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Müller (left) and van
Lennep (below) thread
their way between
picnics and assorted
small Fiats. Bottom, the
Dutch-Swiss alliance
on the podium

magine a new Porsche
911 RSR winning a
round of the World
Endurance
Championship today.
And no mere class
win, but outright
victory, beating two of
the world’s great factory teams with purposebuilt prototypes in the process. Would it not
be an achievement unparalleled in the history
of even the world’s longest-living sports car?
Actually, no. Back in 1973, the original RSR
did exactly that – and not once in a season, but
twice. The first occasion was the Daytona 24
Hours, on the model’s debut at the start of the
1973 season; but in May another RSR won not
only the Targa Florio – the most durable of all
the great road races – but the last Targa Florio
ever to be accorded world championship
status. And it did so against the best that
Ferrari and Alfa could throw at it. That alone
must surely make it a candidate for the most
important 911 of all time.

I

THAT CAR IS THIS CAR, CHASSIS 0588,
known in the RSR world as R6. And for the
first time since that win in May 1973, it has
been returned to its original Targa Florio
specification after a year-long and quite
extraordinarily painstaking restoration by
Porsche restorer, authority and dealer
Maxted-Page. “It was an incredible honour to
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be asked to return R6 to exactly as it was that
day in May, 45 years ago,” says Lee MaxtedPage. “Just the research phase of the project
took three months to complete. But when you
look at the result, I think you’ll agree it was
worth it.”
Before we do, however, we should look
briefly at how it got there. The RSR was a
result of rules for 1972 limiting Group 5 cars to
a 3.0-litre engine capacity. That outlawed the
917 prototype, while the still-eligible 908 was
too long of tooth and short of power to keep
up with Italian and French opposition now
putting Formula 1 engines in their sports cars.
Besides, new Porsche boss Dr Ernst Fuhrmann
was enthusiastic about racing cars that could
be sold. Which is how the RSR and the road
car needed to homologate it, the 2.7 Carrera
RS, came into being.
I could take up the rest of this space
detailing all the changes required to create the
RSR and plenty more on all the other
modifications that were relentlessly applied
during the 1973 season, but essentially it
started life with a 2.8-litre engine, soon
swapped to a 3.0 when its magnesium
crankcase was changed for a Silumin
(aluminium alloy) unit that was stronger and
could therefore tolerate thinner walls between
the cylinders. With twin plug heads, big valves
and a 10.5:1 compression ratio it produced
about 315bhp. Widened track, race suspension
and brakes from the 917 made it such a

formidable weapon that, for the next three
seasons and almost without exception, it
turned the GT category of the World Sports
Car Championship into Formula RSR.
But the car was not homologated in time for
the season-opener at Daytona, so it raced in
Group 5 while Peter Gregg and Hurley
Haywood outlasted a fairly thin field of
prototypes. It raced as intended in Group 4 at
Vallelunga and Dijon, winning the class in
both, but from Monza onwards the works cars
raced as prototypes, not just to keep the
customers happy but also to test
unhomologated experimental parts.
R6’s WSC career as a factory car was brief. It
was the car that won at Vallelunga in March
but, with its usual driver line-up of Gijs van
Lennep and Herbie Müller, it failed to finish
at Monza. But, as we know, it then triumphed
on the Targa. At Le Mans (driven by Haldi and
Joest) it officially retired with a fuel system
failure, a somewhat euphemistic expression
for simply running out of gas. At Zeltweg it
was again first home behind the purpose-built
racers, after which it was lent to Roger Penske
for the season finale at Watkins Glen. The
power couple of Mark Donohue and George
Follmer maintained its record of absolutely
best-of-the-rest behind the real prototypes.
And that was that. It was sold, raced in Mexico
until 1975 and then stored until returned to Le
Mans configuration in 1991. It was exhibited as
such until the end of 2016, when its current
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“Imagine a new 911 winning a round of the WEC.
And no mere class win, but outright victory”
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Maxted-Page’s task
was eased by access to
original Porsche
drawings and set-up
sheets. Pinstripes
demanded accuracy...

Much of R6 turned out
to be original when it
was stripped back to
the bare metal. The
mission was to restore
it exactly to its 1973
Targa Florio trim
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Gijs van Lennep was not just the man
who, with the late Herbie Müller,
drove R6 to victory in the last proper
Targa Florio, he was also instrumental
in developing the RSR from scratch.
Now 76, he recalls the car and his time
in it with undisguised affection.
“We worked so hard with that car
at Paul Ricard to get it right. Eat,
drink, sleep and drive, that’s all we
did. To test a new part I’d do three
laps, then they’d take it off, I’d do
three more laps, compare the times,
put the part back on, three more laps
and if the car was still quicker, we’d
move onto the next one. It was not
just the quickest way to develop a car,
it was the best.
“The great thing about
the RSR is that to get the
most out of it you had
to push like hell all
the time. At Le Mans
(in R7) Müller and I
went flat out for 24
Hours, never let up
for a moment. We
came fourth behind

lap quicker than us in qualifying.” His
memory is good, the Ferrari 312PB of
Arturo Merzario claiming pole some
3min 13sec quicker than R6’s best
time. “Müller was a very good driver,
really under-rated today, and quicker
than me over one lap, though I was
more consistent and probably faster
over a race distance. But we were
both very precise which is essential
on the Targa Florio, where all you
need to do is hit the kerb for your
race to be over. And the Ferrari and
Alfa drivers made mistakes that put
them out of the race. One of the
Ferraris didn’t even make the start.”
Indeed. With just four of the 11 laps
of the race completed, R6 was out on
its own. “We were young and
strong but it was quite tiring.
Each 72km lap had
something like 700 turns
and we drove in threelap stints without any
drinks bottle in the car.
It gets quite hot in a
closed racing car in Sicily
in May. Müller did the

Last of the Targa Florios

R6 at rest in the
Österreichring
pits, complete with
917 rear wheels
and wider arches
permitted when
running to ‘Group 5’
specification
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owner commissioned Maxted-Page to
turn it back to its Targa-winning
specification.
THE GOOD NEWS FOR MAXTED-PAGE
and the owner was that, as a result of
its fairly quiet life, R6 went onto the
operating table already in very good
condition. “It had had what we call a
1990s restoration, which was as good as
you’d might expect back then. But the
world has moved on so far since, and what
the owner wanted was the car to be as it was
when it won the Targa down to the smallest
discernible detail,” says Maxted-Page.
“The job could have been incredibly
difficult were it not for the factory, which gave
us unfettered access to its photographic and
technical archive, and Norbert Singer, who
wrote everything down in period by hand and
kept every word. So when we wanted to know
the exact suspension ride height used on the
Targa Florio, we just needed to look at the
set-up sheets to find the answer.”

In fact when the team media-blasted the
shell back to bare metal, it found that, save for
one knock on an A-pillar that needed to be
straightened on the jig, R6 was in remarkably
good and original order. “But there was still a
lot of work to be done, not least because of all
the changes made to the car between the
Targa Florio and Le Mans.”
One example is the rare and distinctive

‘Mary Stuart’ rear wing, so called because it
had a passing resemblance to the extended
neck collars favoured by the Queen of Scots.
This extension either side of the familiar
‘burzel’ ducktail spoiler was trialled by Singer
at Monza, when it became clear the cars
would not be able to race as GTs, and was still
in use by the time R6 won the Targa. But they
were modified for Le Mans and discarded
thereafter in favour of a long-tail design with
an adjustable horizontal section. But when R6
was taken back to metal, the holes made in the
pits at Monza all those years ago were revealed,
and used again to secure its new Mary Stuart.
Much more retro-engineering was required
just to get the car back to Targa specification.
“For Le Mans, R6 and its sister R7 were taken
back to Weissach and much modified,” says
Maxted-Page. “They got even wider 12in
magnesium rear rims and centre-lock hubs
from the 917, in steel at the front and titanium
at the rear. The rear arches were enlarged to
accommodate the wider rims and larger
fibreglass-moulded Mary Stuart collars
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Gijs van Lennep on the pride he feels at
beating the sports-prototypes in ’73
two Matras and one Ferrari prototype
so I guess it was worth it. It’s the most
tired I’ve ever been in my life.” This
from a man who two years earlier
won Le Mans outright in a 5-litre
Porsche 917…
Van Lennep puts his speed behind
the wheel of the RSR down to some
very early training. “When I was 15 I
learned how to slide a car until it was
on full opposite lock without
spinning, and then I learned how to
correct it without it snapping the
other way, which was the really
difficult thing with those cars. So, you
can say I was quite experienced with
the way those cars behaved.”
The 1973 Targa Florio was his
fourth crack at the Sicilian classic and
his record speaks for itself: fourth in a
private Porsche 908/2 behind three
factory prototypes in 1970, second for
Alfa in 1971 obeying team orders that
said local boy Nino Vaccarella should
win, and out on the first lap with a
blown engine in 1972 after qualifying
second for Alfa with Vic Elford.
Like Norbert Singer, the technical
director, he was under no illusions
about the likely outcome of the 1973
race. “I am a street racer and loved
the Targa; but the Ferrari and Alfas
were something like three minutes a

first and third stints, I did the second
and fourth, the last being two laps. I
don’t remember anyone telling us to
ease off once we were leading, but I
expect we probably didn’t go quite as
fast as we could have done, especially
as the other RSR (driven by Leo
Kinnunen and Claude Haldi) was not
in a position to challenge us.”
And the car? “It was perfect from
start to finish. Nothing went wrong
with it at all. And when the tyres got
hot, using the traction coming out of
the tight corners, it was amazing.”
Where, then, did that win on the
1973 Targa Florio rank in a career that
included a brace of Le Mans victories
(he won again in 1976 with Jacky Ickx
in a 936 prototype), two points
finishes in four seasons in F1 and the
1972 European Formula 5000
Championship? He does not hesitate.
“The greatest win has to be the 1971
Le Mans in the 917 [where he and
Helmut Marko set a distance record
that would take nearly 40 years to
break], but in my heart it is always the
Targa Florio. At the time, I didn’t
know it would be the last to be held at
the top level; for street racers it was
the greatest challenge of them all, and
I feel lucky and proud to have been
the last person to win it.”

w w w. m o t o r s p o r t m a g a z i n e . c o m 6 5

Restoration Porsche 911 RSR

LYNDON McNEIL

“When you look at it
today, it’s not just like
R6 as it was then, in the
most important ways it
is R6 as it was then”
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Norbert Singer worked for Porsche for
40 years and had a hand in every one
of its 16 Le Mans wins between 1970
and 1998. Given the cars he worked on
– the 917 and its Can-Am derivative,
the 935, 936, 956, 962 and the GT1
that provided his final Le Mans win
– you might think the RSR would pale
by comparison.
Not a bit of it. Singer is now 78 but
on the telephone from Stuttgart he
recalls the programme as if it
happened last week. “It was difficult
in many ways because we were
starting with a road car. With a
prototype you start with everything
where you want it, with the right
wheelbase, weight distribution,
suspension pick-up points
and so on. We couldn’t
do that.
“But (new Porsche
boss Ernst)
Fuhrmann was
insistent that we
should race, but the
908 was the only
3.0-litre car we had. It

“No one gave us a chance…”

“The panels were
unique to the RSR
and had to be exactly
the right gauge
throughout”
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fitted. The steel front wings were replaced
with fibreglass while the doors were made
from a kind of fibreglass not seen since the
1967 911R. And all the glass was replaced with
Perspex save the front screen.” In 1973 it all
made sense, but in 2017 it all needed undoing.
Putting this right wasn’t just a question of
finding some steel panels and some glass. The
panels were unique to the RSR and had to be
exactly the right gauge throughout, the glass
had to be identical to the Glaverbel panes the
RSR would have had when new. Inside exactly
the right needle-felt lightweight carpet had to
be sourced, trimmed and reinstated. The seats
were original RSR seats, but for the Targa the
drivers had had a ‘lollipop’ race seat, so
another had to be found. All the instruments
looked superficially correct, but the oil level
gauge was not period, the speedometer was a
dummy and even the 10,000rpm tachometer
turned out to be a later electronic component,
not the original mechanically driven dial. Even
the steering wheel was wrong.
“Mechanically the car was in very good

order, but we still had to go through
everything down to the smallest detail. The
engine was the correct type, but was fitted
with slide throttle injection that appears to
have been in use from Le Mans onwards. For
the Targa it had butterfly throttles, so those
had to be used again. Likewise the gearbox
didn’t really need rebuilding, but it was full of
the wrong ratios. Happily we knew exactly
what gears it should have had for the Targa, so
those are what it has today.” When the engine
was put on the dynamometer, it developed an
exceptionally healthy 340bhp at 7950rpm.
If this sounds like an obsession, I am really
only scratching the surface of just how
detailed this restoration was – so precise that
the car was not just in Targa Florio
specification but identical to the way it had
been. The rear wheel arch extensions were
lap-welded to the body using exactly the same
techniques that would have been employed at
Weissach in 1973. Maxted-Page’s team also
discovered that the VDO rev-limiter unit that
can be seen fixed to the rear bulkhead of

Legendary Porsche engineer
Norbert Singer on the RSR’s genesis

LYNDON McNEIL

R6 isn’t eligible for
many historic racing
categories, but the
owner has no plans
to put it back on
track. It will remain
as it is, in Targa trim

some customers started making the
torsion bars out of rubber to save
weight,” he says, with a chuckle.
Porsche had not planned to
compete at Daytona in early February,
because it was just too soon, but
“Penske wanted a car and was already
very involved with Porsche, and Peter
Gregg wanted one and he was a
Porsche dealer.” So the factory sent
two cars over without much
expectation; but once the prototypes
had broken and the Penske car had
wrecked its engine, the Gregg car
cruised to victory 22 laps clear of the
second-placed Ferrari Daytona.
“We ran the car in Group 4 in
Europe until we got to Monza, when a
customer complained about our
rear suspension. We didn’t
have time to change it so
were faced with the
choice of withdrawing or
racing with the
prototypes, which we
did. After that
Fuhrmann told us always
to race in Group 5, which

was already old and its engine was
never going to compete with the
Ferrari, Matra and Alfa-Romeo
12-cylinder cars or, of course, the Ford
DFV.” He wanted to race the 911 but
people thought we were mad and
would never sell the 500 road cars
needed to homologate the car for
Group 4. In fact we did quite well with
that.” This is trademark Singer
understatement: in the end more than
three times as many examples of the
homologation car, the legendary 2.7
Carrera RS, went to grateful owners.
In the meantime, and in typical
Porsche fashion of the period, Singer
was given a ridiculously short
timeframe. “We entered two cars for
the Tour de Corse in early November
1972, just as a test (both retired), but
the race car programme didn’t begin
until later.”
One example of the lateral thinking
Singer employed at the time allowed
him to circumvent one of the car’s
inherent weaknesses, its torsion bar
suspension. The rules said the
springing medium had to be retained,
so Singer simply added coil springs,
which were so stiff the torsion bars
were rendered ineffective. But they
were still there, so the rule makers
could hardly complain… “I think

worked well. I was happy because
while we couldn’t beat the prototypes
on speed it meant we could use the
races to develop non-homologated
parts and Fuhrmann was happy
because it meant one of his customers
would always win in Group 4.
“No one gave us a chance on the
Targa Florio,” Singer recalls. “But
Gérard Ducarouge told me why he
wasn’t going to enter the Matras, as he
thought the event just too hard on
prototypes.” In fact it wasn’t
mechanical frailty that led to the
retirements of the Ferrari and Alfa
works pairs, but driver errors and a
puncture leading to driveshaft failure.
“Our drivers never made a mistake
and the car won quite comfortably,”
Singer says. Indeed it did, almost six
minutes ahead of Sandro Munari’s
Lancia Stratos with Leo Kinnunen and
Claude Haldi (R2) in third place.
So where does the RSR rate among
all those incredible cars that Singer
oversaw. “Very highly. It was not just
a difficult project that turned out to
be quite successful, it was also the
first Porsche job I oversaw from start
to finish. In addition this was the
beginning of the journey that led to
the 935. It is something of which I will
always be very proud.”
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the car in photographs taken on the Targa
Florio had at some stage been repositioned
and the original holes welded up. Needless to
say, the unit is back in its rightful place. Even
the exterior fire extinguisher handle was
moved a few inches when the bare shell
revealed where the original hole had been
welded up.
AND THEN, OF COURSE, THERE IS ITS
iconic Martini livery. To ensure the colours
were exactly right, the paintwork of R13, a
1974 RSR Turbo, was examined and the livery
built up painstakingly, layer after layer,
finished off by hand and brush, just as would
have been done in period, to an accuracy
measured in fractions of a millimetre.
“It has been a dream job in many ways,”
says Maxted-Page. “Obviously the car we are
dealing with is an icon, probably the single
most important example of undoubtedly the
world’s greatest sports car, and it was a
privilege to be able to return it exactly to how
it was that great day in 1973. But we only
realised how lucky we were when we stripped
everything back and saw what incredible
condition the car was in. Many racing cars get
crashed, modified and rebuilt so many times it
is sometimes hard to know how much of the
original is left. But with R6 the shell was
almost perfect, the bonnet original and even
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“If R6 ever came up
for sale it would
be worth whatever
someone was
prepared to pay”

the rear wings, which we thought it had
acquired later, turned out to have belonged to
the car from the start. So when you look at R6
as it is today, it’s not just like R6 as it was
then, in the most important ways it is R6 as it
was then…”
Indeed Maxted-Page concedes that the RSR
is now far too good to race. “It isn’t eligible as
an FIA-spec RSR, would be uncompetitive as a
Group 5 car– and why would you want to risk
it? Damage it and you’re damaging the history
of the most important racing 911. The owner
has many other wonderful cars and races
them frequently, so doesn’t need to chance it.”
Valuing R6 is almost impossible because it is
unique. If it ever came up for sale it would be
worth whatever someone was prepared to pay
on the day. Pushed on the subject, MaxtedPage suggests something in the region of $10
million might be near the mark, but the truth
is that nobody really knows.
And nor does it seem that important. For
me it matters far more that its owner cared
enough (and is rich enough) to want to return
R6 to precisely the way it was at the moment of
its greatest triumph, and that in Maxted-Page
there is a company with skills and dedication
to do it. For when you look at it now, you know
you’re looking at the real deal, down to the
last nut, screw and bolt. And, in all likelihood,
that is the way it will remain forever.

