bodied form here. The lineage from its 356 relation is
obvious, from the slickness of the gearshift to the fine
weighting and response from all the other controls.
My drive is all too brief, but with the promise of a
964 Speedster to jump into next, there’s not time to
dwell too much on it. =
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964 SPEEDSTER

ABOVE The 964 stuck
more rigidly to the original
Speedster’s design ethos as
a pared-back cruiser
BELOW In a reversal of

the 3.2 before it, most 964
Speedsters were narrow-
bodied. Just 15 were
produced with a Turbo body

The car that Andreas Preuninger points to as being
most representative of a proper 911 Speedster, the
964 mixed elements of the Carrera Cabriolet, the 3.2
Speedster before it and the 964 RS. With the pared-
back, lightweight interior of the RS - including the
sports bucket seats, a stock 250hp from its 3.6-litre
engine and the same removable, raked and shorter
windscreen of the 3.2 — Porsche had hoped to build
3,000, but in the end only 936 were built. All were
narrow-bodied, with the exception of 15 examples
ordered with Turbo wide bodies.

If Preuninger points to it as being most
representative in its technical make-up, so too
is its appearance. With the 964’s fared bumpers,
this Speedster is most visually relatable to its 356
relations, at least those that lost their bumpers and
were campaigned around California’s race circuits.
It’s a pretty, beautifully proportioned car that revels
in its compromises in the pursuit of purity. Here
on the short loop of the Sardinian country roads it
feels special, alert and agile, it feeling stiffer yet
more composed than the G-series model before it.
Of the Speedster line-up here, after the 356 it’s the car
I'd like to spend more time in, and indeed it’s the one
I'd like to own.



ABOVE A product of Porsche
Exclusiv, the 997 Speedster
was released alongside the

revered Sport Classic

RIGHT Just 356 were made
on a numbered production
run, each car’s ID printed on
its kick plates and a plaque
on the dashboard
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Palm Springs, the launch of the 997 GTS, a car 'l
always covet. Porsche brought its then-new 997
Speedster, and the reception for it was less full of
praise than it was for its other end-of-line 997 model.
A product of the Porsche Exclusiv manufacturer
department, this is the Speedster that’s most
distanced from the ethos of the original idea than
any car here.

Heavier and significantly more expensive, all
came with PDK transmission and plenty of
equipment, it more of a demonstration of the
Exclusiv department’s talents than any real attempt
at a Speedster in its truest form. It felt cumbersome
then, and that’s not changed in the seven years since
it was launched. What’s surprising is the scuttle
shake, perhaps exacerbated by the combination of the
wider track and sport suspension. Porsche built just
356 of them, most being immediately squirrelled away
as collectables as a result. That’s probably the best
place for them, the 997 the most uncomfortable
footnote in the Speedster’s long story, but one that
the GT department has unquestionably rectified with
the 991 Speedster, as we're about to find out... ¥




44 | 991 Speedster first drive

RIGHT A GT3/R mashup
means this is by far the
most dynamic open 911 ever
produced for the road

991 SPEEDSTER

THE FIRST DRIVE

“I took a 911 Cabriolet off the line and drove it to my
hot-rod shop,” admits Preuninger. That car became a
mix-up of Genl G173 and that Cabriolet. The result of
the GT boss’ work was first shown to a select group
of customers as far back as 2014 alongside the 911 R
concept, which the Speedster shares a lot of DNA
with. This new Speedster is a G1" department model,
a car which, if you take Speedsters at their most
elemental, it always should have been.

Even so, Preuninger admits: “We didn’t focus on
every last gram and we’re not concerned about lap
times.” While that might be true, a kerbweight of
1,465kg is just 52kg more than a manual GT3. The
Speedster, like the R, is exclusively manual, with no
PDK being offered, saving 17kg in weight and pleasing
the driving purists among us. There are the same
911 R carbon-fibre front wings, the underbody at the
rear being R-derived, while PCCB is standard too.

Those early customers who saw it liked the idea
of a properly raw Speedster, doing without any roof,
but Preuninger and his team denied them that, fitting
a hood, in part to ensure that owners actually use
them rather than park them away with delivery miles
in collections. And the 1948 Porsche will build? That’s
the year when the first Speedster was built.

Opening the low, neat roof is simple enough - a
button unlatches the hood at the top of the lower

windscreen and unclips the buttresses which then
spring up from the large clamshell. The clamshell
lock is released too, and the huge carbon-fibre panel -
the largest Porsche has ever made, and weighing just
10kg - lifts out and back on struts, the hood simply
pushed into its stowage area underneath. Pop down
the cover and the Speedster is open, as it should be,
the slightly steeper rake and lowering of the screen,
as well as that rear, fundamentally changing the

look of the 911. It’s very reminiscent of original 356
Speedsters, losing the sometimes-uncomfortable,
heavy-looking rear of later 911 Speedster models.
There’s also a hint of Carrera GT in its proportions,
particularly that rear three-quarter view.

The black stone guards on the flanks fore of
the rear wheels were a late — and necessary —
addition, admits Preuninger, breaking the visual
length while harking back to the G-series models.
You don’t have to have them, and if you're after
an even more retro style then there’s the Heritage
Pack plus a numbered, customised Porsche Design
timepiece, as is the norm these days.

Forget those, though. Preuninger leans in, says to
press Auto Blip and the exhaust button and go and
drive it. I argue I'll do the footwork myself and leave
the Auto Blip off, Preuninger laughing and saying:
“It’s better than you,” before adding, “and me...” 2
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Humbled, I'll see if he’s right as I head quickly out in
search of some of the best mountain roads Sardinia
has to offer.

Now familiar with the surrounds of a 992, getting
back into a 991 is a bit of a shock. It’s a welcome
one, however, the five actual roundels in front of
me; the simpler, less dominant screen mid-dash - if
optioned it’s a no-cost choice to remove it, as well
as the climate control. It looks and feels wonderfully
analogue in comparison, shockingly so, though
uncomplicated and easy at the same time. The six-
speed manual transmission has, unsurprisingly; had
a little bit of work done to it, the shift tweaked to
gain even greater precision and speed, making this
anachronism even more appealing.

It’s attached to a development of the naturally
aspirated 4.0-litre engine in the G13 and G13
RS. Here it’s got 510hp, a 10hp gain over the G173
thanks to a number of revisions. They include new
individual throttle valves and higher pressure fuel
injection, all that allowing it to pass those strict
emissions regulations that see every powertrain
engineer 've met in the past couple of years look
utterly broken. There are a pair of particulate filters
on the pipework, as is now necessary, though in
true GT department style they’ve been added with
no compromises.

Every other application of such a filter sees the
addition of weight, but here the GT department have
actually removed 10kg from the system by adopting
thinner gauge materials and applying a new welding
technique. There are electric motors in there, too,
these opening the exhaust flaps by degrees rather
than the fully open or closed of conventional
systems and allowing it to pass ever more stringent
noise regulations.

Those flaps are instrumental in perhaps the most
obvious change to the engine’s character. It generates
a more cultured sound, more Italian operatic than
chaotic German oompah in its tones. That is a result
of a combination of the differing resonances from
the thinner materials used in the structure of the
exhaust, as well as the slight dampening eftect you
get with the hood situated over the engine. There’s
no difference in the way it chases up to its 9,000rpm
redline, though, the unbridled enthusiasm for revs
and keenness of response completely undamaged by
its requirement to pass ever more stringent emissions
tests. And what an engine.

The cabin is draughty, deliberately so. If you want
an open 911 without any bufteting then buy a 992
Cabriolet. In the Speedster that openness is part of e ey
the experience, adding even more to the visceral raked, in true Porsche
engagement and creating a more immersive, exciting @ Speedster fashion

BELOW 991's windscreen
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991 Speedster: Heritage Pack

There's no Weissach Pack for this GT department special; instead the Heritage Design Package harks back to the
original 356 Speedsters so loved by racers in the 1950s. It costs £15,302 for UK buyers and adds white ‘spears’
rising from the white front bumper, white Porsche scripting on the flanks, and a number circle which can be
optioned with any two-number combo of your choosing via Tequipment. It also adds gold Speedster badges, a
Model 911 Speedster historical Porsche crest badge on the bonnet, as well as the wheel centre caps. Black-painted calipers, rather

Year 2019 than the usual yellow, for the PCCB complete the look. It is exclusively offered with GT silver paintwork, and an
indoor car cover in ‘Heritage Design, is also included.

The interior is less overt, using a mix of Cognac leather on the seats and steering wheel top marking, the
wheel centre getting a historic Porsche crest. The bucket seats have their backs painted in GT silver, as are some
interior trim strips, with other highlights including black anodised stainless steel sill guards, classic Porsche
embossed crests on the seat headrests, and gold Speedster badges in the cabin.

If you like the sound of the interior but aren’t sold on the outward looks you can, at no discount, delete the
more flamboyant exterior elements of the package, those white-painted elements and spears, as well as the
. number circles and Porsche scripting on the flanks, while still retaining the gold badges and black-painted
Suspension calipers. If you're sold on GT silver that Heritage Design Pack interior compliments it beautifully, while the subtler

Front Spring strut suspension look outside also works particularly well.
(MacPherson type, Porsche-

optimised); some chassis mounts
with ball joints; steel springs with
25mm lowering; PASM electronic-
controlled dampers with two
manually selectable programmes
Lightweight multi-link suspension
with wheels independently
suspended on five suspension
arms; steel springs with 25mm
lowering; PASM electronic-
controlled dampers with two
manually selectable programmes

Wheels & tyres
Front 9x20-inch; 245/35/ZR20
Rear 12x20-inch; 305/30/ZR20

Engine
Capacity 3,996cc
Compression 13.3:1
ratio
Maximum power 510hp @ 8,400rpm
Maximum torque 470Nm @ 6,250rpm
Transmission Six-speed manual

Dimensions
Length 4,562mm
Width 1,852mm
Weight 1,465kg

Performance
0-62mph 4.0 seconds
Top speed 192mph -
"
-
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driving experience that far from compromises it,
but instead enhances and beguiles. There’s more of
a sense of focus. It would be wrong to describe it
as rawness; here it’s more of a single-mindedness
that’s elevated even over its G173, R and RS relations.
With the engine howling behind, that oh-so-precise
gearbox working so crisply, the Speedster is utterly
bewitching to drive, and shockingly capable.

That’s perhaps not surprising given it’s essentially
a GT3/R mash-up, with rear-wheel steering, active
engine mounts, a mechanical limited-slip differential
with torque vectoring and G173 suspension adapted
to the differing character of an open car. It rides with
a taut authority and incredible control, it shocking
just how composed and capable it all is. There’s no
trace of shake, no obvious loss of ability thanks to the
loss of a stiffening roof above. The steering is just as
well-weighted, quick and faithful in turn-in, the rear
as playful or as planted as you'd like and expect from
a GT department car. The Speedster only betrays its

open status by the rush of the wind and the greater
and richer sensations that come with it.

Driving it into any of the villages that punctuate
the sensational, testing mountain roads leaves you
tingling with adrenaline after being wowed by its
unerring agility, sensation, feel and performance on
the roads leading to it. With it open you can better
hear, and even smell how hard it’s been working.
The Speedster is a more elemental drive, and relays
a heightened driving experience because of what
should otherwise be considered compromises.

As such it’s as fitting a send off as the 991 could
have. Inevitably, though, and tainting its magnificence
is the real end-of-era feel it brings. Even if we know
the eventual 992 GT3 will use this wonderful engine
and gearbox, the creeping certainty of modernity
elsewhere will undoubtedly change the character of
the GT cars that follow. It's been well worth waiting
for, this Speedster. It's just a crying shame that
Porsche is only building 1,948 of them. CHill

Total 911 verdict

There were some who thought the Speedster
would be a nice money-making opportunity
for a limited-build model, but to call it that

is to do it an enormous disservice. It's a
properly developed GT car which transcends
current ever-stricter emissions and noise
regulations to provide as exciting and
involving a 911 driving experience as you

could possibly ask for. Sensational in every
sense, the Speedster is an incredible car.

* Pretty much everything: astonishing
engine, gearbox, chassis and looks

¢ Limited-number build, price, slight
muting of the flat six’s aural character
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=l 997 TURBO S

The Turbo S was a fitting sign-oft for the hugely
accomplished 997 generation, and it was also relatively rare.
Here’s what it’s like to buy today

Written by Chris Randall Photography by Daniel Pullen



HISTORY AND SPEC

he Gen2 997 Turbo was an exceptionally
I accomplished sports car, and we've sung

its praises many times within these pages.
Improving upon such a special recipe was a tall
order for the engineers at Zuffenhausen, yet they
did exactly that, creating an instant classic and one
of our favourite models here at Total 911. With just
2,000 made, production amounted to virtually half
that of the regular 997.2 Turbo, and those few lucky
buyers would have been very impressed with their
new purchase.

There was still the same 3.8-litre motor beneath
the engine cover, but it had been fettled
to produce 530hp and 700Nm of
torque — an increase of 30hp
and SONm respectively.
Most of that
increase came

from turning up the wick on the pair of variable-
geometry turbochargers, maximum boost now
raised from 1.0 bar to 1.2 bar. Still directly injected
and equipped with VarioCam Plus variable valve
timing, the latter had been revised on the intake
side and the air intake was fashioned from a carbon
weave. Drive was sent to all four wheels via the
seven-speed PDK transmission — Sport Chrono Plus
was standard, which meant the addition of launch
control — and there was the usual blizzard of driver
assistance acronyms in the form of PASM, PTM
(Porsche Traction Management) and PTV (Porsche
Torque Vectoring).

Despite all of the enticing technology, outright
performance wasn’'t markedly different from its
non-S stablemate, mere fractions of a second shaved
from the major benchmarks meaning just modest
gains were on offer. Not that it wasn’t explosively
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fast as it stood, 0-62mph reeled off in 3.3 seconds
and 195mph beckoning if you had the space and
nerve. So it had the pace, but reasonably there was

a question - one asked in some contemporary road
tests — over what buyers were really getting for their
additional £17k.

Well, had the buyer ticked the box marked ‘S’
when it came to ordering their 997 Turbo they
would have discovered it also came with PCCB
brakes as standard, fronted by ‘RS Spyder’ centre-
lock wheels. And on top of the already lavish Turbo
specification their new purchase boasted the likes
of adaptive Sports seats, a six-disc CD/DVD system
and a choice of exclusive interior trim colours.
Whether all of that could be viewed as money well
spent is open to question, but with the 991 all set to
take centre stage this ultimate expression of the 997
Turbo would have been very hard to resist. @
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£90,000

£85,000
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£70,000

997 TURBO S FIVE-YEAR VALUES
THE VALUES STORY

he Gen2 Turbo certainly didn’t begin life with a price tag quite like

this one, the S requiring potential owners to part with an additional
£17,000 or so. That meant spending £120,598 for a Coupe and a further
£10k on top of that for the pleasure of open-top motoring. Fast-forward six years
from the end of production and according to the experts we consulted — Greig
Daly from RPM Technik and Hexagon’s Jonathan Franklin — you'll need in the
region of £80,000 to bag a good example of the Coupe, Jonathan suggesting that
values could actually be closer to £90,000. You'd have paid up to £10,000 less
in 2015, but a gentle rise in values over the last couple of years was to be
expected when considered in the wider context of the 911 market. So
while the values now are firmly in 991 territory, the dynamic

appeal of the generation that preceded it holds plenty of

sway for buyers, says Jonathan, and that bodes well

MARKET
RIVALS

Our enthusiasm

for the Gen2 997 is
well-documented,
and we are equally
enamoured with the
Turbo S, but those
having the best part
of £80,000 to spend
might be tempted
into an alternative

— especially as the
choice in this price
bracket is more than
a little enticing, as
the possibilities here
amply demonstrate.

991 .1 Turbo S

It could have a slightly higher
mileage for its age, but if that
doesn’t bother you then it's
likely to prove a satisfying
purchase. Okay, so perhaps

it lacks the final sharpness of
edge that makes the 997 so
enjoyable, but its tech-laden
approach and performance are
very hard to ignore.

for the future.

964 3.3 Turbo

The mileage will likely be on the
higher side, but this old-school
approach has a charm all of

its own. Just’ 320hp from the
revised 930 motor looks a bit
anaemic in this company but
make no mistake, this car still
offers plenty of punch and a
level of driver involvement that
few supercars can match.

9971 GT3

Extensive revisions to the
aerodynamics, an engine that
revved to 8,400rpm and track-
focused adjustable suspension.
If that isn't enough to tempt
you, we don't know what is. It's
as thrilling to drive as you'd
expect, and the sort of special
experience that you'll never tire
of savouring.

993 C2S/CA4S

An obvious choice? Perhaps,
but that doesn't make the

993 any less deserving of
consideration. Blending
entertaining handling and
performance with the reliability
to act as a characterful daily
driver, this could just be the air-
cooled all-rounder you need. It's
Turbo-bodied in S form, too.




WHAT'S IT LIKE TO DRIVE?

iven the unique specification of the car, it

goes without saying that the Turbo S feels

more special to drive over a regular 997.2
Turbo. It’s slightly louder too, and its huge power
and torque figures mean it still feels incredibly fast
by today’s standards. The compulsory PDK gearbox
does give the 997 Turbo S’s age away somewhat
as it’s just not as sharp or as intelligent as later,
991-based iterations of the technology, but it’s still
easy to use and doesn’t overly prohibit the drive.

As Franklin points out, many have realised that

this car outscores the current 911 when it comes
to precise dynamics and the exploitable nature
of the driving experience due to more compact
dimensions. Add in superb levels of comfort and
luxury and it’s a beguiling Neunelfer indeed. =

ABOVE The Turbo S is
slightly louder than a stock
997.2 Turbo

BELOW Sport Design wheel was
standard on the 997 Turbo S and
fieattured illuminating 'Sport', 'Sport
Plus' and'Launch Control' graphics
onits left and right arms
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BEFORE YOU BUY

ith even the earliest examples having
barely celebrated their eighth birthday,
it’s not unreasonable to expect any

cars you find today to be in exceptional condition.
Externally there could be the odd blemish in the
form of a stone chip or two, and it would be wise
to check the history for any evidence of previous
accident repair, but that’s really about it. Much the
same applies to the cabin, where the richness of
its appointments should be matched by equally
fine condition. By all means check that everything
operates as it should, especially the functions
of the PCM system, but it would take particular
carelessness on the part of a previous owner to
leave a car with obvious damage or wear.

The story is much the same mechanically; the
twin-turbo 3.8-litre motor proves incredibly robust,
so satisfying yourself that the service record is in
order is really all that’s required. The only areas
that are worth a closer look are the cooling and
air-conditioning systems as the radiators and
condensers are prone to damage and corrosion,
while the crossover coolant pipes that link the
radiators are pricey to replace. You can buy the
pipework and associated bits for around £450 were
you tempted to tackle the job yourself, but budget
£1,000 to have a specialist do the work.

Suspension-wise the PASM dampers are
predictably expensive, and we’d consider spending
£250 to 300 on a geometry check and set up. As for
the brakes, there’s the stomach-churning expense of
replacing those PCCB discs - a full set costs almost
£18,000 - so ensuring they are in perfect condition
has to be a priority. You could always explore a
conversion to steel discs should that potential
expense prove too alarming. And while we're in the
area, it'’s equally worth checking that the centre-lock
wheels haven’t been damaged by careless handling
or maintenance; for the record, a new front rim
will set you back just over £1,600. Such expenses
aside, the reassuring news is that the majority of
these cars are to be found within the OPC or
specialist network — numerous examples still
boast the balance of extended Porsche
warranties, too — so there is little excuse
for lumbering yourself with an S that
hasn’t been carefully maintained
throughout its life.




CLOCKWISE FROM ABOVE The last visible Turbo flat six
featured a carbon fibre airbox housing; its body was the same
as the regular 997.2 Turbo however, with identical side-air
intakes split by a horizontal slat in the centre; PCM sat-nav,
PASM, and Sport Chrono Pack with Launch Control were all
standard specification on the top-of-the-range S. Launch
Control was activated by holding the brake pedal down

with your left foot before flooring the acclerator with your
right. Lifting off the brake then propelled you to 62mph in
3.3-seconds; two-tone Sport seats with contrast stitching were
standard-spec, though not all buyers went for it

DESIRABLE OPTIONS

With such a comprehensive specification out

of the box, this particular section of our ‘Porsche
Index’ is somewhat superfluous. What's important
is securing an example that shows every sign of
having been cherished by its previous owner and
religiously maintained, and we certainly wouldn't
suggest settling for anything less. Despite the
already lavish specification the first owner may still
have dipped into the extensive options list, but you
may just have to live with their choices. Greig Daly
points out that a car wearing its original centre-lock
wheels will certainly prove easier to sell — some
owners reverted to standard wheel styles instead

— and some feature Paint to Sample exterior hues
that may or may not appeal. But aside from that
it's unlikely you'll be disappointed with a Turbo S,
whatever its specification.
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THANKS The car in our pictures is
for sale at RPM Technik. For more
information visit rpomtechnik.com or
call +44 (0) 1296 663 824.
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INVESTMENT POTENTIAL & OWNERSHIP EXPERIENCE

he S has been somewhat of a steady But if that steadiness in values dents its

performer over the last few years, Franklin credentials as an investment opportunity, well

and Greig agreeing that there’s no reason to that’s fine by us. It means you can simply buy one
expect any major change going forward. Lingering and enjoy it for what it represents: a hugely capable,
uncertainty in the market may be partly responsible  very quick and immensely well-engineered 911 that,
- likely to be with us for a while yet - but the good with the right care, should prove painless to own.

news is that an example valued correctly will always ~ With the 997 being thoroughly well-understood by
garner interest. And representing the last of the 997 specialists, there’s little reason to be concerned,
breed is another reason why the S will continue to providing yet another plus point in this impressive
be sought after in the years to come. car’s favour. Sl

/AN hugely Capable, \{SQ'll TOTAL 911 VERDICT

° ° Whether the S represents good value compared
quICk and lmmensely to a regular Turbo was a question asked when
this car was new, and it remains a valid one. It all
by 9 depends on what value you place on the relative
Well_ englne ered 911 exclusivity and additional kit as, bragging rights
apart, the performance gains are really too marginal
to sway the decision one way or the other. There's
no arguing with the fact that the S is a fitting end
to the 997 generation, and one that boasts the
towering dynamic abilities, all-weather traction and
interior that makes a blown 997 such a compelling
choice. That our Data File rates it just half a star
ahead of the regular Turbo indicates just how fine
the margins are between the two models, but it's a
margin nonetheless. It would certainly be hard to
resist one once you'd experienced its appeal.

.0 6 &
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Written by Kieron Fennelly

THE

COOLING SYSTEM

OF THE

MODERN 911

Porsche’s water-cooled flat six dates from 1996 —
we take a look at its evolution in the 911




y the time Porsche built the final 993,

its flat six had long been the last car

engine using air-cooling. There were

many cogent, even urgent reasons

to switch to water-cooling: cost of
production, refinement, drive-by noise regulations
and above all ever more demanding emissions
regulations. But there was another element, and
that was power. Hans Mezger says that as long
ago as 1968 Porsche realised that its air-cooled
design with two valves per cylinder would never
match the power output of a four-valve head.
The water-cooled Cosworth three-litre F1 engine
produced over 320bhp when Porsche’s three-litre
flat eight managed only 280bhp. But at that time it
didn’t matter because Porsche race engines were

built for endurance, not two-hour grand prix. The
problem with a four-valve head was cooling; although
better breathing delivered substantially more power,
airflow and oil circulation alone were insufficient

to cool cylinder heads, which became significantly
hotter. Zuffenhausen did build air-cooled engines
with water-cooled heads for racing, for example

on the 935 and later the 956/962, and indeed for

the production 959, but this was expensive and an
entirely impractical route for large-scale production.
It was only a profound sense of tradition which made
Porsche persist as long as it did with the air-cooled
flat six, especially when it already built water-cooled
fours and eights for its transaxle cars and had
designed and tested numerous other water-cooled
engines for Weissach customers.

The 996 was, of course, a radically different 911.
The flat six rear-engined architecture remained
the same, but not a nut or bolt was shared with its
predecessor. With water-cooling henceforth part of
the design brief, its construction allowed for coolant
radiators in the front corners of the car, the air-
conditioning radiators sitting in front of them. For
the G173 and Turbo models a third radiator was fitted
centrally at the front. The coolant pipes met under
the front bulkhead to run in parallel to the gearbox
where they fanned out to each side of the engine
block, and this layout remains largely the same for
the latest 911. The cooling system on 9lls, and the
Boxster and Cayman, too, is conventional: a water
pump driven off the crankshaft sends coolant along a
network of channels around the block and through &
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the cylinder head. Cooled fluid is propelled into the
engine while hot fluid lows away towards the front-
mounted radiators. In passing, it is worth noting that
modern engine ‘coolant’, commonly called anti-freeze,
does far more than prevent the block freezing at
sub-zero temperatures. It is a precise formulation
containing anti-corrosion/anti-electrolysis additives
to protect aluminium parts as well as lubricants to
help prolong the life of the water pump bearing,
anti-foaming agents and preservatives, to stop
accumulation of organic deposits. For this reason it is
added neat if topping up is required, not diluted.

One of the drawbacks of the air-cooled engine was
its long warm-up phase, despite the valiant efforts of
the oil thermostat. A modern engine warms up much
quicker: a thermostat stops ingress of cooled fluid
until the software of the DME decides the engine
has reached its optimum temperature. The water
jacket has the effect of insulating the oil, helping the
engine to warm up more quickly and retain heat.
This is always desirable in terms of minimising the
wear which occurs because the oil has not reached
its optimal temperature. Consistently hard revving of
cold or insufficiently warm engines will eventually
have expensive consequences. Despite the latest
electronics, it is interesting that although a current
991 will reach its optimal coolant temperature
quite quickly, around eight minutes at ambient

ABOVE Turbocharged 911s added
intercoolers to the water-cooled mix,
these now housed either side of the flat
six rather than on top

temperatures of 12°C (53.6°F), the oil still takes twice
as long, especially if engine speeds are low because
of traffic density. As with other cars, Porsche cooling
systems are pressured to about 15psi, raising the
boiling point of the coolant to about 120°C (248°F).
This enables the engine to run hotter and more
efficiently, and it also means functions such as cabin
heating and demisting become effective more rapidly.
These use a separate heater matrix behind the facia,
effectively a small radiator with a fan blowing air
from the cabin ventilation system through it.

This is all fairly generic, and the underlying
principles date from the 1960s when heating was
generalised in production cars. However, since
around 2000 the march of emissions norms means
that cooling systems now have a greater role than
simply maintaining the coolant within a given
temperature range. Engine-management software
now controls coolant temperature with far greater
precision to assist combustion and minimise fuel
consumption. When onboard computers first
appeared in cars, it was shocking to see how high
fuel consumption could be during the warm-up
phase. Even now, two decades later, one weakness

of a combustion engine compared with an electric
motor is that it cannot be fully efficient from start-
up. Manufacturers such as BMW have long used a
DME-controlled coolant thermostat which allows
more rapid warm up and the possibility to intervene
more quickly than simply relying on the sensitivity of
a mechanical thermostat alone. Porsche introduced
a DME-managed thermostatic system on the 981/991
generation. This uses a series of vacuum-controlled
valves to govern coolant flow through the engine,
cabin and ancillaries such as transmission coolers.
When the engine is cold, both thermostat and
DME-controlled valves remain closed, although
above 3,000rpm the DME valve will open to stop the
coolant system being over-pressurised. Valve and
thermostat gradually open as the temperature rises,
and once an optimal level has been reached the DME
valve will intervene to maintain it in a narrower range
than the classic thermostat acting alone could.

Up to the 997 the flat six engines operated at
around 90°C (194°F); the 991 generation runs at
a rather higher 110°C (230°F), all in the name of
better combustion efficiency and lower CO, output.
However, when the engine is driven hard, or Sport/




Sport Plus modes are selected, the DME intervenes
to lower operating temperature to a more time-
honoured 90°C (194°F). Once higher demands are
no longer being made on the engine it reverts to
its higher temperature/less CO, operation. 991
Porsche acquired the switchable multi-function dial,
which when in engine-function mode showed this
higher operating temperature. However, Porsche
was apparently so overwhelmed with calls
from worried owners that their 911 was
running with a coolant temperature
of over 100°C (212°F), as indeed
it was intended to, that on
post-2012 models the coolant
reading was fixed not to
exceed 90°C (194°F), even
if the actual temperature
was higher. This reveals
a slightly demeaning
view of its customers by
Zuffenhausen, you might
think. Interestingly, the oil
temperature reading, which
often reaches 110°C (230°F) in
normal running, has not been
censored. For comparison, BMW
and other marques have long dispensed
with any kind of coolant temperature
gauge in all their lesser models. Today’s driver is
expected to rely on engine checklights.

The advent of the turbocharged 991.2 generation
brought a further development. Unlike BMW,
which uses an electronic, ‘on-demand’” water pump
- the same principle as the oil pump on the 911 from
the 9972 - Porsche retained a mechanical pump
driven off the crankshaft, but the pump itself has
been modified: it now has a DME-managed sleeve
which controls the volume of fluid impelled through
its vanes.

Problems in service

Early in the life of the 996 3.4, some engines
exhibited cylinder-head cracking, something of a
disaster if outside Porsche’s two-year warranty as
it meant replacing the engine. This was attributed
to shortcomings in coolant flow in the head - the
damage was the same cylinder in almost all failed
heads - a fault which was rectified on the 3.6 of 2001
If the 9972 generation with the entirely new 9A1
engine exhibited none of the intermediate complete
shaft failures of the previous generation, their coolant
systems could still let them down, and are seen
as the main point of weakness in the long-term of
this engine. There were two main problems: one
concerned the radiator pipework at the front of
the car, which could begin to leak from its joints.
These were criticised for being of indifferent quality,
their clamps corroding invisibly from the inside. If
a joint burst under pressure, which is possible on
rare occasions, the driver would need to react very
quickly by cutting the ignition to have any chance of
saving the engine from fatal overheating.

The other problem concerns the water pump:
on M96/7 engines and the 9Al engines of the 997.2,

the pump bearings can wear. Slop causes the plastic
impeller to rub on its surroundings, and sometimes

a blade can even break off and be carried around to
lodge somewhere in the coolant circuit, impeding
flow and having a consequent effect on cooling
efficiency and even a hot spot which could result in a
cracked head. Drops of coolant under the car should
be followed up: a pump will often exhibit signs of
failing by weeping around its housing, but unless the

coolant level is monitored regularly it is easily missed.

Perversely, coolant is not a service item. The
Porsche handbook offers no advice, yet coolant
deteriorates. Its anti-corrosive and lubricating
properties diminish and the level of impurities
builds up. Once draining the cooling system, then
straightforward enough on a front-engined car, was
a standard DIY job every couple of years, but today’s
much more sophisticated — and far less accessible —
systems tend to be neglected. My own experience
is that draining and refilling a modern 911 is not a
job that many independents or OPCs willingly
volunteer to carry out. Evacuating the entire circuit
because of its numerous twists and turns and
refilling it while ensuring no air is trapped in the
system is time-consuming and fiddly and requires a
vacuum pump.

Plastic parts become brittle with age, their
deterioration accelerated by the brutal regime of
being alternately hot or cold. The stock question
of most buyers of 996s or first-generation 997s is
whether the IMS has been replaced. For these models
and the 997 Gen2, it should also be asked whether
the coolant and the water pump have been replaced:
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LEFT The 996.1 GT3 was the first

water-cooled 911 to make use of a
third, centrally-mounted radiator

for additional cooling

this is an age-related problem - even the youngest
997s are past their eighth birthday.

In terms of coolant worries, the 991-generation
cars are seemingly better behaved, although
the earliest cars are only six to seven years old.
Nevertheless, the greater complexities and reliance
on sensors can and do result in ‘engine check light
episodes’. A vacuum-control valve in the cylinder
head can stick momentarily, affecting the warm up of
the engine, which the DME then logs as a fault code.
This happened to my own 981: a ‘check coolant level’
light flashed on, but the level was normal. A friendly
Porsche independent plugged in his laptop, but no
fault was revealed. The warning was extinguished
and did not reappear, and the incident was dismissed
as benign, typical of sensors which react to a
temporary fault, but do not self-clear. However, such
an event does nothing for the owner’s confidence in
his or her Porsche!

Some specialists believe the growing complexity
of thermal management systems is likely to result in
more rather than fewer ‘check light’ incidents. As
well as making owners more aware of their cooling
systems, it might also encourage Porsche to make
them part of the service schedule. SRl



- Nl
- ik Y “ 3 e

- 5. - ’ R T “.l.,, e

=, —

62 | 991 hybrid test\\

& e _~.='!=;-—

UT OF THE

S HAD O W-S

The hybrid 911 has arrived, but it’s not out of Stuttgart. Total 911
heads to California to test the Shadow Drive from Vonnen

Written by Kyle Fortune
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‘ The internal combustion engine doesn’t
realise it’s there,” says Chuck Moreland,
owner of Elephant Racing. You might know
the company - it’s a specialist in Porsche
suspension — but here Moreland’s talking
about the flat six in an early 991.1 3.4-litre Carrera.
Specifically, he’s talking about the Vonnen Shadow
Drive, Vonnen an Elephant Racing offshoot that’s
developed a hybrid 911 before Porsche itself.

If it was going to be done anywhere outside
Weissach, then it’s hardly surprising it was here.
Vonnen is in California, specifically Silicon Valley, the
absolute global heart of innovation and technology.
Moreland explains how it happened: “It was a case
of us sitting around talking among ourselves and
thinking, ‘hey, wouldn't it be great if.... And then we
started exploring different ideas of how you might
hybridise an existing 911 platform.”

That was three years ago. Today we're standing
around an engine and gearbox, looking at the axial
flux electric motor that Vonnen has developed with
a European supplier, sandwiching it between the two.
If that sounds familiar, it’s exactly what Porsche will
do with the 992 to hybridise it, only it’s left space
inside the gearbox to do so. With the 991 there’s no
such luxury, so Vonnen had to get clever with the
space it had.

It's been a quick development cycle, especially
considering this wasn’t Vonnen'’s first solution.
Initially Vonnen tried pushing electrically generated
drive back into the gearbox via the front-axle output
shaft on a 996 Carrera 4. Moreland says: “That was
more a proof of concept, but we learned a lot from
it, and we recognised that there was real opportunity
for improving. The biggest issue was that the torque
was being added on the output shaft of the transaxle,
so we weren't taking advantage of the gear-reduction
capabilities from the gearbox.”

Buoyed by the potential, Moreland went all in,
saying: “Okay, cost be damned, what if we wanted to
make this thing rip? What would we do?” And so we
went back to the drawing board and this is what we
dreamed up, and it basically addressed all the issues
that existed with this car. And that’s how we got
where we are.”

Squeezing an electric motor between the engine
and transmission adds 26mm in length. That’s
required some modification of the structure fore of
the gearbox to allow clearance, the electric motor
replacing the flywheel, as well as the starter motor,
and taking over all the functionality of it, including
stop-start, if fitted. The batteries powering it are
situated in the luggage area, robbing it of some space.

The batteries are of a chemistry and output that
Vonnen isn’t currently prepared to reveal, though
they’ve been picked specifically for their ability to
both quickly provide power as well as accept charge.
It’s a self-charging hybrid, too, scavenging power from
the internal combustion engine when possible, as
well as featuring a regenerative effect when braking.
You can plug it in, but it’s not a means of charging it,
rather a maintenance possibility in the same vein as
leaving the 12-volt battery on your conventional 911 on
a conditioner during periods of inactivity.

There’s a cooling circuit for the hybrid inverter
and electric motor, the only visible element of the
Vonnen Shadow Drive being that inverter situated
under the rear window. It doesn’t have to be, though,
admits Vonnen’s VP of engineering and ex-lesla
engineer Bill Davis, saying if owners so desire it can
be hidden from view. Do that and the system really
will live up to its Shadow name, with no obvious
clues as to its fitment. It inevitably adds some weight,
however, the Shadow Drive adding 77kg to the kerb
weight, that gain not so much as it’s aided by the loss
of the heavy flywheel and starter motor.

The motor generator unit — or e-motor — pushes
an additional 150hp and a maximum of 200Nm
through the transmission depending on which mode
you're in. Here it’s hybrid tech not for parsimony, but
instead performance, though fitment does nothing to
change the smog rating, that crucial in its Californian
home market. This isn’t a hybrid you can smugly
glide under electric power alone into a low-emissions
zone, the electric motor not able to be driven
independently of the internal combustion engine. It’s
an assist that supplements, rather than replaces.

Tantalisingly Moreland says it can, in theory, be
fitted to any 911, whether it’'s manual, automatic, rear-
or four-wheel drive, turbocharged, naturally aspirated,
water- or air-cooled, or stock or tuned. Proving that,
Vonnen is currently running a development Shadow
Drive on a GT73.

On older cars Moreland admits there would need
to be some additional micro switches and sensors
for the system to know things like the accelerator
position and suchlike, that information in more
modern cars having the Shadow Drive’s brain simply
reading the CAN Bus data. Otherwise the engine
management isn’t in any way altered, the Shadow
Drive exactly that, working along in support. That
explains Vonnen’s name for it, which Moreland
initially describes as “made up” before mentioning =

A

ABOVE Street, Sport and Overboost
modes are selectable via the Shadow.
Drive's Bluetooth-tethered app




“There’s a slight
electrical whine from
the motor when it’s
glving its assistance...
think of it as akin

to the whistle of

a turbocharger or

the whine of

a supercharger”

LEFT Vonnen's Shadow Drive adds a
healthy 150hp and 200Nm torque to
any 911 model, though there's no fully
electric mode available — yet
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BELOW Battery packs are
fitted in the front boot and
contribute significantly

to the Shadow Drive's
additional 77kg weight

BELOW Vonnen's cutaway
daigram shows its inverter,
electric motor and battery
packs (front) in place




that it also relates to Viking boats that used both oars
and sails for the best speed.

That’s an apt description of how the Shadow
Drive operates: its additional power quietly assisting,
giving the flat six a near-silent boost. The support
it delivers is selectable through differing driving
modes via a Bluetooth-tethered smartphone app, the
three available driving modes being Street, Sport and
Overboost. Street adds 125Nm of torque from 40 to
60 per cent throttle, Sport 0 to 110Nm from 65 to 95
per cent throttle and Overboost adds the full 200Nm
with the same accelerator application as Sport.

The full torque load isn’t used in anything but
the Overboost mode, as Moreland admits doing so
quickly overloads the thermal capacity of the e-motor,
lessening the opportunity to use it. He admits it’s
a compromise, but one that’s balanced. Meanwhile
Vonnen is working on an improved cooling system
for the motor.

In the 3.4-litre 991 Carrera the Shadow Drive
adds drive through a PDK automatic, the gearbox
software having had a reflash to stop it from slipping
with the additional torque loads. Starting up the
Vonnen-equipped 991.1 3.4 Carrera is no different
from any other Carrera. The internal combustion
engine is started by the e-motor, even if the system is
otherwise off.

Its effect in Street is initially so subtle as to not
realise it’s working. There’s none of the incredible
step-off acceleration that some hybrids and all
electric cars offer, the Carrera feeling very much like
a regular combustion-engined car. That’s because
it essentially is until you find yourself deeper in
the throttle, where the e-motor starts to provide its

energy into the system. Its linearity is such that it
does so without any spike or noticeable boost, the
Carrera merely gaining speed with more authority. It’s
unusual because the gain isn’'t accompanied with a
more menacing engine note, or at least one that you'd
expect with the gain in performance that comes with
it. It's perhaps best described as if the flat six finds
itself having to shift less mass, or there’s a surging
tailwind — one significant enough to surprise you
when you glance at the accelerator. In Street mode

I'd like a little bit of additional assistance earlier, just
so you know more often where you've spent your
$75,000. It’s not cheap, but it is new tech, and since
when was gaining power in 91ls ever inexpensive?

There’s a slight electrical whine from the
motor when it’s giving its assistance, but it’s not an
unwelcome sound. Think of it as akin to the whistle
of a turbocharger or the whine of a supercharger.

You can watch your smartphone’s screen if you
want to see what the hybrid system is doing, whether
it’s regenerating, the status of the battery, the heat in
the motor or when it’s giving all its assistance.

In Sport mode on a more interesting Californian
mountain road is where it really comes into its own.
You learn to lean a bit more on the elasticity of the
electric assistance when exiting bends, getting on
the throttle early and enjoying the punch out of
corners. In the bends there’s no perceptible difference
thanks to the increased mass the system brings,
the Carrera not feeling unbalanced or changing
dynamically over its stock alternatives.

Overboost allows full use of the additional torque,
allowing the Vonnen 3.4 Carrera a standing start that
feels Turbo-like in its off-the-line urge. Vonnen’s yet

to figure it, but with a combined circa 500hp and
near-600Nm of torque it’s not difficult to imagine it
matching its forced-induction alternative.

It's a neat trick, a stealth tuning that gives you
the potential for increased performance while not
removing the character and appeal of the standard
car you fit it to. It's impressive in the 991, though
arguably the greatest opportunity exists in the older
cars where the electric motor’s boost would add
contemporary performance when you want it, yet still
allow the car to retain all its originality and be driven
so when you want to. An electric-only mode would
be a useful gain, too, particularly as more and more
cities demand zero emissions. One thing is certain, a
hybrid 911 presents an opportunity, and Vonnen’s
proved it works, Silicon Valley beating Stuttgart in the
race to produce it. =Wl

Total 911 verdict

Proving that we shouldn’t be scared of a
hybrid 911, Vonnen's Shadow Drive adds
performance without any real compromises,
except price.

LIKES

* Clever application of modern technology;
neatness of the installation; usable
additional performance.

DISLIKES

* Needs to be more obvious, more of
the time in day-to-day driving; an ‘eco’
or electric-motor-only mode would
significantly enhance its appeal.
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Rob Mackie raced this 911'T/R at Mugello in 1968.
51 years on, we reunite car and driver

Written by Ben Barry Photography by Steve Hall

hances are you've never heard of Rob

Mackie. I hadn’t until I interviewed

the 79-year-old about racing a

911 S in the Targa Florio in 1967. He

described driving the new 911 to Sicily
aged just 206, giving a factory Porsche a scare and
finishing second in class before driving home again.
It was an amazing tale, all told with Rob’s typical
understatement and modesty.

When I asked where else he'd raced back then,
Rob recounted the Mugello road race in Italy 1968 in
a 9II'T/R. That same car, he revealed, was restored
and in the UK. Reuniting car and driver at Sports
Purpose in Bicester Heritage seemed an opportunity
not to be missed.

New owner Philip Basil is already on site when
we arrive, the T/R timewarp pristine. Rob opens
the door, settling into the driver’s seat. “It’s just like
turning back the clock to 1968,” he says, and the
memories start to flow out of him.

Engineer Rob’s motorsport career began in the
early 1960s as rally co-driver for Alan Allard - son
of Allard Motor Company boss Sydney — before he
was approached by Dan Margulies in 1966, a wealthy
privateer racer with an upscale car dealership in

Kensington. First came a race in a Ferrari 250 GTO at
Silverstone — in at the deep end, to say the least — and
soon after the 1967 Targa. Margulies then bought the
911 S and shared the driving, Mackie the hired hand
and the quicker of the two.

When that car sold, the pair knew they could
count on Porsche team manager Huschke von
Hanstein’s promise of a chunky discount on the
next car. “Hanstein put his arm around Dan while I
was on the Targa, promising a good deal next time
if I didn’t go quite so quickly - they didn’t want the
works cars embarrassed!” Mackie recounts.

For 1968 Rob and Dan settled on a new 91I'T It
was Porsche’s least powerful, least well-equipped 911,
but also its lightest at a homologated 923kg. An S was
975kg. Crucially, the FIA regulations allowed the T
numerous upgrades, including the more powerful S
motor, rated at 160bhp — 50bhp up on a T. There’s a
handwritten note in TMD 7F’s history file from Rob,
noting down the spec while chatting on the phone
with Dr Severi in the competition department.

Ultimately their 911 was equipped with the
Sportskit 2, featuring uprated carb jets, a twin-outlet
exhaust helping the engine run cooler, and uprated
spark plugs. It also got hotter cams, a 200rpm- =
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higher rev cut-out, a close-ratio gearbox and limited-
slip differential. The factory quoted 186bhp. Only
latterly have these factory-prepped racers become
known as 91I'T/R, numbers thought to be in the 30s.

When the car was ready for collection, Rob
shook it down at the Niirburgring and returned it to
Stuttgart for a first S00km inspection before driving
back to the UK. It was then ready for Mugello,
thought to be its only race outing.

These days Mugello is synonymous with the
3.3-mile-long circuit built a short distance east of
Scarperia in 1973. But until 1970 it was a road course
over which racers competed for seven or eight laps of
41 miles each.

Starting from Scarperia in Tuscany, the route runs
along flood plains, tangles through knots of hairpins
and climbs beyond 900 metres. It was an even faster,
more mountainous kind of Targa Florio. Rob set off
for the race in late July 1968.

“I drove from Stuttgart in convoy with [race
driver] Mike Franey, who was in a Jaguar E-type,”
recalls Rob. “It was going well until I rolled into a van
in traffic in Munich and broke the headlamp glass
- we got a new one, which dipped the wrong way,
and fitted it on the dealer forecourt.”

Getting out of the city allowed the 911 to stretch
its legs. “We were going up the Brenner Pass flat out,

o @)

2 | s i ﬁ
2 [

"
W

i .
4 -
!

the two of us, using my maximum of 6,000rpm in
fifth — probably 120mph or so with no speed limit -
and I looked over to a café and saw everyone on their
feet... they must have heard us coming!”

Rob had raced at Mugello the previous year in the
Bahama yellow Targa Florio 911 S, gaining a class win
and 30th overall, so he was already familiar with the
place. He stayed at the same hotel on the Futa Pass.
Co-driver Dan Margulies flew in, collecting a hire car
for the rendezvous.

“We'd go through corners, then turn round and
run them again,” remembers Rob. “But it wasn’t safe
to go flat out — you'd have traffic coming the other
way, a man with a donkey!”

Qualifying took place in perfect conditions, the
sun beating down, with Alfa GTAs, Fiat 124s, Morgan
Plus 4s, Abarths, Lotus Elans and Ferraris
all scorching around the road circuit. “Because
I'd driven TMD all the way down there, I was
immediately comfortable - it handled beautifully.

If you went into a corner too fast you'd just back
off, the rear would swing round, point you at the
apex and you'd squeeze the throttle and away you'd
go — wonderful.”

Rob’s time put the pair towards the front of the
911s on the start grid. “There was one fast left-hander
through a bridge. I was braking at first, then I learnt

you could barely brake at all - that saved ten seconds
alone. But I remember telling Vic Elford I could make
up time lost elsewhere on the course, and Vic said,

‘no you can't, that time’s gone.” That stayed with me.”

The weather was equally perfect on race day, with
the racers released in pairs at intervals. Thousands
of spectators lined the route, their cars parked
haphazardly at the side of the road.

For the first six miles north to Ponzalla the
SP503 is relatively straight, and it’s easy to forget
these comparatively unremarkable and uninvolving
stretches once demanded huge commitment from
a racer.

After Ponzalla the road climbs quickly, with an
incline of up to 10 per cent, zig-zagging through the
hillsides on the Passo del Giogo. “The Giogo just
never stops,” remembers Rob, “but the T was so
nimble compared to the S the year before — it felt
every bit of 50kg lighter.”

The road opens up beyond Firenzuola before
descending the legendary Futa Pass. “That was
the toughest section,” says Rob. “The year before
the brakes went squishy in the S, but not in the T
- perhaps because it was lighter, maybe because I
knew the place better — but there was no front oil
cooler, so the needle would go right to the danger
mark.” Rob, too, was overheating, doing four 41-mile =
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LEFT Inside, the T/R is a
timewarp back to the days of
Mackie's Mugello race, though
outside, wider Fuchs wheels have
since been fitted all round

ABOVE Mackie is
reacquainted with the
driver's seat of TMD 7F

The '67 Targa Florio

“I thought I'd be out of my depth when Dan
Margulies suggested we enter the 1967 Targa
Florio,” says Rob Mackie. “| was 26, and knew from
other drivers that the circuit could bite if you were
gung-ho. Nonetheless, Dan bought a new 911 S
and | ran it in on the drive from the factory to
Sicily.  immediately felt at home.

“During practice the circuit seemed non-stop
and incredibly difficult to learn at 46 miles long.
Qualifying was the first time the roads were
closed, which really upped the pace.

“The weather was superb for race day, but
the roads were slippery from a dust storm and
in a poor state of repair. | kept a little in reserve,
although | remember the car moving around in
crosswinds on the long straight at 140mph or
so, and by the end of my stint we were only 30
seconds behind a works 911.

“We refuelled, Dan took over and we lost some
time. When he came back in, | pushed harder
trying to catch the works car. The brakes were at
their limit coming down from the hills on the last
lap, but finishing second in class and 11th overall
was a fairytale.

“Afterwards we were invited for a celebratory
meal with the Porsche team, then | drove the 911
home. What an adventure!”

-
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Year 1968

Engine
Capacity 2,000cc

Compression Originally 9.8:1; now 10.5:1

ratio

Maximum power Originally 186bhp; now 196bhp

Maximum torque 182Nm

Transmission Five-speed manual with
Nurburgring close-ratio gear set

and ZF LSD

Suspension
Front Longitudinal torsion bars;
telescopic dampers

Rear Semi-trailing arms with transverse
torsion bars; telescopic dampers

Wheels & tyres

Front Originally 5.5-inch with Dunlop M
5.00; now 6-inch with Avon CR6ZZ

185/70/VR15

Rear Originally 5.5-inch with Dunlop M
5.00; now 7-inch with Avon CR6ZZ

185/70/VR15
Dimensions

Length 4,163mm
Width 1,610mm
Weight 923kg

Performance

0-62mph Not tested

Top speed Limited by gearing to 142mph
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ABOVE TMD 7F was a 911T
fitted with an S-spec engine
as part of its Sportskit 2

laps flat out in summer heat - rivals had put water
bottles in their cars, but Rob wouldn’t get a drink for
over two hours of flat-out driving.

An old picture captures the 911 barrelling down
the Futa Pass, lifting a wheel, and it triggers Rob’s
recollection of how he’d upshift to fifth with the car
fully airborne rather than waiting for the landing, the
better to prevent revs flicking right up to the limiter.

He'd catch and pass rivals, but also get caught and
be passed too. “I'd just lift or pull over when I could.
I'd lose time at best looking in the mirror at them.”
There were numerous accidents and retirements,
including a 911 crashed into trees by a US driver,
perhaps in 1968, though Rob can’t be entirely sure.
“The engine and gearbox were ripped out by the
impact and they just shovelled it up, a brand-new car.
The triple carbs had even hit the driver on the head,
but he survived!”

Times improved with each lap: first 38:59, then
38:02 and two final rounds at 37:57 before it was time
for the driver change. “Re-fuelling the 100-litre tank
seemed to take an eternity. It was just a pump, like
a filling station,” remembers Rob. Dan buckled in
and headed out for his stint as soon as the tank
was topped.

His best lap was over six minutes down on his
quicker co-driver’s, but he brought it home. The pair
later discovered they'd placed third in class and 22nd
overall at the prize-giving. Rob is generous many
years after his friend’s death, acknowledging that
without Dan’s funding he’d have never raced at the
Targa or Mugello at all.

Again Rob drove the 911 home, and by early 1969
TMD 7F was advertised as ‘a 911 T to S spec, plus
£1k of further modifications’. Collector John Melville
Smith bought it as a road car before it passed through
several owners, was resprayed black, then white, and
slowly deteriorated.

In 1998 Josh Sadler at Autofarm spotted an advert
for a 91T listed at £10,000 to be broken for parts. He
spotted the hollow Nadella driveshafts, the 100-litre
fuel tank and S-spec engine. He wrote to Porsche
archive, it confirming the wreck was a highly prized
ex-competition car.

A wealthy city worker funded the 18-month
restoration — we pore over the extensive photographic
documentation - before quitting and selling the

—
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car to current owner Philip Basil in 2001 “I was
really looking for a 2.7RS, and Josh couldn’t sell this
car. Nobody understood what it was,” remembers
Philip. “But he said ‘your money is safe; trust me’,
and he was right. I paid £62k, which seemed a lot at
the time.”

Rob is instantly transported back to collecting
the 911 in Stuttgart when he looks over the as-new
condition today. He remembers choosing Blood
orange because it was a new colour and looked so
stunning, that the original wheels were smaller —
five-and-a-half-inches wide all-round, not the six-inch
fronts, seven-inch rears now fitted - and that he
wished they'd gone for the fuel filler in the centre of
the bonnet, a new option for that year. There never
was a rollcage, just the factory sports seats, “but
rightly or wrongly I always thought a 911 would look
after me in a shunt. I'd seen others walk away;”
reflects Rob.

Having last raced in 2007 and driving infrequently
these days, Rob rules out any heroics, but he grins
as he turns the key and the flat six bursts to life. The
clutch bites abruptly, Rob saving it with a load of revs
before disappearing off into the distance, lapping
the Bicester track with increasing confidence before
returning to the pits looking a little exhausted, if
exhilarated, by the emotional reunion.

“I just cannot believe I drove this car flat out,”
chuckles Rob, easing himself out of the driver’s seat.
“But it’s so nice to drive it again after all these years,
and so much of it is still familiar - the chatter from
the drop gears at idle, the unforgettable noise of that
2.0-litre flat six with the rally exhaust. It feels great
today, but you have to remember that we were racing
Cortina GTs, Triumph TRSs, MGBs, even E-types, and
the 91I's road-holding, the quality of the engineering,
was simply on another level back then — it was such a
privilege to drive. I was so lucky.”

Rob and Dan returned to Mugello one last time for
1969 and finished 3rd in class and “19th or 20th
overall” in a blue 911 T/R. That car now lives
somewhere in the US, making a reunion tricky;
the Bahama yellow 911 - reg OLL 4E - has never
been found. TMD 7E though, is never too far away,
and Rob and new owner Philip have become good
friends. Reliving those memories of Mugello is just a
phone call away. =Bl
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Joe Croser
Northamptonshire, UK

[E) @jcx911

Model 997.2 TURBO
Year 2010
Acquired  DEC 2015

You have to drive
around Scotland.

It's heaven on

earth. From the Old
Military Road carving
secretly through the
Cairngorms to the
infinite beauty of Skye, where mountains
rise out of the sea, Scotland delivers.

In May the roads are quiet, the
temperature cool. It rained, snowed,
hailed and the sun shone, often within
the same hour — truly four seasons in
one day. During our five-day trip we,

Ben in his RS and me in my Turbo, each
covered 1,370 miles in 32 hours and

consumed 65 gallons of Super Unleaded.

Remarkably the naturally aspirated
4.0-litre RS burned fuel at exactly the
same rate as my 3.8-litre Turbo, which
also didn't burn a drop of oil.

Day one we took the Al north to
Newcastle and crossed Northumberland
National Park on the A68 heading for

Jedburgh. It was such a thrill after

all of the motorway cruising to set

our 911s free on fast-flowing moor
roads. Thereafter we crawled around
the Edinburgh ring road and crossed
the Forth on the gigantic road bridge
heading for Blairgowrie — our first stop.

Day two was epic. The roads were
superb. Known today as the Snow
Roads, we followed the Old Military
Road north through Spittal of Glenshee
to Balmoral and onto Tomintoul. Never
have | enjoyed a road for so long with so
many overtaking opportunities to safely
pass the few cars sharing the roads with
us. Emerging from the Cairngorms we
passed through Inverness in search of
the A832 for more well-sighted, fast-
flowing tarmac as we headed to the
west-coast village of Shieldaig.

Day three saw us driving over more
snow-capped mountains as we headed
south past Loch Alsh and Eilean Donan
Castle on our way towards the Isle of

Our contributing enthusiasts from
around the world share their real-life
experiences with their Porsche 911s

Skye. The roads here were staggeringly
good, the mountains formidable and the
views to die for. Towards the north of the
island we parked and headed off on foot
to climb the Quiraing — the only part of
the trip where either of us felt a little
down on horsepower! With our exercise
done we pedalled back to the mainland
and Plockton — our third stop.

Day four dawned and we pointed
our cars towards Inveraray and the
banks of Loch Fyne. The A87 from Kyle
of Lochalsh to Invergarry was superb!
The A82 through Fort William was a bit
less exciting, but a quick detour around
Loch Leven put wide smiles back on our
faces as we traced the contours of the
road up and down, this way and that,
before having our breath taken from us
once more in Glencoe. If you've been to
Montana or the Canadian Rockies, you'll
know what | mean. For many miles you
climb high, snaking through sharp-edged
mountains before the horizon takes over



with a landscape so vast you feel like you've
changed countries again!

We detoured towards Loch Etive to the
James Bond Skyfall location and filled our
boots and cameras with more treasured
memories before returning to the A82, the
A85 and finally the white-knuckle A819
into Inveraray.

Our fifth and final day was also our
longest: 412 miles which started brilliantly
on the A83 before we joined the A82
heading for Glasgow and the motorway
south to Carlisle. We detoured via Kirkby
Stephen and Hawes so that we could again
enjoy one last blast on the B6255 to Settle,
passing the Ribblehead Viaduct. Fish and
chips were consumed in Settle in true
petrol-head fashion.

We headed home via Harrogate and the
Al south. What a trip. Big up to Ben for
pedalling his GT3 RS through all weathers
and for his fine company. For me, road trips
are about the driving, the scenery and the
memories — this one was as good as it gets.

%
Gina Purcell
Oxford, UK

r@j @ginapurcelll

Model
Year
Acquired

911 SC
1982
APRIL 2014

Who knew how
hard it could be to
get a set of tyres
for an air-cooled
9117 Almost a
month has passed
since my other
half ordered a set of Yokohamas
for his Carrera 3.2 and only three
corners’ worth have been mustered
by the UK's finest tyre wranglers.

In an age where more and more
parts are being made available
for these fantastic old cars, either
from Porsche themselves under the
Porsche Classic moniker or other
enterprising manufacturers joining
the throng to help prolong and
improve the lives of our justified
and ancient air-bangers, it astonishes
me that one of the most important
bits — that which connects you and
your car to the road — can be so
poorly supported!

| know that Pirelli P7 Cinturato
tyres made with the original fitment
tread pattern but modern rubber
compounds are available, as well as
‘boutique’ tyres from small, specialist
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manufacturers that feature old tread
designs, but Hubby and | are as one
about this. We both want the most
modern and well-designed tyres

on our cars, no matter how old the
vehicle, and to hell with the originality.
It is, after all, the advances in tyre
technology that were foremost in
helping to tame our wayward little
beasties back in the day, so why not
continually benefit from that? Come
on, tyre makers! It's not like there's a
dwindling number of air-cooled 911s
on the road? They must be the most
evergreen classic in the world!

Tyre woes haven't stopped us
getting out and about in the cars. We
often both go out as a brace of 911s
to give them some exercise at the
weekend, and as more time passes
the sight of two old 911s in convoy
seems to cause more of a frisson of
excitement from other road users. It's
a public service! Steffi has also been
pressed into our regular Porsche
Enthusiasts Club nights and another
Bicester Heritage Sunday Scramble
passed under her wheels in late April.
Happy days!
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Ron Lang
Ashland, Oregon

r@ @ronlangsport

Model 2.4-LITRE 911S
Year 1972
Acquired 2018

Model 964 CARRERA 4
Year 1989
Acquired 2015

Model 964 CARRERA 2
REIMAGINED BY
SINGER

Year 1991

Acquired 2018

Model 964 C4 SAFARI
Year 1993
Acquired  JUL 2018

Model 993 C4S
Year 1996
Acquired 2016

Model 993 TURBO
Year 1997
Acquired 2015

Model 997.2 GT3 RS
Year 2011
Acquired 2016

Model 991.2 CARRERA
4S

Year 2017
Acquired 2017

Model 991.2 TURBO S
Year 2018
Acquired 2017

Surely the best
Olls are the original
ones, cars that
receive a bit of
ongoing fettling,
mostly as pride of
ownership dictates,
but otherwise remain as they left the
factory. On the other hand it can be a lot
of fun to explore making the car ‘your
own,, an expressive and mostly enjoyable
process. There are degrees of fettling, of
course, and today’s subject, a 1991 964
Carrera 4 that arrived highly modified
and named ‘Safari 4’ by the builder, is a
fettle-fest if not also a folly.

There is no space here for a full
recounting of the modifications on this

car when it arrived over a year ago. originally placed in the rear of the cabin,  and a GT3 ‘centre can, mods were made
14 vertical inches were removed from but the intake noise was painfully loud. to baffle the muffler to little avail. Next
the front tub, providing substantial The intake was relocated back to the will be the install of a Fabspeed centre
ground clearance at full suspension engine compartment with a custom muffler in hopes the sound becomes
compression. The Reiger three-way mounting bracket and rain shield. more streetable.
adjustable shocks allow ten inches of Third was smoke from the exhaust, So what do we have here? A
travel, providing well-damped flotation initially at start-up, but it was clear it was  supercharged 964 C4 riding high in the
over most obstacles one would find time to open up the engine. A couple of air with custom wings — 13-inch wider
on a rough forest road. Steering lock broken piston rings were found as initial than stock at the rear — on Braid black-
is reduced to clear the piggyback faults, and the heads were a bit of a chromed rally wheels and BFGoodrich All
reservoirs on the coilovers, which takes mess. Prudence dictated a full top-end Terrain KO2 rubber. 450 horsepower and
some getting used to. The first time | rebuild, which is currently underway. 570Nm of torque on this 3,000-pound
tried to negotiate a simple right-hand Fourth was the antisocial full car provides brutish acceleration. Fresh
turn in town | had to back up and try race exhaust. My darling wife was Alpine white paint with custom ‘urban
again, swinging wide left prior to the shopping in town with a friend a while zebra’ graphics. Enough LEDs front and
right turn, rather like driving a lorry. back and heard an obnoxious car noise rear to light up the village. Recaro race
The first fettle was to place a quick approaching. She turned to her friend seats and RS door cards covered in
release hose fitting for the onboard air to comment on the bad behaviour and custom blue, black and grey tartan. On
compressor, simplifying tyre pressure then turned to look at the noisemaker, board fire suppression, bolt-in DAS half-
changes in the back country. Second where she could only say: “Of course, cage... the list goes on.
was addressing the intake whine of the should have known it's my husband.” The driving experience is exhilarating,
supercharger. The AEM air filter was Equipped with Fabspeed headers requiring full attention. With the long

travel suspension the front end points
skyward under hard acceleration and
starts to feel floaty above 80mph. The
car handles twisty tarmac surprisingly
well given the soft suspension and off-
road tyres. I've yet to master the rear
brake ‘drift stick’ on the dirt, but have
located a roomy gravel pit as a suitable
practice site. Pounding around the many
miles of local forest and mountain roads
is a blast, though being alone with no
phone signal means the satellite phone
is a comfort to have along. The sand
dunes at the coast two hours away
beckon, the installed shovel and snatch

straps at the ready for when this thing
inevitably gets stuck in the soft stuff.

Safari 4 is no homage to the Paris-
Dakar-winning 911s of the 1980s, and
arguably attempts to answer questions
no one asked other than perhaps: “Can
| have fun on the dirt in a 9117" As the
fettle-fest continues, so far the answer
to that question is a resounding yes!
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Nick Jeffery

Surrey, UK

@ @npjeffery

E] @npjeffery

Model 996
CARRERA 4S

Year 2002

Acquired  JUNE 2014

Model 996 TURBO

Year 2002

Acquired  MAY 2017

Model 997 CARRERA
4 GTS

Year 2012

Acquired  OCT 2018

First off, I'm really
proud to announce
my appointment

to the Porsche

Club GB board

as ‘experiences
director’ My fellow
directors and | are absolutely committed
to taking the Club from strength to
strength over the next two years. If

you want to share any ideas on how to
further improve Porsche Club GB or the
events and experiences on offer, feel
free to contact me using experiences@
porscheclubgb.com.

In terms of car updates this month, |
opened the boot lid on the GTS for the
first time since | acquired the car from
Paragon back in October 2018, but then

it refused to close properly! | spoke
to Jamie at Paragon who suggested |
release the boot lid switch a few times,
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but it still failed to cooperate. | then used m

a small flat-head screwdriver to ‘fool’ the
mechanism into thinking it was locked,
released it via the switch in the car and
all is well again. Apparently the boot lock
can stick if not used regularly and is a
common problem on 997.2 GTSs.

The Turbo has been into Paragon for
a major service, brake fluid change and
MOT this month. | also asked them to
perform a drain test on the battery as |
have no idea how old it is — it went flat
again after a week without use recently.
It transpires the battery was weak and in
need of replacement. The driver’s heated
seat problem has also returned with a
will of its own, despite changing both
the control switch in the centre console
and the relay under the seat. I'm now
left wondering if this recurring issue was
linked to the battery performance.

Paragon have also replaced the cup
holder cartridge as it was sticking,
the front splitter and bonnet badge,
cleared the bulkhead drainage holes
and cross-drilled the ventilated brake
discs all around the car. They also found
the gearbox mount was damaged and
needed replacement, changed the wheel

bolts and fixed the headlight level link,
which was seized and therefore not
adjusting as it should.

I've also been trying to source a 997
Carrera S/4S for a pal of mine, Roy.
I've been amazed to see such different
standards of car preparation across
OPCs and well established independent
dealers. It absolutely pays to shop
around and take your time to find the
right car, especially when so many are
available with a myriad of colours, wheel
options and different specifications. We
eventually located a lovely, well specified
and cared for ‘09 Meteor Grey 997.2
Carrera 4S with 42k recorded miles at
Cridfords in Surrey, which drove as well
as it looked! Roy is absolutely delighted
and we're both looking forward to
collecting the car in a couple of weeks.

Harold Gan
Perth and Sydney, Australia

[@) @drivenbytaste

Model 993 C4S

Year 1995

Acquired  JAN 2000

Model 993 C2S

Year 1997

Acquired  JUL 2018

Model 993 C2

Year 1994

Acquired  MAY 2018

Model 964 C2 FACTORY
TURBO-LOOK
CABRIOLET

Year 1993

Acquired  JUL 2018

One of the best
things about Porsche
ownership is the
friendships that
emerge. When | first
began to refocus

on my Porsche
passion by starting up my Instagram
account, little did | realise the number
of friendships that would be forged with
people from around the world.

Tim Vo's (@t_v_o_911) Instagram
caught my eye because of his gorgeous
Minerva blue 911 SC. It was clearly a
hot-rod build with a focus on go over
show. The car is also one that truly holds
to the ethos of being period correct,
something that has got a bit lost with
the backdate movement.

Having come from some lovely water-
cooled machines, Tim had begun to get
comfortable with the idea of Porsche
being a way of life, and the urge to finally
get into an older car could no longer be
controlled, even at the giddy prices they
were fetching when he began the hunt.

But patience always pays off, and
after many missed opportunities Tim
discovered a mildly damaged G-series
sitting in the back of one of Sydney'’s

premiere workshops. It was a mismatch
oddity — a wide-body steel conversion
with fibreglass 964 forward-date
bumpers covered in a slightly faded
shade of lilac and topped with some
dents on the front and rear left-hand
fenders. In other words, the perfect base
for a hot-rod.

What started off as a simple
restoration ended up becoming Tim's
idea of what a 1979 SC could be as
his idea of an ultimate G-series track
machine. While the car initially had its
3.0, Tim had the engine fully rebuilt to
spec, only to find a 3.6 engine for sale
out of the US that he just knew had his
name written on it. The 3.6 made the
trip down to Australia, was immediately
pulled apart and refreshed as necessary.
The engine was immediately put into
the car, with the freshly rebuilt 3.0 being
thrown into storage.

Since then the car has had a full
coilover conversion done with KW
Clubsport, together with 17-inch Braid
wheels clothed in Yokohama 235 and
255 rubbers. The car has a healthy nod
to the 993 with brakes both front and
rear pulled from that generation of car,
a Wevo-blessed 915 box, Recaro seats

with stripped interior and colour-coded
roll cage, an insane GT3-style exhaust
with an actual GT3 muffler used and a
healthy dose of Rennline inside the car.

Tim and the beast are regulars at
Queensland track days, blessed with
three tracks in close proximity. While |
was kindly offered to drive the blue one,
| had recently torn my left calf muscle
on a bike ride; | figured having beers and
talking cars was the next best thing.

While the SC is still a work in
progress, Tim has since bought a 914
chassis and has already started a new
game plan with that machine. After all,
that 3.0 engine can't just sit around —
and the 914 would make a perfect home
mated to a Subi gearbox.
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Ben Przekop
Mercer Island, WA

Model

Year
Acquired

996 40TH
ANNIVERSARY
2004

MAR 2018

Peter Wilson
Adelaide, Australia

Model
Year
Acquired

9303.3
1980
2011

“Simplify, then add
lightness.” That

was the automotive
design mantra of
Colin Chapman,
legendary founder

of Lotus Cars.

That phrase popped into my brain as

| was relaxing at Peet’'s Coffee after a
spirited drive through the wonderfully
twisty roads of the Cascade Mountain
foothills, thoroughly smitten once again
with how delightful this 40 AE 911 is to
drive: powerful, agile, composed, a total
delight, and a lot of that is due to its
light weight. While Chapman was famous
for that catchy phrase, we know that the
folks at Porsche are equally as obsessive
about every ounce, and as a result are
one of the few automakers who still

With over a million
Porsche 911s having
been manufactured,
£ ! it is reasonable
& to expect to see
L them on the road
from time to time.
However, a recent set of coincidences
brought home to me just how much of
a ‘sports car for the people’ the 911 has
become over the past 50-plus years.

produce sports cars that weigh between
2,950 and 3,300 pounds.

If you don't believe me, compare the
published weights of current-generation
Olls against other cars with similar
sporting pretensions — you will be
shocked. For example, my daily driver
and occasional track car is a 2017 M4.
It has a great engine, but it also weighs
over 3,700 pounds! That is a huge
difference, especially on track. It
means that the tyres and brakes
degrade much more quickly, and
although the chassis and electronics
struggle to disguise all that weight, it is
much harder to drive quickly. As a result
it is more work than play. But it is not
only light weight that makes a fantastic
sports car, it is balance, and | don’t
mean 50/50 weight distribution.

A good example is how | find that
Porsche never feel ‘overpowered’, which
means you can put down all of the
power all of the time. Or how the GT
cars have a wonderful symmetry to the
way all the controls work: the steering
is firm and razor sharp, the clutch is
heavy but surprisingly easy to use,
the engine has incredible power but
delivers it smoothly and predictably, the
‘hand of God’ brakes are progressive
and consistent, and the suspension
provides a firm ride in which you can

About a month ago | started a new
job, and was soon talking to work
colleague Carlo about his 993 C4S
that has been in his family since new. A
couple of weeks later | spy a 996 in the
car park and get talking to its owner,
Mike. It turns out that he is a real 911
fan, also having a 997 Turbo. | hatched a
plan that we should drive all of our cars

to work one day and take some pictures,

which we finally achieved a couple of
weeks ago. The roll call covered a good
variety of air- and water-cooled 911s:
A 2008 997.1 Turbo manual in black, a
2000 996.1 Carrera Tiptronic in Lapis
blue, a 1997 993 C4S manual in Guards
red and my 1980 930 3.3 in Cyclamen
red. Mike's Turbo and Carlo’s C4S are
both immaculate, low-mileage examples
that look like they have just rolled out of
the showroom. The other two have been
well driven and enjoyed!

In terms of recent 930 usage, |
have just returned from a weekend trip
with my wife Alison to celebrate our
anniversary. We travelled to the Barossa
Valley, one of Australia’s best-known
wine-growing areas. The only hazards
encountered over two days of driving
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feel everything happening beneath you.
This all urges you to push the car harder
and harder through every corner. All of
these characteristics inspire enormous
confidence, and therefore exhilaration
rather than terror, but they don't just
happen by accident. They are the results
of conscious planning and an incredibly
well thought-out design brief to ensure
that the total package feels exactly like a
Porsche should feel.

were the dirt road and driveway to get
to our accommodation, and avoiding the
kangaroos on our way back from dinner.

Again the 930 did a great job of
swallowing our luggage, 