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Interesting factory shot featuring the saw-tooth north light construction, and in the foreground a Porsche 356B 1600 GS Carrera GTL Abarth, in 1961. PORSCHE MUSEUM ARCHIVES





FOREWORD



By Jürgen Barth


The names ‘Porsche’ and ‘Carrera’ are bonded like a really long love affair: like a young couple who formed an inexor­able partnership that has blossomed over fifty years.




The man responsible for the match was Huschke von Hanstein, who, in the early days of the Porsche Factory in the 1950s, was a close friend of Ferry Porsche and fulfilled multiple roles, advertising and press officer as well as sport and competitions director. He instigated Porsche’s ­international racing history by entering cars in the Le Mans 24 Hours and the Mexican Carrera Panamericana. The fantastic results achieved in those early races formed the basis of the ­company’s Customer Racing Department, and provided the springboard for the first Carrera engine, the four-cam, 4-cylinder engine designed by Professor Fuhrmann. The love affair took off when these engines were installed in the 550 Spyders in 1953.
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Jürgen Barth at home, surrounded by Porsche treasures and souvenirs from events such as the East African Safari Rally. ANTONY FRASER
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Jürgen Barth on Schauinsland Hillclimb, Freiburg, in his 911T 2.0 in 1969. JÜRGEN BARTH


When the results of these first race successes were broadcast round the world, the reputation of the Porsche brand as the producer of fast, reliable sports cars was sealed. Winning the Sport Menor class in the Carrera Panamericana over the rough Mexican highways gave competitions director Huschke von Hanstein the inspiration to endow Porsche’s special racing and road cars with the race name ‘Carrera’! From thereon, the Carrera models have amplified the company’s slogan, ‘Driving in its purest form.’


And that’s what we find in Johnny Tipler’s beautifully illustrated book: an overview of every air-cooled, Carrera-badged model produced during the last four decades of the twentieth century. That’s a long time for a love affair to flourish – but equally significantly, it continues to endure to the present day.


Jürgen Barth, May 2014
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Jürgen Barth drives a 3.0 Carrera RS on the 2013 Tour Auto. PETER AUTO





INTRODUCTION





Carrera: it is such an iconic word, with so much baggage attached, that I can’t resist endorsing the epithet and having my 964 adorned with Carrera side-stripes. Just like the 1970s originals, the current retro zeitgeist means I have even replaced its electrically motivated rear wing with a 1973-style ducktail spoiler, like the one applied to the 2.7RS icon.


And yet the Carrera name has become so ubiquitous that its origins have become obscured. Porschistas know well enough that it applies to current models – though we refer to C2 and C4S without mentioning the Carrera word, which is what the ‘C’ prefix relates to. We know they are descended from the 2.7RS that ruled the sports car roost from 1972 to 1974, spawning the ‘for general consumption’ 2.7 Carrera and the Carrera 3 of 1974 and 1976, and paving the way for the durable 3.2 Carrera from the following decade. The interim 911 SC’s ‘SC’ suffix stands for Sport Carrera, whose meaning is not generally recognized.


We probably have a hazy idea that the Carrera moniker has antecedents in what was regarded as high-end engine technology that figured in the 356 models from the 1950s. Porsche in fact adopted Carrera from the great Mexican road race – La Carrera Panamericana – in 1953, following a class win by Guatemalan driver Jaroslav Juhan in a 550 Spyder. And therein lies the meaning: ‘Race’ in Spanish, providing Porsche with a handy designation to apply to its emergent competition cars.
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The Porsche 911 Carrera 2.7 RS is the archetypal Carrera, and this is the very rare 2.7 RSH ‘homologation’. ANTONY FRASER
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Porsche 550 Spyder, ex-Hans Herrmann from the 1954 Carrera Panamericana, at the 2008 Solitude Revival. The car is part of the Porsche Rolling Museum based at Zuffenhausen. ANTONY FRASER
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Porsche 550s of Hans Herrmann (left) and Jaroslav Juhan perform a dead heat at the end of a stage on La Carrera Panamericana 1954. PORSCHE MUSEUM ARCHIVES
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Several Porsche 904s ran at 2010’s Le Mans Classic. ANTONY FRASER


In the early 1950s the company was on a roll, and the new four-cam flat-four motor designed by chief engineer Ernst Fuhrmann not only gave the cars an edge in racing, it raised the marque’s status by taking it into a higher technological banding. Outright cubic capacity was not yet Porsche’s goal, so while it was no rival for Jaguar, Ferrari or Aston Martin in terms of outright speed, and therefore victory, there was fierce competition with similar class contenders such as Siata, Borgward, OSCA and, soon enough, Lotus and Alfa Romeo. Porsche was content with class wins in the category where it could gain sales for its street models.


The Carrera series is traceable from the four-cam Carrera engine being fitted in the 550 Spyder from 1954, and the model badged as the 356 Carrera from 1956. The 550’s successors, the 718 RS60 and RS61, were also dubbed Carreras, and though the 904 was also thus designated in-house, it was the 906 that was the best known bearer of the name in the mid-1960s, and popularly identified as the Carrera Six.


These, though, were racing cars, and when the road-going 356 went out of production in 1965 the Carrera suffix was dropped, reappearing seven years later on the 911 Carrera 2.7RS. Since RS stands for Renn Sport – Race Sport – the translation of Carrera is muted, and the designation became a word in its own right, meaning ‘up-specced’ rather than ‘Race’. Other firms to cash in on the name include the Tag Heuer wristwatch company, and car-accessory chain Halfords, marketing a line of Carrera-branded bicycles.
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Porsche 356 Carreras at the Internationales Porsche-Treffen Meran Porsche 356 A 1500 GS Carrera Cabriolet, 14 October 1956. PORSCHE MUSEUM ARCHIVES 
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The Porsche 906 was also known as the Carrera Six; this was the first 906 imported into Great Britain in 1967, and fabulously lively to drive, if totally deafening! ANTONY FRASER
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Porsche Type 356 A Carrera 1500 GS Coupé, 1956, posed for a press photograph across the Brenner Pass in the Italian Tyrol. PORSCHE MUSEUM ARCHIVES
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Ian Gepts drives a 3.0 Carrera RS at Abbeville, 2012. ANTONY FRASER
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Reflections: a 911 Carrera 3.2 circulating at a wet Chobham. ANTONY FRASER
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Tipler’s 964, known as The Peppermint Pig, quayside at Santander en route to Portugal. JOHNNY TIPLER
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Porsche 993 Carrera RS, last of the air-cooled RSs, in the North York Moors. ANTONY FRASER


The Carreras tobacco company, founded by Don José Carreras Ferrer, flourished from 1788 to 1958, when it merged with Rothmans. Otherwise, Porsche has the most enduring claim to adoption of the word: from the 1970s and 1980s, Carrera 3.0, SC (Sport Carrera) and 3.2 Carrera, all subsequent normally aspirated Porsches, have been branded Carreras. The 964, 993, 996, 997 and 991, are all badged as Carreras. Without getting into the idiosyncrasies of any one individual model, they are fine cars, but it is not heresy to suggest that the magic that encapsulated the Carrera’s original racing pedigree, its connotations of pioneering boldness, gaiety and adventure, has been seriously diluted.


As with any book, there has to be a cut-off, and I have selected 1998 and the end of the 993, last of the air-cooled 911s, so it encapsulates more or less four decades-worth of Porsche evolution, plus a tailpiece to bring it up to the present so the reader isn’t left stranded in the last century.


It isn’t by any means a definitive book on Zuffenhausen output during that time, more like a glimpse at key models with one or two left-field observations, gleaned during my life as a fan and a motoring writer. The main thrust of this potpourri, then, is the original Carrera series, rather than its modern water-cooled successors, of which all normally aspirated ‘911s’ incorporate the badge. It is a proud legacy, which new owners should recognize, because Porsche’s reputation as a world-leading sports car maker is anchored on its race-bred Carreras.


Johnny Tipler
Arégos, Portugal, May 2013





CHAPTER ONE 



DEBUT OF THE CARRERA: LA CARRERA PANAMERICANA 


DEBUT: LE MANS 1953


PORSCHE’S FIRST PURPOSE-BUILT racing cars made their debut in 1953. At Le Mans in June 1953, Jaguars were on the rampage. Porsche, in only its third year at the 24 Hours and its second with works entries, were midfield runners, quicker than the tiny Panhards but without the power to tackle the big Ferraris, Jaguars and Nash-Healeys. They had fielded a 1090cc 356 SL coupé, bent on a class win, and a pair of mid-engined Type 550s running sohc 1495cc flat-fours giving 98bhp at 6,000rpm; these cars were the starting point for over half a century of evolutionary sports-racing engineering.


Though the Fuhrmann-designed four-cam engines were available for that 1953 Le Mans, fuel quality was unreliable, so Porsche elected to run the sohc engines, each cylinder-bank fed by vast Solex 40 PII downdraught carbs. The cockpit was so confined that the steering wheels were removable to make it easier for the driver to get in and out – though presumably any driver doing the Le Mans sprint start had to make the best of it.


Designed by Porsche race engineer Wilhelm Hild, and clad in aluminium panelling made by C. H. Weidenhausen of Frankfurt, the purposeful, low-slung 550 coupés were crewed by Helmut Glöckler and Hans Herrmann in 550-01 and journalist/racers Richard von Frankenberg and Paul Frère in -02. The two 550 Coupés went round in tandem, and as twenty-four hours’ hardcore racing drew to a close, team manager Huschke von Hanstein lined up the two cars for a dead heat for fifteenth place. The organizers were not impressed, however, and gave the von Hanstein/Frèrecar fifteenth and the Glöckler/Herrmann car sixteenth place, on account of -02 having travelled slightly further because of being further back on the starting line-up.


‘An excellent performance from a car developed from the utility Volkswagen,’ said Motor Sport in its July 1953 edition – such was the meagre perception of Porsche at the time.


Any surviving 550 chassis are significant relics of Porsche’s past as the manufacturer’s very first attempt at racing. Designated Project 550, they demonstrate a sense of purpose regained after the war, when it had become clear that modified 356 coupés were not going to be competitive in international racing.
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Works Porsche 550 Spyders of Fernando Segura/Herbert Linge and Hans Herrmann plus the 356 of Ernst Hirz at a service halt, 1954 Carrera Panamericana. PORSCHE MUSEUM ARCHIVES


LA CARRERA PANAMERICANA


The 550 was to show its true quality later that year on the other side of the Atlantic. The Porsche Carrera name was not something dreamed up by Zuffenhausen’s marketing department, a convenient, raunchy-sounding Latin name: in fact Porsche earned the right to use the word after winning its spurs in the legendary Mexican road race, La Carrera Panamericana, with a class win in 1953. It was not even a works driver at the helm, and the car had recently been pensioned off. That mattered not – a class win is a win, and as ever, race success had a direct impact on showroom sales and marque status.


The Panamericana story is crucial to the Porsche Carrera story, and it is a fascinating tale. When Mexico finished building its section of the Panamerican Highway in 1947 (the whole road runs from Northern Alaska to Southern Argentina), a race seemed the obvious way to celebrate the achievement. Inaugurated in 1950, the 3,220km (2,000 mile), five-day race quickly earned a reputation as a car breaker and as the most arduous road race in the world, thanks to its combination of Mexican topography, dangerous roads, powerful cars, a relentless pace and extreme distance.


With a handsome prize fund of around £20,000 and plenty of attendant publicity, particularly in America, La Carrera was an extremely attractive proposition for the major manufacturers’ works teams. The 1950 event ran north to south, starting the Mexican side of the Texas border at Cuidad Juarez and finishing at El Ocotal on the Guatemalan border. The last leg, 270km (170 miles) from Tuxtla-Gutierrez, was unpaved. Billed as ‘an open test of speed’, La Carrera entries were stock cars (that is, cars from dealer stock) of which more than fifty units had been produced and a further 500 units were on order.


The 132 competitors were mainly from Mexico and the US, and most cars hailed from Detroit with fifty-six GM products (twenty-two of which were Cadillacs) and thirty-five Fords (including sixteen Lincolns), though a pair of Alfa Romeo Freccia d’Oros, a Jaguar, Hotchkiss, Talbot and a Delahaye upheld European honours. The final stage, a gravel road from Tuxtla to El Ocotal, allowed twenty-two-year-old Herschel McGriff to deploy his off-road truck-driving expertise to win outright. The Cadillacs of Deal and Al Rogers came in second and third, with Taruffi’s Alfa fourth and Bonetto eighth.


Taruffi was back in 1951 when the race was run from south to north, as it has been ever since. The prize fund doubled, though the entry was down to 105 cars. Runner-up in pre-war Mille Miglia and Targa Florios, Taruffi persuaded Enzo Ferrari to release a pair of Ferrari 212 Inters – four-seater GT cars were now eligible, but the distinction between these and the grand tourers that ran in 1950 was marginal: sports cars had been excluded in 1950 as they were about half the weight of the average stock car. Consequently the American Auto Association boycotted the event, although plenty of NASCAR teams signed up. Alberto Ascari and Luigi Villoresi handled the second Ferrari, while Lancia sent a couple of B20 Aurelia Berlinettas, aluminium bodies sporting lowered roof-lines, crewed by ‘hot shots’ of the day Giovanni Bracco and Bonetto.


Fatalities were inevitable, given the speed of the racing cars and the topography, with unprotected drop-offs, stray animals, tyre and brake inefficiencies and mechanical unreliability. On Day 1 a Packard plunged 180m (600ft) down a ravine when its brakes failed, and both driver and navigator were killed; and the following day an Alfa 8C 250 0SS was pushed into a cliff by a passing Jaguar and its co-pilot died as a result.


Meanwhile, the Ferraris took advantage of their agility in the mountains: Ascari was quicker than Taruffi, although NASCAR drivers Troy Ruttmann and Tony Bettenhausen in Mercury and Chrysler sedans mounted a challenge as the route reached the northern prairies. The average speeds on some sections bettered 180km/h (112mph), with the gargantuan V8s capable of 209km/h (130mph). Taruffi and Luigi Chinetti took the win, covering 3,112km (1,934 miles) in 21hr 57min 52sec, averaging 141.7km/h (88.07mph) and heading the sister car of Ascari and Villoresi by 8min 6sec.
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Placed third overall and Sport Menor class winner, Hans Herrmann’s works’ Porsche 550 Spyder (550-04) after the 1954 finish, with Jaroslav Juhan’s fourth-placed 550 alongside. Note the cockpit fairing and flyscreen. An early example of corporate sponsorship, Wendell Fletcher’s Pasadena-based firm proposed powering helicopters with Porsche engines. PORSCHE MUSEUM ARCHIVES


In 1952 two Porsches made the marque’s Pan Am debut, competing in the Sport Menor class. They were a 356 Coupé 1500 and a 356 hardtop Cabriolet 1500 belonging to Prince Alfons von Hohenlohe, the Mexican VW concessionaire, crewed by Count Constantin von Berkheim and Herbert Linge, and Prince Paul von Metternich and Manuel de Teffé. This Cabriolet was the first Porsche ever to be fitted with a synchromesh gearbox. The North American stock car confederacy had been put out by the European sports car win, so for 1952 the entry was split between the two classes – Sport and Turismo Standard, with a minimum of 5,000 units produced between 1949 and 1952 to qualify for the latter, permitting modifications to suspension, but no engine swap once the race was under way. While rollover bars and seat-belts were recommended, only helmets were mandatory, and convertibles (though not roadsters) were excluded.


There were ninety-two starters including works teams from Chrysler, Lincoln and Oldsmobile, plus Ferrari, Lancia and Mercedes-Benz from Europe. Cars were flagged away from Tuxtla on the first leg to Oaxaca at 7am on 19 November 1952, with six hours maximum allowed for Sport and six hours fifteen minutes for stock cars (Turismo Standard). New F1 World Champion Ascari’s Ferrari Mexico lasted 150km (93 miles), while Karl Kling’s Mercedes Gullwing hit a Mexican eagle at 209km/h (130mph), which broke the windscreen and stunned co-pilot Hans Klenk. Screens were replaced at Servicio and ‘buzzard bars’ fitted over the windshield. Shortly afterwards Herman Lang’s Mercedes hit a dog.


Ultimately Kling and Klenk were overall winners for Mercedes, with fellow works’ drivers Lang and Erwin Grupp second, Villoresi third, Maglioli fourth and the Von Metternich Porsche eighth, while a trio of Lincolns took the Turismo Standard class.


1953: THE WORLD MANUFACTURERS’ CHAMPIONSHIP 


The World Manufacturers’ Championship was introduced in 1950, and in 1953 La Carrera Panamericana joined the series alongside the Sebring 12 Hours, Mille Miglia, Le Mans and Spa 24 Hours, the Nürburgring 1,000km and the RAC Tourist Trophy at Dundrod. All these were demanding events, though La Carrera was in a class of its own. Both Turismo Standard and Sport were now split into two classes apiece, divided at 115bhp in the case of the stock cars and 1600cc for sports cars. Ten Porsches in all ran in the 1953 Carrera Panamericana’s sub-1600cc Sport Menor class.
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The Carrera engine: Prof Fuhrmann’s flat-four, four-cam engine, pictured here in Type 356 B 2000 GS Carrera 2 format from 1962. PORSCHE MUSEUM ARCHIVES


The 1500cc (push-rod) works Porsche 550 Spyders were entered by New York agent Max Hoffmann for Karl Kling and Hans Herrmann and supervised by Huschke von Hanstein, while the Guatemalan 550 Coupés (fresh from Le Mans) of Jaroslav Juhan and Jose Herrarte were joined by countryman Giulliermo Suhr’s aluminium-bodied European Rally Championship-winning 356.


Other 356s were driven by Manfredo Lippman, actress Jacqueline Evans, and Fernando Segura. Porsche’s principal rivals in the Sport Menor class were the Borgward Spyders. Bent on giving its all in F1 (the F1 World Championship had also been introduced in 1950), Mercedes elected not to attend, so Lancia’s main opponents were the Ferraris, crewed by top guns Ascari, Farina, De Portago, Phil Hill, Maglioli and Ginther. Jaguar sent Stirling Moss to do a recce in a Mk VII, but supremo Lofty England vetoed the entry on the grounds that they’d be outdone by the V8 Lincolns on the northern straights.
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The original Manfredo Lippmann 356 from the 1953 Carrera Panamericana, driven by Johnny Tipler soon after its restoration at Maxted-Page & Prill. ANTONY FRASER
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 Manfredo Lippmann’s Porsche 356 completes a stage on the 1953 Carrera Panamericana. ANGELICA FUENTES


Other members of the F1 fraternity present included Jean Behra and Louis Rosier, while the NASCAR contingent was no less significant, with Oscar Galvez (Fangio’s muse), Jim Rathmann and Roger Ward (future Indy 500 winners) on board. La Carrera had become a serious institution.


The Carrera route ran from Tuxtla-Gutierrez in the mountainous south to Mexico City, and then via straight-as-an-arrow blacktop across the cactus-strewn prairies up to Cuidad Juarez short of the Texan border; 177 cars took the start. Four Lancias were fastest on the first leg to Oaxaca, and Bonetto, at age fifty, was a man possessed, easily outpacing the longer-wheelbased Ferraris, knocking fifteen minutes off the previous year’s time and heading Villoresi by two minutes. The crack Lincoln squad arrived in line astern just thirty minutes later. It was not all good news: eight fatalities were recorded before Day 1 was over – two crew and six bystanders.






After the first day’s racing Kling and Herrmann led Sport Menor from Hartmann’s works Borgward Spyder and Juhan’s 550 Coupé. Although Herrmann was in front of Kling to Oaxaca, Juhan’s 550 took over the Sport Internacional class lead when both works cars went out heading for Puebla, Kling with a broken driveshaft and Herrmann crashing when the steering broke. Hartmann’s rival Borgward was just four minutes behind, prompting Porsche team manager Huschke von Hanstein to place his mechanics at the disposal of the Guatemalan team in Porsche’s overall best interests. Juhan pulled out a significant lead through the mountain passes over to Mexico City.


At the head of the pack the works’ Lancia D23 quartet of Fangio, Taruffi, Bonetto and Castellotti vied with one another for outright supremacy, and the factory Lincoln Capris ruled Turismo Internacional. After Mexico City the Ferrari’s 300bhp V12 power began to tell, when Maglioli slipped past Fangio’s Lancia and began to reel in the slipstreaming duo of Taruffi and Bonetto – but fate was about to lend a hand. Entering Silão, Villoresi lost control and his Lancia spun into a field, while Bonetto, probably distracted though still travelling at 150mph, failed to brake for a storm drain and the car was pitched into the front of a house. The Italian’s head connected with a projecting windowbox, with fatal consequences.
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Richard Clark and Andy Prill in a Porsche 356, on La Carrera Panamericana 2006, on the Morelia to Aguascalientes section. REBECCA OLAUSSON


Meanwhile Juhan posted another victory over Hartmann’s Borgward in Sport Menor. The Porsche versus Borgward battle hotted up as Hartmann finally managed to take a stage off Juhan between Leon and Durango. Next day Juhan had fuelling problems and reached Parral five minutes behind Hartmann, which was enough to lose him the class lead. His problems were exacerbated by dirty fuel poured unfiltered from a drum, allowing Herrarte through to second in class in the second 550 Coupé.


For Juhan the game was up when on Day 5, the last leg from Chihuahua to Juarez, the 550 Coupé ground to a halt with a broken distributor drive gear. Ironically Juhan had been carrying a used gear in his pocket after changing it earlier in the race, but had tossed it away when it seemed redundant. Hartmann’s Borgward was controversially excluded at the finish for overstepping the maximum time allowed for the section by just seven seconds.


 José Herrarte thus gained the class win, even though he was ninety minutes overall behind the Borgward – but within the time allowed for the last leg – and it was this success in Sport Menor that initiated the Carrera name into the Porsche lexicon. Master strategist Fangio had been doing the times without actually winning a stage and he emerged the outright winner, leading a Lancia one-two-three. Taruffi was the biggest money earner on account of most stage wins, in a Lancia one-two-three, though Mancini’s fourth-placed Ferrari earned the Scuderia the vital three points to clinch the 1953 manufacturers’ title. There were eight fatalities in all, half of them spectators, and sixty-one finishers.
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The 356 Carrera of Roland de Bargigli on the speed stage above Vera Cruz, 2006 Carrera Panamericana. JOHNNY TIPLER




1954 


In 1954 what turned out to be the final Carrera of the original series was bereft of European factory entries in the Sport Mayor class, since Ferrari had already won the 1954 World Manufacturers’ Championship, though nine privately entered Ferraris would contest the Pan Am lead. Works teams supported the smaller capacity classes, including Porsche, with four-cam Carrera-engined 550 Spyders for Herrmann, Juhan and Segura, with an older 550 Spyder for Salvador Lopez-Chavez, owner of the Canada shoe brand. Porsche’s rivals in Sport Menor in 1954 were Austin Healey (one driven by Carroll Shelby), Borgward and OSCA. Alfa Romeo took advantage of the new Turismo Europeo with eleven 1900 TI Berlinas. Volkswagen sent seven 1200cc Beetles that ran like clockwork all week, slipstreaming inches apart on the straights.


For the first time a big commercial sponsor showed up, Coca Cola, backing a five-car Buick team. American stock cars were obliged to conform to FIA regulations. Quasi-works Ferraris of Maglioli and Phil Hill battled for the lead to Oaxaca, while the Lincoln challenge faded as cars went out with burned pistons, a legacy of inferior fuel. Bechem’s Borgward arrived ahead of Juhan’s 550 Spyder, while Herrmann on new Dunlops was delayed by damaged treads. Maglioli won the second leg to Puebla, but driving solo meant he had no help changing tyres, allowing Hill/Ginther to retake the lead on the 3,196m (10,486ft) Puerto de Aire pass.


Now, at Mexico City, Louis Chiron’s OSCA led the Porsches and the surviving Borgward, but that, too, was elimi-nated when driver Bechem, unsighted by spectators, hit an embankment. The Pegaso, following in sixteenth place, ran into the wreck and caught fire. Driver Palacio broke his collarbone, a soldier was killed, and Bechem was dropped off his stretcher in the mêlée. Then two more stock cars piled into the debris. Not an untypical Pan Am incident.
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Orange Porsche 356s of Bill Modisette/Dan Longacre and Tom Modisette/Mark Madison at Morelia typify Porsche presence in the Sport Menor class in the modern Carrera Panamericana. ANDREAS BEYER




As the north Mexican landscape opened out, the topography favoured the more powerful cars. Outright victory lay with either Maglioli or Hill in the big Ferrari 375 roadsters, while Herrmann steadily overhauled Juhan, whose teammate Segura handed over to Herbert Linge. By the time the race reached Chihuahua, Porsche team manager von Hanstein was counselling prudence – the prospect of a Porsche class win and its attendant publicity was too appealing to blow away in a race incident. It went down to the wire, Herrmann and Juhan crossing the Juarez line almost side by side.


Having started one minute later, and with only a twenty-three second deficit on his rival, Herrmann got the Sport Menor win – and remarkably, was third overall, with Juhan fourth. Ray Crawford’s Lincoln won the stock car class, and Sanesi’s Alfa 1900 won the European saloon class. The Volkswagens occupied seventy-fourth to eighty-first places, having never missed a beat, and the race was great exposure for all the European makers who finished. Porsche had already appropriated the Carrera nametag for its four-cam engine, and began to apply it to tuned and racing models thereafter.
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 Bill Hemmer and Adriana Robles’ Porsche 550 Spyder presented in original Canada Zapatos livery in celebration of Salvador Lopez-Chavez’ 1953 original, high up on La Bufa speed stage during the 2007 Carrera Panamericana. ANDREAS BEYER


 No reason not to hold the race again in 1955, or so you’d think, and it was listed on the FIA calendar. But a combination of issues caused the Mexican government to cancel it, not least the Le Mans disaster. So that was it for thirty-four years, until its revival in 1988. About to celebrate its twenty-fifth edition as a classic event, La Carrera Panamericana is still the greatest road race in the world.




HERBERT LINGE INTERVIEW


The first worker to be signed up at Zuffenhausen, Herbert Linge’s forty-year career with Porsche took him from factory mechanic to test driver, racer and Weissach production manager.


The red lights are flashing, the barrier’s coming down, so generally people stop and wait for the train – but not if you’re Hans Herrmann and Herbert Linge in a Porsche 550 Spyder, hell-bent on a class win in the 1954 Mille Miglia! Defying the Rome express, they breezed underneath the lowered arm and sped on to sixth overall behind the Ferraris and Maseratis – and first in class, vanquishing the vaunted OSCAs in the process. By the time this scenario played out, Herbert Linge had already spent a decade at Porsche.
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Herbert Linge co-drove Fernando Segura’s Porsche 550 Spyder in the 1954 Carrera Panamericana, pictured here handling Herrmann’s third-placed 550 at the Solitude Revival in 2008. ANTONY FRASER
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Pictured at the Solitude Revival in 2010, from the early 1950s Herbert Linge was a stalwart of the Porsche factory racing fraternity. ANTONY FRASER


Born at Weissach – and therefore on the doorstep, so to speak – Linge joined Porsche as an apprentice in 1943, and in 1948 was the first mechanic hired when the firm relocated from Gmund in Austria to Stuttgart-Zuffenhausen, where he was involved in the construction of the original 356. ‘It was built by a small group of twelve people,’ he said. ‘In Austria they made the 356 with an aluminium body, but in Stuttgart we had to do it in steel, so we ended up having the bodywork made by Reutter across the street – we couldn’t use the factory as there were still American soldiers billeted in it.’


Linge never worked for anyone else but Porsche, and in a nutshell, his career followed the research and development path: ‘After the war I was supposed to go to the engineering school, but the returning soldiers took priority, so I worked for Porsche doing all the servicing and test driving. I had a good position already, so after three years when I had the chance to go to engineering school my boss said, “You don’t need the school any more.”’


In 1952 he was sent to the USA to set up and develop the service network for the US franchise. Compact and amiable with a ready smile, he adapted quickly to his new home. ‘It was in at the deep end,’ he laughed. ‘I didn’t speak any English when I went there, but I quickly learned.’ In the right place at the right time, he was a key player in Porsche’s assault on La Carrera Panamericana, the source of the Porsche Carrera nomenclature:


In 1952 the concessionaires were taking their own Porsches to do the Mexican road race, and they asked for factory help. Porsche said, ‘Well, Linge is in the States, he can come over to Mexico and take care of your cars,’ so I looked after two cars, standard 356s. I was Count von Berkheim’s co-driver, but we had a problem with the transmission. A year later I was there because Karl Kling and Hans Herrmann were driving the 550 Spyders with the 1500 Super engines – they didn’t have the Fuhrmann four-cam engine at this time – but both of them dropped out, so I took care of Juhan’s car, and he won against the Borgward who were one of our main rivals at the time. 


In 1954 Linge was back on La Carrera Panamericana as a mechanic on the 550 Spyders, now running the four-cam engines, and he set up tyre dumps along the 3,220km (2,000mile) route to provision the Porsches on the rapacious Mexican roads. Suddenly he was drafted in as a driver:


There was a guy called Segura from Argentina, and he’d had enough – he was exhausted and wanted to pull out. Huschke (competitions manager, von Hanstein) said he didn’t mind which Porsche got the result, any Porsche would do, whether it was privateer or factory. So he put me in the car. In fact he had nominated me as second driver in all the Porsches. Nobody knew he’d done that – I didn’t even know! 


Linge drove Fernando Segura’s 356 for two days and clawed back a sizeable deficit in time and places: ‘It was running thirty-fifth when I took over, and we were up to fifth by the time he’d recovered, and we were fourth in class at the finish.’ Linge holds the Panamericana in high esteem: ‘It was a great race. The cars were going faster and faster, and there were a lot of accidents, even after the race when ordinary people were back on the road and driving like crazy. Unfortunately that caused the end of it.’


Elsewhere Linge had been competing at club level in his own right, first on motorcycles, then in a VW Beetle with Porsche transmission. His performance led sharp-eyed scrutineers to place him in the prototype category, while disgruntled Porsche drivers complained to the factory. Taken to task by one of the head bosses, Albert Prinzing, not so much for his precocious success but for driving a Volkswagen, Linge responded that there was an easy answer – just give him a Porsche:


I had a little experience in competition, and I was doing all the test driving with our cars, and Helmut Polenski, who was European Rally Champion at the time, wanted me to co-drive him. Then Hans Herrmann chose me as his codriver as well because I knew the car and I could repair it and drive it if necessary. So that’s how I got started, and from then on I always had a chance to drive the factory cars. 


The works usually ran three or four cars at major events, one of which was fitted with an experimental engine or transmission, and that was the one that Linge generally drove.
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Herbert Linge and Paul-Ernst Strähle, 356B Carrera 1600GT, Tour de Corse 1960. PORSCHE MUSEUM ARCHIVES


Motor Sport’s Denis Jenkinson described him as ‘a hard racing driver who got on with the job … who excelled on difficult circuits like the Nürburgring, the Solitude-ring and the Targa Florio’. Though he never actually won a high-end event, he was often in the points. He much preferred endurance races to sprints and hill climbs, and has an enviable record of competing in the classics: ‘I drove the Nürburgring 1,000km fifteen times, the Targa Florio twelve times, and thirteen times at Le Mans, all long-distance races for Porsche. Every big race is great,’ he said.
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The works 356 Carrera of Herbert Linge and Huschke von Hanstein during the 1957 Sebring 12 Hours. PORSCHE MUSEUM ARCHIVES




In 1963 he and Edgar Barth (Jürgen’s father) came third overall on the Targa in a 2.0-litre 356 Carrera GS. But although overall victory eluded him, Linge’s tally of class wins over a decade and a half is extremely impressive: the 1954 and 1957 Mille Miglia, the 1955 and 1958 Sebring 12hrs, the 1960, 1963, 1965 and 1967 Le Mans 24hrs, the 1961, 1962 and 1963 Nürburgring 1,000km, the 1962 and 1963 Targa Florio, the 1963 Solitude GP, the 1966 Daytona 24hrs, the 1967 Paris 1,000km (Montlhéry), the 1968 Marathon de la Route (Nürburgring), and the 1969 Austrian GP (Zeltweg) – by which time the new boys such as Elford, Siffert and Rodriguez were in the ascendant.


Another car with which Linge enjoyed much success was the Type 695 GS Abarth 1600, coming first in class no fewer than six times in 1963 with Edgar Barth. ‘We were second in class at Sebring, the first time out in the GT Championship, but I won the German GT championship in 1963 with this car.’
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Porsche 356s on the starting grid, Achum airfield circuit, Lower Saxony: no. 72, Herbert Linge, Porsche 356 B 1600 GS Carrera GTL Abarth, 14–15 September 1963.  PORSCHE MUSEUM ARCHIVES
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Trier Flugplatzrennen, Herbert Linge, Porsche 356 B 1600 GS Carrera GTL Abarth, 13 October 1963. PORSCHE MUSEUM ARCHIVES


 However, his favourite Porsche is the 904/6:


It was fantastic to have the 904 with a 6-cylinder engine; that really was a perfect car, you could race it and you could drive it on the road. It’s more of an all-rounder than the 906 and 907; they are race cars, but the 904 does everything. You can go on the Tour de France, and first, second and third is no problem with this car. In 1965 I drove with Peter Nöcker at Le Mans and we came fourth overall behind the big Ferraris. 
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The 8-cylinder Porsche 904/8 prototype of Herbert Linge is dwarfed by the Norisring’s 1930s architectural backdrop, on 5 July 1964. PORSCHE MUSEUM ARCHIVES


They won the Index of Performance too, normally the prerogative of the Alpine-Renaults. The essence is reliability, consistency and good handling, and Linge felt the 6-cylinder was even better than the 4: ‘They were smoother and easier to drive. We had two or three 904s fitted with the 8-cylinder, but that was overpowered.’ The 904/8 of Linge/Barth was clocked at 280km (175mph) on the Mulsanne straight in 1964, though it retired with clutch failure while heading the Index of Performance table.




Engine Development


Linge was closely involved in the development of all engine types, from the original flat-four to the four-cam, the flat-six, the flat-eight and flat-twelve. There’s a dramatic difference between a four-cam engine and the regular flat-four, though Linge claims it is a very reliable unit, albeit quite a complex construction: ‘The four-cam engine was too expensive for normal production and repair,’ he said, ‘so it was always going to be a race car engine. That’s why pretty soon the 6-cylinder engine came in, because it was much cheaper to produce and repair.’ He did all the testing up to and including the 917. ‘I was supposed to co-drive John Wolfe in 1969 when he crashed and was killed on the first lap of Le Mans,’ he recalled ruefully.


Porsche had recommended that Linge take the first stint, but Wolfe, well known in UK club racing circles with a Lola T70 and GT40, was keen that his customer 917 made its debut with himself driving – with dreadful consequences. Linge continued:


The 917 became a great car, but in the beginning we didn’t have a chance to test it. We could only test it a little bit at the small airport, but there you never got out of third gear. The aerodynamics needed sorting out, though the engine was perfect. So the car wasn’t finished, and not really ready to be sold to amateur customers. 




One of Linge’s last missions in a race car was sharing the 908/2 with Jonathan Williams at Le Mans in 1970. Entered by Solar Productions, this was the camera car that filmed race footage for Steve McQueen’s Le Mans movie. Linge also doubled for the Hollywood star in a 917 during shooting later that summer, and at McQueen’s insistence there was no shirking the 370km/h (230mph) top speed on the Mulsanne – which was not a problem for Linge, who’d written the rule book.
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The Porsche 904/6 of Herbert Linge and Peter Nöcker was fourth overall at the Le Mans 24 Hours in 1965, as well as first in the Index of Performance. PORSCHE MUSEUM ARCHIVES


Linge was Porsche’s chief test driver during the 1950s and 1960s, and indeed the location of Porsche’s test facility at Weissach is down to him. It was a step up from the early days, as he testified: ‘We had to do our testing at a small airport nearby but we could only have that once in a while. We could use Hockenheim, and we had permission to go on the local autobahn, though there were no tight corners. So we looked as far away as the Alps.’


But, we asked, what about the Nordschleife? Linge replied: ‘When you start building a car you don’t need the Nürburgring, it can be done at a smaller venue. But afterwards, when it’s finished, the testing was always at the Nürburgring – no question, we would go there to measure the brakes and the handling.’


But there was still a need for a site close to Zuffenhausen, and Linge proposed an area of scrubland close to his Weissach home: ‘Dr Porsche was pleased to see this, and he said, “OK, you talk to the Weissach people and see if we can buy the land.”’


Today, Linge’s home has a clear view of the test track and development centre, where he was production manager in R&D between 1972 and 1987.




Although he retired from the factory in 1989, Linge hung on to his racing credentials and went back to Weissach the following year to turn the 964 C2 into a car for the Carrera Cup series. ‘I redesigned it as a racing car,’ he said. ‘We only had fifty cars to build, so that was quite special.’


Linge’s road car is a prized 1978 SC Targa, unusual in petrol blue. Its registration plate reads BB-LW 911; the LW stands for Linge-Weissach, which is appropriate. ‘I only go out with this car if it is dry because I have nobody at home who will clean it – so I have to do that myself!’ He is the second owner, following a dentist in Karlsruhe who put 80,000km (50,000 miles) on it before Linge bought it in 2003.


Despite its low mileage and pristine condition, he spent two-and-a-half years stripping it, taking everything apart, and rebuilding it with new componentry – an interesting insight into his desire to have everything working perfectly, when most of us would be delighted to run such a car as found. ‘When a car is that age you need to change the brake cylinders, gaskets and bushes,’ he responded. ‘I don’t want to lose a brake while I’m driving.’ Why an SC, when he could have bought a 3.2 Carrera for a similar price? The purist spoke:


The SC was the first 3.0-litre engine with mechanical injection, and it has no power steering or anything, and that’s what I like. I am very pleased with it, and the funniest thing is the gas consumption, which is between 10 and 11ltr/ 100km. My wife has a modern Audi that takes as much gas as this. 


All credit to Linge that the SC comes from a period when Porsche set out to build cars that would indeed last.





PORSCHE 550-01 AT GOODWOOD


It was a thrill to see 550-01 back in action at July 2010’s Goodwood Festival of Speed, totally restored by the Collier Collection and resplendent in its 1953 Carrera Panamericana livery. So where did the Guatemalan graphics come from?


After Le Mans 1953 the 550 Coupés did a couple of races at the Avus and Nürburgring, driven by Glöckler and Herrmann; then both were sold to the Automobile Club of Guatemala in Central America, where Jaguar/Alfa/Porsche importer Jaroslav Juhan ran them in that November’s Carrera Panamericana. Jaroslav Juhan subsequently raced the 550-01 Coupé to sixth place at Guadalupe, then took a win at Puebla. His final contest with the car was the Buenos Aires 1,000km on 24 January 1954, with Antonio Asturias Hall co-driving: they were placed ninth overall and took the class honours.






The 550-01 Coupé was then sold to Salvador Lopez Chavez, owner of the Canada shoe factory in Guadalajara, and driven in the 1954 Carrera Panamericana. It was painted in Canada Zapatos Mexicanos livery, retaining the old pushrod engine, while the other three Porsche works’ cars ran four-cam Carrera engines. As is the way of top-line race cars, 550-01’s competition career came to an undignified end, though like La Carrera Panamericana, it too would be revived.


The Lopez family continued to race it in 1955, but after the stress of a couple of Pan-Ams the aluminium body was much the worse for wear. Because there was no local skill-base in welding or repairing aluminium, a fibreglass mould was made from the original coupé shape and a GRP bodyshell fabricated from that. The battered aluminium body was removed, and the fibreglass body bonded into place. The original aluminium skin was only 1mm thick and therefore incredibly lightweight: because the fibreglass panels were heavier, the magic was gone. The car languished in a Mexican warehouse for four decades, until the Collier Collection bought it and restored it to its 1953 Carrera Panamericana configuration. 
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Porsche 550 Coupé in Goodwood’s Cathedral paddock, with Scott George (curator of the Collier Collection) and Jackie Oliver and his daughter, right. JOHNNY TIPLER
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Salvador Lopez-Chavez in his Canada-shoe branded 550 Spyder during the 1954 Carrera Panamericana. PORSCHE MUSEUM ARCHIVES


Then in 2010, one of the themes at the Goodwood Festival of Speed was a celebration of the sixtieth anniversary of the first Carrera Panamericana, featuring a collection of original Pan-Am cars, plus one or two that had competed in the event since its 1988 revival. The 550-01 Coupé was brought over from the Collier Collection’s Naples, Florida, base and its president and CEO, L. Scott George, gave me full details about the restoration.


Good curators keep their ears to the ground, and in this, Scott has no equal; he told me:


For many years there were stories that this car was still in Mexico. Occasionally people would hear about it or catch a glimpse of it, and then finally in the early 1990s someone knowledgeable tracked it down and said, ‘Yes, I’ve seen it’. But at the time the Lopez family – who had owned the car since 1954 – did not want to sell it, and there were mixed emotions about what they wanted to do with it. 


By the late 1990s the Lopez family agreed to sell, and the Collier Collection acquired 550-01 through an intermediary, and then put it through a five-year restoration programme. Mechanically the car was fundamentally unmolested, and the original chassis, suspension, engine, transmission, even the gauges, were still present. But the same could not be said of the bodywork, and once the car was in Collier’s hands, aluminium specialist Joe Cavaglieri Restoration of Sherman Oaks, California, crafted a new one. Said Scott:


The body was the main issue. It was only 1mm sheet aluminium when new, and it had just disintegrated. They’d basically clad it in fibreglass so only a few pieces of the original sheet metal were left. We had to take the fibreglass and literally plot every inch of that, using drawings from the Porsche archives. Then we scaled up photographs to make sure that the shape and the dimensions were absolutely correct for the external size. Also, details that had been lost when the aluminium body was excised were recovered because they made that fibreglass mould off the original body, so a lot of the detail was locked in there: we could even see the rivet heads in the inner wings from the impressions they made in the moulds, so we could determine the construction of the car in many areas just by reading the inside of the fibreglass. That really helped the process along. 


Meanwhile, the restorers tweaked the remnants of the late 1950s fibreglass body, painted it silver, and mounted it on a VW chassis to create a rolling jig that was easier to compare with the original images. ‘Then,’ said Scott proudly, ‘we made an oxy-resin mould in smaller sections from our original fibreglass piece and beat the aluminium into our mould, so the coupé body you see today is all hand-formed aluminium: no English wheel was used on this!’


In 1953 Karosserie Weidenhausen would have used a buck to form the panels over, building up the complicated shapes a little bit at a time, welding them together and flattening off the welds. ‘We did it the same way, but in reverse. All the hammer marks and all the tooling marks are still visible on the underside, as it was with Porsche.’ Getting the roof, doors and windscreen to fit and function was the hardest part, as everything is welded rather than riveted.


‘We were determined to get details correct, so it’s not a facsimile – the lightweight bits that you see, the handbrake, the pedal linkage, they were all drilled originally to save every ounce of weight from the car.’


Paradoxically, for Le Mans and Mexico the cars carried spare wheels in the back and front of the car, so weight saved in one area was negated by jacks, jack, tools and spares in another. The spare tyres are original 1953 Continental Super Record racing tyres, and when on display there is a set of original rims and tyres available, though for Goodwood, 550-01 was fitted with the appropriate modern Dunlop rubber. The Le Mans drum brakes were drilled for extra cooling and lightness, machined to lose a little bit of weight, and drilled for additional surface cooling. The 100ltr (22gal) fuel tank is made of copper because in 1950s Europe they were running concoctions including methanol and alcohol, requiring a non-corrosive tank.
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 Sharing space with the spare wheel, the Porsche 1495cc flat-four in the engine bay of 550-01 coupé. JOHNNY TIPLER




Once the body was recreated there were other quirks to consider. The engine is a unique roller-bearing, pushrod 4-cylinder unit with dry sump lubrication. The only difference in the gearbox from a normal 356 of that period is a lock-out on reverse.


Both 550 Coupés, -01 and -02, had their rear torsion bars behind the axle line and coming forwards, the opposite of Porsche’s next configuration with the torsion bars in front and the arms extending back. Scott explained:


It was an experiment in controlling the rear suspension of a mid-engined car. But they found that it did not provide the strength and probably allowed the chassis to twist. Because of the length of the arms they couldn’t get the tension on the torsion bars, so they had to put big rubber grommets around the axle to help stiffen the chassis at the back. 


Being standard-issue 356, items such as the steering wheel, windscreen wiper and rear-view mirror were straightforward to source. The driver’s seat squab was refashioned to accommodate a taller, bigger person, though originally it would have been identical to the current, correct passenger seat. As well as getting the Guatemalan livery absolutely spot on, the car also bears the race stewards’ patches, different coloured star-bursts for each day, slapped over engine and front lid closure panels in parc fermé to prevent the cars being worked on overnight. The stickers were made especially by historic racer Simon Diffey.


The restoration was completed in 2006, and 550-01 raced at Monterey that year. Goodwood FoS 2010 was its first European outing since 1953. The car was driven up the Goodwood hill by erstwhile JW Automotive 917 pilot and 1969 Le Mans winner Jackie Oliver. He was impressed by the restoration and presentation, though less enamoured of the car’s drivability: ‘I never drove these cars in period, and if I had, I probably wouldn’t be here now!’ So said the fastest man down the Mulsanne Straight in a long-tail 917 (381km/h – 237mph), in 1971. ‘The 550 Coupé is a low horsepower 1950s car that’s been well restored and worth looking after, so I didn’t take any risks – it was an experience, the steering and the handling were fitting of the period, so it’s an iconic car and a pleasure to sit in and drive.’
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Porsche 550 Coupé (550-01), driven by Murray Smith on Goodwood Hill, 2010. JOHNNY TIPLER








RACE RECORD: 550–01 





	31.5.53
	Eifelrennen, Nürburgring: Helmut Glöckler, first




	14.6.53
	Le Mans: Helmut Glöckler/Hans Herrmann, sixteenth




	12.7.53
	Avus, Berlin: Helmut Glöckler, dnf, accident




	2.8.53
	Rheinland, Nürburgring: Helmut Glöckler, dnf, engine




	23–28.11.53
	La Carrera Panamericana, Mexico: Jaroslav Juhan/Antonio Asturias Hall, dnf, engine




	6.12.53
	Guadalupe: Jaroslav Juhan, sixth




	?.53
	Puebla, Mexico: Jaroslav Juhan, first




	24.1.54
	Buenos Aires 1,000km, Jaroslav Juhan/Antonio Asturias Hall, ninth and class winner














By any standards, this is a very pretty car, but most significantly, it is the first competition prototype, harbinger of the stance and styling cues manifest in all subsequent Porsche sports racing cars, including the 917, 962 and even the 911 GT1. That really is some achievement, and it is a tribute not only to Porsche’s design engineer Wilhelm Hild and Weidenhausen who created the original masterpiece, but also to the Collier Collection and aluminium craftsman Joe Cavaglieri for their commitment to its rehabilitation.


Like Herbert Linge, Hans Herrmann was a crucial personality in Porsche’s competition history, and he crops up again and again, finally retiring after giving Porsche its first Le Mans win in 1970, paired with Richard Attwood in the red 917 of the works’ Austrian racing team. Yet curiously, it’s probably the previous year’s 24-Hours that he’s best remembered for, the victory that nearly was. Hans, driving a 908 coupé with Gérard Larrousse, duelled with Jacky Ickx in a JW Gulf-Ford GT40, swapping the lead several times each lap, only to concede the win – by less than 100m (330ft) after twenty-four hours’ racing – due to ailing brakes. These, though, were twilight appearances for a man who’d raced for the Mercedes-Benz Formula 1 squad more than a decade earlier.


Stocky, tanned and sprightly for his seventy-eight years, Hans’ racing career spanned eighteen years, from 1952 when he drove 356s and 550s, to his 1970 Le Mans win. He is a survivor, having survived two terrifying accidents, one at Monaco in a Mercedes and another at Avus when his BRM P18 overturned – there’s a well known shot of him kneeling on the tarmac as it barrel-rolls over him. ‘We were losing a lot of drivers even in the late 1960s,’ he recalls: ‘… Mitter, Mairesse, Scarfiotti, Siffert, Rodriguez, all Porsche drivers, and my wife asked me to give up if I should win Le Mans. I had already decided to retire at the end of 1970, but the victory that year brought the moment forward. I stopped there and then.’


[image: image]


The Porsche 906 ‘Carrera Six’ was launched at the 1966 Frankfurt Show, featuring Hans Herrmann and attendant ‘dolly birds’. PORSCHE MUSEUM ARCHIVES
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The Porsche 910 of Hans Herrmann and Jo Siffert at the Nürburgring 1,000km, 28 May 1967; though third fastest in practice, it dropped a valve in the race and retired. PORSCHE MUSEUM ARCHIVES


Hans was born in nearby Stuttgart in 1928, and from the age of eight he wanted to be a racing driver.


In 1946, aged eighteen, Hans was eligible for a driving licence. He bought a 1928 BMW Dixie, an evolution of an Austin 7 that the Munich company made under licence, and made a living as a taxi driver. With a view to indulging his boyhood ambition, his third car was a Porsche 356, but before being eligible for a racing licence he was obliged to cut his teeth in a rally. He finished sixth in the Freiburg to Dromingen Rally, and promptly entered the 1952 Nürburgring Cup race. ‘There were around twenty cars in the race, identical 356s. I retired. Then came the first Mille Miglia. I was first in class, and thirtieth overall.’


His first Le Mans was in 1953, sharing the Porsche 550 Coupé with Helmut Glöckler. They finished sixteenth overall, and racing manager Huschke von Hanstein was impressed. ‘One of their drivers had a big accident in training which ended his racing career, so there was an opportunity for me. But I had not yet got enough points on my licence to do an international race, so von Hanstein and Richard von Frankenberg told the organizer, “He is a good guy, we can vouch for him,” and we were first in class.’ On the strength of which, Ferry Porsche asked him to drive for the factory in German championship events.


At this time, Mercedes-Benz was on the verge of a comeback thanks to Rudi Uhlenhaut and Alfred Neubauer. They had two drivers already, Fangio and Kling, and they needed a third. So they invited four drivers to the Nürburgring for two days of testing. Hans was quickest, but it raised a dilemma as he also had a contract with Porsche for 1954, which Neubauer tried to overturn. With some difficulty Hans managed to honour commitments to both manufacturers, Mercedes-Benz in Formula 1 and Porsche in sports car events. ‘It was also difficult for me because one was front-engined and the other has the engine behind, and this produced different handling characteristics. Also the Mercedes F1 car was much more powerful.’


How about the Porsche 550 Spyder versus the 356 Coupé? ‘In the 550 the engine is in the middle, and in the 356 it’s at the back. The 356 was easier, though the 550 was a very light car and much quicker. I was also driving the Veritas, a Formula 2 car which I bought from Ernst Loof.’


Hans highlights the crucial difference between the two long-distance endurance classics:


The Panamericana is over one long distance, but the Mille Miglia is half the distance, 1,000km (620 miles), and it is a circle, starting in Brescia. Unlike Mexico, we had two to three weeks to practise. We came two months later for another two weeks’ practise. But the difference between the two is the importance of the co-driver, who made pace notes: ‘Fast corner, slow, between is flat,’ but in Mexico you were on your own, with no chance to rehearse the route, or if you had a co-driver you could not be sure of what was around the corner, so you stayed out in the middle of the road. Mexico was more of an adventure. 
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Inextricably linked with Porsche racing cars, Hans Herrmann and Richard Attwood were reunited at Classic Le Mans in 2010 to celebrate forty years since their winning drive with the 917 in the 1970 24-Hours race. ANTONY FRASER






HANS HERRMANN INTERVIEW


 There aren’t many drivers left who drove in the original Carrera Panamericana series, but fortunately Hans Herrmann, 1954 class winner and fourth overall, was still hale and hearty when Antony Fraser and I went to interview him at his Sindelfingen office, where he runs a car accessory business:




It was a very special experience. In 1953, Porsche participated with two works cars. Karl Kling, the winner of the previous year, and I were the two drivers. This Carrera was an incomparable race that became very popular in Germany in 1952 through the victory of Mercedes: eight stages in five days, more than 3,000km (1,865 miles) from the southern end of the country near Guatemala up to Cuidad Juarez in the north at the border with the United States. There are dramatic differences in altitude: from 700 metres (2,300ft) it goes down to the sea, then up into the high mountain regions of 3,200 metres (10,500ft), and then in the capital of Mexico City with 2,200 metres (7,220ft) where the air is still quite thin. In the south, endless curves through the mountains, and after that towards the north, straight stretches for many kilometres. 


No other motor-sport event made such a public impression in such a short time. In my first year the Lancia team was the favourite, their drivers including Fangio, Taruffi, Bonetto and Castellotti. For a whole week the country is in Carrera ecstasy! 


We had only a few days to acclimatise and get to know the route. In our class, Borgward would also race two cars, which would be driven by Hans Hugo Hartmann and Adolf Brudes. And OSCA is also at the start, along with our two Le Mans cars sold to Guatemala, and several series-built Porsche 356s, which, because of their low production numbers, cannot participate in the touring class. Starts will be one at a time, like at the Mille Miglia. You drive against the clock and at best you can catch up with cars that left ahead of you – or you see them at the roadside as a result of breakdown or accident. 


The first stage is from Tuxtla via mountains, a low plain and then mountains again to Oaxaca with 530km (330 miles) – already half the Mille Miglia distance. I started one minute after Karl Kling and was able to catch up and pass the day’s finish a sight distance behind him. As a result I already had a small time advantage and won the stage with a higher average than Mercedes managed the previous year. Of the 191 participants that started from Tuxtla, only 139 reached Oaxaca, and of these, another ten were disqualified because they exceeded the time limit. The OSCA had already dropped out, and Brudes crashed into a rock face with his Borgward. 


From now on the starts are in the order of the previous day’s placement, so for the second stage from Oaxaca to Puebla, Kling starts after me. On a very short straight stretch at high speed – 140km/h (87mph) – I suddenly feel that the steering is broken, and on the left I have a cliff and on the right an abyss: I wonder, should I jump out? Then the car brushes against the rocks and comes to a standstill, finished. 


I waited for Karl Kling but he passed much later, a passenger in an American car, as he too had to give up with a damaged rear axle. So both works cars were forced to retire in the second stage. The organization had told us on no account should we stop in the first sections between Tuxtla and Puebla. They said, ‘Please don’t park or stop for gas, or anything, because of bandits!’ But it was in this part where the steering had broken. I had run off the road and the car came to rest just before a sheer drop. I got out of the car, and I could see eyes in the bushes, watching me. 


A Mexican came out and asked me if I was American. I said, ‘No, I am German,’ and that made it all right. Before long there was a whole crowd around me. They offered me a drink and took me back to Tuxtla. When the service crews came to recover cars that had gone off or broken down on that stretch, mine was the only one that was intact; all the American cars had been totally stripped!


[image: image]


Having crashed his 550 Spyder in the 1953 Panamericana, Hans Herrmann came third overall and won the 1.5-litre Sport Menor class in 1954, consolidating Porsche’s claim to the Carrera epithet. ANTONY FRASER


Hans described the background to what would be the final running of La Carrera Panamericana:


In 1954 the Carrera preoccupied companies and drivers long before the start. Budgets were calculated and negotiations with drivers were started. In September, Porsche asked me and then in October there were considerations at Porsche to engage Kling once more. Finally it was decided they would participate with one works car, a 550 Spyder, which I was to drive, and the technical side would again be in the hands of my friend Herbert Linge, who had already proven himself in the two previous years there. The transportation of my car by ship took considerably longer than anticipated so we only had very little time in Mexico for preparation. After training, the car, as well as the personnel, was slightly worse for wear. 


My diary notes that the whole night the car has to be worked on, and I’m feeling ill, with a high fever and feeling miserable. Somebody tells me about a special recipe involving half a litre of cognac, the same amount of milk and honey, and drink all that hot. I take the risk because either the alcohol will completely throw me over, or it will help – and indeed the result is positive! At the start in Tuxtla I am still a little worse for wear but at least I can drive. 


The racing cars are divided into two categories: up to 1.5 litres, and above. In our class again the fast OSCAs are participating with the Argentine GP pilot or driver Roberto Mieres and the French grand master, Louis Chiron, who in 1931 won the Monaco Grand Prix when I was only three years old. Two further private Porsche Spyders are driven by Jaroslav Juhan, and the Le Mans hardtop car he drove in 1953 was entered without hardtop for Salvador Lopez-Chavez who owned the Canada shoe factory in Guadalajara, and the Argentine Fernando Segura. Nobody will be able to challenge Ferrari for victory in the overall classification. The companies that were successful in the two preceding years, Mercedes and Lancia, are both concentrating on Formula 1 and they are putting no effort into the Panamericana. 


But at the Carrera the touring cars also play a major role, especially for the Americans. They race their huge Cadillacs, Lincolns, Studebakers and the Buicks with bravado. This year there is also a special category for European touring cars up to 2.0 litres. In that class there is a works team of Alfa Romeo 1900 Ti, and there’s even a pack of Volkswagen Beetles under the leadership of the local importer Prince Alfons Von Hohenlohe. Privately we doubt whether the 30bhp VWs are appropriate for the murderous 3,000km (1,865 miles) race, but that’s when Alfons offers a bet: ‘We will finish,’ he says, ‘and in addition in the fast stages in the north we will set an average that will be above the top speed indicated by the factory.’ He is saying they will make it to the finish, and in the high speed northern bits they will actually race faster than the top speed the manufacturers’ specifications say. 


The first stage for me develops into a true catastrophe. Twice the newly developed Dunlop tyres delaminate – throw their treads. I have to roll the 70km (44 miles) on the canvas to our depot that Herbert Linge wisely set up, always worried that the tyre would burst. I arrived at the finish in Oaxaca fifth in my class, and twenty-one minutes behind the leader Bechem. On the second stage to Puebla my car’s cooling fan packs up. This drops me a further six minutes behind Brudes – but when that is fixed the car suddenly runs much more smoothly. 


From Mexico City I start to revise my ambitions. The fast Borgwards have been forced to retire through accidents involving stray dogs, but the gap between me and Juhan is now twenty minutes, and I am wondering whether it will be possible to catch him. On each of the following stages I nibble away a bit of his lead: Mexico to Leon I take five minutes off him, Leon to Durango four minutes, Durango to Paral another four minutes. On the endless straights in the north my Spyder keeps up racing speed without complaint, and it achieves times that are only barely below those of the big Ferrari. 


From Durango to Paral it’s 400km (250 miles) and I average 168km/h (104mph), so that before the last stage, 385km (240 miles) from Chihuahua to Cuidad Juarez, I’m only twenty-four seconds behind Juhan. As the class leader he’s starting the stage one minute before me, but I only have to catch up with him to achieve a better overall time, and I manage to do that and we cross the finish line together. After more than 3,000km I win the small sports car class with a margin of thirty-six seconds, and at the same time I am third in the overall classification behind Umberto Maglioli and Phil Hill, but ahead of Franco Cornacchia and Luigi Chinetti, all on Ferraris with 4.9-litre engines. 


For Porsche, including the privateers, it’s an impressive overall result. Six cars started, and six cars finished. All seven VWs finished, bumper to bumper, so we lost our bet. They even averaged 101km/h (63mph)! Such a success in Mexico has a big impact in the markets of north and south America. After the finish I’m engaged in invitations in Mexico, the great reception at the airport in Stuttgart, celebrations at the factory, and the reception at the town hall in Stuttgart – and in December the federal president gives me the silver laurel, the highest commendation, for achievements in the field of sports. 







CHAPTER TWO


THE CARRERA ENGINE, THE PORSCHE 356 AND ABARTH CARRERAS


When your founder has designed cars to take on the world – such as the Löhner petrol-electric hybrid (1901), Benz Tropfenwagen, the first mid-engined racing car (1923), the Mercedes-Benz SSK sports-racer (1928), the Volkswagen Beetle (1935) and Auto Union Types A to D ‘Silver Arrows’ (1933–39), and exquisite gems such as the Cisitalia 360 4WD GP car (1948) – you are clearly never going to be content to run Volkswagen-derived drivetrains: at competition level, at any rate. Stiffening opposition in the early 1950s from Borgward and OSCA in the 1100cc and 1500cc classes demanded a response, and it was only a matter of time before Porsche came up with a motor of its own. Step forward Professor Ernst Fuhrmann, a Porsche associate pre-war and a Gmund employee from the start.


An expert on valve-trains, Professor Fuhrmann came up with the Type 547 Carrera engine, a landmark in the company’s early history and the unit that would see it through a decade of competition. Though the coincidental success in the Mexican epic prompted the adoption of the Carrera name, the engine often shares its name with him. Professor Fuhrmann, who later became Porsche technical director in 1971 and chairman from 1972 to 1980, drew up the first blueprints for the Carrera engine during autumn 1952. This engine used a complex system of bevels and shafts for the valve-train, as well as a dry-sump lubrication system. It was further distinguished by an aluminium block with chrome-plated cylinder walls and twin-spark ignition.
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Porsche 356 Carrera on the 2007 Mille Miglia. JOHNNY TIPLER
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A 356A 1500 GS Carrera Coupé from 1956–57. PORSCHE MUSEUM ARCHIVES
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Porsche technicians Egon Alber and Bruno Trostmann cheerfully assemble a Porsche Type 547 Carrera four-cam engine in 1954. PORSCHE MUSEUM ARCHIVES
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The Formula 2 Porsche 718/2 of 1960 used the four-cam Carrera flat four. PORSCHE MUSEUM ARCHIVES


The configuration of the VW-derived flat four was maintained, though its major evolution was the use of four overhead camshafts driven by quill-shafts and spiral bevel gears. Describing how this innovative powerplant worked in December 1955’s Motor Sport magazine, Denis Jenkinson commented:


The roller-bearing crank is located in an aluminium crankcase, and from the clutch end there is a gear drive to a short shaft driving two bevel wheels mounted back to back, each in turn driving another bevel gear coupled to another shaft so that the rotation of the main shaft is turned through a right-angle in each direction, with the secondary shafts running one between each pair of cylinders. 


The valves were inclined and the crankshaft was a Hirth built-up type, running in four roller-bearing journals. The dual ignition employed two sparkplugs per cylinder and two distributors driven from the intake camshafts, and a larger air-cooling fan was fitted, driven by a vertical V-belt. Each bank of cylinders was fuelled by Solex 40 P11-4 twin-choke carbs, and lubrication was via a dry-sump system with separate oil tank to ensure optimum lubrication during high-speed cornering. The original 1498cc version developed 100bhp at 6,200rpm, an increase of 25bhp on the most powerful contemporary pushrod of the 1600 Super.


First fitted in the 550 Spyder racing cars for 1954, the Fuhrmann four-cam engine was inevitably applied to the road-going 356 for 1956, and the model was titled the 356A 1500 GS Carrera. GS stood for ‘Grand Sport’, and the competition version – Coupé and Speedster only – with its bucket seats, aluminium doors, bonnet and engine lid, was the GS GT.
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Engine change for Olivier Gendebien’s 718/2 F2 car, which took third place at Pau in 1960, a far cry from the sanitized pits garages of modern circuits. PORSCHE MUSEUM ARCHIVES


[image: image]


In search of back pressure? 356 A Carrera sports Sebring silencers. PORSCHE MUSEUM ARCHIVES


The tyres were slightly wider than the 356A’s – 165s as opposed to 155s – and the wood-rim steering wheel was larger diameter; also the rev-counter spun round to 8,000rpm, and the speedo went up to 250km/h (155mph): the car could reach 200km/h (124mph) and go from 0 to 100km/h (62mph) in twelve seconds. The gearbox included Porsche split-ring synchromesh as on the standard 356, though the top two ratios were higher than standard, and two further gear sets were available for competition use.
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Porsche 356 Carrera, Mille Miglia 2007. JOHNNY TIPLER
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Porsche 356 Carrera, Souillac start, 2006 Tour Auto. ANTONY FRASER


REUTTER’S WORKSHOP


The 356A Speedster T1 came out in autumn 1955; like all speedsters, it was built by Reutter at Zuffenhausen, as attested by the charming badge on the lower right front wing. Production of this series numbered 1,850 units, with two 1600cc flat-four engines available: the 60bhp 616/1 1600N ‘Normal’, and the 75bhp 616/2 1600 ‘Super’. The aluminium-cased 644 gearbox was introduced in 1956, while the steering switched to worm and peg, and the front suspension incorporated eight-leaf torsion bars, significant upgrades from the VW parts used previously.


Professor Fuhrmann, who pioneered the Carrera engine, fitted one in his personal 356 Coupé. The four-cam unit had to sit further back behind the rear wheels than the standard engine, which required a steel shroud to be fitted. The two distributors were reversed for accessibility, though the lower spark plugs were virtually unreachable. The system used two distributors for twin-spark ignition. The driver had control of the coils and could test each circuit from the dashboard, using both to aid in cold starting.
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The 356 Carrera’s body was made by coachbuilders Reutter. JOHNNY TIPLER
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356 Carreras could also be specified with Rudge centre-lock wheels. JOHNNY TIPLER


THE 356 CARRERA GS AND GT


In May 1957, Porsche offered two distinct versions of the 356 Carrera Speedsters: the Gran Sport de Luxe for road use, and the GS/GT (Gran Turismo) for track use. The main difference between the two models was weight and performance. The Gran Sport ‘de Luxe’ version was fitted with a heater and a smaller 30mm carburettor venturis for a better torque curve. At the same price, Porsche offered the GT version with a different muffler that had no heater and little deadening. It was also equipped with a larger 95ltr (21gal) fuel tank and Porsche 550 front brakes.
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Two 356 B 1600 GS Carrera GTL Abarth, split by Porsche 356 B 2000 GS Carrera GT ‘Dreikantschaber’, Nürburgring, 1963. PORSCHE MUSEUM ARCHIVES


[image: image]


A 356 Carrera negotiates the snow and ice on the Col de Turini during the 2010 Monte Carlo Historic Rally. ANTONY FRASER
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Porsche 356 A 1500 GS Carrera Coupé during the 1958 Deutschland Rallye. PORSCHE MUSEUM ARCHIVES


The Carrera GT was a purpose-built car with few onboard amenities. The interior was stripped of sound deadening features, the side windows were replaced by pull-up Perspex units, and only simple door panels were fitted. Further weight reduction was found on components such as the lightened bumper brackets, additional aluminium parts, Nardi steering wheel, no undercoating – and no heater.


Mechanically, the GT model was more powerful than the GS, having a sports exhaust fitted, which provided little deadening. At the front, an enlarged long-range fuel tank was fitted. Front braking was provided by 550 RS units that were 10mm thicker and had cooling scoops. The torsion bars were also changed at the rear to provide one degree of negative camber. Offered as both Coupé and Speedster, the GT version was considerably lighter than any previous 356.
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Herbert Linge’s Porsche 356 B 1600 GS Carrera GTL Abarth heads a 356 Carrera at Achum Flugplatzrennen, 14 September 1963. PORSCHE MUSEUM ARCHIVES
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Wolfgang von Trips in his Porsche 550 A Spyder lining up to pass von Saucken in the 356 A Speedster during the 1956 Solituderennen. PORSCHE MUSEUM ARCHIVES


Some of the first Carrera GTs were raced in 1957 at the 12 Hours of Reims by von Hanstein and Hild, but with enlarged engines using slightly larger pistons to make a displacement of 1529cc. They won their class and finished sixth and seventh overall. Probably the GT’s best moment came when Claude Storez used a Speedster to claim victory at the Liège-Rome-Liège rally in 1957. He used the same car to achieve fifth place overall in the Tour de France.
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Porsche 356 A 1500 GS Carrera Speedster, 1956/57, starts from Touring Motel Tübingen, Rallye Monte Carlo, 22 January 1958. PORSCHE MUSEUM ARCHIVES
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Palm Springs, California, 1957: Don Dickey in Porsche 356 A 1500 GS Carrera Speedster, battling with Dale Johnson, Porsche 356 A 1500 GS Carrera Coupé. PORSCHE MUSEUM ARCHIVES


In late 1958 the new T2 body style was released, and Porsche offered an even better version of the Carrera GT. Offered both as a Coupé and a Speedster, the new car featured aluminium doors and engine hoods. These can be identified by louvres on the rear deck and an opening for the fuel filler cap on the front hood. Other refinements included a larger steering box, stronger front spindles and improved transmission. Aluminium was also used in the bucket-seat frames, in the two-piece wheels with alloy insert, and aluminium trim strips for the front/rear bumpers. Fewer than ten of these models were offered with quad-cam engines.
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Paul-Ernst Strähle and Herbert Linge prepare for the off in their 356 B Carrera 1600 GT at the 1960 Tour de Corse. PORSCHE MUSEUM ARCHIVES 
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Porsche 356 B Carrera 1600 GT, Herbert Linge and Paul-Ernst Strähle, Tour de Corse 1960. PORSCHE MUSEUM ARCHIVES
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Porsche 356 A 1500 GS Carrera GT Coupé of 1958 features air scoops in the engine lid. PORSCHE MUSEUM ARCHIVES


Nothing stands still for long at Porsche: in 1956 engine capacity rose 100cc when the 356A 1600 GS was launched. The 1600 Carrera was technically similar to its sibling, with larger bores and a one-piece forged crankshaft running in plain bearings. The twin-plug ignition and the two twin-choke Solex 40 PJJ-4 carbs were retained, while a few cars were fitted with Weber 40 DCM-1 carburettors.
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Ferry Porsche with his eldest son Ferdinand Alexander (Buzi) standing behind a 356 A Carrera hardtop in 1958. PORSCHE MUSEUM ARCHIVES
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Cockpit shot of Paul-Ernst Strähle’s Porsche 356 A 1600 GS Carrera GT, 1958. PORSCHE MUSEUM ARCHIVES


The revised motor brought new sophistications. Its twin distributors were driven from the crankshaft rather than the intake camshafts on the 1500 Carrera engine. The four-speed gearbox could be specified with alternative ratios for second, third and fourth gears, though final drive was unaltered and a limited-slip differential was a competition option, along with straight-through exhaust, Rudge centre-lock hubs and air-intake trumpets instead of air filters. The electrically heated windscreen was another benefit in a cabin prone to misting up. The GT’s cabin interior was almost identical to the 1500 GS, apart from window lift straps and vinyl carpet.
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Women rally drivers Ginette Derolland and Nadège Ferrier with their 356 B Carrera 1600 GT on the 1961 Tour de France. PORSCHE MUSEUM ARCHIVES
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Bernd Jansson’s Porsche 356 B Carrera 2000 GS/GT Coupé starts a stage on the 1963 Midnight Sun Rally. PORSCHE MUSEUM ARCHIVES
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Refuelling as it was carried out in 1960: the class-winning 356 B Carrera 1600 GT of Herbert Linge/Sepp Greger/ Stirling Moss/Graham Hill is topped up at the 1961 Nürburgring 1,000km. PORSCHE MUSEUM ARCHIVES 
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Ernst Kraus raises the dust in his Porsche 356 A 1500 GS Carrera Speedster during the 1958 International Austrian Alpine Rally. PORSCHE MUSEUM ARCHIVES


Apart from individual race-prepared cars, the Carrera Cabriolet is the rarest of the 356 line-up. Between 1955 and 1964 no more than 165 units were built. While racers used Coupés and Speedsters, the Cabriolet was a niche car, the most expensive 356 in the range, and clearly not as appropriate for competition. All Carrera cabriolets were delivered as GS models, and some equipped with GT accessories for better performance, though few were deployed in racing – likely as not, they were configured as hardtop coupés. A single car was specced both as a GS/GT, making it the rarest of a rare segment of the original bearer of the Carrera title.
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Nürburgring paddock garage, and a 356 B 1600 GS Carrera GTL Abarth is worked on by mechanic Karl Dubies, with a 356 A Carrera Cabriolet in attendance. PORSCHE MUSEUM ARCHIVES




356 A 1500 GS CARRERA COUPÉ 356 A 1500 GS CARRERA CABRIOLET 1956­–1957


Layout and chassis


Steel body, 2 doors, 2 + 2 seats, pressed and welded steel-sheet sections, one unit with body, curved single-piece windscreen, one grille in engine lid, bumpers project away from body with over-riders




	Engine




	Type
	Rear-engine, 4-cylinder horizontally opposed




	Block material
	Aluminium




	Head material
	Aluminium




	Cooling
	Air-cooled




	Bore and stroke
	85 × 66mm




	Capacity
	1498cc




	Valves
	Dohc, two vertical shafts, 2 valves per cylinder




	Compression ratio
	9.0: 1




	Carburettor
	2 dual-throat downdraught carburettors, Solex 40 PII




	Max. power (DIN)
	100bhp at 6,200rpm




	Max. torque
	88lb ft at 5,200rpm




	Fuel capacity
	52ltr (11gal) including 5ltr (1gal) reserve



	Transmission




	Gearbox
	Manual 4-speed, rear-axle drive




	Clutch
	Single dry plate




	Ratios
	1st 3.182




	
	 2nd 1.765




	
	 3rd 1.277




	
	 4th 0.960




	
	 Reverse 3.560




	Final drive
	4.428



	Suspension and Steering




	Front
	2 longitudinal swinging arms, 2 transverse, square torsion bars of laminated construction, adjustable anti-roll bars, hydraulic telescopic double-action shock absorbers




	Rear
		Oscillating half axles and radius arms (longitudinal swinging arms), one round torsion bar on each side, hydraulic telescopic double-action shock absorbers




	Steering
	ZF worm and peg




	Tyres
	5.90-15 Supersport front, 5.90-15 Supersport rear




	Wheels
	Steel centres, aluminium rims




	Rim width
	4.5 J × 15in front / 4.5 J × 15in rear



	Brakes




	Type
	Front and rear drums, Duplex / Simplex




	Size
	Front Duplex 280 × 40mm, rear Simplex 280 × 40mm



	Dimensions




	Track
	1,306/1,272mm (51.4/ 50in) front/ rear




	Wheelbase
	2,100mm (83in)




	Overall length
	3,950mm (156in)




	Overall width
	1,670mm (66in)




	Overall height
	1,310mm (52in)




	Unladen weight
	850kg (1,874lb)



	Performance




	Top speed
	200km/h/124mph




	0–60mph
	12.0sec











TYPE 1600 GS ABARTH CARRERA 356


One of the most intriguing models to wear the Porsche insignia is the 1600 GS Abarth Carrera, based on the 356B Coupé. Invariably a competition model, its elongated profile, inset headlight treatment, bulging rear wings and finned and ducted beetle-back engine cover transmute the 356 Coupé shape – at least in competition guise – from the 1950s into the 1960s, and enable the creation of the more muscular RS61 and Type 695 GS.


In the late 1950s in the smaller-capacity GT and special touring category, the 356 was practically ubiquitous, especially in Germany, challenged by the occasional Borgward or Volvo, while the plentiful Alfa Romeo Giulietta Sprint GT Veloce, and the lighter, rarer Simca Abarth Bialbero and Zagato-bodied SVZ 1300s were always a threat to a lame 356. Then in 1959 the quick but fragile Coventry Climax-powered Lotus Élites started to make their presence felt, and Porsche knew it was time to move the game on.


[image: image]


Porsche 356 B 1600 GS Carrera GT Coupé 1960/61, 356A 1600 GS Carrera GT Speedster, and 356A 1500 GS Carrera Coupé line up against BMW 700 opposition at Schauinsland hillclimb, Freiburg, 30 June 1961. PORSCHE MUSEUM ARCHIVES


The lightweight Abarth-bodied 356 was therefore introduced in 1960 to keep ahead of the Élite and the Giulietta Sprint GT and SVZ. The perceived threat in the 1600 class from the MGA twin-cam was unfounded, but the Lotus and Alfa models were highly efficient and needed to be addressed. The prevailing FIA regulations allowed a different body to be used provided it did not lower the car’s weight below the 776.5kg (1,712lb) limit. In mid-1959 Porsche asked Wendler, who made 356 Spyder bodies, and Milan-based Carrozzeria Zagato, to quote for making coupé shells for the 356. Zagato was already producing such bodies for Carlo Abarth’s diminutive Fiat-based racers, and Abarth pursued Porsche in a quest to secure the business for himself.


He cornered Ferry Porsche, technical director Klaus von Rücker, and sales manager Walter Schmidt at the Frankfurt Show, offering to make twenty bodies for a million lire each. Ferry agreed on condition that Abarth created a prototype by mid-October 1959, and interim meetings with Porsche engineer Franz-Xavier Reimspiess identified specific requirements such as engine-bay vents and oil-tank location. Abarth also wanted to make and sell the finished product independently of Porsche, and therefore hired designer Franco Scaglione to draw the body, and engaged Zagato to create them.


Scaglione, whose portfolio included the fanciful Alfa Romeo BAT cars and several commissions from Bertone and Abarth during the 1950s, did an excellent job on the 356. The aluminium shelled car’s overall height was reduced by 13.2cm (5.2in) to 119.9cm (47.2in), the width narrowed by 11.9cm (4.7in) to 154.9cm (61in), which brought the frontal area down by 15 per cent to produce a drag coefficient of 0.365 or 0.376 with the engine lid’s cooling vent open. At 798kg (1,760lb), its weight was 45kg (100lb) less than the Reutter-bodied 356 GT, yet still 22.7kg (50lb) above the minimum weight limit.
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Targa Florio 1964: Porsche 356 B 2000 GS Carrera GT ‘Dreikantschaber’, driven by Günther Klaas and Jochen Neerpasch to seventh overall. PORSCHE MUSEUM ARCHIVES


The first car was delivered in February 1960, a few months late, possibly because Abarth had it made not by Zagato, from whom he was in the process of dissociating himself, but by a less experienced (and therefore cheaper) Torinese carrozzeria, Viarenzo and Filliponi. Abarth may have elected not to make this known since it could have jeopardized the fee Porsche was going to pay him for the bodies. Nor was the prototype an unqualified success: Porsche engineers needed to lower the seating position quite radically in order to find sufficient headroom for the driver, while the front wheel arches were so tight there was little clearance for the wheels. Despite Reimspiess’s instructions the oil-tank location was cramped and engine cooling was inadequate.


Once the snags were overcome, production was handed over to Turin-based carrozzeria Rocco Motto. Porsche was sufficiently pleased with the product that Snr Motto was offered his own workshop premises at Zuffenhausen, though he turned them down on the basis that Turin was a better working environment for his forty-five artisans and three metal hammers.
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