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FOREWORD


Richard Attwood


I began racing Formula Junior Lolas in 1961, which included winning at Monaco in 1963, graduating to Formula 2 in 1964, and entering F1 with BRM the same year. At the same time I was also enjoying Sports and GT cars, driving John Wyer’s Ford GT40s and Ferrari P330-P3/4s for David Piper and Maranello Concessionaires from the mid-1960s onwards. I was a member of the works Porsche team from 1969 to 1971, helming Martini-Salzburg and Gulf-JW-Automotive 917s and 908s, culminating in the 1970 Le Mans win alongside Hans Herrmann in the red 917/023.


I retired (temporarily) in 1972, since when I have worked with and raced various Porsche products to keep me fresh. Most recently, in 2017, I raced a 928S in the HSCC’s Road Sports event at Croft circuit. Back in the day the Works drivers received 911s as their road cars. While the others tended to swap theirs every year for the latest evolution, I kept my 2.0S as I was rather fond of it.


I’m pleased to write the Foreword to Johnny Tipler’s book on the most recent generation of 911s, the water-cooled Carreras, because I have been closely involved with them since their inception in 1997. I can still be found at the Porsche Experience Centre on odd days of the week. When the 996 came out and landed at Millbrook Proving Ground it was very apparent that it was the start of the 911 becoming a more sophisticated car: it was quieter, faster, more economical and more refined. Of course, with any new Porsche, it was also more expensive!


The same theme has continued with every successive model and Gen 2 evolution of each one, to the point that the current cars are totally user friendly for anyone to drive.
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According to Richard Attwood, ‘with all the traction aids and four-wheel drive, on the road the current 911 is almost ridiculously relaxed to drive.’ ANTONY FRASER
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1970 Le Mans winners Hans Herrmann and Richard Attwood are reacquainted at Classic Le Mans 2010. AUTHOR
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Driving the red Porsche 917 #23, Richard Attwood and Hans Herrmann won the 1970 Le Mans 24-Hours. PORSCHE MUSEUM ARCHIVES
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Richard Attwood is a consultant on the Porsche Driving Experience at Millbrook and Silverstone. ANTONY FRASER





For instance, the big difference between the 997 and the 991 is that the later model is now very difficult to break away at the rear. Exactly how Porsche achieved this with two-wheel drive was very significant, and how they did that with the same wheel and tyre combination is amazing. Now, with all the traction aids and four-wheel drive, on the road the current 911 is almost ridiculously relaxed to drive. And yet they are still evolving, and as l jokingly say to my favourite customers, Porsche are still trying to get the 911 right.




 


PREFACE


Porsche motoring became a reality for me in 2000 when I traded my Dad’s Audi A4 against a left-hand-drive Prussian Blue 1984 3.2 Carrera. In those days Mrs T and I were involved in a cross-country school run, 40 miles (65km) each way, twice a day, and the kids – and the dog – were small enough to fit comfortably in the back of the 911. Only a Porsche could have made that episode pleasurable. It was a true family car: a couple of summers later I fitted a Thule top box and we drove through France and Spain to Portugal without significant discomfort. I also played in a band and my 911 accommodated the whole drum kit, even with my daughter Zoë buried in the back under the tom-toms.


That was a classic car even then, of course. But what of the modern 911? Launched in 1997, the water-cooled 996 was three or four years old by this time, and even though I’d started scribbling for the Porsche magazine in 2000, I was still not particularly enamoured of the new breed of ‘911’. That was partly because it might as well have been in a different universe price-wise and, with its fried egg headlights (shared with the Boxster), curious liquid cooling (what was that all about?!) and overblown globule contours, it didn’t look enough like a trad 911 to qualify for the honour of using the legendary moniker. That was down to CAD (computer-aided design), here employed at Zuffenhausen for the first time on the 996, generating a digital rendering before the three-dimensional clay buck was pared. Plenty of air-cooled buffs remained downright sceptical of ‘the Kettle’.
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996 C2 ‘Pig Energy’ at my house in the Douro, northern Portugal. AUTHOR





The water-cooled 996 was firmly entrenched in the Porsche model line-up as we rolled into the twenty-first century, and the ensuing decade has seen two major evolutions of the 911 – the 997 and 991 – spawning a host of GT derivatives and special editions.


First of these was the 3.6-litre, 360bhp 996 GT3, beloved of my photographer colleague Antony Fraser. This is a light-weight, lowered and stiffly sprung roustabout derived from the factory-built GT3 race cars, and based on the 4WD model’s broader bodyshell. It was brought out in 1999 as a club racer and trackday hooligan with more than a passing nod to the GT3 motor sport category. The normally aspirated 3.6-litre water-cooled flat-six used the casings of the old 964, which were also utilized by the GT1 Le Mans car as well as the 996 Turbo unveiled in 2002. Both these models – the 996 GT3 Mk 1 and the 996 Turbo – subsequently provided two of my all-time motoring highlights. A few years ago Antony and I went to Zandvoort circuit in Holland to interview racer Jan Lammers, and he gave me an eye-opening run around the dunes in the GT3. Fraser is no slouch, but Lammers was a slammer, and I could see, as he hurled it from lock to lock in the context of an undulating race track, what this factory-tuned 996 comps car was really all about.




[image: images]


996 C2 ‘Pig Energy’ touring the Brittany coast. AUTHOR





Going back a bit, in the early 2000s I drove a 996 C4S press car, courtesy of Porsche GB, up to Hadrian’s Wall for a feature based on General Wade’s military roads that flank those Roman bulwarks. This was an entirely competent car, or so I thought until on the way south, while the computerized fuel gauge told me there was at least 30 miles-worth left in the tank, I found myself stationary beside the A1 Doncaster by-pass as white vans honked in derision!
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Gen 1 996 GT3 during a photoshoot in the underground car park at the Porsche Museum, Zuffenhausen. AUTHOR
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Murky business: driving the Pass of the Cattle in north-west Scotland in a 996 Turbo. PETER ROBAIN





My next voyage in a 996 was rather more illuminating, driving a 996 Turbo up to the north of Scotland and negotiating the mesmerizing corkscrew of a road that crosses over to the Applecross peninsula on the west coast. This all-wheel drive, 420bhp twin-turbo missile revealed its Jekyll and Hyde personality in its blistering pace heading from Inverness to Wester Ross, and its restrained ability on the winding ascent (1:5) over the 2,000ft (626m) Pass of the Cattle and the descent to the sea. On the major arteries north and south, the Turbo was the most benign of companions, easing past other traffic without blinking. The 996 Turbo offered even more poke in S guise, for an extra £10 grand, punching out 430bhp.


This is essentially a 911 dissertation, but by way of taking us through Porsche actions in the 2000, I’ll mention in passing that the Cayenne 4 × 4 SUV was launched in 2002, and I’ve enjoyed outings in this hugely capable trans-continental express to the Netherlands, the Nürburgring Old Timer and Spa-Francorchamps. Mrs T and I followed the progress of Vic Elford and David Stone’s 911 on the 2008 Monte Carlo Historic Rally in a Cayenne Turbo, chauffeuring Mrs Elford (Anita) and Mrs Stone (Bibi) along the way. Luckily, they spoke French and could intercede with the implacable traffic cops. And then in 2009 Fraser and I took one to Zuffenhausen to attend the opening of Porsche’s fabulous new museum. That same year Porsche’s other four-door limo came out, the Panamera, with V6 and V8 power units and a hybrid in the pipeline.
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Specialist tuning and parts purveyor FVD built a 4.0-litre 997 GT3 RS, seen here storming the Schauinsland hill climb in the Black Forest. ANTONY FRASER





A lot of the 911 story in the Noughties is about evolution; nothing stands still for long. It’s also inevitable that there’s more to say about the 996 models than the subsequent 997 and 991, because issues such as the intermediate shaft bearing (IMS), oil leaks and bore-scoring were ironed out during the earlier years. By the time of the 991 the model was, to all intents and purposes, faultless. And that is to the detriment of the 911’s traditionally flawed concept: you loved it because of and in spite of its foibles. Talking of foibles, the GT3 lineage will always have a wilful streak – all competition-based cars do, though that again became increasingly subdued with successive incarnations.


The second-generation 997 GT3 RS appeared in 2009, with lightweight bodywork elements and powered by a 450bhp 3.8-litre engine, plus modified suspension and engine mounts and a titanium exhaust. Two years later the third-generation 997 GT3 RS appeared, with a long-stroke 4.0-litre flat-six in 2012, the largest flat-six to occupy the 911’s engine bay, and developing 500bhp. Lightweight components included carbon fibre bonnet and front wings, bucket seats and plastic rear windows, while aerodynamic tweaks included lateral front air deflection vanes (used for the first time on a production Porsche) to increase downforce. I sampled one prepared by Willy Brombacher’s FVD concern in 2012, rushing up the legendary Schauinsland hill climb. Staggeringly fast, with wheelspin in every gear that I dared explore up the damp Black Forest incline, it was a salutary lesson in top-end performance characteristics.


Porsche has come up with two supercars so far in the twenty-first century. With its origins in the 1996 GT1 WSC racing car, the mid-engined Carrera GT with its 5.7-litre V10 and carbon fibre chassis was in production between 2004 and 2007. Just 1,270 cars were made at Leipzig in a run that ended abruptly. This was followed in September 2013 by the Michael Mauer-styled mid-engined 918 Spyder and RSR coupé, each powered by a 563bhp 4.6-litre V8 supported by a pair of electric motors. A racing variant was shown at the North American International Auto Show in 2011. On-track success is a manufacturer’s best advert in the showroom, and during this time Porsche’s Carrera Cup has gone from strength to strength, with national series flourishing as well as the international brigade that’s showcased at the F1 Grand Prix curtain-raiser. I will dip into that scene in Chapter 9.


For now, though, I hope you’ll enjoy this journey through the evolution of the water-cooled 911s, from the prosaic to the exotic, bookmarked with driver and personality interviews, and illustrated with a glorious range of images from professional photographers and artists and the Porsche photo archive.
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Distinctively liveried 997 GT3 at Lime Rock Circuit, Connecticut, during a round of the IMSA US Porsche Carrera Cup series, 2014. AUTHOR







 


INTRODUCTION


It was an incredibly brave move of Porsche to introduce a completely new model line of water-cooled 911s, at the same time as abandoning its stock-in-trade air-cooled models that dated back to the firm’s inception – and indeed, dropping the front-engined (water-cooled) sports models entirely. True enough, in financial terms it was probably the way forward, and in environmental as well as performance terms there was no alternative. But still, it needed guts to make the call: the organizational shift from one production methodology to another, the admin, the marketing logistics and implementation were colossal.




[image: images]


My 996 C2 and Boxster 986 S, contemporary models that shared many components during production. AUTHOR





The water-cooled Porsche Carreras were introduced in 1998 with the 996 model, following on from the Boxster 986, which shared much of the 996 componentry. While the Boxster is a mid-engined sports car, the 996 follows a similar pattern to the traditional 911, being a coupé with rear-mounted engine – liquid-cooled as opposed to air-cooled – with just as many spin-off variants. Indeed, Porsche still likes to call the Carrera models 911s; their internal designations are 996, 997 and 991.
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In mid-2018 Porsche produced its Millionth 911, creating a special one-off 991 to commemorate the achievement, pictured here on the concours at the Museum in Zuffenhausen. AUTHOR





Over the past 15 years or so I’ve driven a wide cross-section of water-cooled 911s, whether press cars or the products of Porsche specialists, offerings from motor traders and private owners, as well as running my own 996, and I’ve been able to drive them to some stunning locations in pursuit of feature articles. There’s absolutely no substitute for getting behind the wheel and making a journey to fully gauge and comprehend what a car is capable of, and what defines its character, and that’s what a large part of this book is comprised of: my on-the-road experiences in water-cooled 911s, illustrated by a wealth of superb photos provided by pros like Antony Fraser, Amy Shore, James Lipman and Peter Robain, together with my own contributions and some stunning shots from the Porsche Photographic Archives, augmented by a few super artworks by talented automotive painters Caroline Llong, Laurence Henry, Tanja Stagnic and Sonja Verducci.
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The 600bhp 991 Turbo S Exclusive is finished in exclusive Golden Yellow Metallic paint, celebrated on canvas by artist Tanja Stagnic in her painting of the car, which was displayed at the International Frankfurt Show. Tanja uses acrylics, gold leaf and jewels to achieve the image, and the process of creating the painting can be viewed on YouTube. TANJA STAGNIC
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Hans-Joachim Stuck is a brand ambassador for Porsche and has scored countless wins for the marque during his 50-year professional racing career. ANTONY FRASER
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Legendary Porsche racing driver Hans-Joachim Stuck samples a 997 Turbo Cabriolet. ANTONY FRASER





I no longer mind the fried egg headlights, but when the 997, the 996’s replacement, came out in 2005 I welcomed the new model’s tendency towards the classic 911 look. It’s badged a Carrera, but I still can’t accept that the name, once applied exclusively to paragons of Porsche performance like the 2.7 Carrera RS, is not diminished by being applied across the board to all but the GT2/3 and Turbo models, the very machines that actually merit the appellation. Anyhow, the 997 coupé contrived a lower drag coefficient (0.28) than the 996, its interior was agreeably redesigned, and it was said to have retained only a third of its predecessor’s componentry.


The basic 997C2’s 3.6-litre flat-six produced 325bhp and the 3.8-litre motor powering the 997C2S developed 355bhp. The latter was equipped with uprated suspension and PASM (Porsche Active Suspension Management) with electronically adjustable settings. It also came fitted with so-called Lobster Fork 19in alloys, bigger brakes with red calipers, and dazzling Xenon headlights. The all-wheel-drive C4 and C4S versions were announced for the 2006 model year, featuring the wider shells and fatter tyres.


The 997 Cabriolet was actually designed before the closed versions on the basis that the necessary chassis strengthening for the open-top car could be pared down for the coupé. Antony and I have had two or three forays in the ‘hairdresser car’, including a snowy run into Scotland to photograph a Turbo Cab beside the Falkirk Wheel, and motoring to Frankfurt in a white one to persuade Hans-Joachim Stuck to take it for a drive. He didn’t bat an eyelid.
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Porsche’s chief test driver Walter Röhrl signs off every new model. Here he drives me up a hill road near Regensburg in his 997 GT3 RS. ANTONY FRASER





More up Stucky’s street, though, the 997 GT3 RS, launched in 2006, was a road-legal version of the FIA-homologated GT3 RSR race car using a GT3 driveline with a lightweight flywheel and closer gear ratios. There was a carbon rear wing and a front splitter, plus lightweight plexiglass rear windows and a factory roll cage. Another career highlight was being driven up a damp Bavarian hill road in a GT3 RS by none other than Walter Röhrl in 2010: caged and trussed like a cock pheasant bound for the Aga, I was hurtled sky-wards, the maestro unconcernedly getting two wheels on the verge when confronted by a giant combine harvester. After that Walter could do no wrong and I no longer feared for Antony Fraser’s safety as he crouched on the apex of a turn to snap us sliding towards him. Walter’s car was painted black with orange detailing, and he’d had his 964 RS similarly hued to match.


The 997 Targa model – in C4 and C4S spec – was relaunched in November 2006, bridging the gap between cabriolet and coupé with its clever sliding glass top pioneered in the 993 Targa. I had a couple of lengthy road trips in Targas, one to Münster with Brett Fraser to do a couple of magazine features on the 917 and 935 exotica in Jan Luehn’s showroom, and another with Antony Fraser to cover the Monte Carlo Historic Rallye in 2010, when Bjorn Waldegård was the shooting star in the classic 911. Both times the 997 Targa’s ingenious lid made stowing their extensive camera gear a piece of cake. Who said 911s weren’t practical?


In July 2007 the 997 GT2 replaced the 996 version of Porsche’s hottest road car. Power came from the twin turboed 523bhp 3.6-litre flat-six, allied to a 6-speed manual gearbox and rear-drive transmission. Quoted top speed was 328km/h (204mph), making it the first road-legal 911 to break the double ton, although Ruf’s Yellowbird 911 had managed 340km/h (211mph) twenty years earlier in the famous Ehra Lessien showdown with the Ferrari F40, Lamborghini Countach and the 959. The bonkers 620bhp GT2 RS appeared in 2010.
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The 997 Carrera Targa’s rear hatch provided excellent storage for photographer Antony Fraser’s camera equipment, pictured here on the Col de Turini during the Monte Carlo Rallye Historique in 2010. ANTONY FRASER





Subtle upgrades for the 997 in 2009 included Bluetooth mobile phone technology, a larger air intake in the front valance, new headlamps and rear lights and, far more cru-cially, new common-rail direct engines married to the dual clutch PDK gearbox were installed. Changing gear in a 911 would never be the same again. The 997 Turbo unveiled in August 2009 was still configured as a four-wheel-drive chassis, incorporating a system related to the AWD Cayenne’s, which was meant to improve all-weather handling rather than simply benefit traction, though the PTM facility was rearward biased. The Turbo used the same twin-turbo 3.6-litre flat-six as its predecessor, now rated up to 480bhp and 620Nm of torque, thanks to VTG (variable turbine geometry), which manages to combine the low-revs boost and swift response characteristics of a small turbo with the high-revs grunt of a big turbo. Not only was fuel consumption better, the 997 Turbo went from standstill to 100km/h (62mph) in 3.7s  in manual mode, topping out at 310km/h (193mph). A year later the Turbo S was available, basically an all-options Turbo, cranking out 520bhp, and it’s likely that the quoted 0–60mph time of 2.8s was facilitated by the PDK transmission because it provides a faster shift than it’s possible to achieve with a manual box.
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The 991 Turbo S ‘Limited Edition 918 Spyder’ commemorated the eponymous 981 Boxster model, with just 918 units produced. AUTHOR





For the 997 GT3, the time-served Turbo motor descended from the 964/993 and GT1 Mezger race engine was replaced in 2009 by a new 493bhp, twin-turbo, 3.8-litre unit based on the 997 C2S’s 3.8-litre unit, including uprated intercooler and fuel system. Paddle shift controls for the PDK double-clutch gearbox also appeared for the first time on the Turbo, with Sport, Sport Plus and launch control options displayed on the steering wheel when selected via the optional Sport Chrono package. There were stylistic tweaks too: like the 996 Turbo, the GT3’s LED driving lights, parking and indicator lights were mounted horizontally across the front air intakes, while the rear wing was a retake on the 996’s biplane spoiler.
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The 991 Carrera S posed beside the former Funkturm Race Control building on the previously banked North Turn of the AVUS racetrack in Berlin. What remains of the original circuit is basically a 9km stretch of autobahn dual carriageway. ANTONY FRASER





Porsche was fond of claiming that virtually every constituent part of a new model was fresh, such as the 993 following on from the 964, and in 2012 the 991 was touted as only the third entirely new platform since the original 911 was released in 1963. Its chassis was indeed quite different to all its predecessors. The 991 was the first 911 to employ aluminium in its construction, being used for the floorpan, roof, door skins, bonnet, engine lid, luggage compartment, front crash structure and rear wings. That amounts to 45 per cent of the chassis, so even though the 991 was larger than the 997, it was 50kg lighter, enhancing performance figures in the process.
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The 385bhp 997 C2S provided superlative transport to the 2010 Le Mans Classic. ANTONY FRASER





The 991 C2 was powered by a 350bhp 3.4-litre engine, while the sibling C2S’s 3.8-litre produced 400bhp. A 3.9in (99mm) longer wheelbase accounted for an overall increase in length of 2.2in (56mm), while the rear axle shifted back-wards towards the engine by an extraordinary 3in (76mm), and the front track of the C2S was 2.0in (51mm) wider. The PDK transmission was revised, and a ground-breaking 7-speed manual gearbox was available, double-declutching during downshifts when set in Sport Plus mode. Electromechanical power steering replaced the hydraulic set-up, while a stop-start system switched the engine off when stationary at red traffic lights, and a freewheeling system placed the engine at idle while coasting downhill, bringing environmental as well as economical benefits. A torque vectoring system braked the inner driven wheel during turn-in, while on-board stability aids PASM and PDCC improved ride quality and stiffened the suspension during fast cornering.


With the retirement of Harm Lagaaij in 2004, the in-house design team was now headed by Michael Mauer, whose first baby was the 991. But on the corporate front, Porsche was involved in major changes. CEO Wendelin Wiedeking, who’d lifted the firm onto its mass-production platform from his arrival in 1993, sought during the early 2000s to bring Porsche into a position where it could acquire Volkswagen, and by degrees the fiscal feelers fell into place. That would have been quite an irony, given that Professor Ferdinand Porsche designed the VW Beetle in 1936, and the 356 came into being in 1948 using Beetle components. Volkswagen, however, turned the tables, and the result of the financial chess game was that Porsche became a Volkswagen-owned company on 1 August 2012. Wiedeking was replaced as CEO by Michael Macht in 2009 and then Matthias Müller in 2010.


The 4WD versions of the 991 were introduced in January 2013, with the customary wider rear bodywork, fatter tyres and a red reflector strip between the tail lights. A significant bonus was that the intelligent 4 × 4 system now deployed drive to the front axle only when necessary, so there was more of the sensation of driving a more finely honed rear-wheel-drive car when conditions allowed, while dispensing power and torque up front when road and weather situations required it. As well as hiking the power output of the 991 Turbo and Turbo S to a whip-cracking 520 and 560bhp, among the innovations flagged up for the 2014 model year were a  rear-wheel steering  system for the Turbo models that basically works by rotating the rear wheels backwards at low speeds to sharpen handling.


As the Carrera models have evolved, you would expect that the most recent would be the best. Of course that’s true in many ways, although the more complicated they get and the more attuned they have to be to the demands of safety and emissions legislation, the less delicate and tactile they become. The middle ground was probably reached in the 997 era, though one tries to keep an open mind. For instance, the 991 Cabriolet that Antony and I took to Bavaria in 2014 was a fabulous machine, civilized at high speeds on the unrestricted German autobahn – we saw 170mph (274km/h) more than once and could still hold a normal conversation – and it was just as entertaining on the winding sub-Alpine hairpins. It was also amusing to lower and raise the canvas-clad magnesium roof at 25mph (40km/h) to catch the farmyard aromas as we glided through the Bavarian countryside. We agreed it was quite possibly the most capable Porsche all-rounder we’d ever been let loose in. Whether that assertion stands up by the time you get to the end of the book is another matter.
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The 991 C4S was launched in 2012 at the Paris Motor Show, powered by the 400bhp 3.8-litre flat-six engine, with a facelift coming in 2014. The Gen 2 version debuted in October 2015, running with smaller 3.0-litre twin-turbo engines, developing 420bhp. This was the first time that 911 Carreras were fitted with turbochargers, apart from the specifically designated Turbo models. ANTONY FRASER







CHAPTER ONE


 


DESIGN AND CONCEPT OF THE 996


BOILING THE KETTLE


Not many Porsches polarized enthusiast opinion as markedly as the 996-model Carrera. Its Boxster stablemate trod new ground, while the 996 sought to recreate the 911; and propositions do not come much more audacious than that. Unveiled at the Frankfurt Show in September 1997 and on sale from late autumn that year, thse 996 was, from the outset, a love-it or loathe-it car. Not surprisingly, given fifty years of air-cooled antecedents, many Porsche buffs were prepared to loathe it with an almost sectarian fanaticism. Air-cooled diehards considered it to be little short of an abomination. Never mind that it looked a bit like an overbaked 993, or that, from the front at least, it looked very much like its junior sibling, the entry-level Boxster, with which it shared most of its frontal body panels and hardware. Never mind that it maintained the marque’s tradition of a rear-mounted flat-six power plant: what really upset the nay-sayers was the fact that its engine was nothing less than water-cooled. Whatever next? An all-wheel-drive off-roader? And that is why the water-cooled (liquid-cooled) 911s are known disparagingly as ‘kettles’. Never mind the fact that models such as the 924, 944 and 928 had been thus chilled since the late 1970s.
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Featuring three eras of 911, the 2015 Jerry Judah sculpture that soars over the roundabout at the heart of Porsche’s Zuffenhausen factory and museum complex. AUTHOR
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Anatomical cutaway reveals the inner workings and componentry layout of the Gen 1 996 C2. PORSCHE MUSEUM ARCHIVES





The cognoscenti knew that, for several reasons, Porsche simply couldn’t carry on building air-cooled engines, or indeed the adorable 993, and so they welcomed the 996 with open arms. It was as modern, as contemporary, as aesthetically stylish and, above all, as fresh as Porsche devotees could have realistically hoped for, and had just the right blend of restrained aggression and timeless elegance to make it appear as much at home in Knightsbridge as the Nürburgring. No wonder that, by the time production ended in early 2005, the 996 had sold well over 150,000 units of all derivatives. More significantly on a corporate level, in consort with the 986-model Boxster, it transformed Porsche from its mid-1990s status as one of the world’s most endangered independent car companies to the most profitable of all.


The 996 was no slouch, even in base 3.4-litre format. The first water-cooled 911 went, and still goes, remarkably well, too. From standstill to 62mph in 5.2s, and on up to a maximum of 174mph (280km/h); allied with flawless brakes, and a poise that belied a quarter of a tonne of engine slung out behind the rear wheels. It sounded good, too. Here was a 911 you could drive every day and in all weathers, and which, with 10,000-mile (16,000km) service intervals, wouldn’t cost an arm and a leg to maintain. To this day it remains every inch a proper Porsche. The 997 is better – marginally, perhaps significantly – in just about every respect, and you’d expect nothing less, but only because of what the company learned and acted on while it was building the 996. There are plenty out there just waiting to be bought and enjoyed. The 996 performs and handles just as well as it ever did and, like any 911, makes you feel better about yourself than you would imagine any car ever could. A good 996 represents amazing value for money, too. They’ve stopped depreciating and by 2016 values were climbing. Like all resuscitated classics, if you choose the right car, previous owners will have picked up the tab for your driving pleasure. Twenty years ago you’d have paid rather more than £50,000 for a basic UK-spec Carrera 2, but now that same car, with less than 100,000 miles on the clock, with all-important full service history, could be bought for between £15,000 and £20,000. Now, as in its heyday, there’s a 996 for everyone, including the mainstream models and specials such as the Turbo, GT2 and GT3.
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Launched in 1998, and retrospectively identified as Gen 1, the 996 was an entirely new take on the 911 concept, with fresh styling cues including the ‘fried egg’ headlights, frowned upon by purists at the time. PORSCHE MUSEUM ARCHIVES
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Getting the aero just right: a 996 GT2 is in for assessment in the factory wind tunnel. PORSCHE MUSEUM ARCHIVES
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The 996 Turbo came out at the Frankfurt Show in September 1999, while the facelifted Gen 2 996 C2 appeared in 2002, complete with an engine capacity hike from 3.4 to 3.6 litres. PORSCHE MUSEUM ARCHIVES





The 996 Carrera 2 was launched in rear-drive format, and with either a six-speed manual gearbox or a five-speed Tiptronic S automatic. This makes a superb system, if a little tardy, especially compared with its PDK successor. The all-wheel-drive and Porsche Stability Management-equipped C4 followed in 1999, closely followed by the rear-drive and manual-only GT3. That particular masterpiece was followed a year later by both the 420bhp 4WD 996 Turbo model and, to celebrate the new millennium, the limited-edition normally aspirated Millennium model.


In early 2001 the 462bhp twin-turbo GT2 was released, featuring PCCB ceramic brakes, and the following year Porsche broadened the range’s appeal with the glass-roofed Targa, an intriguing configuration developed from that of the air-cooled 993 model, where the glass roof panel retracted into the rear screen, which also doubled as a hatch. The same year also ushered in the wide-bodied Carrera 4S. A few months later, in the spring of 2003, along with a significant facelift and revised engine capacity, came a new GT3; these paragons have become designated unofficially as Gen 1 and Gen 2. During 2004 one launch followed another, including brand-new Cabriolet versions of the C4S and Turbo, a 381bhp GT3 RS, another special-edition anniversary C2 to celebrate forty years of the 911, the 450bhp Turbo S, and an uprated GT2.
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The 484bhp twin-turbo 996 GT2 was unveiled in 2003, configured with rear-wheel drive only in order to be eligible for the GT2 racing category. PORSCHE MUSEUM ARCHIVES
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The Gen 1 996 coupé shares its front end with the 986 Boxster, including the so-called ‘fried egg’ headlights. PORSCHE MUSEUM ARCHIVES





The 996’s replacement, the 997 Carrera, was first seen in mid-2004, but that wasn’t the end of the line for the first water-cooled 911. Production of the more mainstream models would be phased out by the end of the year, but both the Carrera 4S and the Turbo – in the absence of 997 versions of the same – continued to be built well into 2005. No less prolific were improvements to the cars’ specification and appearance. The 1999 model year brought POSIP, the Porsche Side Impact Protection System, plus an exhaust system tuned for a better sound, and clear lenses front and rear, instead of the previous orange, for the indicators. This saw the end of the original so-called ‘fried egg’ headlights – though you could just as easily describe the facelift headlights as fried eggs, depending on your cooking technique. This simple step usefully distanced the 996 from the 986 Boxster, though the 987 Boxster gained headlights similar to those of the 997. For a while the Gen 2 headlamp upgrade was a popular, if expensive, aftermarket upgrade for an earlier 3.4 car. Now nobody minds much either way; as traditional 911 headlights fade into history, the fried egg versions have a character all their own.


For 2000 Porsche upgraded the Carrera 2 with the C4’s drive-by-wire electronic throttle mechanism (E-Gas), an improved engine management system, and not least the option of Porsche Stability Management (PSM); early cars have only a basic traction-control system. In 2001 the cars gained sill-mounted electric switches to open the front and rear lids in place of the earlier mechanical levers. This useful refinement also allowed the front lid to be opened remotely with the electronic key fob.
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The Gen 2 996 coupé received a facelift, which included installation of Turbo headlights and consequently revised front panel. Capacity rose from 3.4 to 3.6 litres. AUTHOR
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The 996 Cabriolet was available with a flush-fitting detachable aluminium hardtop, weighing 33kg (76lb). A stand while it’s not in use is also desirable, rather than leant against a wall. PORSCHE MUSEUM ARCHIVES
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Extracted from the car and bereft of ancillaries, a 3.6-litre flat-six is a remarkably compact unit. PORSCHE MUSEUM ARCHIVES





By far the biggest changes, however, came about in the 2002 model year. Externally the cars received revised front and rear aprons with improved aerodynamics and, most obviously, the teardrop-style headlamps that served to distance the 996 from the 986 Boxster. Inside there was a new three-spoke steering wheel and, for the first time, an opening glovebox – with cup-holders, too.


The 996 Cabriolet, although never criticized for its plastic rear window as much as the early pre-2003 Boxster, gained a glass screen. Way more significant than all that, though, were the changes to the engine.
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The sleek lines of the Gen 2 996 coupé, in this instance sporting aerodynamic sill covers and optional five-spoke Carrera wheels. AUTHOR





The previous 3.4-litre VarioCam unit was abandoned in favour of a much-improved 3.6-litre motor with Porsche’s ingenious VarioCam Plus technology, previously reserved for the Turbo. This not only gave the basic models more low-speed punch, but also seemed ultimately more reliable. It certainly made these subsequent cars more desirable on the second-hand market. Other factors influencing desirability include bore-scoring and IMS bearing failure, which I deal with later, and crankshaft-seal oil leaks, but these problems by no means affect all cars and there are now well-known solutions and cures for most of the major maladies. Typical prices for the earlier models are still relatively low, so they’re worth taking a chance on. Paradoxically for such an accomplished modern car, the 996 is now hailed as a classic, even though production volumes alone mean it far outstrips its hallowed air-cooled predecessors in terms of availability. Perhaps one shouldn’t be surprised, since it has everything else going for it: looks, handling, performance, build quality, comfort and sheer practicality for a sports car, making it fantastic value in the market that the Germans call ‘young-timer’ classics.
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Cabin interior of the 996 Gen 2 is a harmonious blend of practicality, comfort, efficiency and sports car spartan. AUTHOR
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Rear quarters of the 996 Gen 2 encompass the sloping rear tail, engine-lid grille that doubles as spoiler, plus twin exhaust tips and back window wiper. AUTHOR
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A 996 Cabriolet outside Werk 1 building at Zuffenhausen: note the building’s northern light architecture, which provides a more consistent light to work by. PORSCHE MUSEUM ARCHIVES
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Rivals in the top-down motoring department: the 996 Cabriolet and the 986 Boxster. The 996 model offers a pair of child-friendly rear seats and is more of a touring car, while the Boxster provides proper sports car motoring and dynamic handling. PORSCHE MUSEUM ARCHIVES







996 CARRERA C2 (1998–2002)


Layout and chassis


Two-plus-two coupé and cabriolet, with unit-construction steel body/chassis






	Engine






	Type

	M96/22 6-cylinder, horizontally opposed, rear-mounted






	Block material

	aluminium






	Head material

	aluminium






	Cylinders

	flat-six






	Cooling

	water






	Bore and stroke

	96 × 78mm






	Capacity

	3387cc






	Valves 

	4 valves per cylinder






	Compression ratio

	11.3:1






	Fuel supply

	multi-point injection






	Max. power (DIN)

	300bhp @ 6,800rpm






	Max. torque

	265lb ft @ 4,600rpm






	Fuel capacity

	64 litres (14.07 gallons)






	 

	 






	Transmission






	Gearbox

	Getrag G96/00 rear drive 6-speed; ZF 5HP19 automatic; M-B 5G Tiptronic






	Clutch

	hydraulic single dry plate






	Ratios

	1st 3.82
2nd 2.20
3rd 1.52
4th 1.22
5th 1.02
6th 0.84
Reverse 3.44
Final drive 3.89






	

	






	Suspension and steering






	Front

	independent by MacPherson struts, aluminium links, longitudinal and transverse links, coil springs, gas dampers, anti-roll bar






	Rear

	independent by MacPherson struts, aluminium links, lateral and transverse links, coil springs, gas dampers, anti-roll bar






	

	






	Steering

	rack-and-pinion






	Tyres

	225/40 × 18 front, 265/35 × 18 rear






	Wheels

	aluminium alloy






	Rim width

	7.5in J front, 10.0in J rear






	 

	 






	Brakes






	Type

	front and rear vented discs with four-piston calipers






	Size

	298 × 24mm front; 292 × 20mm rear






	

	






	Dimensions






	Track

	 






	   Front

	1,455mm (57.28in)






	   Rear

	1,500mm (59.05in)






	Wheelbase

	2,350mm (92.51in)






	Overall length

	4,430mm (174.4in)






	Overall width

	1,765mm (69.48in)






	Overall height

	1,305mm (51.3in)






	Unladen weight

	1,320kg (2,910lb)






	 

	 






	Performance






	Top speed

	280km/h (173.9mph)






	0–60mph

	 5.6s










Shared platform


Proposed by Wendelin Wiedeking, the 996 and 986 Boxster were manufactured in far greater numbers than previous models, and their success literally saved the company, which was in serious financial difficulties in the early 1990s.


The two strands of Porsche sports car soon went their own separate ways, metamorphosing into the 997 and 987 series. Stylists involved with the water-cooled Carreras include Harm Lagaaij, Pinky Lai and Michael Mauer. The evolution of the Boxster and its Cayman sibling may be found in Porsche Boxster and Cayman: The Complete Story (The Crowood Press, 2016).


No previous 911 was built in as many different guises as the 996 – and that’s also true of its successors, the 997 and 991. Top of the tree in the performance and price stakes has to be the GT2, essentially a tweaked, race-proven Turbo with ceramic brakes as standard, which then cost nearly £130,000. Even though it was originally priced at roughly £75,000, the GT3 was – and probably remains – the one to have, especially now that you can buy a high-mileage one for as little as £40,000. There are few better trackday machines, even in its slightly sanitized ‘Gen 2’ form – with the possible exception of a genuine Supercup car – and it’s no surprise that many ordinary 996s are now sprouting copycat GT3-style wings, skirts and wheels. The glass-roofed Targa is a very pleasant machine indeed, offering a real sense of cabin space, but with all the security and weather protection of a proper coupé, and the wide-bodied Carrera 4S has a certain appeal too – although understandably a Turbo is more desirable.


The 996 quickly diverged into a cluster of different models, ranging from rear-drive C2 to four-wheel-drive C4, begetting the S version, Cabriolet, Targa, Turbo, GT2 and GT3. The 996 range was in production until 2005, superseded by the 997, encompassing a similar range of models – S, GTS, Cabriolet, Targa, Turbo and GT3 – and coinciding with the replacement of the 986 Boxster with the 987 Boxster and new Cayman model. A major revision in 2009 included the implementation of the highly efficient PDK transmission, which replaced the long-standing Tiptronic automatic shift.


Next revision was the 991, introduced in 2011, with similar diversions into S, GTS, Cabriolet, Targa 4, 4S, Turbo, Turbo S, GT3, GT3 RS and R models (though not GT2).


Each evolution, 996, 997, and 991, has received a facelift and mechanical upgrades, and so they are divided into Gen 1 and Gen 2 cars. These models have all participated in the Porsche Carrera Cup and are known as Cup Cars. This is an important means of developing technical advancements to pass on to road cars. I have interviewed people involved with racing these cars, such as top tuner Olaf Manthey and drivers Mike Wilds and Peter Dumbreck, and we’ll hear from some of these aces in due course. There is a healthy aftermarket for tuning and modifying road cars, and I make a point of visiting specialists and tuners such as Alois Ruf at least once a year to review their innovations. In most cases, especially Ruf, their evolutions are seriously worthwhile advances on the Porsche formula.


Meanwhile, the 991 continues in production (as are the 718-model Boxster and Cayman). I recently saw the one-millionth 911 at the Porsche Museum, Zuffenhausen. It’s actually a 991, though Porsche likes to carry on calling the Carrera the 911 for continuity’s sake.




996 GT2 (2000–2005)


Layout and chassis


Two-plus-two coupé, unit-construction steel body/chassis






	Engine






	Type

	M96/72 ‘Mezger’ dry sump, horizontally opposed, rear-mounted 6-cylinder






	Block material

	aluminium






	Head material

	aluminium






	Cylinders

	flat-six






	Cooling

	water






	Bore and stroke

	100mm × 76.4mm






	Capacity

	3600cc






	Valves

	4 valves-per-cylinder






	Compression ratio

	11.7:1






	Fuel system

	multi-point injection, 2 KKK K24 turbochargers






	Max. power (DIN)

	462bhp @ 5,700rpm






	Max. torque

	457lb ft @ 3,500rpm






	Fuel capacity

	64 litres (14 gallons)






	 

	 






	Transmission






	Gearbox

	Getrag G96/00 rear drive, 6-speed






	Clutch

	Hydraulic single dry plate






	Ratios

	1st 3.82
2nd 2.20
3rd 1.52
4th 1.22
5th 1.02
6th 0.84
Reverse 3.44
Final drive 3.89






	 

	 






	Suspension and steering






	Front

	independent by MacPherson struts, aluminium links, longitudinal and transverse links, coil springs, gas dampers, anti-roll bar






	Rear

	independent by MacPherson struts, aluminium links, lateral and transverse links, coil springs, gas dampers, anti-roll bar






	 

	 






	Steering

	rack-and-pinion






	Tyres

	225/40 × R18 front, 295/30 × R18 rear






	Wheels

	aluminium alloy






	Rim width

	7.5in J front, 10.0in J rear






	 

	 






	Brakes






	Type

	front and rear vented discs with six-piston calipers; optional M450 ceramic discs






	Size

	380 × 24mm front; 350 × 20mm rear






	 

	 






	Dimensions






	Track

	 






	   Front

	1,455mm (57.28in)






	   Rear

	1,500mm (59.05in)






	Wheelbase

	2,350mm (92.51in)






	Overall length

	4,430mm (174.4in)






	Overall width

	1,765mm (69.48in)






	Overall height

	1,305mm (51.3in)






	Unladen weight

	1,540kg (3,395lb)






	 

	 






	Performance






	Top speed

	305km/h (189.5mph)






	0–60mph

	4.2s












HARM LAGAAIJ INTERVIEW


The process of designing the 996 is an intriguing topic, imbued as it is with the reputation of having saved the company as well as taking the sanctified 911 model line into previously uncharted territory. Porsche’s Head of Design at the time, the Dutch designer Harm Lagaaij, talked me through the mechanics of styling the car. He had two stints in the Porsche design studios, first as an assistant stylist from 1971 to 1977 and again from 1989 to 2004. His standout car during his first stint was the 924, for which he was entirely responsible, with input into detailing on the 928. In the interim he was design manager for Ford Cologne (Sierra, Scorpio) and chief designer at BMW (Z1). Then, in his second round at Porsche, he was head of design, in charge of the final revamp of the air-cooled 911 in the shape of the 993, and the company’s launch into liquid-cooled cars with the Boxster 986 and 996 series, as well as subsequent models up to his retirement in 2004. His favourite design for Porsche? If pressed, he cites the 997. I caught up with him at the Spa Six Hours race weekend where he was racing his Shadow Mk 1 Can-Am car, and we chatted about the Porsche design process.


JT: Who is your favourite stylist? Historically, whom do you admire or who got you into car design in the first place?


HL: I’ve always been into cars although my background in terms of automobile styling is purely self-taught. At the end of the 1960s and early ’70s, whoever you were, you couldn’t get a job without a state permit in Italy because there wasn’t a European Union yet. Pininfarina and Bertone looked at my portfolios but they couldn’t give me a job because of the state permit problem. The Italian design studios, which have now more or less disappeared, were extremely influential for me, and standing out is, of course, Giorgetto Giugiaro, who for me is the most influential designer from the 1960s, ’70s and ’80s. However, after that, I would say the most influential things in car design spring from the internal studios. If you ask me, ‘who is your inspiration from the 1990s to now?’ I have to say it’s the fantastic studios which each company has now, and how they are led and what their cars look like. And that’s also the reason why studios like Bertone and Vignale, one by one, went out of business; not because they were not good enough but because the design studios at the car companies became so sophisticated, so professional and large.


JT: When you joined Porsche in 1971, what was your view of the company at the time?


HL: I was a junior designer and it was really the beginning of my career and so I didn’t fully understand exactly what was going on. But my observation was that the 911 was in a difficult period for many reasons. Even then the 911 was not considered modern enough, and you have to have something to replace it with, and therefore the 928 project started off and, because of the circumstances, the 924 was a project like the 914 which we did for VW. Porsche had a very healthy income from research and development for VW, which was a very nice situation when it comes to covering motor sport expenses. That was more or less the financial purpose of the projects which were given to Porsche by VW at the time, to fund motor racing.
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Renderings for the 996 demonstrate the desire to maintain the 911 lines in general, showing logical similarities with the 993. PORSCHE MUSEUM ARCHIVES
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Many and varied ideas for the detailing of the 996, including the Targa and Cabriolet, even hinting at the VW-derived Porsche 64 Berlin–Rome record breaker from 1938. PORSCHE MUSEUM ARCHIVES





JT: When you were given the job of styling the 924, did you think front engines were the way forward, or did you somewhat regret it?


HL: No, not at all. Three designers were asked to do a proposal for this VW sports car. I was one of the three and I won the competition. And that was the 924, and although I was supported by a senior designer in how to develop it and address the technical feasibility and the package feasibility, the design was mine from the beginning, even though I was very young and inexperienced.


JT: When you came back to Porsche in 1989 the 964 was already launched.


HL: Yes, the 964 was launched, but in a very difficult period and it wasn’t selling very well.


JT: So was your first task then to revamp the 964 into the 993?


HL: Yes. It was done in a very short period. So my life as far as the 911 is concerned was very much influenced by ‘please, Mr Lagaaij, could you change it?’ I love 911s but I’m not nostalgic about them. I look at each of them and say, okay, well the next step could be this or that, and the current 991, which my successor was responsible for, I look at it and say, ‘Okay, I understand. What’s the next step?’ And all around me I see the old 911s becoming more popular by the day, and even my designer colleagues are buying them even though they don’t work for Porsche. They all have a 911 tucked away somewhere but I’m one of those who hasn’t done it yet, though it will happen one day. But I’m not sure whether I want to spend so much money on one. I’m not nostalgic, you see. I love historic racing; I love going to the concours parades and I love judging them because I know a bit about the history of each car, and I always try to understand exactly what context they were designed in, engineered and produced in.
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Harm Lagaaij and Pinky Lai of Porsche Design discuss the buck for the 996 as the clay is shaved to perfect the contours. PORSCHE MUSEUM ARCHIVES





JT: There’s a paradox there, because historic racing is about nostalgia to a great extent. Seeing and hearing a 2.0-litre short wheelbase, narrow-bodied 911 being put through its paces at Spa Six Hours is like going back in time to a truly halcyon era even though it’s happening today.


HL: Sure, but even though I’ve been involved in historic racing for five years I’m still not nostalgic about it. I do it because the budget is lower – or at least in the beginning the budget was much lower to go racing than with modern racing cars, and because you can improve them so much within the spirit of the rules. You can make them faster than they ever were in period. It’s a combination of many things being improved, and that’s what I love about it. I love improving the cars but once they are finished I want to move on to the next project.


JT: At what point could you see the transition from air-cooled to water-cooled coming up? When were you given a brief to draw the 996 and Boxster?


HL: The car development process is extremely structured and today, even more so than ten, fifteen, twenty years ago, its become extremely well organized, so it’s not just that somebody throws in an idea, it’s a huge amount of work before any drawing pen is moved. In the case of Porsche in the beginning of the 1990s it was completely clear that it could not continue as it was with the car line-up we had and therefore a very interesting two-year period began, deciding what to do next. In that period there was a group of people comprising engineers, concept engineers, design engineers, and the sales and marketing people who decided what it could be. We shouldn’t forget that Porsche was a very small company, even then, compared to today, and therefore it was a relatively small group of people trying to come up with a solution. They came up with a lot of concept sports cars and four-seater sports cars. Then the head of R&D came up with the brilliant idea of making the Boxster and the 996 based on commonality up to the windscreen. That was an incredible breakthrough because it not only meant that we had two completely different cars in terms of their concept but also a completely different financial basis, plus the fact that Mr Wiedekin was obsessed about lowering the production costs as much as possible. So the commonality of platform between Boxster and 996 was a stroke of a genius because it meant that Porsche was back. It had the potential to become a healthy company again and the Boxster and the 996 were an incredible breakthrough in the history of Porsche. Putting those two models into production, we were making money again, so that was the turning point in the company’s history.
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A contraption of inexplicable complexity is mounted on the front of the 996 chassis in readiness for crash test evaluation during the process of obtaining TüV type approval. PORSCHE MUSEUM ARCHIVES
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The crash test dummy sits, oblivious to the blow that’s been targeted at the back of the 996. The circular marker points indicate the extent to which the bodywork has been affected by the impact. PORSCHE MUSEUM ARCHIVES





JT: What was in your mind when you were drawing those cars? Were you thinking, yes, we must go back to Porsche’s racing heritage, to the 550 Spyder or the 718 RSK, to get some of these styling cues into the Boxster?
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Sheer artistry: the full-size 996 model is mounted on a turntable, the better for Porsche designers, including Pinky Lai and Harm Lagaaij (left), to contemplate the contours. PORSCHE MUSEUM ARCHIVES
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996s pass through the spray booth; this one will be finished in Zanzibar Red. PORSCHE MUSEUM ARCHIVES





HL: Not directly. By coming up with the concept of two cars with commonality, one of which would be the mid-engined two-seater car, then you can start looking back in time. But until that moment in the beginning of the 1990s we didn’t actually know that we would be going for a mid-engined car again. But when that decision was taken then of course you start looking back at the form of the Spyders and the RSK, so there is some form language from those cars, but the Boxster is a very individual shape. It’s lovely to look at that motor sport period, but the Boxster is very much a reflection of how much fun a two-seater mid-engined sports car could be for Porsche again.


JT: Talk us through the mechanics of styling a car. Do you go from pen-and-paper renderings to clay buck and so on?


HL: It’s a very structural process. First of all, you need to know whether it is going to be a completely new car or an evolution. For instance, a completely new car is the Panamera. An evolution is the 991. So they start off very differently. The big difference between the design process in the 1970s, ’80s and ’90s was that in a ’90s project, you’d have a 911 group of people and a Cayenne group of people, then you have the Panamera group, and each faculty is represented in this group; so you have a project leader, you have a group of engineers who, for instance, if it’s the Boxster, they only specialize in the Boxster. There’s a group of designers, and I decide which designers are going to be in that group, and then they start work. If it’s an evolution, say, of the next Boxster, then it’s a continuous development, where you have a certain amount of time available to develop it from how it is now and what it’s going to consist of as a face-lift, or as a major face-lift.


But if it’s a completely new car then it’s a totally different story. Then the design process starts with an advanced design period, which can take from one to three years if you don’t know what the car is going to be like. The Cayenne went through an extremely long period of advanced design and engineering to find out which particular car would suit Porsche best. So those two projects are very different in terms of the time they take and the people involved, and the budget you have available. Each project group has a lot of authority to move on as necessary, therefore these groups stay together for quite a long time. The Boxster group, for instance, goes from the very beginning right up to the current Boxster, because they specialize in that car. The project leader of the Boxster has been the same for fifteen years now, I think, and they protect and they develop their baby as best and as competently as possible within budget. Everything is very well structured on how to develop it, the time frame and for how much money.


So it’s very much a conceptual period when you are not certain of what particular form the car should be. In the case of the Cayenne, as you can imagine, Porsche, having always been a sports car company, deciding to go for an SUV was almost unthinkable but in hindsight it was the best decision it made. Fortunately after asking quite a lot of other car companies whether they would like to do a car together with us, we found VW willing and able to do so. We would develop two SUVs, one with a VW badge and one with a Porsche badge, and the best part was that VW actually paid Porsche to develop it, so that was a win-win situation.
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Tony Hatter, pictured at Classics at the Castle, is a prominent member of the Porsche Design team and is now Director of the Design Quality Style department. His wife was responsible for designing Porsche cabin upholstery. AUTHOR
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Pre-launch testing involved high-speed running at Mugello in Tuscany, Italy, where the climate is favourable all year round. Both 996 and Boxster 986 were trialled simultaneously. PORSCHE MUSEUM ARCHIVES
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Prototypes of the 996 were subjected to hot weather trials in arid conditions in the USA. PORSCHE MUSEUM ARCHIVES





JT: At what point was it proposed to turn the Boxster into a coupé? When did you start thinking about the Cayman?


HL: It was very simple, because you always try to find synergies within one particular car. The best example is the 911 having so many derivatives. The 911 was developed from the very beginning as a Coupé and the next step is a Targa version, then all the motor sport versions, then the Cabriolet, then the four-wheel drive; you have so many derivatives just in the 911 range. The same vision should be applicable to a Boxster. However, on the Boxster it’s more difficult, because you cannot do four-wheel drive because of the mid-engine. And then we found out that a lot of people, especially in hot countries, don’t ever open up their roof, so then you say, ‘why don’t we do a coupé?’ So it’s a very logical step, and you always try to find an original, attractive synergy to enhance the production volumes of a Boxster. And that is the Cayman, which will never sell as well as a 911 Coupé but it’s a fantastic car that’s underrated at the moment. It’s a phenomenal car. It has a tauter chassis and more space than a normal Boxster and it does everything even better. So that’s how derivatives are started.


JT: Of all the Porsches you’ve designed what’s your favourite?


HL: All of them have merit in some way. But if pressed, I would say the 997.


Apart from racing histories (like his ground-hugging Shadow Mk1 Can-Am car), Harm Lagaaij loves nothing better today than riding his KTM Supermoto around remote and challenging European mountain passes, using his Cayenne to transport the bike there.
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The 996 pauses at an outpost of civilization while undergoing extreme cold weather testing at Tatchun Centre in the Klondike, Yukon territory, Canada. PORSCHE MUSEUM ARCHIVES










[image: images]


Sleuthing: snapping the badge identifying this 991 as the 1,000,000th 911. AUTHOR





THE 996 GT3


Every era of Porsche production has included a rarefied top-line model, usually with competition aspirations or descended from a race car, and badged as an RS. For the first couple of years of its life, the 996 lacked a standard-bearer, but that was addressed by the introduction of the GT3, named after the FIA race category it was eligible for, blending a higher performance, normally aspirated engine with a lighter body, and sports-tuned suspension with a track-focused demeanour: an RS in disguise. Soon enough, the GT3 was massaged into an RS in its own right.


The GT3 is the most sublime evolution of the basic 996 model, created using the narrow-body C4 chassis – in rear-drive only format – and powered by the unburstable Mezger version of the 3.6-litre water-cooled flat-six. It’s normally aspirated, so there’s no ‘artificial’ boost and no extraneous ducting about the bodywork: just pure aerodynamic functionality to the splitter, side-skirts and biplane rear wing.
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The 996 GT3 was introduced in 1999 and powered by the naturally aspirated 3.6-litre flat-six version of the Le Mans-winning Mezger engine, developing 3,600bhp. Here the author is let loose in Antony Fraser’s car at Zandvoort Circuit. ANTONY FRASER







[image: images]


The photographer’s Mk 1 996 GT3 quayside at the Hook of Holland; the swan-neck rear wing is a prominent aerodynamic aid on this model, aimed at exerting downforce on the back of the car at high speed. ANTONY FRASER





The Gen 1 GT3 appeared in May 1999 and lasted a couple of years until Gen 2 came out. The general spec differs from the basic 996 in having 30mm lower and firmer suspension, 330mm cross-drilled ventilated discs, four-pot calipers and specially adapted ABS brakes. Anti-roll bars are adjustable, and ten-spoke 18in wheels – 8in and 10in – shod with 225/40ZR 18 and 285/30 ZR 18 rubber are complemented by 5mm spacers for extra track width. The dry-sump GT3 engine features nitrided crank, titanium con rods, dual-mass flywheel allied to a 6-speed geabox, and develops 360bhp. In the cabin, the standard GT3 offers bucket seats for driver and passenger but none in the rear, with sound deadening and hi-fi speakers deleted as well in order to save weight, while the Clubsport option provides race seats, a half roll cage, six-speed transmission with single-mass flywheel, fire extinguisher and air bags deleted.
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The 360bhp 996 GT3 engine looks purposeful even out of the car. PORSCHE MUSEUM ARCHIVES





In production from 2002 to 2005, the 381bhp Gen 2 GT3 bore revised headlamps and front and rear detailing, including a new fixed wing. It delivered more power and was even tauter in the suspension department, with better brakes to match. The jury’s still out on which is the better car, though either does the business in fine style. On a fast, rural A-road the GT3 really feels planted, rock solid in its ability to go the distance whatever the journey. It’s a tour de force and thoroughly merits its place in the Porsche pantheon. As for which version to choose, that’s another matter.


Playing a motorized version of the generation game, I had the opportunity to try a pair of 996 GT3s back to back. There were several choices to make: Comfort or Clubsport, tuned or standard, a case of age over beauty, Mk 1 or Mk 2? As much as any other model, the 996 GT3 epitomizes Porsche’s design and manufacturing philosophy. A perfect blend of road-going sports car and track-oriented elaborations, it’s a direct manifestation of a philosophy that goes back way beyond the much vaunted 1973 2.7 RS to evolutions of the 356, such as the 356 Carrera of 1955. The company has always sought to implant lessons learned on the track in its road-going models. The 996 GT3 was announced at the Geneva salon in April 1999. It unites a higher performance, normally aspirated engine with a track-tuned chassis, and augments the lineage of Porsche thoroughbreds in the RS idiom. It certainly looks the part with its deep front spoiler and airdam, aerodynamically configured sills, and fixed double-decker ‘swan neck’ wing on the engine lid (in Mk 1 guise) instead of the retractable wing of the standard 996.


With a nod to the FIA’s GT3 endurance racing class, it was immediately seized on as the vehicle of choice for the Carrera Cup and Porsche Supercup series and, from 2000, the N-GT class of the FIA GT Championship, as well as international races like the Nürburgring 24-Hours. It was an immediate sensation. Manthey Racing’s GT3 won the GT class at the 1999 Le Mans 24-Hours with drivers Uwe Alzen/Patrick Huisman/Luca Riccitelli at the wheel. Shortly afterwards, Porsche’s test driver Walter Röhrl took a GT3 around the 14-mile (22.5km) Nürburgring Nordschleife in 7mins 56s, notably under the crucial 8.00-minute mark, the first time ever for a production car, much to the glee of the Porsche PR department.
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Porsche’s chief test driver Walter Röhrl making it look effortless at the wheel of his 997 GT3 RS. ANTONY FRASER





The 996 GT3 is the offspring of Andreas Preuninger, head of Porsche’s GT series production department and manager of Porsche High Performance Cars. A renowned purist, he designed a specification that would encourage maximum driver involvement, and for that reason Tiptronic and PDK transmissions were off the menu. The 996 GT3 uses the then-new Carrera 4’s narrow (as opposed to wider C4S) bodyshell, adapted to house the GT3’s dry-sump oil tank, different engine mounts and larger fuel tank. At the time, normal 996 Carreras used the 3.4-litre flat-six, but in order to stand the strains and stresses of on-track use, the GT3 was fitted with a new 6-cylinder unit, the 3.6-litre ‘Mezger’ engine. This unit was based on the crankcase of the 964, allied to a pair of water-cooled cylinder banks and camshafts in a configuration similar to that of the 959 Supercar, Group C 956 and 962 racing cars, and the GT1 Le Mans winner – heady stuff indeed.




[image: images]


Andreas Preuninger is known as the Godfather of the GT3. After joining the company in 2000, he oversaw every subsequent incarnation of the model, as well as the GT3 RS variants, GT2 and Cayman GT4. PORSCHE MUSEUM ARCHIVES
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The ten-spoke split rim wheel characterizes the 996 Gen 1 GT3. AMY SHORE





The Mezger engine, named for the legendary Porsche race design engineer Hans Mezger, was installed in normally aspirated format so it would have wider race homologation potential. It came with a higher 11.7:1 compression ratio, VarioCam timing adjustment and four valves per cylinder, and its plasma-nitrided crankshaft and titanium con rods allowed it to rev significantly higher than the standard engine. The six-speed GT2-based G96/50 transmission and dual-mass flywheel with 40 per cent limited slip differential were sourced from the 993 GT2. Capable of 360bhp at 7,200rpm (273lb ft torque at 5,000rpm) when it came out, the GT3 was the most powerful non-turbo 911 ever made. The 0–60mph rush took 4.7s, with a top speed of 300km/h (187mph). Counting on engine upgrades rather than turbocharging to accomplish a higher performance, the GT3 body lacked 996 Turbo- or GT2-style vents in its rear wheel arches, enabling a coherent overall neatness of design – no doubt overseen by Harm Lagaaij.


The handling matches the power and looks. The GT3 sits 30mm lower than standard and its suspension consists of adjustable dampers, shorter, stiffer springs and adjustable anti-roll bars, with cross-drilled and ventilated 330mm disc brakes with red-painted four-piston calipers and ABS 5.3. They inserted 5mm spacers for slightly wider track, and fitted lightweight ten-spoke Speed Design split-rim 18in wheels (8in rims front, 10in rear), shod with 225/40 × 18 and 285/30 ZR × 18 tyres.


On the assumption that owners would want to take their GT3 on track at some point, two trim levels were offered: Comfort, with lighter sports seats and no rear seats, but otherwise virtually identical to the 996 C2; and the Clubsport, which is equipped with a single-mass flywheel, allowing the revs to rise and fall more rapidly, while the cabin features racing seats and bolted-in rear roll cage tied in to the rear shock towers for added chassis stiffness. Both the rear seats and side airbags are absent. In both versions the space-saver spare is replaced by a puncture repair kit and inflator. The Mk 1 is the last road-going Porsche to be built on the motor sport production line, and is the last Porsche to have a throttle cable; apart from ABS it has no other driver aids. Although it’s a heavier car than the standard 996 Carrera, the Mk 2 GT3 is heavier still. There was the odd downside: the Mk 1 gained a reputation for worn synchro rings, but then a second batch of cars incorporated steel synchro rings, an upgrade extended to the Mk 2.
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