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PREFACE

This is probably the first book published in English on the NSU Ro80 and it is long overdue. For this reason, I have avoided the temptation to get too distracted by the Wankel- engined vehicles that paralleled the Ro80 or came after it, because these have been well covered in English and really only have the engine in common with the NSU.

While the Wankel rotary engine is integral to the character of the car, this book is a look at the life and times of the NSU Ro80 rather than a history of the engine itself.

The many intrigues that swirled around the Wankel engine in its early years have been well covered by other writers.

This book is not intended to be a detailed history of the complicated politics surrounding the Wankel rotary or even a really deep look into the technical mysteries of the engine (although inevitably both topics are touched upon as the story of the car unfolds). Rather, it is an appreciation of arguably the most interesting Wankel rotary-powered car of all, and the only one designed to take full advantage of what the Wankel had to offer in terms of packaging and refinement.

I hope you find out a few things that you did not know in the pages that follow and, even if you don’t end up acquiring an example of what I consider to be the last great bargain in the world of ‘significant’ classic cars, you can at least enjoy reading about the NSU Ro80 as much as I enjoyed writing about it.

Martin Buckley

Gloucestershire, December 2021




INTRODUCTION: AN ELEGANT VISION OF YESTERDAY’S FUTURE

The NSU Ro80 is the most celebrated motoring lost cause of the second half of the twentieth century, out-ranking the likes of the Edsel and the DeLorean. This is because, unlike those statements of misplaced optimism and ego, it was a good car. Not just good – the NSU Ro80 is one of the great saloons.

Launched in September 1967, the NSU Ro80 was an all-new four door, five seater car from a West German company that, post war, had never made anything other than economy runabouts, motorcycles and mopeds.This in itself would have been enough of a risk, but the NSU Ro80 (‘Ro’ for rotary, ‘80’ the factory design number) was also the world’s first purpose-built twin-rotor Wankel-engined family saloon. This compact, refined and elegantly simple power unit was the first really new concept in the realm of internal combustion engines for ninety years to achieve mass production. It was a bold statement of confidence in this new technology from a company that had been developing the engine since the 1950s and had already partly proved the idea in its low-volume, single rotor Wankel Spider of 1964–67. Based on the Sports Prinz coupé, just 2,375 of these rear-engined roadsters were produced. However, the Ro80 represented a step change in the firm’s commitment to Dr Felix Wankel’s brainchild. This was a prestige car created from scratch around the advantages the engine had to offer, packaged for maximum interior space and wrapped in a futuristic and slippery five-seater body that pointed the way to the best styling of the 1980s and 1990s.




Felix Wankel, inventor of the rotary engine that bears his name, approved of the Ro80 but was not closely involved with its design.



The shape is another major element of the car’s appeal. Breathtakingly well proportioned, with no unnecessary fuss, somehow it did not look German, even if the beautiful Fuchs alloy wheels – similar to those of the early Porsche 911 – are a clue.

Yet a car like the Ro80 could only really have come from Germany, where there was a passion for research and a pride in engineering not found elsewhere in Europe. In the 1980s it was calculated that the German motor industry spent more on research and development than the French, Italian and British motor industries put together.

Today’s BMW and Mercedes products are as susceptible to faults as anything else; but in the era of the Ro80, the German car industry was steeped in an almost militaristic discipline. Moreover, Germany offered high standards of technical education, fostering a belief in the ability of its products to break new ground while maintaining customer confidence. The reliability of German cars was rivalled only by Japan, which probably explains why the Wankel rotary engine only prospered in these two fastidious engineering cultures.

Much was made at the time of the Ro80’s aerodynamics – the fact that it had been designed in a wind tunnel. It was a slippery shape, but the profile for the Ro80 was instinctively aerodynamic. It was not in fact put into a wind tunnel at the Stuttgart Technical Research Institute (Europe’s first wind tunnel, opened by Dr Kamm in 1930) until the design of the car was virtually complete. The drag coefficient was found to be 0.355, which was 30–40 per cent lower than most modern saloons in 1967.




NSU reinvented its branding for the futuristic Ro80.






The world gets its first view of a car that still captures imaginations 55 years on.



The list of technical niceties did not stop there: front-wheel drive, superb power steering and four-wheel disc brakes gave the Ro80 top-drawer handling and driver appeal; long-travel strut suspension endowed it with a comfortable, absorbent ride. To mask the Wankel’s poor low-speed torque, NSU specified a three-speed, semi-automatic transmission with no clutch pedal. Instead, there was a micro switch in the gear knob that operated a vacuum system.




Plain steel wheels, no headrests and contrasting black paintwork under the front bumper on the pre-production Ro80.



The car was a masterpiece, considered by many to be the finest vehicle of its type in the world. However, it had one fatal flaw: its engine.




Claus Luthe (left) and Ewald Praxl with the famous scale model of the Ro80.






Gerd Stieler von Heydekampf with the Car of the Year award given to the Ro80 by the English magazine CAR in 1968.



Early examples of the NSU Ro80 suffered from acute wear of rotor tip seals, meaning that after 15,000 miles (24,000km) – or even fewer – owners of early models began to notice a lack of power and increased fuel consumption, which was never a strong point of the Wankel at the best of times.When this happened, engines became difficult to start and smoked heavily. As a result, NSU were generous with warranty claims – perhaps too generous – and many cars had as many as nine new engines.

The huge costs associated with these failures sent NSU into the arms of Volkswagen–Audi in 1969 and, as word got around about the Wankel engine’s woes, sales plummeted. Rather than hitting the planned 15,000 cars a year breakeven point, by 1973 production had plummeted to only five Ro80s a day.




After the merger with Audi, the Ro80 became the flagship of a much larger range of cars between 1969 and 1977.






The Ro80 was also awarded car of the year by the Dutch magazine Autovisie.



At a lower level, sales lasted until 1977, when the NSU marque died and Ro80’s place on the production lines was taken by the Porsche 924. Its legacy survived in several generations of large aerodynamic Audi saloons of the 1980s and 1990s, but the Germans seemed content to let the Japanese car firm Mazda carry the torch for rotary technology into the future.


DRIVING THE Ro80



It would be fatuous to claim that the Ro80 ‘drives like a modern car’. In almost every measurable way it cannot hope to match the standards of performance, cornering power and refinement – let alone fuel consumption – that are routinely expected of the 21st-century automobile. It does not have airbags, anti-lock brakes, stability controls or any of the other safety factors that make accidents so much more survivable than they were fifty years ago. It is roomy and well packaged, but rather narrow for a car of this class in today’s world.




The handling and roadholding of this substantial saloon set new standards in 1967.



Yet, judged as an individual entity, it is hard not to be impressed by the feeling of calmness, capability and composure that pervades this amazing motor car. It is very much a case of not what the NSU Ro80 does but the way that it does it that makes it such a special experience even today, fifty-five years on.

The manner in which the doors shut gives a first impression of good build quality without being in any way lavish or heavy: finish is of the order of a BMW of its time, but not quite so rich as a Mercedes or as rugged as a Volvo of the 1960s and 1970s. Only the cheap grey carpet in the huge boot grates slightly, and perhaps you will miss the electric windows to be expected on such a prestigious car.

Under the bonnet the compact Wankel engine is smothered by the ancillaries, making the point that while NSU had successfully built a tiny, powerful engine, the component makers were still only providing large, heavy full-sized alternators, starter motors and carburettors. NSU missed a trick by not putting the dipstick on the same side as the oil filler, given how regularly you need to check the oil: but otherwise there is not much to see other than the big inboard brake calipers.

The driving position seems just right – commanding, with a perfect wheel-to-pedal relationship.All-round vision is certainly superior to most modern vehicles with their massively wide roof pillars; and the cleanly designed dashboard with its orange and red ‘pilot lights’ and pull/twist switch gear is refreshingly free of distractions.

The seats are soft and comfortable, although your neck will feel oddly vulnerable in an early car without headrests.The vinyl seats found in some cars are sticky in hot weather, and later types tend to hold you better in corners. Newcomers usually notice the way the seat belts attach is at odds with the uniformity of modern cars and that the front floor is flat and obstruction free. The engine should start immediately and will not be spectacularly quieter – or all that much smoother – than a reciprocating unit at tickover.

With your foot on the brake pedal select a gear: the initial acceleration will seem almost ponderous as the torque converter churns, and there is no question of spinning the wheels. However, by the time you are going 30 or 40mph (48/64km/h), there is more of an impression of liveliness as the revs build and smooth out.

If the gear change is well adjusted, you can whip smartly into second (do not rest your hand on the gear lever, and tuck your left foot away so as to resist the temptation of mistaking the brake for a clutch pedal), floor the throttle and swish turbine-like up to 80mph (129km/h) or more with no sign of vibration or strain.

Three-figure speeds are arrived at quickly in top from here and you can cruise virtually at the Ro80’s maximum – any good one will easily show 115mph (185km/h) – but 90 is a good compromise if you want to keep the fuel consumption in check.

Two things are now evident. First, the car is really exceptionally stable and impervious to side winds: the sense that the NSU steering does not require any guidance at high speed makes it very relaxing. Second, wind noise is generally low, so you can listen to the radio even at very high speeds.




For once the car lived up to the hype: it really was something different.



The strong, progressive brakes are so confidence inspiring that you don’t give them a thought.The car just stops. Firm-ish at low speeds but impervious to speed humps, the long-travel suspension does not bounce or pitch.The steering is delightfully consistent in feel. It is light, but precise, so that you know exactly what is going on and with no ‘lumps’ in the flow of servo assistance, so that the fact that it is powered is not conspicuous.This was perhaps the first true assistance rather than power take over, the best of its type in the world.The fact that an Ro80 generates more roll than modern drivers are used to is in some respects a function of the huge amount of cornering power it has; you cannot change its attitude by throttle position, or upset it with the brakes. In a tight corner taken very, very fast the car will find its limits in the form of massive understeer, but in general fast driving it conducts itself magnificently, the silky feel and turbine response of its engine merely an important highlight of a superbly conceived saloon.



KEY PLAYERS IN THE WANKEL AND Ro80 STORY

Bercot, Pierre Citroën boss who championed the Wankel.




Pierre Bercot, Citroën boss and champion of the Wankel concept.
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Herbert Brockhaus, head of testing at NSU.
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Ed Cole of General Motors.
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Froede,Walter Head of research at NSU, key figure in creation of a practical, commercially-produced Wankel engine.
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Roy Hurley of Curtiss-Wright Corporation.
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Wankel’s mentor, Wilhelm Keppler.



Lotz, Kurt VW’s second post-war CEO (succeeding Heinrich Nordhoff) during the merger of Audi and NSU in 1969.




Kurt Lotz, chairman of Volkswagen from 1968 to 1971.



Matsuda,Tsuneji president of Toyo Kogyo (Mazda).

Paschke, Dr NSU chief engineer.

Praxl, Ewald NSU chief designer and ‘father of the Ro80’.




Luthe and Praxl with their creation.



Rowland, ‘Tiny’ Controversial South African-born businessman and Chairman of Lonrho who bought Felix Wankel’s interests in Wankel Gmbh in 1971 for DM 100 million.




‘Tiny’ Rowland, the colourful tycoon who bought out Felix Wankel’s interest in Wankel Gmbh in 1971.



Wankel, Felix Mechanical engineer, inventor of the Wankel rotary engine.




Felix Wankel in his workshop.



Yamamoto, Kenichi Engineer and Mazda executive who supervised the development of the Wankel engine for Mazda.




Yamamoto Kenishi, Mazda’s Wankel supremo.






NSU Ro80 TIMELINE



	1949
	NSU restart motorcycle production with the 98cc Fox.



	1951
	Felix Wankel makes first contact with NSU, working as a consultant.



	1953
	NSU motorcycles win the first of five world championships for 125cc and 250cc motorcycles.



	1954
	Development of the rotary engine begins at NSU.



	1956
	Works team of streamliner motorcycles breaks multiple world records at Bonneville, including 50cc record (at 121mph/195km/h), boosted by Wankel-type supercharger.



	1957
	First DKM Wankel engine runs. Prinz baby car introduced.



	1958
	First KKM Wankel engine runs.



	1960
	$8 million now spent by NSU on Wankel development.



	1961
	Dr Froede publishes his engineering paper on the Wankel rotary engine. Toyo Kogyo (Mazda) and Daimler-Benz become Wankel engine licensees. Planning of Wankel-engined Type 80 saloon begins.



	1962
	Production of Wankel Spider sanctioned by NSU board.



	1963
	Wankel Spider production begins (first customer deliveries 1964); basic design of the Ro80 approved by NSU board.



	1965
	NSU shows twin-rotor Wankel engine design at Frankfurt Motor Show.



	1966
	First working Ro80 prototype begins testing.Wankel Spider wins German GT Rally Championship.



	1967
	Ro80 launched at Frankfurt show.Wankel Spider and NSU motorcycle production ends.



	1968
	NSU Ro80 voted Car of the Year by international panel of judges. First right-hand-drive UK imports: four x circular headlamps.



	1969
	Peak sales year for Ro80. NSU merges with Auto Union Audi, to become part of the Volkswagen group.The K70, cheaper, piston-engined sister model to the Ro80 launched as an NSU at Geneva but withdrawn.



	1971
	K70 relaunched as a VW.



	1972
	Felix Wankel sells his interest in design to business magnate Tiny Rowland.



	1973
	Last small, rear-engined/air-cooled NSUs produced.



	1974
	VW K70 production ends.



	1975
	Revised Ro80 with bigger rear lights shown at Frankfurt.



	1976
	Testing of Ro80s with a bigger KKM871 engine begins.Twenty Audi 100s fitted with KKM871 built for evaluation.



	1977
	NSU Ro80 production ends.



	1985
	Audi NSU Auto Union officially becomes simply ‘Audi AG’.



	1988
	Dr Felix Wankel dies aged 86.





CHAPTER ONE

THE LITTLE PRINZ OF NECKARSULM

‘Obviously this new German challenger has been produced only after enormous thought: and in the minds of designers as well as buyers in all parts of the world it will provoke a very thoughtful reaction.’

The Motor road test of the NSU Prinz, 25 February 1959

Not far from Stuttgart, in the German state of Baden Wurttemberg, the city of Neckarsulm is located where the river Neckar meets the Sulm. It was a settlement of fewer than 4,000 hard-working, thrifty Swabian inhabitants in 1892, the year when Heinrich Stoll’s Neckarsulmer Radwerke adopted the acronym ‘NSU’ as the brand name for its bicycles. The original shield-shaped badge depicted the heraldic stags’ antlers of the former Kingdom of Wurttemberg and the cross of the Knights of the Teutonic order, who had a castle at Neckarsulm in the middle ages. Today, home to 26,000 residents, Neckarsulm is still a base for car manufacturing in the form of one of Volkswagen’s main German assembly plants, where it builds the larger Audi models on a 1.3 million square metre site to the tune of 160,000 cars per year.

The roots of NSU, like so many other turn-of-the-century car manufacturers, lie in bicycle making. Having established its engineering credentials as a maker of sewing machines in 1900, the firm built the first of the motorcycles that contributed so much to the fame of the marque around the world in the coming decades. By the mid-1950s NSU would become the largest producer of motorcycles in the world.




The 1956–62 250cc Supermax was derived from the Max and Spezialmax and featured improved rear suspension. In the 1950s NSU were the biggest motorcycle manufacturers in the world: production peaked in 1955 at 350,000.






NSU promoted its two-wheelers widely in competition through to the mid-1950s. Its unsupercharged 125 and 250cc Rennsport racing bikes were the fastest of their type in the world and won five world championships between 1953 and 1955.



Yet, before the end of the following decade, NSU would be part of the VW group. At the time of this uneasy merger (which was really a takeover), a few may have recalled that in the early 1930s it was NSU who had commissioned, in prototype form, the first iteration of Dr Porsche’s rear-engined wonder car. Others may have ruminated on the fact that the VW Beetle was not even a twinkle in Adolf Hitler’s eye when, in 1905, NSU supplemented the success of its two-wheelers (six different models were offered by 1904) with automobile production.




Surprisingly, NSU continued to produce pedal bikes until the 1960s.



The first Neckarsulm-built four-wheelers were to a Belgian design called the Pipe and produced under licence.

However, the first true all-NSU motor car did not appear until 1906 – the original 6/10 PS being quickly joined by the more powerful 15/24 PS.

These were conventionally engineered and relatively light four-cylinder, side-valve touring cars of between 1.3- and 4-litre capacity, which gave a good account of themselves in reliability trials and, after the 1914–18 war, in racing.A works team of three 5/15 NSUs won the 1923 Avusrennen; three years later, at the same venue, the six-cylinder, 30bhp cars swept the board with a 1/2/3/4 class win at an average speed only a few miles per hour short of Caracciola’s straight-eight Mercedes.


GERD STIELER VON HEYDEKAMPF 1905–1983



Born in Berlin, Gerd Stieler von Heydekampf was an engineer of Prussian military background whose wisdom and guidance were highly instrumental in bringing the Ro80 to fruition. Having gained his engineering doctorate in 1929, he spent the formative years of his career working in America, first with the industrial boiler makers Babcock and Wilcox and then at the Baldwin Locomotive Works before returning to Germany in a management position at Adam Opel in 1936.




Gerd Stieler von Heydekampf is the man behind the wheel.



The car and truck maker had been acquired by GM in 1929. Its new Brandenburg Works was Germany’s largest truck-making plant, producing 130,000 of the famous Opel Blitz commercial vehicles between 1935 and August 1944, when the plant was virtually obliterated by an RAF raid.These vehicles, thought latterly to have been built by forced labour, were used extensively by the German military during the war and were most infamously deployed as ‘Gas Vans’ during the holocaust, although there is no evidence that von Heydekampf knew anything of this – or could have done anything much about it if he did.

Already on the board of Opel, von Heydekampf was General Manager at Opel by 1938 before being hand-picked by Albert Speer in 1942 to run the Tank and Locomotive commission at Kassel, succeeding Dr Porsche, whose complex designs and constant technical changes were holding up production.As a Wehrwirtschaftsführer with responsibility for 60,000 workers, von Heydekampf was an important figure whose wartime activities guiding German tank production did not go unnoticed by the occupying Americans post-1945.When interrogated by the Combined Intelligence Objectives SubCommittee in June 1945, von Heydekampf was able to give a great deal of detail about the why and how of wartime German tank design and construction, even down to Hitler’s preference for air-cooled engines. He claimed that he had only joined the Nazi party in 1940 when it was suggested he did so by the local Nazi Gautier: other accounts say he joined up as early as 1933.

Towards the end of the war he conspired with Albert Speer against Hitler’s industrial ‘scorched earth’ policy.After the war – and a short spell in prison due to his well-known Nazi sympathies – von Heydekampf joined NSU as a consultant in 1948 then as a full employee in 1950, with responsibility for purchasing. In 1953 he joined the board, where he remained until a heart attack forced his retirement in 1971.

With his big cigars and mid-Atlantic accent, the good-natured and approachable von Heydekampf had a strong whiff of Detroit about him.Anxious to change NSU’s image he guided the firm not only through the highs and lows of the Wankel adventure – and merger with Audi – but also kept the production lines of the relatively small Neckarsulm factory humming in the face of seemingly irresistible 1950s and 1960s competition from the ever-greater strength of VW and the bottomless pockets of GM-funded Opel.



THE VW CONNECTION

By now NSU had a dedicated facility at Heilbronn making private cars, taxi cabs and light trucks. However, the economic situation in Germany had become so dire by the end of the 1920s that NSU were forced, in 1928, to sell the factory to the Italian manufacturer Fiat, which agreed to keep building NSUs on the site until 1932.

From 1930, alongside NSU models the Italians produced local versions of established Fiat vehicles on this site. During World War II they also assembled NSU/Fiat-badged cars for export markets, sometimes to specifications not found elsewhere in the Fiat empire.

When NSU built three prototypes of the Porsche-designed KdF VW in 1933 – the true predecessor to the eventual Wolfsburg Beetle – they fell foul of the contract they had with Fiat not to go into direct competition. So the original NSU corporate entity concentrated on making motorcycles, encouraged by the technology-focused Nazi regime to find advanced solutions, as evidenced by the overhead camshaft, supercharged machines it displayed at the Berlin motorcycle show in 1935.




A works team of NSUs won at Avusrennen in 1923 and 1926.



During the war, NSU’s contribution was to build half-tracked Opel Olympia-engined motorcycles for the army called the Kleines Kettenkraftrad or NSU HK100.

The factory avoided bombing damage until two weeks before the cessation of hostilities. After serving briefly as a repair facility for the allied forces, the Neckarsulm works returned to two-wheeler production with the 98cc Quick and the 4-stroke 100cc Fox, both of which were singlecylinder machines. NSU assembled Italian Lambrettas under licence between 1950 and 1956 and then built a successful range of scooters of their own design that stayed in production until 1964. NSU reintroduced its pre-war Konsul I and Konsul II 350 and 500cc models from 1951 to 1954, but found worldwide fame with its little 50cc Quickly moped, which at the height of its popularity was being built at the rate of 1,000 units per day.

NSU promoted its two-wheelers widely in competition through to the mid-1950s. Its unsupercharged 125 and 250cc Rennsport racing bikes were the fastest of their type in the world (with 125bhp per litre) and won five world championships between 1953 and 1955, before the factory bowed out of Grand Prix activity in the face of growing costs and a flagging domestic motorcycle market.

Record breaking was seen as a cheaper way of capturing attention: in 1956 the works team decamped to the Bonneville Salt Flats for a remarkable assault on six different capacity class motorcycle records with a set of cigar shaped streamliners, the 50, 100, 125 and 250cc machines deploying hammock-type seating positions. At 211mph (340km/h) the 500cc twin took the absolute world speed record for motorcycles by a full 26mph (42km/h).The 250cc Delphin III crashed at 195mph (314km/h), but the 350 was timed at 189.5 mph (304.9km/h), the 125 at 150.3mph (241.8km/h) and the 100cc bike at 138mph (222km/h).

That the 50cc Baumn streamliner topped 121mph (194.7km/h) is possibly the most amazing achievement of all. Eight times more powerful than the production NSU moped at 12.8bhp (256bhp per litre), its secret was a beltdriven supercharger based on the as yet unheard-of rotary Wankel engine.




(Left-to-right) NSU works riders Ruppert Hollous and Werner Hass with NSU engineer Ewald Praxl.






NSU bikes were hugely successful in competition in the 1950s with their 125 Rennfox and 250cc 4-stroke Rennmax, the latter a DOHC 135mph (217km/h) machine with a six-speed transmission.






In 1956 NSU made record attempts at Bonneville in six capacity class records with cigar-shaped streamliners: the 211mph (340km/h), 500cc twin took the absolute world speed record for motorcycles by a full 26mph (42km/h).




THE NSU-FIATS



When NSU, instructed by its backers the Dresdner Bank, aborted its plans for car production at its new factory at Heilbronn in 1929, the facility was sold to Fiat for one million Deutschmarks. Located a mere 7 miles (8km) apart from each other, NSU Automobil AG and NSU werke AG co-existed somewhat peacefully, the motorcycle makers even – briefly – making parts for the Heilbronn factory.They did fairly good business with locally produced versions of the Fiat 500 and 1100 (under licence from Fiat in Turin) pre-war, but post-war the situation became more uneasy, particularly when the NSU Werke at Neckarsulm began to feel that the car makers were beginning to profit from the successful image of its race-winning motorcycles. Relations turned sour – and legal – when it was announced that the Neckarsulmers planned to build an all new car in the same class as the soon to be released NSU-Fiat 600 and badge it as an NSU. However, a judge threw Fiat’s complaints out of court, stating that the rather casual 1929 agreement carried no legal weight and was ‘against the public interest’.After this ruling the NSU-Fiats became simple ‘Neckars’: the ‘Jagst’ was the 600, while the German 500 baby car was known as the ‘Weinsberg’. Its version of the 1100 was badged Europa and in all cases trim levels were a little ahead of the basic Italian Fiats. Neckar production lasted until 1971.









NSU TYPE 32, FATHER OF THE BEETLE



When in 1935 Adolf Hitler commissioned Ferdinand Porsche to create a ‘people’s car’ for working-class Germans, he was almost certainly aware of the small saloon that Dr Porsche had designed for NSU a year earlier.Although rather larger than the eventual KDF Wagen, the Type 32 had a rear-mounted, air-cooled boxer engine and torsion bar suspension. It presaged the general outline of what would become the famous VW Beetle and thus played a large role in maturing the designer’s ideas on the matter of a true every-man small family saloon. Only three NSU Type 34s were built – rather noisy 1.4-litre cars that were good for 55mph (88km/h) on 20bhp; the one surviving example had managed 200,000 kilometres before being put out to grass, post-war, as a museum piece. Given that motorcycle sales were on the up, and fearing the displeasure of Fiat (who had the right to use the NSU name on its own cars in Germany) NSU thought better of the idea of going back into the car business. Hitler’s concept was for a smaller and almost impossibly cheap people’s car to thrum along his new autobahns.The three Type 60s that Dr Porsche delivered to the Fuhrer’s brief were put through their paces – in the Alps, forests and on autobahns – by the Research Institute for Motor Vehicles. One of the young testers was a certain Walter Froede, key progenitor of the Ro80.
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