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The totally legal way to guard your life and licence

contributors

> Tom Clarkson

‘Our Tom’ works hard for his dough. At
the moment, he’s keeping a close eye

on all 10 teams, trailing them around
Spain, stopwatch and Dictaphone always
to hand. His writing efforts this month
include a testing round-up and interviews
with Jenson Button and Keke Rosberg’s
son Nico. See pages 30, 54 and 114.

Countywide
safety cameras

Jenson must beat Jacques...

..and vice versa. But, though they're quick, they're notimportant. And we've proved it

Whatever happens at the sharp end of
the grid during 2003, the fiercest battles
will once again be fought out between
rows four and seven - and the most
ferocious of all between mid-grid team-
mates. Such is the internecine nature of
21st-century Formula 1 warfare.

Of all the midfield teams, British
American Racing employ the drivers
with the most to gain... and lose. For
Jacques Villeneuve, a man who long ago
learned what it felt like to race and beat
Michael Schumacher to a world drivers’
championship (but who has rarely
troubled the scorers in four dreadful
years with BAR since), '03 is his last
chance. He simply must outperform his
team-mate, and he knows it; no messin’.

For Jenson Button, JV’s quarry, the
stakes are equally high. Having caused
many people to compare him to the
incomparable Ayrton Senna at Williams
in '00, he has since been vanquished by
Giancarlo Fisichella at Benetton in '01
and shaded by Jarno Trulli at Renault
last year. Press Button on his serial subjugations and he will tell you
that there were extenuating circumstances, and doubtless there
were; yet the inevitable result has been that the people who really
matter in F1 have come to doubt him.

They are wrong to do so, for his talent still shines brightly for those
who care to see it; certainly, he is more naturally gifted than Ville-
neuve. But is he as ballsy? Or as ruthless? It will be an epic contest.

While we're (kinda) on the subject, who are the people who really
matter in F1? Or, just as pertinent, who were they? Or who have
they been? The answers, ladies and gentlemen, can be found on
pages 72-83, in one of the most world-exclusive world exclusives
F1 Racing has ever devised.

| suggest you read it while you listen to your free cover-mounted
CD. After all, important people make a lot of noise, don’t they?

Matt Bishop editor in chief

>John Leach

John first gathered data for F1 Racing’s
classic ‘F1 car in a studio’ features in late
2000; his first The Day When... appeared
in early *01. Over the past two (and a bit)
years, he has coupled detailed historical
burrowing with his extensive racing
knowledge and dry wit to tell many an
exciting tale. See pages 138 and 144.
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Can MB foresee the JV-v-JB result?

Truvelo

‘OF ALL THE
MIDFIELD TEAMS,
BRITISH AMERICAN
RACING EMPLOY
THE DRIVERS WITH
THE MOST TO
GAIN... AND LOSE’

If you miss the wrmgs
[ROAD ANGEL won't.

> Martin Gardner

Martin wasn’t prepared for the sheer
brutality of modern F1 engines — he says
he could still hear them on the plane home
from Barca the next day! Megastars he has
photographed include Oasis, Moby and
Jack Dee; this month he set out to capture
the spirit of Jaguar’s new drivers. On page
86 you can visit those captured spirits. ..

Blackspot

> Rhodri Jones

When we set out to describe new-look
qualifying (page 40), we wanted to give
the story a techy look. We found the right
touch from Rhodri Jones, senior illustrator
at Red Seal, an agency whose clients
include 20th Century Fox and Microsoft.
This is his first appearance in F1 Racing,
and we’re delighted with the results.

Optional biké
kit available

Sitting neatly

Unfamiliar roads, things on your mind -
dashboard, ROAD-ANGEL glves

" % . " i ° ° [
ORIAL p F1 Racing s pubished monthy in Ausraa, For bindors holding 12 issuos, send a choquo I I k h d

EDITOR UBLISHING CONTAGT  [Emiueniiiin  esieiricsies a moment is all it takes to have an accident you personal warning of:
editor in chief ;o:lssc?a;t editor publisher publishing 60 Waldegrave Road,  inda rdonoen, iy, sopan, e Nelherods. “Tris oics ls-anpicable to UK rsekdents onl: » Accident blackspots
Matt Bishop taF Wirteor Karl Penn manager Teddington, Middlesex, SouhAfica, Spain, Sweden, Tukey, UKand  overseas prices on request. Ploaso allow I I .r d I °

associate publishers  Robin Shute TW11 8LG, UK S Mmﬂ;x‘gfmma:yif‘a“’“s U, betwaen four and six woeks for delvery. or Cco e Ct a Tihe an p ena ty P (0] ] nts ° oG :
executive editor technical editor Tim Bulley senior publishing editorial tel . o ;:: :::;«l::.'s fﬂi‘ﬁfﬁﬁ&“;;;":ﬁfﬁém atso cameras
Anthony Rowlinson Steve Matchett Guy Nicholls executive +44 (0)20 8267 5806 otittortal diractor Mo Nchols £56; Africa, India, Middie East £82; Japan and 3, I . o . e ° i

international Martin Cragg editorial fax finance dirsator o Framen i Ao oo baiada That S Wh)’ we’ve invented ROAD ANGEL , to give you ear'y visible and Inductive LOOP Gatso
associate editor  art editor cial bscriptions +44 (0)20 8267 5022 e Herdon F1 Racing Subsciptions, PO Box 280, : . . «Truvelo cameras
Stéphane Samson Liz Wallace James Watson marketing executive  advertising tel g;ﬁm;‘f;‘f;‘xmﬁzgﬁ;ﬁgh s e audible warn’ng Of accident bl aCkSPOtS and all ﬁxed speed cameras.

: commercial Chris Heyes +44 (0)20 8614 8604 Cambs, PE1 2TR, Phono 01733565161 fax: +44 (oﬁ?s[)smasss‘, Containing the | h K * SPECS Average speed

grand prix editor  senior d g production advertising fax ISSN 13614467 EAN 0271361400006 US subscripions from: g the latest comprehensive UK wide database of hazardous sites, ROA EL i
Tom Clarkson Alison Lane Matthew Warren controller +44 (0)20 8267 5977 Printed by: Sothor Print (Web Offsc) I e e N I P sites, D ANGEL is *Regulated roadworks

group advertisement  Lara Piercy subscriptions tel Lid, Unton lndusitil Eslale; Pocle; Dorsel, Tel: 732424 7811. Fax: 732 424 7814 simple to install and use as an ev i i i i
features editor picture editor manager design director +44 (0)1795 414818 2?.:,??,’:5 Colour Systems Ltd, 90-92 :‘2‘ Na@wz':w o ne t .t h eryday motorlng companlon.You can regularly add the *Your own moblle sites
Stuart Codling Eddie Judd Raj Joshi Paul Harpin subscriptions fax Pentonvile Road, London, N1 9HS. i achy Sputkied oW lor 31 1080 west sites using the fast internet update facility (optional m '

advertisement sales director +44 (0)1795 414555 Reproshcton K wiolo o prt o any e aik 140 SO S e s & P y (optio odem). *Your personal danger areas
managlng edl'or photography manager John Chambers inti il text or ilustration without written Brooklyn, NY11220-2561. Periodicals postage

Stewart Wiliams

sub-editor
Suzanne Arnold

6 F1 RACING

Darren Heath, LAT, Allsport

secretary
Helen Watkins

Jonathan Haines
senior sales
executive
Tanya Hunter

managing director
Peter Foubister
chairman

Tony Schulp

haymarket@galleon.co.uk
pr contact

Pat Bird, Praxis PR

+44 (0)20 7749 5911

permission from the publisher is prohibited. Due
caro is taken to ensure that the content

of F1 Racing is fully accurate, but the publisher
and printer cannot accept liabilty for errors and
omissions. F1 Racing is a member of the Audit
Bureau of Circulations.

paid at Brooklyn, NY and additional entries.
Postmaster please send address corrections to:
F1 Racing, c/o SmantMail, 140 58th Street, Suite
28, Brooklyn, NY11220-2561.

F1 Racing is published 12 times per year.
© Haymarket Magazines Lid 2003

With no false alarms, GPS speedometer, easy read display and
easily altered functions, you really shouldn’t be without one.

£379.00

including VAT and |12 months
free subscription.

|

W W

01

Please contact us for further information, to make a purchase or for details of your nearest stockist.

ROAD ANGEL

w.blackspot.c

327 8555

8 6



« THE MICHELIN TEAM.

COMMITTED TO PERFORMANCE.
FOR ITS DRIVERS. FOR YOU. =

The whole Michelin team are passionate about progress
and dedicated to always creating the best tyre.

Each day, our researchers, engineers and technicians work
together to achieve racing success, to share the benefits
of their experience with you.

www.michelinfl.com
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parade special

FOCUS ON TESTING

The sun also rises

Winter in rural Spain: crisp, clear, bright days... and !
mild, drizzly nights. Don’t let the rain go to waste; get |
out and test those wet tyres before the sun burns it off |
Circuit: Jerez, Spain !
Time/date: 9.10am, Thursday December 12
Photographer: Clive Rose/LAT, Canon EOS 1V,
35mm lens, Fuiji Velvia film, 1/800 at F8
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FOCUS ON TESTING

£
=
Q
&=
il
]
c
=
m
(1]
£
>

35
=
3
2
<)
@

=
=
(5}
&
@
=

i)
o3
X
(5]
<}
ke,
ge)
©
o

o0

=S

c
o

K o
=

=
S}
(0]
(=

S

=z

(o2l e))
£ L
= =
= 2=
T g
c Q
WS

(")
2
| o
= c
&=
>
)

o
Qe
O +
o)
n c
o'
T O
T Q
wk

)
=
® S
= 3
w5 E
[l
c g
mT
O
= c
= =
=3
23

=

: Jerez, Spain

Time/date: 5.15pm, Thursday December 12
Photographer: Clive Rose/LAT, Canon EOS 1V,

ircui

C

17-35mm lens, Fuji Velvia film, 1/60 at F20




parade special

FOCUS ON TESTING

Such a beautiful horizon?

Barcelona - but no time to look at the scenery. Reel off
the laps, bed in the new parts, feel for the differences,
report back to base. Check, check again, and repeat
Circuit: Barcelona, Spain

Time/date: 9.50am, Tuesday December 3
Photographer: Bryn Lennon/Allsport, Canon EOS 1V,
17-835mm lens, Fuji Velvia film, 1/1000 at F7.1
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LAT ARCHIVE

This month, we name the 99 most important men in =1
history. The difficulty was deciding whom not to include

Just as the guy most deserving of a knighthood was actually the old boy down the road
whom nobody knew — the guy who sold his war medals to pay for his neighbour’s hospital
bill — so our ‘top 99’ list (see page 72) is inevitably, fatally, flawed. We all have our
own fields of perception and none of us knows enough. All we can do is throw in
our thoughts, mix the results and somehow hope for the best.

In picking F1’s 99
most important
people ever, we had
to exclude some very
talented men, such
as (below, from left
to right) drivers Jo
Siffert, Tom Pryce
and Chris Amon

16 F1 RACING

This column, then, is for the people who aren’t in our
list but should be: it is for those who died too young — for
the guys who lost their chance or who were perennially in
the background because that is the way they were. It is for
Dick Seaman, who was a slick professional, way ahead of
his time. It is for Jean Behra, who brought a cigarette-
squashing, Bogart-esque Hollywood to Formula 1 in the
1950s. It is for the gentle but brilliant Tom Pryce — for
Tony Brise, Roger Williamson, Stuart Lewis-Evans and
Chris Bristow. It is for two of the three who appear on
pages 128-134 of this issue — for Peter Revson and Piers
Courage —and it is for Jo Siffert, Mike Spence, Taffy von
Trips and the Rodriguez brothers —for Pedro and Ricardo.

Chris Amon and Ronnie Peterson were two of the fastest
racing drivers of all time, yet neither are in our list. If Jim
Hall’s Chaparral work influenced F1, then what about the
genius of Mark Donohue? Ignazio Giunti was potentially
the greatest Italian Ferrari driver of them all; no-one was
better at mixing tyres to suit the conditions than Denny
Hulme; and Jacky Ickx and Clay Regazzoni were class acts,

pure and simple. Putting Bernard Dudot or Aleardo
Buzziahead of any of these people is patently absurd.
This page is also for

all the marshals who

have worked voluntarily

at F1 circuits all over the

world for the past 50

years. Some lost their

‘\'g\ ;
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lives and most did something to prevent an accident or to
improve the safety of others.

And it is for the mechanics who work, and have worked,
in what is maybe the world’s most hostile, friendly,
environment. A few are included in our list but of course
there are many more. Pete Kerr, a New Zealander who
knew gearboxes better than the men who designed them,
springs to mind. You could trust your life with Pete
McKenzie and Dave White, the two guys who prepared
Vittorio Brambilla’s March in 1975; Alan Challis kept
BRM alive for years; and Cedric Selzer enabled Jim Clark
to win 70 per cent of the races in *63.

Bob Sparshottand Dave ‘Beaky’ Sims formed their own
grand prix team. They never really had the right money but
they always had a beautifully built race car. Ermanno
Cuoghi could perfect the mixtures of Niki Lauda’s Ferrari
by smell and sound; Mike ‘Herbie’ Blash and Eddie Baker
were two of the key men behind the immaculate, white
Bernard Ecclestone Brabhams; and Dickie Stanford, now
team manager at Williams, is still as good as they get.

Speaking of managers, I was always impressed by Keith
Greene, who raced the F1 Gilby in ’62 and for a while
managed Brabham. Alastair Caldwell was a tough, razor-
sharp New Zealander who was an integral part of McLaren’s
success in the *70s; and how can anyone say that Teddy
Mayer’s contribution to McLaren was less significant than
that of, say, Martin Whitmarsh or Ekrem Sami? At Ferrari,
Cesare Fiorio showed that good rally managers make good
F1 team managers long before Jean Todt arrived on the
scene; Dave Ryan is today similarly strong at McLaren.

The writers, too, are memorable. Peter Garnier’s
Sixteen On The Grid— an analysis of a race weekend from
Thursday to Monday — remains a standard work. Doug
Nye’s contribution to the understanding of F1 racing is
too large to be measurable. And then there is the school of
British greats whose detailed, painstaking work enabled
F1 fans to enjoy the best possible access to any sport,
anywhere in the world. I speak, of course, of Mike
Doodson, Alan Henry, Maurice Hamilton, Simon Taylor,
Andrew Marriott, Eoin Young, Alan Brinton, John
Blunsden, David Phipps, Russell Bulgin, Gregor Grant,
Pete Lyons, Henry Manney IIl and —unquestionably — of
Nigel Roebuck. Without the work of any of these men, not
to mention a bunch of equally talented photographers, F1
would be a less significant sport.

Read, then, about our ‘top 99’ but see nothing as
definitive — or fair.

And then consider the hundreds of others whom I, too,
have neglected — despite the opportunities of this page. €)

ﬂii?z

3 years of preparation

550 experts

36 nationalities

17 races

17 precious lessons

" The Challenge continues.
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IT TAKES THREE, BABY (MAYBE)

Bernie top

ernie Ecclestone wants to see three-car
teams in Formula 1 in 2004. But first he
needs to convince the 10 team bosses
to vote for his proposal - because, like
most changes to F1’s sporting regs, unanimous
agreement is required before it can be adopted.
Bernie first mooted the idea of three-car teams
several years ago; and, with the tail end of the grid
in its current somewhat parlous state, now is the
perfect time to try to force the issue. Back in '98
he said he wanted F1 to become a manufacturer-
based series - “Mercedes v Ferrari v Ford.” Since
the long-term futures of Jordan and Minardi are
looking uncertain, his wish may have to become
areality if F1 is to continue to field grids of at least
20 cars. Ecclestone was unavailable for comment
as F1 Racing went to press, but F1 Racing believes
a determined moad for change exists within the
minds of Bernie and FIA president Max Mosley.
The team principals, Ecclestone and FIA
representatives are due to meet in London on
January 15 for whatis likely to be an extremely
volatile discussion. They will have to thrash out
exactly how they can ensure that a minimum
number of cars will appear on the grid in coming
seasons - which will include measures to protect
the financial health of F1’s endangered minnows.
Should the number of cars drop to 16, existing
provisions within the Concorde Agreement (the

. contract which governs F1) will be triggered to

bring in three-car teams. But the indications are
that Ecclestone would prefer it not to happen this
way because of the media fallout that would follow
any further diminution of the grid.

There are positives and negatives to the plan.
The biggest incentive is that of getting more star
drivers into competitive cars: men like Jacques
Villeneuve, for example, who has languished since
'99 at BAR, but whose contract comes up for
renewal at the end of '03. Who's to say a third

This is how F1

couldlook in 2004:

Rubens Barrichello v

Jacques Villeneuve v

Michael Schumacher,

all racing at Ferrari [ 2

McLaren, Ferrari or Williams seat couldn’t be made
available for him? Likewise for the still overlooked
talents of Giancarlo Fisichella. Three cars would
also give the poorer teams a chance to place local
drivers in their cars at individual races, which
would be a crowd-puller and revenue-generator.

For the bigger fish - the seven manufacturers
in F1 = there is also the possibility of pacifying the
money men with increased sponsorship leveraged
via the third car. Senior Williams marketeers are
known to be keen to pursue this funding avenue.

The cost of running a ‘third car’ (the budget for
which would have to cover a bigger crew, an extra
T-car and greater travel/accommodation costs)
would be $4-6 million per team per season. In a
budget of $100 million this could be relatively
easily absorbed - particularly if the third car's
value as a mobile billboard is maximised.

“My personal point of view is that
three cars is the way to go for F1,”
says Ange Pasquali, Toyota's
team manager. “It happens
already in rallying, and
| think it would add to
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It’s 34 years since the smallest ever Formula 1 grid (13 cars). If Ecclestone has his way, it will never happen again

the spectacle - alot, in fact. But budgets would
go up, which would need to be looked at.”

Other leading team personnel are unconvinced.
McLaren’s Ron Dennis, for example, remains cool
about the proposal. “Believe me: it'll cost,” he said.

The deciding factor is the need for manufacturer
teams to get the blessing of their boards. If the
‘suits’ can be convinced that three-car teams
make sense, then they’re more likely to happen.

Multi-car teams are nothing new to F1. After the
smallest ever grid (13, in '69), Mosley launched his
March F1 team in '70, running four - sometimes five —
cars throughout most of the following decade. F1’s
most recent three-car team was Williams, who ran
a third car for Jonathan Palmer in '83.
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At least there’ll

be more parking
space now that
FOM’s TV trucks
won’t be at races...

BERNIE AXES DIGITAL TV SERVICE

Why ‘the Bolt’ pulled the plug

Digital television coverage of
Formula 1 is dead - at least for now.
Bernie Ecclestone announced just
before Christmas that Formula One
Management’s digital service would
close, with the loss of 250 jobs.

It had been thought that FOM
would scrap only their pay-per-view
interactive service, which was
available in the UK on Sky Digital,
and make the ‘standard’ digital feed
available to free-to-air broadcasters
such as ITV. To do this, Ecclestone
requested extra money from the
networks to pay for the footage and,
when he could only get agreement
from half of them, he scrapped the

RETURN OF THE LION SCION

enterprise, which has been running
since 1995.

A source at FOM said that the
television coverage in '03 would be
similar to that in *94 (in other words,
terrestrial viewers will notice little
or no difference). But there will no
longer be ground-based pick-up
points around the track — as was the
case with digital — which means that
all on-car camera footage will have
to be fed to a helicopter prior to
being beamed around the world.
Such a system limits the number of
cars that can be viewed in-cockpit.

FOM will continue to take a
skeleton staff to the races to help

with race administration, but all TV
footage will be in the hands of the
local broadcasters.

TV commentating legend Murray
Walker said: “I’'m extremely sorry
to hear this news. It was a brave,
enterprising and laudable effort
on Bernie’s part to provide a better-
quality product. That product is
now going to be denied — not only to
people who are prepared to pay the
digital premium, but also to the vast
majority of ITV viewers who were
hoping to watch digital images as
well. At atime when improved TV
coverage is desperately needed,
sadly, it will be getting worse.”

Mansell back in F1: ‘very excoiting’

Former world champion Nigel
Mansell would like to return to
Formula 1 - but not as a driver.
The 1992 champ, who retired
midway through '95, visited last
year’s grands prix at Monaco and
Spa... and liked what he saw.

“| wouldn’t have any problem in
getting involved in F1 in an advisory
role. In fact, I'd probably like it,” he
said. “l wouldn’t want to go to all
the races - but, even atthe age |
am [49], I'd be interested in going
to some tests.

“You have to have an honest
broker in any business. It would
be very interesting and satisfying
to be part of something and make
it successful. Having said that,
anything is possible in motor racing

if the package is exciting enough.
| do know a little bit about motor
racing... so who knows? From
time to time | do give a quiet
opinion to people who ask.”
Mansell has already tried his
hand at team management, when
he became involved in the British
Formula 3000 Championship in the

early '90s through his Mansell
Madgwick Motorsport team.

A Mansell F1 comeback would
be welcome, according to former
ITV. commentator Murray Walker:
“It would be particularly good for
F1 in the UK,” said Muzza, “because
Nigel is the most popular and most
successful British driver there has
ever been. | don’t know what kind
of role he's looking to play in F1 -
but the successful business career
he’s developed since his retirement
from F1 demonstrates that he’s a
highly accomplished businessman.
But, more than that, his ability to
generate publicity and drama is
without peer - so, yes, a Mansell
return to F1, in any shape or form,
would only be good news.”
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AVERAGE LAP TIME (2002)
Bridgestone Bridgestone
(excl Ferrari)

AVERAGE GRID POSITION (2002)
Michelin Bridgestone Bridgestone | Michelin
(excl Ferrari)

Splash’n’ dash

V Just-in the

F1 Minardi

The 2001 Formula 3000
champion Justin Wilson
(below) has been signed
to race for Minardi in
Formula 1 this year —just
months after some people
wrote him off as too tall
to fitin a modern F1 car.
Wilson was first linked
with the Minardi drive in
August, when Alex Yoong
stood down temporarily.
See: F1-to-one, page 126

1m28.617s

1m37.945s

1m14.879s

1m23.794s

1m18.404s

1m9.665s

1m19.143s

1m14.691s

1m32.239s

1m13.475s

1m21.369s

1m16.147s

1m15.333s

1md6.751s

1m22.603s GERHARD LUCK
1m12.081s '

mssss | Berger quits
for quiet life

Gerhard Berger is about to resign as
one of BMW’s motorsport directors.
No replacement will be appointed;
Berger’s co-director, Mario Theissen,
is expected to take on both roles as
soon as Berger has cleared his desk.
Do not believe rumours that BMW
will ditch Williams after '04, however.
History shows that championships
are best won with a car built by a
garagiste grandee and powered by
a works engine —and BMW know it.
As for Berger, he will devote his
energies to running his successful
haulage company... and enjoying
his life. Which is what he does best.

_ SEASON AVERAGE

TYRE WAR

Remove Ferrari, and Michelin win!

Shock! Michelin beat Bridgestone in 2002.
This remarkable revelation comes direct
from, er, Michelin - but, before you mock,
ye cynics, check out their figures (above).

They show that if Ferrari’s results are
removed from Bridgestone’s average
performance at each '02 race, and Minardi’s
from Michelin’s, Michelin would almost
invariably emerge with the best average lap
time and best average qualifying position.

Now, of course, you may find ludicrous
the notion of doctoring data in such a plainly
lop-sided way — especially as Bridgestone
tailor-made their tyres to suit the Ferrari
F2002, thereby compromising their rubber’s
effectiveness on other teams’ cars. they could even win the title outright.

It is also only fair to note that, with Ferrari Shame, though, that Ross Brawn says
removed from the Bridgestone equation, the ~ Ferrari are as yet “only just scratching the
next best Bridgestone team were Sauber, surface of the potential of our relationship
who finished fifth in the constructors’ table. with Bridgestone”. Sacrebleu!

Vv Stubbing out
European races
Formula 1 appears
to be on a collision
course with the EU over
tobacco sponsorship.
The EU wants a ban
on tobacco-related
advertising in 2005,
but the FIA don’t want
any ban in motorsport
before ’06. Result?
Many of Europe’s F1
events may end up
outside the EU if neither
side backs down

Michelin, for their part, supplied ‘boots’ to
Williams (second), McLaren (third) and
Renault (fourth), so it’s hardly surprising
that the French rubber emerges on top

if their dominant Japanese-shod rival
should be overlooked.

Michelin’s qualifying times are also
markedly improved by the singular brilliance
of Juan Pablo ‘seven poles’ Montoya,
whose Williams FW24 made particularly
good use of its footwear in practice.

The most interesting point, surely, is that
Michelin bothered to do this arithmetic in
the first place; if only they could remove
Ferrari from the *03 championship, why,

NEW TECHNOLOGY
Sauber go top
of the class

Sauber have unveiled a state-of-the-
art $50 million wind tunnel, proving that
even minnows have to invest big to
stay in Formula 1, writes Dom Taylor:

Construction should be finished
by November, and the tunnel fully
operational by April '04. So, although
Sauber’s ‘04 car will benefit from it,
the first car to be fully developed with
a $50 million wind behind it will be
their 05 chassis.

Sauber are confident of making big
improvements in aero performance.
Most testing will be done using 60
per cent models, but the tunnel can
take a full-size car. It will also have the
capacity for tandem testing, whereby
the aerodynamic interaction between
two models can be monitored. The
team hope to use this to design cars
which can overtake more easily, yet
L5 f be harder themselves to pass.
w4 S8 v 1 The new super-tunnel will also
incorporate a huge area for VIP
events and a museum containing
every past Sauber racing car. Just
the job for wooing new sponsors...

CAUGHT ON CAMERA: RUBINHO TAKES ON TINA TURNER

V Bulgin: a
fitting tribute
Motorsport journalist
(and occasional F1
Racing contributor)
Russell Bulgin (below)
died of lymphatic cancer
lastyear. As a tribute, his
friends have produced

a hardback book of his
finest work. It costs
£15—all of which goes
to the Royal Marsden
Hospital. Call 01892
838928 to get your copy

Has Rubens Barrichello finally admitted defeat? Gone crazy? Begun a new career in music?
Fear not - he's too kind to do that to us. Seems he’s happy to inflict his singing on his dear
team-mates, though, at their Christmas party. Looks like the festive spirit got to his head...

DARREN HEATH: CLIVE ROSE/LAT; PETER SPINNEY/LAT: CLIVE MASON/ALLSPORT; TOM SHAW/ALLSPORT; MARK THOMPSON/ALLSPORT; AP PHOTOS
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F1 MANUFACTURERS

Better in than out”

Formula 1 is a massively expensiv

e and risky publicity stage for the automobile multinationals, yet they are falling over

themselves (VW excepted) to become more deeply involved in the sport. F1 Racing unravels the contradictions

private teams running R8s and
from Bentley, who use the same
engine in their sportscar, so the
factory is not idle). They do not
have an F1-standard wind tunnel
or the facilities to build chassis -
the R8 chassis were built in Italy
by Dallara. And they do not have
arace team; that too was hived
off to freelances.

Perhaps they should look to
Toyota for answers. Granted,
Toyota Motorsport already had an
extensive infrastructure in place
before they embarked on their
F1 campaign, but for a volume
manufacturer (albeit one with a
closely allied premium brand:
Lexus) they have shown huge
ambition. Their operating budget
for their first year was well in
excess of $100 million, and their
signing of Cristiano da Matta -
with an eye to appealing to the
lucrative South American volume
market — shows that their
programme is led as much by
marketing as by engineering.

“It’s very important for the
automotive industry to continue
to challenge itself,” says Ove

So why are VW (a volume

it; BMW have done manufacturer, like Peugeot, but

it; everyone expects with newer and more credible

Toyota to do it; Peugeot upmarket products such as the
didn’t come close. Do what? Why,  Touareg off-roader and Phaeton
deliver the goods in Formula 1 and execu-barge) so hesitant to get
parlay that success into epic levels involved, especially now that
of brand-building, of course. But Toyota are on board? Bernd
there can only be one winner, and Pischetsrieder, president of the
the price of failure is high-in VW Group, caused speculation
terms of both financial outlay when he visited the Austrian
and humiliation. So why have car Grand Prix last year, but that was
manufacturers been falling over swiftly quashed by VW sports
themselves first to get involved in wallah Franz-Josef Paefgen.
F1 and then (through the putative “For VW there will definitely
GPW(C series) to wrest control of be no F1 programme,” he said.
it from Bernie Ecclestone? “We have the resources to go

Peugeot have proved that the Ferrari route — but you have
brand-building can be achieved to ask if it is wise or profitable.”
elsewhere - in their case, the In this context it is significant
World Rally Championship - for that two years ago, for the first
arelatively modest outlay. But, time since the '50s, Ferrari’s race
although Peugeot have been team became a net contributor
edging steadily upmarket since to the profits of Ferrari SpA. In
the early 1980s, they are still a fact, Ferrari are so valuable and
volume manufacturer — their most saleable that, when the Fiat Group
luxurious models still lack the had to keep the institutional
brand cachet of the likes of BMW wolves from the door, they sold off
and Mercedes, and do not sell a 30 per cent stake in Ferrari. But
well outside the domestic market.  clearly the price of failure is too
Rallying, if anything, concentrates  much for the VW Group to risk.
the mind on the models (rather Or is it? There has been talk of
than the brand) competing in it: Audi entering F1 now that they
in Peugeot’s case, the 206. have ended their works Le Mans
On the other hand, such is programme. It seems plausible:

the spend required just to tread of the big three German luxury
water in F1 that it really ought to car brands they are the only one
be the province of the volume absent from F1. Conspicuously so.
manufacturer. If you view Jaguar But what form would an Audi F1
Racing purely as a marketing tool entry take? The Audi Sport factory
for Jaguar cars, the cost per unit was primarily responsible for
sold is inthe region of $1200 - building the Le Mans-winning R8
almost a tenth of the price of a sportscar’s twin-turbo V8 engine
medium-sized ‘cooking’ car. (which is still in demand from

ercedes have done

“From the marketing perspective,
F1 will enhance the Toyota brand
image all over the world. It’s too
early to see the results but, as the
years go by, we're sure the overall
benefits will become apparent.”
The threat of Toyota’s open-
ended, success-at-all-costs
campaign is not lost on the other
teams. More than one team boss
has told F1 Racing that they fear

Toyota (right) are
confident that F1
investment will
increase their sales
of road cars - and
they’re prepared to : B
tough it out until
they start winning
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Andersson, Toyota’s vice president.

Toyota as much as they do Ferrari.

>Jaguar r

In the wake of the serial
failure of Neil Ressler,
Bobby Rahal and Niki
Lauda (above), two no-
nonsense engineers
have taken over the hot
seat at Jaguar Racing.
Tony Purnell (CEO of
Premier Performance
Division: ie Jaguar
Racing, Cosworth
Racing and Pi
Research) and David
Pitchforth (MD of
Jaguar Racing) have
changed the hierarchies
of Malcolm Oastler
(chief engineer; ex-
BAR), Rob Taylor (head
of vehicle design; ex-
Arrows), Mark Gillan
(head of vehicle
performance; ex-
McLaren) and Ben
Agathangelou (head
of aero; ex-Renault).
Agathangelou, Gillan
and Taylor will work
under the supervision
of a yet-to-he-named
director of engineering
(another no-nonsense
engineer, no doubt).
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estructure

Qastler, now a full-time
employee (having been
a20-hours-a-week
consultant in 2002), will
have a roving brief.

The technical director
role will be shared by
Oastler and the yet- .
to-be-named chap.
And who will be team
principal? Who knows?

Will it work? Well, as
Richard Parry-Jones
knows only too well,
it has to. Ford’s highly
rated chief technical
officer is the man who
has put Purnell and
Pitchforth in charge,
and his reputation will
stand or fall with them.

F1 Racing has often
criticised Jaguar —
frequently for hiring
hosses whose love of
the limelight exceeded
their willingness to
graft. Now that the boot
is on the other foot, it
would be churlish to
disparage the new
regime. We wish them
all the luck in the world.

They’llneed it. For, if
they fail, no-one inside
or outside the team
believes that Ford will
sanction yet another
throw of the dice.

Welcome, you no-
nonsense grafters, to
the last-chance saloon.



REPLACING THE RINGMASTER

’\/;\/lllthe next Bemie please Stanol up’?

== errari president Luca
Montezemolo recently
suggested that Formula 1
needs to change the way it
is run. That means replacing Bernie
Ecclestone’s iron grip on the sport’s
commercial future with a more
democratic board of management,
more answerable across a broad front
within racing and the motor industry.
But does such an individual exist?
And could F1 ever respond to a more
democratic touch without a wholesale
revamp of its current infrastructure?
And could democracy ever work in a
complex business where totalitarianism
has been the order of the day pretty
much for the past quarter of a century?
Balancing the manufacturers’ needs
against those of the smaller specialist
teams, and apportioning the television
income and other commercial rights on
amore equitable basis than has been
the case, will still require the presence
of a strong man at the top — even if the
days of the great dictator are over.
So who could be the chairman of
Grand Prix Racing plc?

RON DENNIS:

CAPABLE BUT ALOOF
The TAG McLaren
i chairman knows
ql o all about business
i\ management, having
; A built up his company
‘ over the past 20 years
to the point where DaimlerChrysler
purchased a 40 per cent stake three
years ago. He is well versed in dealing
with automotive manufacturers ata
senior level and knows better than
most precisely what makes F1 tick.
However, there is much jealousy of
and resentment against Dennis from
some of the smaller F1 teams, who
believe he has not been sufficiently
responsive to calls for urgent cost
reductions in the grand prix business.
Ron thinks deeply before making
any decisions and could be the right
man for the job. But in a business
where initial perception often counts
for more than substance, his seemingly
aloof demeanour could be a handicap.

JOHN HOGAN: WORLDLY AND WILY
He is regarded by
= many people as the
‘ odds-on favourite, if
> he can be persuaded
. to take on the job.
M Australian-born
Hogan joined the Philip Morris empire
in the early *70s and developed their
Marlboro F1 sponsorship programmes
to great effect, most notably with
McLaren and Ferrari. A shrewd
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operator with an even temperament
and the willingess to listen to every
point of view, Hogan is not only well
acquainted with all senior figures on
the F1 stage but also has impeccable
credentials in the business world.

Moreover, he is capable of dealing
directly with the likes of Ecclestone,
Dennis and Montezemolo on first
name terms and is not a man to be
cowed or intimidated.

Hogan could bring a shrewd and
balanced perspective to the inevitable
complications involved in meshing
together F1's conflicting interests.

ZEMOLO: TOO GRAND?
If you're after high-
profile charisma for
the job, Montezemolo
is your man - for he
combines the political
guile of a Max Mosley

wnth a dash of extrovert Italian style and

that rare ability to make the person he is

talking to seem the centre of attention.
He realises that F1 needs an urgent

commercial makeover and is not in

the least bit intimidated by Ecclestone,

secure in the knowledge that his status

and achievement at Ferrari give him

a dominant bargaining position. Luca

replaced by something Mf.‘he r less authori
2 ma

the low-down on the f

also knows all the F1 team principals
extremely well, and has excellent car
industry connections stemming from
his efforts with Ferrari and Maserati
over the past decade. And he is bright
enough to understand the need to
subjugate Ferrari's interests to the
overall good of F1 if more democratic
management is applied. But could he
convince the team bosses of that?

JURGEN HUBBERT: BUSINESSLIKE
Y AMercedes-Benz
4 )
¢ — W top manand very
e much the keeper
L — of the flame during
i

the DaimlerChrysler
merger in the late

'90s, Hubbert is an experienced and
meticulous operator who has been a
consistent and unflinching supporter
of the M-B motorsports programme.

He will be retiring from Mercedes
within the next two years, and should
be considered a very likely candidate
for the top job on an F1 board of

management on which car companies

exert a powerful influence. Well
connected and extremely well
respected in the global automotive
mdustty, Hubbert could bnng [

turity,

ian. We’ll
1 contenders

reshaping the F1 business, despite
the fact that he currently works for a
company who hold a minority stake

in the McLaren empire.
MAX MOSLEY: TOO POLITICAL?
I He wouldn’t want it as

a gift, one suspects. A
e e/ shrewd politician with
i |7 aformidable intellect,
3 Mosley is regarded

N ‘ with great suspicion
by some F1 team owners and car
makers - to the point where it is
doubtful that he could sustain a
consensus in a senior managerial role.

After more than a decade as
president of the sport’s governing
body, he is unlikely to want to switch
tracks to a job more akin to that of
a senior civil servant rather than a
leading politician. His impatience with
bureaucracy would also be a negative
point, but he would certainly bring to
the party a shrewd knowledge of the
overall motorsport business.

Perhaps too closely identified for
too long with Ecclestone, Mosley could
well be regarded as the John Major to
Bernie’s Margaret Thatcher.
 See: The 99 most important people
in Formula 1 history, page 72 »

available at www.my-siemens.co.uk
or call 08457 400 700 for more details




Splash’n’ dash

V F1 teams’
‘on-hold’ music
FERRARI

Now: Jingle Bells-like
muzak

Should be: The Winner
Takes It All (Abba)

WILLIAMS

Now: Nimrod (Elgar)
Should be: Don’t Let’s
Be Beastly To The
Germans (Noel Coward)
McLAREN

Now: Feel (Robbie
Williams)

Should be: Silver Dream
Machine (David Essex)
RENAULT

Now: Classical guitar
music medley

Should be: Je Ne
Regrette Rien (Edith Piaf)
SAUBER

Now: Latino guitar
music medley

Should be: Chirpy
Chirpy Cheep Cheep
(Middle of the Road)
JORDAN

Now: Kiss (Prince)
Should be: Yellow
Submarine (Beatles)
BAR

Now: techno with ‘You
are through to British
American Racing...
please hold’ voice-over

Should be: Hey Big
Spender (Shirley
Bassey)

JAGUAR RACING
Now: Silence

Should be: Rip It

Up And Start Again
(Orange Juice)
MINARDI

Now: ‘Please hold; we
are trying to connect
you’ voice-over on
muzak

Should be: I Wil
Survive (Gloria Gaynor)
TOYOTA

Now: Café del Mar
Should be: Big In
Japan (Big In Japan)
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Snowboarding to the Max!

Okay, we know it seems unlikely; but Max Mosley, the ever-unpredictable president
of the FIA, is a demon snowboarder. But then maybe it’s not so surprising: a life spent
avoiding slips, maintaining balance and skirting round your foes is the perfect training...

Ricky Gervais
Star of The Office

Mike Gascoyne
Tsar of the office

Your guide to F1’s next hot
property: Franck Montagny

Ah, le garcon est un peu especial?
Votre Francalis est trés bon, monsieur!
Mais oui. Q'est-que c’est?

No, you're losing me now.

_Ca plane pour moi?

Don't try to hide your ignorance
behind an old Plastic Bertrand song.
Okay. Tell me about Franck, then.
Well, he’s a young-ish French chap...

. You don’t say!

Do permit me to finish, old boy. He's
one of those coves who does wellin

the lower formulas and then stalls, if
you see what | mean. It was all going
swimmingly until he broke both legs
in a shunt, and then his career :
seemed temporarily to go to pot.

1 hope he didn’tinhale...

Trés droll. Things got so rough that

he even showed up at Le Mans a few
times — which, as you know, is a scaly
farrago-at the best of times. But this
past year he’s reinvented himself in
the Telefonica World Series (Formula
Nissan), taking several wins and a
load of podium finishes. And his
team-mate, Justin Wilson, has just
got himself an F1 drive with Minardi.
So where does that leave Franck?
Now that his star is in some way in the
ascendant again, he’s been given a
try-out by Renault. Seems the French
public aren’t too impressed by the
lack of French drivers in what amounts
to the French team, so they need to
get a French bum on the test car’s
seat. It’s between Franck, Sebastien
Bourdais and Romain Dumas. Franck
could be in, if he plays his cards right.
Oh, good! | hope they play rummy!

_Indeed. But the Bourdais fella won
| the F3000 championship last year,
| so0the competition will be fierce.
. So what you're saying is that he’s

got a Montagny to climb, then?
Have you been at the absinthe again?

CLIVE ROSE/LAT: LAT ARCHIVE; MARK THOMPSON/ALLSPORT; PA PHOTOS; REX FEATURES; ILLUSTRATION BY GRAHAM HUMPHREYS
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Rookie rules the roost

Q. Were you chuffed to have been voted rookie
of the year by 36,590 F1 Racing readers?
CARINE BERTRAND, VARESA, ITALY

A. It's nice that the readers of F1 Racing think that

| had a better season than the other newcomers to
Formula 1 in 2002. It certainly was a great challenge
with a small team. | don’t think | feel any stronger for
receiving the award, but it's nice to know the public
are out there supporting my efforts.

Flipping ’eck!

Q. What’s the worst moment of your career?
ALEX LONGSDON, LONDON

A. Le Mans '99, when my Mercedes sportscar
flipped [on two separate occasions].

Aussie vee aggro?

Q. Would you consider racing an Aussie V8?
BRUCE HASKELL, AUCKLAND, NEW ZEALAND

A. Well, 've never really considered racing a V8 in
Australia. | left there at a young age, and I've been
focused on single-seater racing in Europe ever
since. It’s a fantastic championship down there,
and it’s extremely competitive. You can never say
never, but at the moment I’'m not interested in it.

Fifth position in

his first ever F1
race - and at
home, too. No
wonder Mark
was pleased

Mile high clu

Q. Ever done ‘it’ on a plane? If so, what about
Stoddy’s [Minardi boss Paul Stoddart] plane?
GiLL DEQuOois, LoNpoN

A. Stoddy’s flights are definitely entertaining, and
there’s always a great atmosphere. | haven't resorted
to those sort of antics on board, though - I think it
would be very difficult on a commercial flight!

Aus_sm *S rule football (and cricket etc)
9. Given Australia’s general success in
international sport - cricket, tennis, swimming
and so on - do you feel under pressure from
people back home to get results in F1?

PAT RogERs, JEDBURGH, SCOTLAND

A. I’m'very proud to be an Australian - especially
when it comes to sport - and I'm happy playing
the role of an Aussie in F1. No-one can put more
pressure on me than | do on myself, so that’s not

WEBBER ON SIPHONING THE PYTHON

YOU ASK THE QUESTIONS

The Grill Room: Mark VVeblber

You, the readers of F1 Racing, voted overwhelmingly fo;- Mark Webber to be our rookie of the
year in 2002. And, judging by our bulging postbag, you're hungry to learn more about the lad

an issue for me. | think Australia has a good grasp
of how F1 works and that you have to have a very
good car to win. Hopefully, | can do that soon.

He’s spinning around

Q. I saw you at the Kylie concert in May. Did
you enjoy it? Is she a friend of yours?

KatHY GiBBS, BRISTOL, AVON

A. I've met Kylie a couple of times, and also her
sister and brother. They seem like a very grounded
family and are very nice people. The concert was
fantastic - | definitely didn’t expect | would enjoy

it as much as | actually did.

Ego a-go-go

Q. You seem a pretty down-to-earth guy. Do you
struggle in the glitzy, egotistical world of F1?
JOHN MuLHOLLAND, Miami, USA

A. To be honest, | do sometimes. We’re driving very
fast cars which have been prepared by the best
teams in the world - but that’s all. There are a lot of
people out there doing a lot more important things
than F1 drivers. Some people in F1 do let it go

to their heads and make a huge fuss about how
important they are. It’s quite amusing to see!

Who's the daddy?

Q. (1) Excluding yourself, who is/was the best
Aussie racing driver ever? (2) Including yourself,
who’s the best Aussie racing driver ever?

JERRY FIELD, CAPE TOWN, SOUTH AFRICA

A. Absolutely no question about it: Sir Jack
Brabham, on both counts.

King for a day

Q. If you could be Bernie [Ecclestone] for a day,
what one thing would you do to make F1 better?
MARK MCKELLAR, WOLLONGONG, AUSTRALIA

A. Give the fans more access to where they want

to go on certain days of the weekend.

Races in strange places

Q. Was it tough growing up with the poor
television coverage of F1 in Australia?

STEPHEN HALL, CALIFORNIA, USA

A. It was frustrating just seeing the cars rolling up
on the grid and not getting to see any practice or
qualifying, although the time slots for showing the
races weren’t actually too bad when | was growing
up. They seem to have worsened over recent years.

Getting high

Q. What was the high point of your season with
Minardi, excluding the fifth place in Melbourne?
WiLLIAM NORTON, TIPPERARY, IRELAND

A. | enjoyed the Monaco race a real lot. Magny-
Cours was also a very good race for the team:
pitstops were really good and | was able to push
really hard all race as the car was working very well.

v

‘NO, I'VE NEVER HAD A PISS IN A RACE CAR —

_/FLTHOUGH IN MY SPORTSCAR DAYS | KNOW

HERE WERE DRIVERS WHO DID!"

Hirsuit mates

of Mark, beware:
the Jaguar star is
a leg-pyromaniac
on the quiet...

Snake? Charming...

Q. Have you ever ‘siphoned your python’ in
your racing car?

SusAN STEELE, GLASGOW, SCOTLAND

A. I've never had a piss in arace car - although in my
sportscar days | know there were drivers who did!

Air miles

Q. Did you have time to think of anything when
you flipped your Mercedes at Le Mans?

JASON HoLLAND, ONTARIO, CANADA

A. Yes. | didn’t think I'd walk away from that one.

It was a horrible feeling — not being able to control
anything. Fortunately, the car was very safe and
strong (once it landed)... and | got out unscathed.

Hairy situation

Q. What’s the best prank that you'’ve ever pulled
on anyone?

GARREN BATTEN, CANBERRA, AUSTRALIA

A. | had a school-mate who had really hairy legs.
We used to try to get wood lacquer on the back of
them and then set them alight! And, yes, it did stretch
the friendship - although | was his best man at his
wedding in '01, so he must have forgiven me. Also,

Mark has been
to a Kylie gig, but

still prefers motor
-cars (even when
he’s ‘spinning
around’) to
Loco-motion...

we used to suck chocolate buds (like the ones used
to decorate cakes) into a drinking straw and then
shoot them onto unsuspecting people’s white shirts!
There are heaps more, but they’re unprintable...
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back

fire

(Above) Have Toyota
made the most of
their resources? (Top
right) Beauties such
as these could cause
local upset if they
appear at the Bahrain
Grand Prix; (below
right) you suspect
that neither McLaren
nor anyone else will
catch Ferrari this
year. Our star letter
writer wins a Gastrol
Racing jacket (below)

star letter

The car behind...
T used to be a big fan of Toyota’s
rally programme in the 1990s,
and read with great interest Tom
Clarkson’s Winter Of Discontinuity
(F1 Racing, January ’03). It was
a very insightful article, but why
wasn’t Tom harder on Toyota?
With their budget and resources,
I - and many other people, I'm
sure — expected a lot more than
two points in the entire season.
Who can forget the efforts of
the tiny (by comparison) Stewart
team in ’97, their first season in
Formula 1? Rubens Barrichello
finished second at Monaco — so
buck up your ideas, Toyota!
Carol Hayes
Leeds, West Yorkshire

Ooh, you are oval

As an F1 fan in the States, I often
face criticism from NASCAR fans
that F1 is boring. My response

is as follows. Does anyone go

to see Luciano Pavarotti to hear
him choke? Do you attend the
Nutcracker to see a ballerina
sprain her ankle? Of course not.
You go to witness first-hand the
unparalleled beauty and skill.

Is F1 overtaking infrequent?
Maybe, but can you see the best
drivers in the most extreme cars
anywhere else? Of course not.
Michael Ashworth
St Louis, Missouri, USA

Sheikh a leg
1 enjoyed Anthony Rowlinson’s
feature about Bahrain (¥ Racing,
December ’02) and am very much
looking forward to the event itself.
But I have some reservations.

If the grand prix is held in
late October, to avoid Bahrain’s
hottest months, it may clash with
Ramadan. Bahrain is a tolerant
country — but I fear that alcohol,
tobacco sponsorship and scantily
clad grid girls may cause offence
to some, especially at Ramadan.
It would be a shame if F1 (albeit
unwittingly) precipitated the kinds
of angry scenes which marred
the 02 Miss World contest.
Walli Hussein
Via email

Chinese takeaway

1 must answer Dawei Zhi’s letter
about the Chinese Grand Prix
(Backfire, January *03). I realise
not all countries have flawless
human rights records, but that

is not the point. Global pressure
can be a great force for positive
change. If the organising bodies of
international sports had cosied up
to South Africa, for instance, for
the sake of a fast buck, apartheid
might still be in place there today.
Darryl Hayes

Via email

Schumi shome mishtake
When Michael Schumacher says
that he is “more than certain that
our rivals will close the gap” (FI
Racing, January ’03), I fear he is
being economical with the truth.
To close the gap significantly, the
other teams either need Ferrari to
trip up pretty comprehensively...
or to pull something very special
out of the bag themselves. On the

evidence so far, I’m not at all sure
either outcome is feasible. It’s all
very well talking about building

a new wind tunnel, for instance,
but that’s like joining a gym after
Christmas — it may be one route
to a result, but it cannot achieve
that result unless used properly.
Roger Brierley

Via email

Lauda-ble? No, sirree!

As usual, FI Racing (and Peter
Windsor in particular) has got it
right — while almost everyone else

has (predictably) got it wrong. I’'m

referring, of course, to Windsor’s
superbly trenchant analysis of
Jaguar Racing’s decision to sack
Niki Lauda in his latest column
(F1 Racing, January ’03).

Now that Jaguar have kicked
‘the Rat’ into touch, perhaps
they’ll start beating Minardi...
Steve Wentk
El Paso, Texas, USA

Testing patience

Why do people set so much store
by testing times? It’s not as if
everyone is out there trying to
break lap records, is it? Surely it’s
unfair to“diss’ a driver for being
off the pace when all he’s doing
is evaluating development parts.
Barry Thompson

Perth, Australia

You boys are a bit special
I pick up most F1 news from the
internet, but still enjoy Pizpass for
its depth of analysis... and twisted
humour. Over recent months 7he
Boy’s A Bit Special has become
even more surreal. Keep it up!
Harry Locke

Minsk, Belarus

ADDRESS YOUR LETTERS T0: F1 RACING, B0 WALDEGRAVE ROAD, TEDDINGTON, MIDDLESEX TW11 8LG. FAX: 0208 267 5022 EMAIL: LETTERS.FIRACING@HAYNET.COM (BACKFIRE LETTERS ONLY)
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fEpyt F1 performance

"inyourcar’’

“Why do | use Castrol? Because it improves the performance of my

car’s engine. Castrol has consistently increased the power output and
performance of my BMW V10 F1 engine. This race (and qualifying!) proven
technology can also make a difference to your engine. So if like me you
want more power and protection, choose Castrol.” Juan Pablo Montoya

= Castrol

Castrol... Put F1 performance in your car




LVing
@ me

o

lits
full

Is your mobile environment as comfortable as
your home? Alpine technology can make it so.

Life is all about providing the finest
for yourself and your family. When
you choose your car, that’s at the
forefront of your mind: you want
comfort, safety and security.

But what would you give to add
convenience and fun to that list?
What would you give to have a car
that dodged the jams and kept the
kids entertained at the same time?

[

Alpine €an turn that dream into
reality with a range of bespoke
advanced in-car systems that make
your home audio-visual system look
distinctly old hat. From the very latest
digital surround sound technology to
intelligent navigation systems that
detect and react to potential delays,
Alpine can transform your journeys,
making them easier, quicker and more
enjoyable. For all the family.

No wonder Alpine is the choice of
premium car makers across the
world. Jaguar, Aston Martin, Land
Rover, Mercedes and BMW all fit
Alpine equipment as standard.

Because Alpine is literally dedicated
to car audio - it only deals in car
products - the company can devote
all its time and resources to the
development of bespoke installations.

B
GATWICK AIRPORT |
M23 }
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It's a single-minded approach that’s

clearly working. Alpine was recently
rewarded with the prestigious JD
Power Customer Satisfaction award
for a seventh consecutive year.

For over 35 years Alpine has been

providing home comforts on the road.

And today’s line up is the most
spectacular and sought-after the
company has ever produced.

The very latest in DVD-based
satellite navigation systems use TMC

technology to help you by-pass jams,
leaving you to concentrate on arriving
at your destination refreshed, on time
and stress-free. And with DVD’s
enormous storage capacity, not only
will one disc be enough to guide you
across Europe, Alpine’s system will
help you find the nearest petrol station
or even a restaurant if you or your car
are low on fuel.

Whether you choose a full screen
version or more compact standard-
size in-dash unit, a combination of
crystal-clear step-by-step display
and a soothing voice will guide you
to your destination on your choice of
motorway or trunk roads.

But it’s not only the driver who'll
feel as though journey times have
been shrunk. Those in the back get a
widescreen view with a choice of
headrest-, seatback- or roof-mounted
screens showing the latest TV soap of
DVD blockbuster.

For the longest journeys you can
specify Alpine’s DVD multichanger
which will hold up to six discs,
providing hours of entertainment.

You can even hook up the latest
games consoles for a little back seat
competition.

As you'd expect from Alpine, the
sound quality aims to create
audio-visual perfection. Recreate that
multiplex experience with surround
systems incorporating Dolby Digital,
DTS and even the very latest Dolby
Pro Logic 2 playing through Alpine’s
world-renowned speaker systems
with dedicated power amplifiers and
sub-woofers for added drama.

The technology doesn’t stop there.
Astonishingly detailed CD sound is
available through single-slot head
units or dash-controlled multichangers
holding up to twelve discs. If you
choose to download your sounds from

the internet, MP3 compatible players
are available, too.

It's time to take the monotony out of
your journeys and put a thrill back into
motoring.

It’s time to transform your driving
pleasure with the finest multimedia
systems you’ll find on four wheels.

It’s time for Alpine.

For more information on the Alpine range visit

www.alpine-europe.com

To receive a list of events we will be attending, please e-mail us
customer_enquiries@alpine-electronics.co.uk

\

Car Audio and Navigation Systems
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TESTING SO FAR
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All bar one of F1’s teams have been testing in Spain during the winter ‘oreak’. So... what
have they leamed? And who is quick? F1 Racing quizzed 10 men in the know

Interviews by Tom Clarkson

winter testing times,
but it was a useful
three weeks for

the Woking trio of
Coulthard (left),
Raikkonen and Wurz

CLIVE ROSE/LAT




LUIGI MAZZOLA
Chief test team engineer

FERRARI

“It was a busy three weeks for us prior to Christmas. We had a
two-pronged test effort in Spain and Italy, in which we completed
around 4,500 miles and gathered lots of useful information.

“Our test drivers Luca Badoer and Luciano Burti did the bulk
of the driving — Badoer at Barcelona and Jerez, Burti at Mugello
and Fiorano. Then Rubens Barrichello joined Badoer in Barcelona
for the final two days at the beginning of December.

“We did both wet- and dry-weather tyre tests for Bridgestone. The
wet-weather tests were done in Italy. We had rainfall at Mugello and
we wetted the Fiorano track — but once we’d done that, it snowed!

“We also did some brake testing, electronics testing and some
endurance testing on the 051 engine, which we used in qualifying
for the last three races of 2002. If we have to start the new season
with F2002, we'll have to use this engine because the new one for
the 03 car doesn't fit into the back of the old car.

“We had just one rest day, Saturday December 14, for our
Christmas party in Maranello. There were more than 900 people —
including Michael [Schumacher] and Rubens — on the guest list.”

‘WE WETTED
THE FIORANO

TESTING SO FAR

SAM MICHAEL
Chief operations engineer

“We’ve been working hard on a number of projects. We'’ve got the
new engine from BMW for '03 to ‘debug’, which has gone well so
far, but we've identified some small problems that should be sorted
out very soon. It’s already producing good power levels. We've also
been running the new gearbox, which is a good step forward in
terms of weight and size reduction. There was a problem with it at
the first test at Valencia, but that was solved in time for the second
test at Barcelona. Now it’s running without problems.

“We’re also working well with Michelin. We’re exploring new
compound and casing directions for ’03. Michelin have already
found two new compounds: one soft and one hard. The casing
directions are interesting as well but are longer-term developments.

“We have an intensive programme, with BMW, on traction
control - to take our system to the next level. Regarding other
components, we've been testing brake materials from Carbone
Industrie, suspension geometries and aerodynamic components.
All of this is aimed at the FW25. We also ran four new test drivers
in an evaluation programme. They did a mature, professional job.”

‘MICHELIN HAVE
ALREADY FOUND

TWO NEW TYRE
COMPOUNDS: ONE
SOFT, ONE HARD’

B e 2 ot TRACK - BUT
tec_hr}ical progress ONCE WE’D DONE
by hitting the tracks THAT, IT SNOWED"

in Spain and Italy
at the same time

MARTIN WHITMARSH
Managing director

“It's been a busy winter for us — with David [Coulthard], Kimi
[Raikkonen] and Alex [Wurz] all running new parts for next season.
The test at Barcelona in the second week was satisfying because
David went under the 1m16.0s barrier, which was a demonstration
that we’re continuing to improve MP4-17. We don’t get carried
away with ‘winter world championships’, though, and | admit the
conditions were good... but it was a very good time all the same.
“However, as much as anything on the track, the past few
months have been about building for the future. We didn’t do a
good job as a team in 02 and we've had to look at ourselves.
“Ferrari are not uncatchable. They did a competent job, but we
know that if we do a good job we can beat them. We’ve had similar
margins of domination in the past, and it’s not easy to stay ahead.
“We've developed our technical organisation and processes
alot over the past year. We've introduced four chief engineers to
the team — extremely talented individuals and who will work with
Adrian [Newey]. Adrian remains technical director and chief
engineer of our aerodynamic department. We took the view
that there was too much responsibility placed on Adrian’s
shoulders for the creative pursuit of performance. So, while
we've just endured the pain of an unsuccessful season, | think
we’ve got a genuine expectation for progress ahead.”

Whitmarsh (right) is
confident that new
appointments and a
team restructuring
will strengthen
McLaren for 2003
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MIKE GASCOYNE
Technical director
RENAULTF1

“It was a very busy test programme, during which we ran

our hybrid car for the first time. It featured the '03 mechanical
package with the 02 aero package, with the result that we
followed a programme of extremely rigorous mechanical
testing. It produced some very satisfying results, both in
terms of mechanical reliability and power.

“Our ’08 aero package won'’t run until the final Silverstone test
before Melbourne, but that will allow us to spend as much time as
possible in the wind tunnel. The car will look quite a lot different
from the *02 car, as you'll see at the launch.

“From a testing point of view, running the old bodywork meant
that we took a huge variable away from the total performance
?nvelope. Of course, it cost a ot of money to make a new set of
ok‘j’ bodywork just for winter testing, but it worked well for us.

‘The drivers were extremely happy with the way the car felt.
When Fernando [Alonso] got out of the car at Jerez, he was so
keyed up that he wanted to go and bang in some quick times —
but we had to tell him not to. We've followed a very disciplined
test programme. Again, by running a hybrid car, we removed a
lot of the temptation to go out and set winter qualifying times. It

would have been fun for the drivers, but we wouldn’t have learned
an awful lot from it.” p

Renault have run a
hybrid ’02/03 car.
Gascoyne (right)
says that has made
it easier to chart
technical progress
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GARY ANDERSON
Director of race and test engineering

JACKY EECKELAERT
Head of track engineering

SAUBER

JORDAN

“We haven’t been testing our new car — or even an interim car —
because, to be honest, it wouldn’t really have gained us very much.
We'd have had to adapt an EJ12, which was built around a fairly
heavy and large Honda engine, to take a much lighter and smaller
Ford one... and the data we'd have got wouldn’t have been much
use. It wouldn’t have been the best way to spend our budget.
“The new car — which will be called EJ13! —is a very nice, very
tidy package. The only things we've carried over from last year are
the driveshafts, and we've tried to optimise the car in every area.
We've aimed to make EJ13 straight and simple: | reckon Ferrari
showed last year that you don’t have to have any bullshit involved
in the design as long as everything works the way it should.
“We’re quite happy with where we are at the moment. One
of the reasons the bigger teams test so much is that they try to
pursue all the tentacles of the octopus at the same time, whereas
in a smaller team you have to pick the correct tentacle to pursue
before you start. We think we've done that this winter. We didn’t
last winter. There was some talk about whether or not we should
call the car the “13’, but we decided against being superstitious.
Who knows? It might be our lucky number. And, then, if we didn 't
use it, we'd be missing out!” »

‘THE BIGGER
TEAMS TRY TO
PURSUE ALL THE
TENTACLES OF THE
OCTOPUS AT ONCE’
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«Formula 1 testing is a very expensive business, so it’s important
to maximise your track time. We achieved all of our objectives
during the pre-Christmas tests, although we lost some track
time due to early-morning fog one day at Barcelona - and on
other days our running was limited by loads of red flags.

“We used a C21 chassis for all the tests, which was almost
identical to the one we raced at the last grand prix of '02 [Suzuka].
Our main objective was to gather information for the new C22 that
we'll launch on February 9 — dampers, gearbox, traction control
and other electronic systems, aero work and tyre testing.

“Bridgestone gave us quite an extensive programme, taking in
dry and wet weather tyres. We've got a lot of work to get through
together, prior to the new season, as we work towards optimising
a dry tyre for our car. There was also the single-spec wet tyre
to consider — so whenever the track was wet or damp, we took
advantage of it.

“| guess Nick [Heidfeld] did the majority of of the driving because
Heinz-Harald [Frentzen] still didn’t fit the car properly — because
the C21 was designed around Nick and Felipe [Massal]. Heinz’s
test programme will begin in earnest once the new car arrives.”

Eeckelaert (left) is
happy that Sauber
collected plenty of
information to help
with the new car

The experienced
Anderson maintains
Jordan are doing
fine, despite not
testing this winter

Fastest
’01-02

TESTING SO FAR

> ap times from Spain: the low-down

\What do the stats say? We've collected each team'’s best times from the Spanist
winter. and compared them with their best from the previous t
ast winter, so most January/February times were set with new cars,

dcars'. The stats neverlie. .. dothey?

pre-Christmas testing

whereas this year's November/December times are o

YEAR TEAM

FASTEST TIME DRIVER

) tracks this

ting ‘season’. There was no

CONDITIONS

2002-03 Ferrari 1m15.897s | Rubens Barrichello December 13’02 Sunny
2001-02 Ferrari 1m18.096s Rubens Barrichello January 30 °02 Sunny
2002-03 Jaguar 1m17.405s Antonio Pizzonia December 5’02 Dry

2001-02 Jaguar 1m19.252s Eddie Irvine January 10°02 Wet

2002-03 McLaren David Coulthard December 5°02 Dry

2001-02 McLaren 1m17.328s i Alex Wurz January 28’02 Dry

2002-03 Renault 1m19.854s ~ Fernando Alonso December 5’02 Dry

2001-02 Renault 1m17.677s & Jarno Trulli February 13’02 Sunny
2002-03 Williams 1m17.444s Juan Pablo Montoya December 5’02 Dry

2001-02 Williams 1m18.018s Marc Gené January 26 '02 .. Dry

2002-03 Sauber 1m18.079s ' Heinz-Harald Frentzen December 13 '02 Sunny
2001-02 Sauber 1m18.749s i Nick Heidfeld January 30’02 Warm, cloudy, dry
2002-03 Toyota 1m17.196s Olivier Panis December 4’02 Dry ] ;
2001-02 Toyota 1m19.831s Allan McNish ‘January 31’02 Dry

2002-03 BAR 1m18.828s Jacques Villeneuve December 5’02 Dry

2001-02 BAR | 1m19.198s Olivier Panis January 30’02 Dry

FASTEST TIME DRIVER

CONDITIONS

2002-03 Williams 1m12.147s Juan Pablo Montoya November 28 02 Sunny but cold
2001-02 Williams 1m10.977s & Juan Pablo Montoya February 10’02 Dry
s 200?-0? McLaren L Kimi Raikkonen November 28 02 Sunny but cold
i01-02 2001-02 McLaren 1m10.987s Kimi Raikkonen February 15 '02 Dry
2002-03 Sauber 1m13.745s Nick Heidfeld November 28 "02 Sunny but cold
2001-02 Sauber 1m12.404s Nick Heidfeld February 7’02 Sunny and dry
2002-03 Renault 1m13.880s Jarno Trulli November 27 ’02 Sunny but cold
2001-02 Renault 1m14.477s Jenson Button February 16’02 Dry and sunny
'2002-03 Minardi 1m16.649s Matteo Bobbi November 28 '02 Sunny but cold
2001-02 Minardi 1m15.360s Alex Yoong February 8 '02 Dry

FASTEST TIME DRIVER

CONDITIONS

iggzgz ;::::r : Luca Badoer December 5 '02 Sunny

e e 1m22.339s Nick Heldffald December 5’02 Sunny

555502 o : m22.140s Jacques Villeneuve December 13’02 Windy, overcast

T L m20.860s Alex Wurz December 13’02 Windy, overcast

200205 (I 1m21.646s Fernat\do'AIonso December 15’02 Dry

Trore Wiﬁiams 1m20.870s Antonio Pizzonia December 13’02 Windy, overcast
Ralf Schumacher December 13’02 Windy, overcast

* There was no testing at Jerez las|

1m20.960s
intel ysed for building work

E st
ETTLING WHILE ROME BURNS? Despite some teams’ money troubles, the big boys shelled out big time

In three weeks’ testing before

Christmas, the nine F1 teams
Who decamped to Spain spent
a fantastic amount of money.

In consumables alone - which
means engines, tyres, brakes and
gearboxes - the total cost came

accepted standard F1 measure
of $1,000 per kilometre). That
excludes the cost of the cars
to a cool $34,352,000 (using the themselves, salaries, travel and

accommodation. Truly, now more
than ever, F1 has become a game
of ‘haves’ and ‘have-nots’. And the
‘haves’ have a helluva lot!

Fastes
3

Faste!

’02-0:
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DAVID STUBBS
Team manager
JAGUAR RACING

“We ran for the duration of the three-week test sessions, using
an ’02-spec R3 and a hybrid R3C - the 02 car fitted with the
'03-spec 90-degree V10 Cosworth engine. Antonio [Pizzonia]
and Mark [Webber] shared the work, both men driving both cars.

“They're new to Jaguar Racing, so we tried to ease their
induction into the team as much as possible. Our engineers
have had to get used to their whims, while they [the drivers]
have had to get used to the way we work. For this reason, we
used the R3 for familiarisation work and tyre testing.

“The R3C didn’t achieve as high a mileage as we would
have liked, owing to various problems with the new engine.
Nonetheless, we learned a great deal about it and were able
to feed what we discovered into the development programme
in time for the next test in early January.

“It's way too early to draw any conclusions, but one thing
is for sure: both drivers settled in very quickly and were very
enthusiastic. They work very well together and have been
very well received by everyone at Jaguar Racing, Cosworth
Racing and Pi Electronics. There is a real buzz about the team
at the moment.” »

‘OUR NEW DRIVERS
SETTLED IN VERY
QUICKLY. THERE

IS A REAL BUZZ
ABOUT THE TEAM’

F1 RACING

JOCK CLEAR .
Senior race engineer
BRITISH AMERICAN RACING

“We used fundamentally the same car as the one we raced at
Suzuka. Anthony [Davidson] started the tests at Barcelona, then
Jacques [Villeneuve] drove there in the second week, working
primarily with Honda software for the new car. Jacques and
Jenson [Button] then ran together in the final week at Jerez.

“We have high expectations for the new season, although
we only have our own information on what developments there
are on the car. We think we’ve done a pretty good job across
the board, but only time will tell how big a step forward the other
teams have taken. The new car ran for the first time on January 8,
with Jacques behind the wheel.

“The car is very different in its conception and, being the first
one from our new technical director Geoff Willis, it's a move away
from the direction we’ve been taking in the past three years. Geoff
has put into practice a lot of the stuff he learned at Williams.

“In Jacques and Jenson, we have an interesting new driver
pairing — although, as far as Jacques is concerned, Jenson has
still got something to prove. I'm sure they’ll do a little bit of
sparring against each other early on, and it’ll be interesting
to see where they line up against each other at Melbourne.”

BAR’s new drivers
worked together

for the first time in
December. Clear (left)
expects fireworks...

the team getting to
know their new d

VISIT

V-WORLD.COM

THE OFFAICIAL WEBSITE

AND DISCOVER THE WORLD OF JACOUES VILLENEUWVE
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OLIVIER PANIS
Driver

“Cristiano [da Matta] and | are both new to the team, so the
winter test sessions have been as much about us getting to
know Toyota as about testing new parts. I’ve been driving the
hybrid TF102B — the '02 car with the '03 engine and gearbox —
and Cristiano was in a standard TF102.

“| couldn’t drive the car as it was set up when | first got in
it at Barcelona, so | made a lot of set-up changes — springs,
dampers, things like that, and it’s now much better. We've also
done a lot of work on the engine — which has proved to be both
powerful and reliable —and electronics. And there was a big, big
workload for Michelin with the new-for-"03 tyre rules in mind.

“From a personal point of view, I've had to get used to left-
foot braking for the first time in my career. It’s not possible to
right-foot brake in the TF102 because the steering column sits
between the brake and the throttle. It felt strange initially, but
after 10 laps | felt as if | was quicker than | had been with my
right foot! I'm able to stabilise the car better using my left foot.

“We did a lot of private running at Paul Ricard in the second
and third weeks, where the team have a special test facility. |
must say, I’'m very excited about the new season.” @

‘WE'VE DONE A LOT
OF WORK ON THE
ENGINE - WHICH

IS POWERFUL

AND RELIABLE’
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GIAN CARLO MINARDI
Managing director

“We spent two days at Valencia in the first week, but it wasn’t
a development test as such. We had two PS01 cars there from
2001, each with a two-year-old Cosworth in the back that we
badged a European V10.

“The main objective of the test was to give Russian rally
champion Sergey Zlobin a run, courtesy of our Russian sponsor
Gazprom. He did quite a good job and might test again for us in
the future.

“In the other car, we gave Frank Montagny a run. It’s something
that we’ve been promising him ever since he won the '01 Formula
Nissan Championship. Then, because we had two cars at the
circuit anyway, we gave Matteo Bobbi a run. He’s our contracted
test driver.

“Once the programme was completed, we returned to the
factory at Faenza and concentrated on building the new PS03
for '03. We have a Cosworth engine deal in place and we’ve just
announced Justin Wilson as one of our drivers, so the cockpit is
certainly going to have to be a bit bigger. After all, Justin is 6'3”!
But he’s an exceptionally gifted young driver and we’re sure he
has a very bright future in F1.”

Minardi's (left) team
weren’t working on
the car, particularly.
Their focus was
more driver-based

Panis used the tests
to learn left-foot
braking. He found

it easier to stabilise
the car that way

If you haven't already received our brochure call us now -

International Motor Racing Tours 2003

)(1)3;00 106 392! It's all you need to plan your motor racing

Our Formula One season starts in Australia on 9 March and
then Malaysia on 23 March.

Bog'l are excellent opportunities to escape the British Winter
andenjoy some well deserved sunshine. We have a choice of

tours to both events - or why not combine t 2
us for details. y he two races? Call

In mid-April F1 comes to Europe - San Marino, Spain and

Austria are the first th . -
venues. ree events - all very different but great

Page & Moy Limited International Motor Racin

, g Tours,136-140 London Road,

Hooziz:;ax. 08700 106 465 (+44 8700 106 465) e-mail: gprix@page-moy.co.uk
9/833

On 1 June it's Monaco - for many the highlight of the F1
calendar and our choice of tours is second to none. Then it's
time to cross the Atlantic to Canada - Montreal is a great city
- quefj)re|y retuming to Germany, France and then Silverstone in
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NEW QUALIFYING

There will be no room for error in new-for-'03 qualifying. Just two

on Saturday —will count for the grid, putting teams and drivers under extreme presst

<

spectac

Words by Peter Windsor; illustrations by Rhodri Jones/Red Seal

e could return to perfection,
of course - to three-day,
nine-hour qualifying
sessions, with the best
of maybe a couple of hundred laps
defining a grid position.
This being an imperfect world, however,
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and with factors such as ‘excitement’ and
‘cost-cutting’ being the issues of the day,
any number of significant people with any
number of vested interests will sit around
a table and try to reach a compromise.
Basically, that compromise for 2003
adds up to single-lap qualifying on Friday

o will be awesome, as F1's top combos leam to find the limits of the new regu

and Saturday, reverse qualifying orders
and a new, tangible class structure in
F1 - A-teams and B-teams. That's the
‘excitement’ element.

Cost-wise, | think the new regs will
take us backwards. It seems very likely
that the teams will agree that the major, »

aps —one on Friday and one
Ire. Butthe

ations

(Right) Brand new
working methods
will be needed for
the new qualifying
regs. Cars must
be ready to run in
their allotted slots




NEW QUALIFYING

‘I THINK MICHELIN
ARE ONLY JUST
BEGINNING TO
REALISE HOW MUCH
MORE THEY WILL
HAVE TO SPEND’

changeable, aspects of one-lap car
performance (cooling systems; fuel
tank size; unique survival cells; light-
weight exhausts etc) will not be allowed.
In other words, the car in which you
qualify will basically have to be the

car you choose to race.

No, the issue, as ever, is going to
be tyres. | think Michelin are only just
beginning to realise how much more
money they are going to have to spend
in '03 in order to beat Bridgestone-Ferrari.
Bridgestone, meanwhile, can now sit
back and relax: they can build whatever
tyres they wish for Ferrari without fear
of criticism from rival teams.

Okay. To the point: are the new regs
good or bad for Michael Schumacher
and Ferrari?

On balance, | would say bad. There is
no such thing as luck, of course, because
everything happens as a result of some

other action, but there is now more
opportunity - due to changes in weather

or track conditions on Friday or Saturday —

for Michael not to qualify on the front of
the grid. And Michael on the second or
third or fourth row is a Michael with a
steeper mountain to climb. This applies
to his opposition, of course, and you
could argue that Ferrari, with all their
components (and with Bridgestone in
particular), will best be able to cope with
changing variables. Nonetheless, through
no fault of their own, Ferrari and Michael
could end up qualifying midfield.

By contrast, | suspect that the new
regs are good news for Juan Pablo
Montoya. He is the sort of guy who is
at his best when the pressure is greatest
and conditions at their worst (see feature,
page 104). | don’t think he is any better
than Michael at the one-lap blast but he is
extremely good at living with an insoluble
problem. He was a master of the old
qualifying system, of course, but I think
that the ’083 version will be even better for
him (relative to his immediate opposition).
The novelty is that BMW-Williams will
presumably now spend much more time
running light fuel loads prior to the race.
We frequently saw Williams in trouble
on race mornings in '02 - trouble with »

(Below) Mechanics
will be under much
more pressure this
year. They have only
one chance to get it
right - no tweaking
between runs, now

>To test or not to test?
New rules have brought tough choices
for the teams. Fear not, we'll explain

Rule changes have allowed teams to
choose between unlimited testing, or only
10 days’ testing a year - but with two hours’
bonus testing on the Friday morning of
each GP. ‘Friday testers’ may benefit in
qualifying. F1 Racing tells you what’s what.
Ferrari Unsurprisingly, F1’s richest team
will be pursuing a (very) full test programme
BMW-Williams Will need every available
testing mile to catch Ferrari in 2003
McLaren-Mercedes New car, new engine,
dedicated test team. Will test fully in '03
Renault Surprise move in opting for Friday
testing. Could be a qualifying wild card
Sauber-Petronas Not rich, but a team who
always aim high. Will take full testing route
Jordan-Ford Cash woes made the Friday
testing option a no-brainer for Eddie’s men
Jaguar Racing Unlimited testing route
makes sense for a team with work to do
BAR-Honda Pressure from Japan has led
BAR to choose the full testing route
Minardi-Cosworth As F1’s minnow there
was never any doubt over opting for Friday
Toyota Racing Full test programme. Extra
Friday hours would have helped Da Matta
Anthony Rowlinson

One-shot gualifying means the guys
in the garage must be right firsttime

A single lap, flat-out
against the clock; no
backmarkers. The car
must be reliable for
an average of about
10 miles, of which
only about 3.3 will be
driven at ten-tenths.
It seemed that the
teams might produce
cars specially for the
purpose, with a mere
10kg capacity fuel
tank; wafer-thin gear
ratios; crazed engine;
micro-radiators .
(or none at all);
featherweight
hodywork, The cost
of qualifying could
have gone ballistic.
But the FIA have
stated that no car
may be used which is
significantly different
from that which
was presented for
scrutineering at the
start of the weekend.
So it would he
impossible to race a
car designed only for
qualifying. But, while

some things would
he easy fo spot (a
special chassis, for
example), engines,
gearboxes, brakes,
suspensions,
bodywork... these
are routinely changed,
and'would be nearly
impossible to police.
During Friday’s
session, teams will
pay close attention to
Saturday’s forecast: if
rain is predicted late
in the day, the leading
teams may ‘sandbag’,
recording a slow time
in order to take to
the track as soon as
possible the next day.
If track temperature
changes significantly,
mechanics may have
to prepare their cars
with some radical
set-ups - they have
lost the comfort of
being able to fine-
tune the chassis in
between their first
and second runs.
Steve Matcheit

DC-Blue

C:100 M:72 Y:0 K:6

show your true colours

DAVID COULTHARD SUPPORTERS CLUB PO BOX 15, SEVENOAKS, KENT, TN15 0ZY
JOIN ONLINE AT WWW.DAVIDCOULTHARD-F1.COM
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NEW QUALIFYING

race-spec ride heights, handling balance
etc — so what will happen in *03? Assuming
they have a more aerodynamically efficient
car, hopefully not too much. If the FW25
mirrors the FW24 (relative to the McLaren),
however, the new regs will not be good for
Williams as a whole.

McLaren, | think, will work pretty
well within the new regs (in terms of
organisation), although the nature of the
format will highlight even more their desire
for a Michelin tyre that perfectly suits their
car rather than the Williams. Michelin, of
course, will be trying to persuade their two
top teams to head in a common direction;
the reality is that the nature of the game
has changed. There is now a more intense
need for one, perfect, qualifying lap.

This raises the extremes of tyre design —
accentuates the small differences between
one car-driver package and another -
and by definition lessens the importance
of the lowest common denominators
(most usually defined by race conditions).
McLaren pushed for a more liberal tyre
rule - and, as a result, they are now ina
stronger position.

Overall, the B-teams (those who will test
early in the race weekend but hardly at all
between races) will have a slightly better
chance of success; they have lost little and
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‘THE A-TEAMS
WILL STILL BE
A-TEAMS — BUT
THEY HAVE LOST
SOME OF THEIR
ADVANTAGE’

have gained something. The A-teams,
meanwhile, will still be the A-teams (their
massive test programmes will primarily
see to that) - but they have lost some of
their advantage. All of the teams wanted
to reduce test mileage but the new regs
have caused a massive rift in the ranks.
For how long will the A-teams live with the
loss of race weekend track time? Probably
for as long as it takes for a Jordan or a
Renault suddenly to luck into a win...

The driver element we cover elsewhere,
although we should have no sympathy
at all for Toyota’s new A-team rookie,
Cristiano de Matta (should he be blown
away by his more experienced team-
mate). Any driver of quality should be able
to learn any circuit, anywhere in the world,
in about 10 laps. If he isn’t quicker than
Olivier Panis from qualifying session one
then he should be replaced immediately
by... Mika Salo or Allan McNish. ©

(Below) Drivers will
have to get heart
rates up to the right
racing level before
getting in the car to
qualify - so exercise
regimes will change

o ¢
R e
IR

>New rules in brief
So, how — exactly — has F1 qualifying
changed for 20037 Here’s the gen

@ There will be two sessions: one on
Friday, one on Saturday, each running
from 1.00pm to 2.00pm.

® Each driver will have only a single flying
lap per session (out-lap; flying lap; in-lap).
e Friday running order will be determined
by championship position (points leader
goes out first). At the first round, the
previous year’s championship positions
will determine running order.

e Saturday running order will follow Friday
times, but in reverse order: fastest on
Friday runs last on Saturday and so on.

@ Practice schedule remains: Friday
11.00am-12.00pm; Saturday 9.00am

to 9.45am and 10.15am to 11.00am.

e Additional Friday practice: teams opting
to run no more than 10 days of private
testing between March 11 and November 1
'03 will be able to test at each event from
9.00am to 11.00am on Friday — using spare
cars and test drivers, if desired.

e Tyres: each team will be allowed to use
two types of dry tyre at each event. Friday
testers may gain in qualifying by running
soft rubber before choosing race tyres.

Anthony Rowlinson

The new quali rules demand different
physical qualities. Get exercising!

The new regulations
are even affecting
the drivers’ physical
preparations.

“One-lap qualifying
will impose certain
new practices on us,”
Renault’s fitness guru
Giuseppe Sebastiani
explains. “Our
research shows
that getting behind
the wheel when the
heart and adrenaline
aren't at an optimal
level takes its foll
on performance.

“It will be of the
utmost importance
for the drivers to
do very specific
physical training
hefore qualifying and
to pay attention to
what they eat even
more than before.”
To that end, Renault
will be bringing an
exercise bike with
them in the motor-
home this year.

Bearing in mind
these new physical

demands, Jarno
Trulli and Fernando
Alonso have,
quite logically,
already begun
their preparations
while staying with
Renault’s team boss
Flavio Briatore in
Kenya (see page 120).
A computerised
Formula 1 start
simulation exercise,
consisting of a
joystick and five
‘start’ lights going
out on a screen,
helps measure
their reaction times.
Surprisingly, they
find the drivers’
times are better after
a physical effort.
“Jarno is more
the marathon type,”
Giuseppe says. “He
doesn’t have great
muscle mass, but
he’s got great
stamina - whereas
Fernando is better
on ‘instant effort’.”
Stéphane Samson

International Motor Racing Tours 2003

gpend 4 or 10 nights in complete luxury on board the superb
ilver Shadow and in the company of the voice of F1 -
Murray Walker.
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lglsurely Medrte_rranean Cruise - visiting Marseille, Florence,

Ome and Corsica. You arrive in Villefranche one week later
= Just in time for Grand Prix weekend.

:\\Altemativgly fly with us from Gatwick to Nice on Thursday 29
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For Grand Prix weekend the ship will be anchored off Mona
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The ship is fully inclusive - all meals, drinks and gratuities are
included in the price!

Call for our brochure and get more information - it's the
ultimate way to enjoy Monaco.
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THE BAR MEN

This year coul_d be JV’s last at BAR. But he isn’t ready to hang up his helmet
yet — fa_r from it — which means 2003 will be his last chance to restore his
reputation as a Formula 1 gigastar. Predictably, he is utterly confident

Interview by Matt Bishop; portraits by Ben Wright

(Main) Villeneuve
is a quick man, but
his career is in less
than perfect shape.

Is he worried? Not
a bit, it would seem

o Jacques Villeneuve - grungy,
feisty, ballsy, testy Jacques
Villeneuve - is now a Formula
1 veteran. Oh yes. Next season

will be his eighth in racing’s premier

league, and, at 31, eight years older

than his 2003 team-mate, he can no

longer be regarded as a young gun.

His F1 career reminds me of Emerson
Fittipaldi’s. Emerson, you will remember,
won championships with the grandee
teams of the day (Lotus and, then as now, »
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THE BAR MEN

OPPOSITE: DARREN HEATH; THIS PAGE: CLIVE ROSE/LAT; STEVEN TEE/LAT

(Opposite) The 2002
BAR 004 lacked
reliability and was
tricky to handle.
Aero and engine
improvements
could only achieve
$0 much: BAR fell
from sixth to eighth
in the constructors’
championship

McLaren) and then astonished the world
by opting to drive for his brother Wilson’s
brand new Copersucar team. As a resUlt,
there is a terrible asymmetry to Emmo’s
F1 CV. He drove 144 grands prix in all - 70
for McLaren and Lotus combined, 74 for
the family firm. Part one yielded him two
world championships, 14 wins, six pole
positions, six fastest laps and 244 world
championship points; part two brought,
respectively, zero, zero, zero, zero and 37.
Jacques’s grandee team was Williams,
of course, with whom he spent three very
productive seasons (encompassing a world
championship in ’97) before astonishing the
world by opting to drive for his best mate
Craig Pollock’s brand new British American
Racing team. And although Jacques has
now driven more races for BAR than he did
for Williams, denying his stats the diabolical
game-of-two-halves quality of Emerson’s,
the asymmetry is still there: part one gave
Jacques one world championship, 11 wins,
13 pole positions, nine fastest laps and
180 points; part two has so far coughed up,
respectively, zero, zero, zero, zero and 33.
Fittipaldi has called joining Copersucar
“the biggest mistake of my life”; Villeneuve,
predictably, is more verbose. But, now that
Pollock has been ousted, BAR makes little

sense for Jacques now, and he knows it:
“Craig built this team. He built a great team.
So the way he was removed was, | felt, very
unfair. And, a few months after he’d gone,
when | got out of the car in Montreal ['02], a
journalist [Gerry Donaldson of the Toronto
Star] came up to me and said, ‘David
Richards [Pollock’s replacement] has

just said you’re paid too much and that’s
why the team aren’t going forward.’

“And | thought, ‘What the hell is this
about?’ Because, when I'd signed my
original BAR contract nearly four years
earlier, | was told that if | didn’t sign there
wasn’t going to be a team. So the reason
they paid me a lot of money was that the
sponsors wanted me. And if they hadn’t
wanted me, and hadn’t wanted to pay what
they paid me, I'd have gone somewhere
else and won races there. But | didn’t win
races, of course, because | went to a brand
new team, so I'm not going to feel bad
about earning what | earn. And, besides,
that deal was done long before Richards
got here. | think what he said - the remarks
Gerry repeated to me in Canada - caused a
lot of tension, wasted a lot of energy and
hurt the image of the team and sponsors.
| thought Richards was being very unfair,
and | naturally got very upset about it.

“Of course, Richards was trying to push
me into going to the States [to race for
Jerry Forsythe’s CART team]. | knew that.
So | said, ‘Give me an offer and I'll consider
it.” But the offer never arrived. Nothing in
writing. Nothing actually put to me. And,
when nothing happened and no CART deal
was done, the story given out was that I'd
said they hadn’t offered me enough money.
And, once again, that was extremely unfair
because it made me look like an idiot. And
naturally | got very upset all over again.”

Phew!

Despite Jacques’s palpable mistrust
of Richards (as, you will notice, he always
refers to his boss), he remains astonishingly
sanguine about driving for BAR - albeit only
for one more year: “The important thing is
that the team didn’t want me to go. | think
they were happy with me, marketing-wise,
engineering-wise, driving-wise. And that’s
what matters. As for who runs the team,
| don't really care. That’s very secondary.
| couldn’t care less who runs the team, in
fact. The only difference is that, now, if
a bigger tearn were to come up with an
offer, it would be very hard to say no to it.”

But will that ever happen... or has
Jacques passed his sell-by date? “Not
winning for so long has affected my market p
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value, yes, but I’'m driving harder and better
than ever. It's a question of perception.
Everyone seems to think Olivier [Panis]
outqualified me more than | outqualified
him in our two years together - but that’s
not true. Olivier did a great job at BAR, don’t
get me wrong, but | always outqualified

him [11-six in '01; 10-seven in '02].”

Granted, in a quick car Villeneuve is still

capable of winning races. But, more than
most, his technique has changed since the
days of slicks, since his glory days. “The
Williams was a great car. It had a lot of
downforce and it didn’t flex, so | could run a
stiff set-up [too stiff, according to Williams
technical director Patrick Head]. And its
[Goodyear] tyres were designed for us,
because we had the quickest car. Now, of
course, the [Bridgestone] tyres are designed
for Ferrari, and Michael likes a soft set-up -
so the tyres are designed with that in mind.
So I've had to adapt. And on top of that,
the tyres today are these stupid grooved
things. Normally a stiff set-up makes the
car more precise, which is why | like it —

but that doesn’t work with grooved tyres
because they move irrespective of how stiff
the car is. So I've had to adapt even more.”

Another Villeneuve trademark, like his

liking for a stiff set-up, is his preference for
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>Jacques in 2003: the experts’ view
It's gonna be tough, but JV is the man to do it. Ask the jury...

THE DRIVER:
Olivier Panis
e j\ “Jacques is a
i [ very strong and
quick driver, and is very
motivated because he has
no contract for ’04. | think
he will beat Jenson.”
5 THE EX-CHAMP:
Damon Hill
“Jacques isn't
% an easy guy to
get on with; but he’s hard

yet fair, and will want to
beat Jenson without asking
for special treatment.”

| THE BIG CHEESE:
\ ¢ . | Eddie Jordan

5 “Jacques is one

[ 4 , of the toughest
professionals. Just when
you think you've nailed
him, that’s when he’s most
dangerous. He'd like a more
competitive car and really
has to do something in '03.”

THE BOFFIN:
Mike Gascoyne
- “Jacques is
“ psychologically
strong ~ he will swing the
best results his way.”
' THE TV PUNDIT:
Mark Blundell
“There’s heen a
G ot of speculation
about Jacques’s future at
BAR, so he’s got a lot to
live up to in a little time.”

a very short throttle pedal (ie one with a
very short ‘throw’). “Of course! Maybe a
longer pedal is smoother, but it’s much
less precise. | like a throttle pedal to be
like a mouse on a PC; you can put the
cursor exactly where you want it precisely
because the movement you have to make
is so small. Imagine if you had to move the
mouse a whole metre in order to move the
cursor around; you’d be far less precise.
Well, it's the same with a throttle pedal.”

In terms of driving style, as chance
would have it, Jacques is the antithesis of
Jenson Button, his new team-mate. Jenson
likes a long throttle pedal and a soft set-up.
Whereas Jacques is an inveterate exponent
of the efficacy of late braking, late turn-in
and power-oversteer, Jenson brakes early
and gently and carries great speed into an
early apex. Who knows which approach will
prevail? Who knows, moreover, whether
it will be on track that the battle is won or
lost? For it will be off track, rather than on,
that the two men'’s differences will be most
apparent... and pronounced.

Bluntly, each man has to beat the other
in ’03. Villeneuve’s BAR contract has just
one year to run, and there is no reason to
suppose that he will even attempt to sign
another one - even if Richards wanted him

to do so (which he says he does). Jacques
has already gone on record as saying that
the discord between him and his boss
has made it more likely that he will seek
employment elsewhere for '04; but if he is
to find something to his liking, he will have
to perform, and impress, big time, in *03.
He knows it. He also knows that for
Button, who was outclassed by Giancarlo
Fisichella at Benetton in ’01 and shaded by
Jarno Trulli at Renault in ’02, '03 is equally
crucial. But that is not Jacques’s problem.
Team-mates or no, Jacques is only too
aware that his principal task in 03 will be
to beat Jenson, to undermine him, to psych
him out, to bury him. And, as Heinz-Harald
Frentzen (whom Jacques did all that to,
and more, at Williams in ’97 and ’98) can
confirm; a fired-up Jacques is a foe worthy
of the utmost respect. Fear, even.
Predictably, that is not exactly how
Jacques phrases it, but the meaning is
clear: “Yeah, well, Jenson has yet to prove
what he can do. It’s very difficult to judge
his speed at the moment. So | guess
that’s the main difference between us. |
don’t have to prove | can win grands prix,
because I've already won 11 of them. My
relationship with Olivier was very good. |
respected him. | respected Damon [Hill, »

(Above left) Turn his
back on F1? Never!
It takes more than

a bit of bad luck to
disturb a seasoned
hard man like JV
(opposite). It’s this
simple: yes, he loves
winning, but more
than that he loves
driving (above)

pE T

LORENZO BELLANCA/LAT; GHARLES COATES/LAT; PETER SPINNEY/LAT; STEVEN TEE/LAT
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Villeneuve’s team-mate at Williams in *96],
too - but | was learning then. Now, it’s
different. Jenson is a smiley person, so |
guess he'll be very friendly with everyone.
With Damon and Olivier, it wasn’t too much
of a problem for me when they outqualified
me. It didn’t annoy me as much as it did,
and it does, with other drivers.”

I think Jacques wants us to understand
that Jenson will have his work cut out to
remain ‘a smiley person’ by season’s end,
don’t you?

Jacques, of course, has rarely been
accused of being smiley — or even civil,
especially by his teams’ foot-soldiers.
Over the past two years Panis became
overwhelmingly the BAR boys’ favourite,
whatever Villeneuve thinks or says about it,
because of his unfailingly sympa manner.
Why is it that, when Michael Schumacher
has par excellence demonstrated time and
again the benefits of being nice to the lads
(and lasses) in the garage, the marketing
suites and the PR offices, Jacques still
steadfastly refuses to be pleasant to the
unsung heroes of the team?

“| won't play games just to get people on
my side and get a platform. I've got no time
for that. Take me for who | am or else don’t
bother. If | don’t know someone well, why
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should | treat him like my best friend? It’s
fake. So I’'m not going to force myself to be
fakely friendly. When | know a person, then
maybe we can become friends. But you
can't force it. Well, | can’t. That’s why | like
working with people who I've been working
with for a long time. Then it’s real.”

In ’03 Jacques will have all his old friends
around him - Craig Pollock (who remains
his manager, and therefore remains a fixture
in the BAR motorhome, to Richards’ obvious
discomfiture); his race engineer, Jock Clear,
whom he brought with him from Williams;
his personal assistant, Jules Kulpinksi, who
is going out with his number-one mechanic,
Barry Gough. Jacques’s people.

And, for the first time, despite all the
politics, despite the ongoing silent spat
with Richards, despite everything... JV
is upbeat about '03. “Geoff [Willis] is
great [see separate feature, page 62].

He’s created a much stronger technical
group than we had before. We're now —
how can | put it? — a proper F1 team.
Before, everything was like CART - you
know, big and heavy. The car was like that;
the organisation was like that; everything
was like that. But especially the car. The
wrong people were designing it - we didn’t
have the right technical know-how.

“Honda, too, have at last found the right
direction. Their '01 engine was, er, fine — but
their '02 engine was a big disappointment.
But they’ve now started working in a
different — and better — way.

“P've never been one of those drivers who
always says, every winter, ‘Next year will be
different.’ I've never said that. Last winter
| said, ‘I've got no expectations; let’s just
wait and see.’ And it’s a good job | did say
that, because '02 turned out to be a very
difficult year. But this winter I'm saying,

‘| really believe we’ll be better next year.’
And that’s true: | really do believe that.”

If he is wrong, ’03 will probably be his
last year as an F1 driver, for he is not the
type to beg his way into a seat at Sauber
or Jordan, say, simply in order to prolong
the agony. But if he is right, and if it is he
rather than Button who bags the points
and podiums (and — who knows? —a win,
maybe... with luck, attrition and the wind
behind him), then he will send Pollock
on a schmoozing mission to Ferrari, or to
Williams, or to Renault... or even, though |
cannot envisage Jacques and Ron Dennis
seeing eye-to-eye on stuff like grunginess
or feistiness or ballsiness or testiness, to
McLaren. And who knows what would
happen then? @
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THE BAR MEN

This year, Jenson Button faces yet another fight for survival. His opponent this
time is Jacques Villeneuve. The challenge doesn’t cow ‘our kid’: he is already

making friends inside Honda and going to Japan in his spare time. Keen, no?
Interview by Tom Clarkson; photographs by Ben Wright and Steven Tee/LAT

111 his is 100 times scarier than Eau
Rouge!” Jenson Button is not
joking. We are screaming at
one another like we're on the

set of Wayne’s World - cries of fear and

excitement in one long crescendo. The
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speedo is nudging 175mph and Jenson is
regularly applying half a turn of opposite
lock. His right foot stays buried, natch.
Neither of us is wearing a helmet. All
we have for protection is a road car seat

belt (each, of course!). We are in a Honda »

Barely in his new
BAR overalls, Button
is already pushing
to be the team’s
favourite driver. But
so is Mr Villeneuve...
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(Opposite) Button —
figuring it has to be
better than a British

train - awaits
Japan’s Bullet. He
stayed on in Japan
after the last race
of 2002, visiting
Honda’s factory...
and making friends

NSX Type-R, the fastest road car in
Honda’s fleet (280bhp; 1,200kg) - and

by far the nimblest - on the company’s
2.5-mile oval test track at Tochigi, Japan.
The track comprises two level straights,
linked by 42-degree bankings at either
end. The car is unsettled on entry to the
bankings, which means Jenson is living
on his reflexes and sawing at the wheel.

It is the greatest display of big-balls
driving | have ever seen first-hand - and
I’'ve sat alongside many of Formula 1’s
current stars (at big-balls places such as
Silverstone, Paul Ricard and Barcelona).
Jenson is 100 per cent committed, but
in absolute charge of this car’s feisty
on-the-limit equilibrium - all fingers and
thumbs. Yes, it is a terrifying experience,
but | never feel we are careering out of
control. And we never are.

In the three days that Jenson and |
spend together after the 2002 Japanese
Grand Prix, | learn more about him here,
high on the Tochigi banking, than | do
anywhere else. We’ve had dinner together
in Tokyo, we’ve ‘chilled’ together in that
same extraordinary city, we’ve travelled
together on the Bullet Train... and he has
even driven me around the Motegi road
course for a couple of laps. But - and

here’s the rub — none of these experiences
represents something new to him, none
of them really gets his attention. As a
result, while he enjoys these activities,

he behaves... as you would expect him

to behave: entertaining, funny and, on

the track, completely masterful.

It is only on the oval that he really
explores his limits, unsure how hard to
push the car. Still, the rate at which he gets
up to mesmerising speed is completely
disarming. In a total of six flying laps,
his fastest is just four seconds shy of
the outright lap record, set in ’87 by a
more exotic Honda still: Nelson Piquet’s
Williams-Honda FW11B.

“That was awesome,” he says, his smile
so huge that you can see the corners of his
eyes under his sunglasses. “The speed,
the g-forces — and what a car! The Honda
NSX Type-R is the best road car I've ever
driven. It’s fabulously predictable and well
balanced, and has superb brakes.”

And, before you say anything, yes,
he would say that, wouldn’t he? As a
newly contracted British American Racing-
Honda ace, he knows which side his bread
is buttered on. But - just take it from me -
this is real enthusiasm. There’s no fakery
involved. As a result, although the NSX
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Type-R is not sold outside Japan, a one-off
delivery to Monaco (where Jenson lives) is
currently being organised.

More significant than the lap time,
however, is Jenson’s obvious raw
enthusiasm for ten-tenths driving. He
has just endured two years’ politics at
Benetton/Renault, during which he was
constantly at the blunt end of team boss
Flavio Briatore’s harsh tongue, constantly
watching out for Flav’s heavy sword of
Damocles. Jenson could be forgiven
for having lost his edge. But he hasn’t.

The message is clear: the best thing
about the passing of '02 is seeing the back
of Renault. It wasn’t a bad season in terms
of results: Jenson outscored team-mate
Jarno Trulli by 14 points to nine. But the
inequality of their situation - manifested
as it was in a series of little things that,
added together, amounted to one big fat
handicap (shades of Alex Wurz in '00) -
became increasingly unmanageable
after Jenson announced his move to
BAR in July. You should not be surprised,
therefore, that Jenson scored only four of
his 14 points in the second half of the year.

That was then. Now, Jenson is free to
undergo a renaissance. If, at Williams, he
was the chummy kid who knew little about P
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F1 and less still about its politics, at BAR
he is expected to bring both maturity and
experience to the party (not unreasonable,
since he has been drafted in to replace a
36-year-old éminence grise, Olivier Panis,
who has left BAR to become Toyota’s new
number-one).

That may be a tall order - after all,
Jenson is still only 23 - but BAR technical
director Geoff Willis, who worked with
Button at Williams in ’00, appears to be
abundantly confident that the young man
can deliver: “We all thought Jenson was
very talented at Williams,” says Willis. “He
was accurate, very articulate and quietly
self-confident, and had an impressively
objective view of his own capabilities.

He was rarely flustered and made very
few mistakes. He understood instructions
the first time — and, generally, | think, he
performed very well given his extremely
limited experience.
“What I’'m expecting from him in 03
is the same level of self-confidence and
accuracy but, now with three years’ F1
experience behind him, a far better idea
about how to improve the car’s set-up.”
The older, improved Jenson Button
is exemplified by his conduct during his
goodwill/reconnaissance visit to Honda’s
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s Jenson in 2003: the experts’ view

The jury’s still out, but our quintet reckon J

THE DRIVER:
\' Olivier Panis
“Jenson is
. quick;, but he’s
up against a very quick
man ~ Jacques — in ’03.
That's going to be hard.
Believe me: 1 know!”
g, | THE EX-CHAMP:
Damon Hill
‘Racing with 2
world champion

will be good for Jenson -

because, one way or
another, he’s going to find

out how he stacks up.”’

THE BIG CHEESE:
\ { Eddie Jordan
| “Jenson is one of
T | the nice guys in

the paddock, but he’ll have

to he deadly and devious to
overcome Jacques. Youth
is on Jenson’s side, though:
Jacques’s age as well as his
salary count against him.”

Bis in for a tough time

THE BOFFIN:
Mike Gascoyne
B think it'll take
“\ time for Jenson
to get used to the new
qualifying format.”
@;y THE TV PUNDIT:
4\, Mark Blundell
T 4 Jammo Trulli got
& thebetier of him
in '02; so Jacques will be a
tricky foe, because Jenson
still lacks experience.”

Tochigi R&D base. He understands how
crucial Honda will be to BAR’s future
success, and is anxious to make an
excellent first impression. At the time

of his visit (immediately post-Suzuka,

'02) he is still a Renault-contracted driver,
but he is keen to sacrifice three days of
his own time to say ‘hi’. Shrewd.

“| really hope Jenson is aware of how
much his visit means to us,” says Ken
Hashimoto, Honda’s F1 technical director.
“Everyone here loves racing, and Jenson
is already part of the family.” For the
record, Jacques Villeneuve - Jenson’s
’03 team-mate — has never once made
a visit to Tochigi R&D in his own time.

Tochigi is a truly inspiring place. More
than 10,000 people work here, all of whom
have job descriptions which centre on
creating technology that doesn’t yet exist.
Unsurprisingly, therefore, it is the home of
Honda’s F1 programme. To get some idea

of the resources available, consider this:
the design room alone is more than half

a kilometre in length. For as far as the

eye can see there is row upon row of
computers, all geared towards the
uncompromising task of winning Honda
the F1 world championship. Despite what
you may have read elsewhere, that, ladies

and gentlemen, is how serious Honda
are about their F1 programme.

Jenson, who knows BMW's facilities
in Munich and Renault’s equivalent in
Viry-Chatillon, remember, reckons it is
second to none.

“The Honda facilities are really, really
impressive,” he says. “l now understand
why they’ve had so much F1 success in
the past, and | have no doubt that they’ll
win again this time around. To be honest,
| had no idea they had so many resources
to throw at their F1 programme. It's been
worth the visit just to see that for myself.”

By the time you read this, Jenson will
have just given the new Honda RA003
engine its first test at Barcelona (on
January 8). During our October Tochigi
visit, he is the only person to be shown
the new V10 and - such is the Japanese
attitude to secrecy — we will have to take

his word for it when he says that it is
both lighter and more powerful than its
RAO02E predecessor. But, in truth, you
would expect nothing less.

Many people’s hopes rest on the new
car - and a few reputations depend upon
it, most notably Willis’s (see separate
feature, page 62). But, if itis as good
as everyone in the team believes, then »

(Above) Jenson is
astounded by the
resources Honda
devote to F1. The
design room alone
is more than 500m
long; (above left)
admiring Honda’s
old motorbikes;
(opposite) see the
determination in
his eyes: Button
intends to do well
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Jenson could have the most competitive
package of his F1 career so far in the
BAR 005-Honda.

Team boss David Richards certainly has
no doubts about BAR’s potential. “I'm very
pleased that Jenson chose us and put his
future in our hands,” says DR. “He has
made absolutely the right decision and
he won't be disappointed. Jenson is not
going to be world champion in ’03; but,
within the next two to three years, if we
get the car right and he develops as |
expect him to, he’ll be right up there.”

It won't all be plain sailing. For the third
time in four years, Jenson will be working
with a new race engineer, Craig Wilson.
Fortunately, Craig is not a completely
new face to Jenson - he race-engineered
Jenson’s old Williams team-mate Ralf
Schumacher in '00. And it was invariably
Ralf who had the better set-up that year,
which bodes well for the new season.

“I'm really excited about BAR,” says
Jenson. “I've known David for a long
time and I've got a lot of faith in what he’s
doing with the team. He’s made some
changes, and | think BAR are about to
start their best season so far in F1. I'm
even more convinced about that now
that I've seen what Honda are doing.”
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Richards is achieving a lot for BAR, but
there’s one element of the team that he
can do nothing about: Jacques Villeneuve,
the ’97 world champion, who has been at
BAR since the team’s inception in '99. He
is renowned for playing mind games with
his team-mates (just ask Heinz-Harald
Frentzen or Ricardo Zonta) and he is
contractually bound to have use of the
spare car at every race in '03. “It’s in
Jacques’ existing contract, but Jenson
knows the score,” says Richards.

Jacques is a formidable foe - very
strong in race trim - but Jenson has to
overcome JV if people are to continue to
think of him as a future world champion.
By the same token, JV must beat JB if
he is to have an F1 future beyond ’03.
Villeneuve is a man who can no longer live
on past glories and - this being the last
year of his BAR contract and his manager
Craig Pollock now being out of BAR’s
executive loop - Jacques’ future is far from

certain (see separate feature, page 46).

Undoubtedly, it will make the intra-team
rivalry at BAR one of the biggest talking
points of ’03. “I know Jacques quite well,”
says Jenson. “We see each other around
and about in Monaco, and | like him. What
is important is that we work together, for
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the good of the team. Only once we’ve got
the car where we want it should we start
fighting one another.” But fight they must.

Publicly, Jenson has to toe the company
line - but, privately, he knows that JV holds
all the cards because of his long service
at BAR. Button needs to curry favour from
as many ‘spheres’ as possible within the
team, in order to level the playing field.
That's why he is at Tochigi and that’s why
he is continuing to make regular visits to
the BAR factory over the winter — he even
attended a Japanese etiquette class
on one occasion, I’'m told.

Jenson needs the letters ‘JB’, not ‘JV’,
to be on everyone’s lips at BAR. The two
are pronounced in such a way as to be
indistinguishable in Japanese - so, in
theory, the guys at Honda shouldn’t mind
which man gets the better results!

In practice, however, that won’t be the
case. | saw the smiles on their faces when
Jenson was on the oval; | saw the welcome
they gave him in the design room; and itis
a matter of record that in ’01 and '02 it was
the hard-working and good-natured Panis,
rather than his more vaunted stablemate,
whom the team learned to love.

Jenson Button is already big in Japan.
Next step: the world. €

THE OFFIGIAL REVIEW OF
THE 2002 FIA FORMULA 1 WORLD
GHAMPIONSHIP ON VIDEO NOW!

Relive the highlights of another brilliant
Formula One season with this power-
_packed official review! ‘Michael’s Record Year’
is the definitive account of a great championship with
the best action from hundreds of hours of coverage
condensed into one video.

Formulod”
® Watch all the drama unfold through stunning

camera angles and digital footage previously only

available on pay-per-view TV.

® Follow the drivers behind the scenes, witness the

controversies and get closer to the action with

superb on-board cameras.

e ITisten as strategies are unveiled via Team

Radio and bask in the glory of the winners as another

enthralling season is packed into 210 minutes to tell

.. the full story of 2002!

Lo £l \ls \\

Three and a half hours of action, B.Aat do_esn’t come much bigger or better
drama and on-hoard! than this. Make sure you don’t miss out

by ordering today...
MICHA
RECORD

The officia_l review library of VHS titles recording, year by

year, the high speed duels and racing thrills with the world’s
best drivers. Each title has the very best championship action |
from every round, driver interviews, on-board cameras and :
from 1999 on, a stereo soundtrack. The essential collection’!

ach title below is on offer at £9.99 F1 1986 All Over Down Under

hen purchased with F1 2002 VHS ‘F’:'§9Vg§,\30£14~99 120mins No.3460
F1 2001 What A Class Act rrviey) Pro_st
VHS WAS 615 86l T18i st e 7D VHS WAS £14.99 106mins No.3087

F1 2000 They e Done 1t AL | st F1 1984 Two Till The End
Vaaagneyve Done It AtLast_ — VHS WAS £14.99 90mins No.3065

g |

PITIISNYW AT¥vVAN

Buy F1 2002 Review
F1 1983 Review

\F/LAQ\?V%'SI'rEEfQ\Zn:glgn On Lhe;;rgagk VHS WAS £14.99 108mins No.3043 and n“rcnase anv
/ mins No. F1 1982 Revi ¥
F1 1992 9/16 Well Done Nigel VHS WAS %\qi%g 90mins No.3500 Of tnese r1 ‘"deos

VHS WAS £14.99 90mins No.PEG1014 [O] F1 1981 Review Start To Finish

F1 1991 Nearl , i
Dria%s Nearly Mansell " VHS WAS £14.99 86mins No.3154 for just £9.99!

F12002 AVAILABLE FROM LEADING STORES

OR BY MAIL ORDER TEL: 0
: 01624 640000 FAX: 01624 640001 NET: dukevi

POST: : dukevideo.com
EMATL'Dr;J;(iF \:leEO,. PO BOX 46, DOUGLAS, ISLE OF MAN, IM99 1DD, BRITISH ISLES
WE AC'CEPT@\IlgerVIEC:f&)cg:\nRSl/JSTAES6518 WITH ORDER. CHEQUES PAYABLE TO DUKE.
pA TERCARD / AMERICAN EXPRESS OR
ng‘lt'):Gv!‘E";L NOT BE CHARGED UNTIL DESPATCH. i e
GUARANTEEl.’l\lglﬂg?:1lg§’|/TlsS:TllgLEs: 1 ITEM £2.00 2 OR MORE £3.00 :
T : o FIED WE WILL REPLACE OR REFUND

HIS IS IN ADDITION TO YOUR STATUTORY RIGHTS DELIVERY: 7 - 28 DA¥VSITHIN L gl

01624 640000 dukevideo.com

FREE POWERSPORT CATALOGUE!
AUTOSPORT INTERNATIONAL STAND No.9520




THE BAR MEN

The (tech) buck stops here

ls Geoff Willis, British American Racing’s new(ish) technical director, under
pressure? Oh yes. Tons of it. Jacques Villeneuve and Jenson Button will
only be as good as his 2003 car, the BAR 005, allows them to be. Has
he delivered? Time will tell. He talks a good race, though...

Interview by Matt Bishop

att Bishop: What is the overall
philosophy behind BAR 0057?
Geoff Willis: | can’t tell you much
yet, but look carefully and you'll
see vestiges of other cars; that's because a
number of its creators, including me, spent
many years working for other teams. But,

though | spent so long [1991-01] at Williams,
it isn’t a Williams copy —and norisita
Ferrari copy or a McLaren copy. Rather,

we systematically identified the areas in
which our '02 car was weak and made a
priority list of what we wanted to achieve.
And the result is a BAR with a new flavour.
MB: Twelve months ago everyone was
talking about ‘twin keels’ - or ‘bilge keels’
as Formula 1’s very own amateur yachtsman
Patrick Head [Williams technical director]
allegedly refers to them! And yet Ferrari
managed to win almost everything last
year with a conventional layout. Where

GW: Well, | got a bit of stick last year for not
making the [Williams] FW24 a twin-keel car.
MB: Most of it from Patrick!

GW: Well, yes. But one of the problems with
the aero development of F1 cars is that if
you change your philosophy and adopt a
new development concept, you usually go
backwards in terms of performance before
you start going forwards again. Inevitably,
there are many potential solutions through
which you might get to the stage of going
forwards again - and, given time and effort,
you'll eventually find the right one. But, in
order to do that, you might well have to
evaluate guite afew other solutions, and »

Willis (opposite)
brings a decade

of Formula 1 aero
experience with him
to BAR - and he
says that the 005
will look nothing
like 004 (main)

YOUR BHILOSORH
¢
YOU USUALLY ’
GO BACKWARDS
EEFOREYOU

GO FORWARDS'’
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‘THE BAR 005
ORI I

WHAT A WILLIAMS
WOULD HAVE
LOOKED LIKE IF I'D |
HAD ENOUGH TIME

that process might involve months of wind
tunnel time and a lot of heartache.

So whenever you consider going down
a radical design route, which is what the
twin keel was and possibly stillis, then the
question you have to ask up front is: if we
carry on with our existing concept, and
develop it sensibly, might we not be further
ahead than if we take a time-consuming
punt into the unknown?

Okay, it’s fairly obvious that some of the
people who’ve gone down the twin-keel
route [McLaren, Sauber etc] have found it
locally optimum for them. Even so, | don’t
believe it’s a truly significant step. It has
certain aerodynamic advantages, but it has
disadvantages, too. Moreover, a twin-keel
layout demands other compromises. It has
structural disadvantages, for example. |
would suspect that Ferrari, say, didn’t give
any truly serious consideration to adopting
a twin-keel layout for their ‘03 car. I'm just
as sure that a number of other teams - like
us, for one - looked at it and decided not

Willis isn’t as
hands-on as he
was at Williams;
these days he has
to run the whole
show (below) - a
mega-stressful job

to go with it. | reckon the most successful
cars in ‘03 won’t have twin keels.

MB: One of the interesting details about the
'02 Ferrari — and the '02 Renault, too - is the
one-piece diamond-shaped front wishbone
assembly. And, of course, you can’t do that
with a twin-keel layout.

GW: That’s right; you can’t.

MB: Moving away from the car per se, this
is your first technical directorship. How are
you getting used to being the guy on whose
desk the technical buck stops?

GW: It’s quite different. I've had much

less aerodynamic input than | used to at
Williams - which is understandable, since
my role there was more or less exclusively
aero-based. So what I've been doing a lot
of at BAR, aero-wise, is trying to get our
aerodynamicists to understand where

we should be looking; how we should be
evaluating one design idea against another;
and what the fundamental concepts -

not in terms of shape, but in terms of
characteristics - should be.

In broader terms, having had the time to
stand back from being at Williams has been
quite useful. I've thought about the whole
design process a lot more deeply and
realised that I'd been wanting to change
direction in certain areas for some time.
And, with the BAR 005, we've done that -
which is why | said it doesn’t look like a
Williams. It looks like what a Williams would
have looked like if I'd had enough time to
step away from the day-to-day process
long enough to take a broader view of
the thing. And that's got to be good.

Aside from aerodynamics, I've been
much more involved in the structural
and mechanical layout of the car. I've
got involved in things I've only ever been

peripherally involved in before, which is very

interesting and challenging because I'm
now in a position where | have to make
judgement calls between what can often
be conflicting expert opinions. I'm not a
particularly skilled mechanical engineer or
structural engineer or suspension designer -
| admit that. But I've worked with some
of the best, and I'm really enjoying trying
to pull all those threads together.
MB: s that from a managerial point of
view - or, more specifically, because you
relish it as a technical assignment?
GW: Well, both. I'd say | enjoy it from a
technical/managerial point of view, if that’s
not too much of a cop-out! When you take
on this type of position, you inevitably end
up with more managerial tasks - man
management, in effect, which can be
interesting, entertaining and rewarding...
or, sometimes, a bit of a chore. But looking
at the overall design package and pulling
together the considerable talents of our
design teams, well, I'd say it's a fascinating
job description.
MB: Who are your key lieutenants?
GW: We're organised in groups that reflect
the various aspects of the car. We've got
two chief engineers, and they run everything
in their area - from initial designs, through
R&D, project planning, manufacturing
direction, financial responsibility and so
on. That's Gary Savage, chief engineer for
composites, and Joerg Zander — a German
who came to us from Toyota - who is in
charge of overall mechanical systems such
as suspension, gearbox and hydraulics.
| should add Jason Rees, on electronics
and electrical systems, and of course
James Robinson, who takes care of race
engineering, which includes some of the
vehicle dynamics as well as race support
tools, software tools and analysis tools. »
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MB: Now that aero is so super-important in
F1 design, would you agree that, to be a top
technical director, you need to have been a
senior aerodynamicist beforehand?
GW: That’s a difficult question — because,
in terms of their academic careers,
aerodynamicists tend to specialise in
aerodynamics very early. As a result, they
don’t tend to gain broad-brush engineering
skills. So sometimes they can get out of
their depth in broader-picture discussions.
But if you've been involved with people
who've had lots of specific technical
engineering experience, you begin to
get a very good appreciation of what the
important parameters are. And then, as
technical director, you get yourself into a
position where you’re not specifically expert
in all fields — but, if you're listening to your
individual experts, and they’re arguing and
presenting their cases properly, and you've
set up the correct working conditions and
training to enable them to do that, then as
long as you’ve got enough understanding of
the overall picture to adjudicate, you should
automatically be making the right calls.
More specifically, aerodynamic
performance is such a big percentage of
what a design team can control in terms of
improving a car’s performance - because,
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obviously, there’s not much a design team
can do about tyres, drivers, engines etc -
that, inevitably, a chief aerodynamicist does
tend to end up controlling a lot of the layout
of the whole car. For instance, at Williams,

| wouldn't really get involved in mechanical
stuff like suspension kinematics, roll centres,
castor angles and so on... but | would be
saying stuff like, “The wheelbase needs to
be like this” or “l want the fuel line like this”
or “l want the fuel tank no higher than this.”
And | think it’s pretty accepted in most
teams that that’s the way of things these
days, and as a result a lot of fundamental
concepts are laid out by aerodynamicists.
MB: Okay, but that was Williams. At BAR,
as technical director, you've presumably
had to delegate a lot of the aero work. How
have you coped with being less hands-on?
GW: Well, letting go is difficult - but very
important. Many, many people in all sorts
of businesses suffer from not being able to
delegate - not being able to let go. But you
must. You just have to give people enough
space, enough authority, to make their own
decisions. Having said that, if you come into
an organisation that’s clearly not going in
the right direction - as was at least partially
the case when | arrived at BAR - then you
do have to start off by being fairly dogmatic

> Geoff Willis: CV

Born: December 23 1959,
Southampton, England
’82 BA Hons Cambridge
182-7 Researcher, British
Maritime Technology.

Continues studying part-time
185 Finishes MA, Cambridge

'86 PhD (engineering
science), Exeter

’87-90 Blue Arrow
America’s Cup (hull

and keel design)

'90 CFD engineer, Leyton
House Formula 1

’91 CFD engineer, Williams

Grand Prix Engineering
’97 Chief aerodynamicist,
Williams GP Engineering

102 Technical director, BAR

and saying things like, “We’re going for
this type of layout because I say so. 7 And if
people question that, then you sometimes
have to say, “Look, I'm simply not going to
get into a discussion about it, okay?”

And what you’re hoping is that, after
they’ve got used to you and seen that
hopefully you know what you're talking
about, they’ll understand - and since |
arrived at BAR we’ve actually changed the
entire culture of the design and engineering
process. And | think the people at BAR -
including, certainly, the aerodynamicists —
are intelligent, able people. As a result,
they’ve responded very well and are very
happy with the new way we do things.
MB: How does BAR’s wind tunnel rate
against what you've been used to?

GW: It's probably not the technology I'd
choose, given a blank sheet of paper. It's
a 50 per cent model, which is fine, but

it's what’s called an ‘open jet form tunnel’,

which is probably not ideal. It does have the

ability to do certain things more easily than
a more conventional tunnel, however. So,
overall, for me, the jury’s still out. | don’t
think the tunnel is a significant problem —
but I’'m, er, wary of it. Still, maybe that’s

a healthy thing; | think you should always
be wary of your wind tunnel! 1)

When Willis (above
left, with David
Richards) arrived
at BAR, he was
scathing about
many aspects of
004 (above right),
describing them
as “frankly awful”
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HEAD OF FORMULA 1: HONDA R&D

Takeo Kiuchi

On supplying engines exclusively to BAR, and beating MclLaren and Williams

What are your hopes for 2003?

| hope that we can achieve our first win with
British American Racing. At the very least,

| hope that we're in the top three teams of
the year, which means that - realistically —
we must try to beat either McLaren or
Williams this year.

Can you tell us about the new engine?
It's completely new and we believe that it’s
very strong. We've narrowed the V-angle

to 90 degrees because we found that there
were some disadvantages to its being wider,
such as extra vibration.

Will the engine be a world-beater?

In my opinion, there are three factors that
determine the performance of an engine.
The first is power, the second is weight and
the third is reliability. By the end of the *02
season our engine was up there on the
performance side, but it was still too heavy
and not reliable enough. For the '03 season,
| hope that we'll have achieved our goals in
all three of these areas.

Your 03 engine didn’t run on-track
until January 8. Are you not even a
little worried about reliability?

Not at all, because the engine has been
running on the dyno since before the
Japanese Grand Prix in October. We've
tested it a lot in the factory in Japan,

just not in the back of a hybrid test car.
We'’ve done enough.

Do you think that being based in
Japan is a disadvantage for Honda?
Possibly, to some extent, and we could

do what Toyota have done by setting up

in Europe and bringing in some European
people to the programme. But we want this
to be a Honda Research & Development
project, using our Tochigi facility in Japan,
so we'll keep it based in Japan.

Why did Honda choose to remain with
BAR and not go with Jordan?

It wasn’t performance-related. We like

the new management structure at BAR
under David Richards and they offered

us better cooperation on the chassis side.
We currently have 10 full-time engineers
working on the BAR chassis in Brackley,
which is important training for our people.
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Why do Honda concern themselves
with the chassis side?

Honda make road cars and it's good
experience for our engineers to learn about
that side of the business in the pressured
environment of Formula 1. It also helps us
with the installation of the engine in the car.
How much will having just one team
help your engine programme?

When we had two teams [BAR and Jordan]
we had to give each of them the same
treatment, which meant that we had to
delay the introduction of new parts until
we had four engines ready. Now, we’ll have
to make just two engines, so we'll be able
to introduce new steps quicker.

How long will Honda stand by BAR
before looking to a bigger team?

I hope that we can have a long relationship
with them. We have a long-term
commitment in place -’03 and '04 are
definite and we have options to continue
with the programme in ’05 and '06.

Which testing strategy will BAR-
Honda follow in ’03: limited or free?
After lots of discussion with our partners at
BAR we've decided to test throughout the
year [rather than on Fridays at race tracks].
While it’s the more expensive option, it's
better for development of the car and engine.

(Right) Jenson
puts in the miles
during testing.
BAR-Honda have
decided to test
as often as they
can (rather than
limiting it in
exchange for
extra running on
GP weekends)

‘BY THE END OF THE
YEAR, THERE WILL BE
NOTHING BETWEEN
VILLENEUVE AND
BUTTON — AND |
DON'T KNOW WHO'LL
BE THE QUICKER!’

How has Toyota’s presence in F1
affected Honda’s motivation?

It's good for us that they’re in F1. We
welcome their competition and hope that
they benefit from our presence here, too.
How do you think Jacques Villeneuve
and Jenson Button will get on in ’03?
| hope they’ll both be quick. But | think
Jacques will be the quicker driver to begin
with because he has more experience in
F1. By the end of the year, | think there’ll be
nothing between them —and | don’t know
who'll be the quicker one!

How important is Takuma Sato to
Honda? Is he right to test for BAR?
We like Takuma a lot, but he’s not
dependent on us to stay in F1. He has a
good future on his own and becoming
BAR's test and reserve driver in 03 is a
good thing for him because he can learn
how to develop an F1 car. €
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most important people !

in Formula 1 history

The important word here is ‘important..
We're not talking about the fastest, the
richest or even the most successful
people in F1 history. .. but those who
changed things, made things happen,

made a difference. Our 32-man jury

s itself a glittering one, consisting of drvers,

ex-drivers, engineers, team principals. ..
‘and a few well-connected hacks. Our

oldest juror (Mr Walker) is 78; our youngest

(Mr Davidson) is 23. Here, then, are the
results, inreverse order...

Photographs by Darren Heath, LAT Archive and Allsport

But first...
the jury

O

Marc Gené Dan Gurney

Age 28 Age 71

Nationality Spanish Nationality American
Status in F1 Status in F1

Driver Ex-driver

James Allen

Age 36
Nationality British
Status in F1

TV commentator

Tom Clarkson

Age 27
Nationality British
Status in F1
Journalist

Alan Henry
Age 55
Nationality British
Status in F1
Journalist

gfrhe voting system
ﬁé invited all 32 jurors to submit
’ﬁfﬁhortlist of 25 names in order of
importance (from one to 25).
_i;;‘Then we converted each
I's votes into points, on a
scending scale (so that the
n they rated as being
ost important scored
23 points, the second-most
important scored 24 points, the
third-most important scored 23
F 0ints... and so on).

‘Finally, we totted up all the
Sub-totals and arrived at the
hierarchy that will unfold over the
fﬁllpwing pages: truly, we hope
You'll agree, a rigorous rubric with
Which to measure F1 importance!

Jo Ramirez

Age 61

Nationality Mexican
Status in F1
Ex-engineer

Paul Stewart

Age 37
Nationality British
Status in F1
Ex-team principal

Mark Webber
Age 26

Nationality Australian

Status in F1
Driver

Ove Andersson

Age 65

Nationality Swedish
Status in F1

Team principal

Stuart Codling
Age 30
Nationality British
Status in F1

Journalist

Matt Bishop

Age 40
Nationality British
Status in F1
Journalist

Jabby Crombac
Age 73
Nationality Swiss
Status in F1
Journalist

Flavio Briatore
Age 52
Nationality Italian
Status in F1
Team principal

Anthony Davidson
Age 23
Nationality British
Status in F1
Driver

Jean-Jacques His
Age 55
Nationality French
Status in F1
Engineer

o

David Richards
Age 50
Nationality British
Status in F1
Team principal

Patrick Tambay
Age 53
Nationality French
Status in F1
Ex-driver

Frank Williams

Age 60

Nationality British

Status in F1
Team principal

|
Alan Jenkins
Age 55
Nationality British
Status in F1
Engineer

Keke Rosberg
Age 54
Nationality Finnish
Status in F1
Ex-driver

Mario Theissen
Age 50
Nationality German
Status in F1
Engineer

Stewart Williams
Age 38
Nationality British
Status in F1
Journalist

Eddie Jordan
Age 54
Nationality Irish
Status in F1
Team principal

Anthony Rowlinson
Age 33
Nationality British
Status in F1
Journalist

Jean Todt
Age 56
Nationality French
Status in F1

Team principal

Peter Windsor
Age 50
Nationality British
Status in F1
Journalist

Bernard Cahier
Age 75
Nationality French
Status in F1
Photographer

Giancarlo Fisichella
Age 30
Nationality Italian
Status in F1
Driver

Steve Matchett
Age 39
Nationality British
Status in F1
Journalist

Stéphane Samson
Age 29
Nationality French
Status in F1
Journalist

-

Murray Walker
Age 78
Nationality British
Status in F1

TV commentator

Alex Wurz

Age 28

Nationality Austrian
Status in F1

Driver »
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=98
wn Louis Stanley (5pts)

The brother-in-law of BRM boss
Sir Alfred Owen, he was a larger-
than-life personality who helped
direct the team. He made a huge
contribution to safety by helping
to establish the grand prix
medical unit in the mid-1960s

= 9 8Frangois Cevert (5pts)

Young, charming and quick, this
Frenchman was Jackie Stewart’s
chosen successor and, you
could say, a potential champion.
A terrible accident at Watkins
Glen changed all that. Cevert
was Formula 1’s James Dean

o 9 5 Ekrem Sami (Bpts)

Sami is the managing
director of TAG McLaren
Marketing Services, and

revolutionised the treatment of
sponsors: he handles business
development, worldwide
marketing and VIP hospitality

=98 Frangois
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aon 9 5 Prince Rainier (Bpts)

He swears by Louis
Chiron, the Monegasque
driver, and claims not

to like modern F1 values. Yet
Prince Rainier of Monaco
symbolises the poshest grand
prix there is or has ever been

e 95Michele Alboreto (6pts)

| e+ Smooth and stylish

on track, likeable

and gentlemanly off it,
Alboreto was a throwback to an
earlier age. And the last Italian to
get close to winning the drivers’
championship in a Ferrari

rea 9 3Charlie Whiting (7pts)

He’s the man without whom a
grand prix cannot run. Charlie is
the official starter, safety delegate
to the FIA (F1’s governing body),
and the head of the FIA’s F1
technical department. Worth

his weight in gold - maybe more

=93 Charlie Whiting

o 9 3Alf Francis (7pts)

" Francis was a Polish
_ expatriate jack-of-all-
trades and one of F1’s

most highly regarded mechanics,
working with Stirling Moss and
Rob Walker until Moss’s '62
career-ending accident

b 8 aBernd Pischetsrieder (8pts)
‘Big Bernd’ was the man
who urged the BMW

=%/ board to re-enter F1
in ’00 with Williams. Now in
the top job at Volkswagen,
he may - or may not - be
tempted to do the same...

e 8 8Guy Ligier (8pts)

. A small budget, plenty

of passion and a family

A team ruled with an iron
hand. A symbol of yesteryear -

convivial, with the craftsman’s

touch - Ligier almost took the

title with ‘happy Jacques’ Laffite

Ll 88 Phil Hill (8pts)

He was America’s first
champion. That his

M team-mate Wolfgang von
Trips was killed in Hill’s title year
('61) tarnished his triumph. But
Phil was a clever driver, very
deserving of the championship

o 8 8Aleardo Buzzi (8pts)

Buzzi was a senior man at
Philip Morris who worked with
John Hogan, capitalising on
Marlboro’s F1 involvement.
He was a very influential man,
enthusiastic in all matters
related to the sport

o 88Jean Alesi (8pts)

Noble driving, natural control...
and consistent bad luck. Alesi’s
duel with Ayrton Senna at
Pheonix in '90 will remain etched
on all our memories. Sadly, he
won only one grand prix... but
he delighted millions of fans

e 8 3 Yoshio Nakamura (9pts)

He was a senior Honda engineer
and a great Anglophile, who
worked on the first Honda F1
programme. He also worked
hard to make the company
understand the demands of
racing in Europe

e 83Jean—Jacques His (9pts)

His’s Renault innovations
include gear distribution,
V10 design, the return

of pneumatic valves and turbo
engines. His latest project is the
111-degree V10. He'll make it
work some day

e 8 3 Mike Hewland (9pts)

Hewland was a classic
example of the old-

i school breed of versatile
British racing engineer whose
gearbox firm provided reliable
transmission systems for F1
cars for a generation

ke 8 3 Bob Dance (9pts)

" Dance was an expert
and experienced senior

| F1 mechanic who spent
much of his working life with the
Lotus team, though he did enjoy
a mid-"70s interlude with Bernie
Ecclestone’s Brabham outfit

— 83 Mal Currie (9pts)

Currie was a quietly effective
man behind the scenes who
helped organise the US GP

at Watkins Glen from '61 to '80,
helping make this fixture one of
the most popular races on the
world championship calendar

=79 Alfonso de Portago

ey 79Alfred Owen (10pts)

He was a British industrialist
whose family business nurtured
the BRM F1 project during the

-’50s. Paternalistic and religious,
Owen never attended races on a
Sunday, but was a well-informed
and committed enthusiast

e 79(3iulio Alfieri (10pts)

Giulio Alfieri was a brilliant and
inspirational Maserati engineer
who, throughout the ’50s,
worked wonders on sports-
and GT cars in the era of

the wonderful (and beautiful)
front-engined 250F

== 7 9A|fonso de Portago (10pts)
A Spanish nobleman and
multi-talented sportsman, De
Portago’s eventful lifestyle
epitomised to the public what
a racing playboy should be

like - even though his F1 career
at Ferrari was extremely short

= 7 9 Paolo Martinelli (10pts)

Y Martinelli is a Ferrari
faithful. He is an engine
specialist who has been

at Maranello since '78 and head
of the F1 programme since ’95.
He found the power and reliability
that the Scuderia were lacking

v 7 3 Carlos Reutemann (12pts)
Lolé (as Argentina called
him) carried the hopes of
a nation whose tifosi had

been enthused two decades

before by the great Juan Manuel

Fangio. A stupendously fast man,

Reutemann was never champion

e 73 Bernard Dudot (12pts)

=) Dudot, as technical
. director, was involved
in F1 in the turbo years

and is closely associated with
Renault’s several championships
during their V10 adventure
between 92 and '97

e 73 Marco Piccinini (12pts)

t Piccinini was Enzo
Ferrari’'s éminence grise
\ . in the early '80s, an adept

political operator who made up
for lack of charisma with a sure
and tactically adept feel. He is
still on the Ferrari board

st 7 3Wally Hassan (12pts)

v He was a Bentley racing
k ) mechanic for South
African tycoon Wolf
Barnato before becoming chief
engineer at Coventry-Climax,
reponsible for a decade of F1
engines from the mid-'50s

o 73Jim Hall (12pts)

Hall inherited an oil fortune after
his parents were killed in an air
crash when he was a child. He
made his name internationally
with the aerofoiled Chaparral
sportscars and a modest impact
in F1 with a Lotus-BRM in 63

s 7 3Gustav Brunner (12pts)

Brunner is renowned for
achieving a lot with very
i little for the likes of ATS,

RAM, Zakspeed, Leyton House
and Minardi. He is now at Toyota
where resources are plentiful...
and only real success will do

= 6 9 Ron Tauranac (13pts)
& -

Tauranac was a taciturn
British-born engineer
whose family emigrated
to Australia when he was three.
He was Brabham'’s technical
brains during the '60s, when
the team were at their best

] 6 9 Leo Mehl (13pts)

) The laconic driving force
" behind Goodyear’s F1
involvement from the
mid-"60s, Mehl played a big role
in advancing the case for their
staying in racing in the face of
continued management scrutiny

&
S

269 Giancarlo Fisichg

e 6 9Giancarlo Fisichella (13pts)
Undoubtedly, it was Fisichella’s
wondrous on-track fluidity of
technique that won him votes.
In terms of this listing, however,
it is probably as Jordan’s
biggest (and most marketable)
asset that he is most important

e 6 9Eric Broadley (13pts)

Broadley was founder,
chairman and chief

3 designer of Lola -
named after the song, Whatever
Lola wants, Lola gets. They had
limited success in F1, but huge
success in many other formulae

o 6 6 Denis Jenkinson (14pts)

@ ‘Jenks’ (of MotorSport)
was one of the few F1
writers whose expertise

allowed him to delve beneath
the sport’s surface. Marched to
his own beat, and inspired a
generation of racing hacks

v 66 Luciano Benetton (14pts)
o This Italian knitwear
magnate ‘brought his
brand into F1, first as
sponsor (with Tyrrell) then as
team owner. He also gave us
one of F1’s most colourful
characters: Flavio Briatore

e 66Gnanns Agnelli (14pts)

;: The grandson of Fiat’s
founder, Agnelli brought
Ferrari under Fiat's

stewardship during one of the

Scuderia’s periodic downturns in
form. He has been an energetic
champion of the team ever since

6 5 Mike Hawthorn (15pts)

Along with the likes of
Tony Brooks and Moss,
Hawthorn was one of
the stars who inspired British
interest in F1 — and to him fell
the honour of being the first
British world champion

=63 Tony Brdbks
A

e 6 3 Nelson Piquet (16pts)

Emerson Fittipaldi
! spearheaded the

N Brazilian assault on F1;

then, just as Emmo’s career was
on the wane, a new Brazilian
megastar emerged to capture
the public’s imagination: Piquet

e 6 3 Tony Brooks (16pts)

Britain may be the technological
hub of F1, but it wasn’t always
that way. For many, the turning
point was Brooks’s win at
Syracuse '55 in a Connaught -
the first top-line win by a British
car in 30 years. The rest is history

=) 5 gGian Carlo Minardi (17pts)

“ W F1 minnows come and
go, the speed of their
undignified departure

inversely proportional to their
pace on track. Minardi’s équipe
have survived — with dignity - on
the margins for two decades

Tusal
=3 5 9 Rob Walker (17pts)

) 4« most successful private
F1 team of all time (winning with
Moss and Jo Siffert), was a
competitive man who always

v 5 gPaddy McNally (17pts)

McNally is a former
Autosport Formula 1
correspondent who
joined Philip Morris’s marketing

organising the Paddock Club
alongside Bernie Ecclestone

=1
11

=5 9J0rgen Hubbert (17pts)

not the kind of guy who
allows motorsport to
become a costly project. He is
heavily involved with the
putative manufacturers’ series,
and so may end up running F1...

5 8 Vittorio Jano (18pts)

Jano was one of Enzo Ferrari’s
earliest colleagues. His efforts
included the Lancia D50 F1 car
of ’54-55 and collaborating on
the design of the 2.4-litre V6
engine which carried Mike
Hawthorn to the *58 world title

e 5 5 Ferry Porsche (19pts)

Ferry Porsche picked up the
German-based sportscar baton
after his father (the founder) died
in ’51. Their direct contribution
to F1 was sadly brief in the early
'60s, but they supplied turbo
engines to McLaren in '83-87 »

Walker, the quintessential
y English gent who ran the

remained civilised and charming

and PR division and made a mint

Hubbert is a businessman:

4
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w wd Geoffrey Kent (19pts)

Kent was the marketing whizz
who got the most out of the Gold
Leaf and John Player Special
sponsorship of Lotus in the '70s.
Like Marlboro’s John Hogan,
Kent was an imaginative and
forward-thinking marketing ace
in his day, and the black and
gold-liveried JPS Lotuses which
carried Fittipaldi to the 72 world
championship (and, later, Mario
Andretti to the '78 title) were very
much his brainchild

i ' Mike Costin (19pts)
Brother of Vanwall aerodynamicist
Frank Costin, Mike was co-
founder of Cosworth Engineering
with Keith Duckworth. He was

a key back-room boy who kept
the infrastructure at the famous
engine-building company
operating smoothly and without
drama. Very much one of F1’s
unsung heroes (who was also a
dab hand behind the wheel of a
racing car on an amateur basis)

most important

we " Jochen Rindt (20pts)

Rindt was dynamite - quick,
confident and dramatic, the
Gilles Villeneuve of his day
(and he was managed by none
other than Ecclestone). His
position within the sport is,
thankfully, unique: he remains
the only person to have won
the F1 drivers’ championship
posthumously. He won five races
for Lotus in '70, then suffered a
fatal accident at Monza with
three grands prix still to run

Tony Rudd (21pts)

Rudd was a versatile
engineer who learned
‘ ! from Rolls-Royce, then

worked for Prince Chula’s White
Mouse Equipe on Bira’s ERAs...
and later became the technical
touchstone at BRM. He earns his
place here due to the diversity
and variety of his achievements,
of which the BRM H16 engine
was the most notorious... and
the least successful

? B Nobuhiko Kawamoto (22pts)
Kawamoto is the
engineering genius
who kept Soichiro
Honda'’s philosophy alive in F1
throughout the '80s and ’90s.

He was nicknamed ‘Hong Kong
mechanic’ when he worked in a
junior capacity on the Brabham-
Honda F2 cars in the mid-’60s,
and fiercely guarded Honda’s
racing and engineering heritage
in front-line F1 a generation later

Eddie Jordan (22pts)
EJ is the dental-trainee-turned-
bank-clerk-turned-race-driver
with the gift of the gab and a
talent for making a little money
go a long way. His team have
a strong and distinctive brand
identity: he is the rock-"n’-roll
team principal. He is a great
talent scout, too, having given us
Rubens Barrichello and, most
famously and significantly,
Michael Schumacher...

e o9 John Surtees (23pts)

i&, This former Norton
and MV rider scooped

seven bike-racing
championships and then won
the drivers’ crown with Ferrari in
’64 - only his fourth full season
in F1. It was an extraordinary
performance and means Surtees
has a very special place in our
list: he was a talented all-round
driver and is still the only man
ever to have won championships
on two and four wheels

# Flavio Briatore (23pts)

This ltalian first attended a GP in
’89. At the time, he knew nothing
of F1. But, a mere five years later,
he was in charge of Benetton
and carrying off his first title.
Briatore has as many fingers

as F1 has pies; in his time, he’s
been a 30 per cent shareholder
in Benetton, an owner of Ligier,
a Minardi shareholder, a driver
manager and a senior director
of Renault F1 UK

=49 Flavio Briatore

«Rudolf Uhlenhaut (24pts)

A talented and innovative
engineer, Uhlenhaut
made his name at
Mercedes in the '30s — when

he not only made a great
contribution to the technical

side of the GP operation, but was
also sufficiently talented a driver
to be able to test and evaluate
the cars quickly enough to help
confirm the drivers’ impressions.
Post-war, he repeated the feat

w Harvey Postlethwaite (29pts)
For the majority of his
working life, Dr Harvey

‘ Postlethwaite eschewed

convention. But it is his work for

Tyrrell that is arguably the most
memorable, for it was there that
he pioneered the high-nose

aero treatment that immediately
and irrevocably altered F1
design orthodoxy. His last F1

car - a Honda test hack — was
the first to feature a ‘twin keel’,

a design still in vogue today

D Aurelio Lampredi (29pts)
Lampredi took charge of Ferrari’s
engine development department
in ’49 and staked his reputation
on the idea that a 4.5-litre non-
supercharged V12 would be
the best solution in F1, capable
of beating the eight-cylinder
supercharged Alfa Romeos.
Gonzalez’s '51 British GP victory
vindicated Lampredi’s opinion,
and he went on to work with
distinction on Fiat’s road cars

Dan Gurney (31pts)
Perhaps the driver whom Jim
Clark feared the most in the ’60s,
Gurney deserved to win more
than just four grands prix. He
is best remembered for winning
the '67 Belgian GP behind the
wheel of his own car, the Eagle-
Weslake. Sadly, the team pulled
out of F1 in mid-'68 when the car
proved too uncompetitive - but,
crucially, Gurney’s efforts had
kept F1’s flame alive in the USA

A
s “é%" wﬁﬁ Murray Walker (36pts)
Murray (or ‘Muzza’) has become
as synonymous with F1 as any
driver or team owner in history.
His commentaries, though not
always devilishly accurate, were
delivered with real panache and
made the sport attractive to a
wide audience. The affection with
which Murray is generally held is
reflected by the huge sales of his
fine autobiography, Unless I’'m
very much mistaken. TV viewers
still miss ‘the Voice’ today

=)

g %Zg Nigel Mansell (36pts)

For a short while, when

Mansell was at his prime
. in the early '90s, F1 was
as popular in the UK as football -
as shown by the Sun’s campaign
to “save our Nige” when he was
let go by Williams. His sometimes
argumentative nature meant that,
despite 31 grand prix wins, he
rarely got the credit he deserved.
He was very talented, hugely
brave... and stunningly quick

42
S 5 Mario Andretti (87pts)

Few drivers have ever
had such a passion for
\ motorsport. Mario could

race anything well, from sprint
cars to F1 cars. He started his
first (US, '68) and last (Italy, '82)
grands prix from pole, but had
to wait until South Africa '71 to
register his first GP victory. The
championship duly came his
way in *78 in the stunningly
beautiful ground-effect Lotus 79

& 1 Mansour Ojjeh (41pts)

Through Techniques
| d’Avant Garde, Ojjeh
bankrolled development

of the Porsche turbo engine in
the early ’80s and then took a
stake in McLaren. Ojjeh and Ron
Dennis reshaped McLaren into a
dignified, visionary, aspirational
and ultra-professional edifice ~
an example of corporate team-
as-brand Darwinism that the
rest of F1 simply had to follow

'{“g* @j} Frangois Guiter (42pts)

Guiter was the man behind the
wide-ranging and shrewd racing
sponsorship programme initiated
by the French Elf petroleum
group, which not only funded

the Tyrrell and Renault F1 teams
but also ensured a steadily
developing crop of young French
drivers coming through into the
upper echelons of the sport
during the '80s. He was a popular
and gregarious personality who
really knew the racing business

3 @Rory Byrne (48pts)

This giga-gifted designer
drew the best Ferrari

of all time: the F2002.

It was the keystone within the
set-up which allowed Michael
to rewrite F1 history. Yet before
going down the Maranello road,
Byrne had said his goodbyes to
F1 and was setting up a diving
school in Thailand. Fortunately,
Ferrari lured him out of retirement;
it could have been so different...

wo Tony Vandervell (62pts)
Britain’s answer to Enzo Ferrari,
Vandervell put his money where
his mouth was to finance and
build the sleek, aerodynamic
Vanwalls which put Ferrari and
Maserati to flight in ’57 and ’58.
A self-made industrial magnate,
Vandervell was the first British
tycoon to dominate F1. A
Churchillian figure, he lit the way
for other British teams to follow
his example in later decades

o L
S 7 cooreon Fittipaldi (55pts)

His brace of championships ('72
and '74) were efficiently wrought
affairs, but Fittipaldi will more
likely go down in F1 history for
having been a charismatic and
inspirational precursor to an
enduring and hugely successful
dynasty of Brazilian aces -
beginning with Piquet and
continuing, via the incomparable
Senna, to Rubens Barrichello and
several other current ‘boys from
Brazil’. Truly, the first of his kind

oy g
a& % Mauro Forghieri (66pts)

Mauro Forghieri was
one of the key technical
players at Ferrari
between '60 and ’83. His father,
Reclus, had been a pattern
maker at the pre-war Scuderia.
A passionate and excitable man,
Mauro contributed more than his
fair share to the Ferrari legend as
an all-round engineer who knew
as much about engines as the
chassis they were installed in

5
w2« Jean Todt (7 1pts)

No-one believed in Todt
when he turned up at
Maranello in the summer
of '93. Fresh from Peugeot, he
took over Ferrari at a time of
bitter political struggles and
catastrophic technical gaps; but
he pulled the Scuderia back on
track. By bringing Schumacher,
Byrne and Ross Brawn on board,
he cobbled together one of the
best F1 teams of all time

:3 4 Alfred Neubauer (80pts)

3 This extraordinary, rotund
former racer from the
*20s virtually invented the
role of team manager. He rose to
prominence as manager of the
all-conquering Mercedes team

in the '30s, and repeated the task
when they resumed racing in the
mid-'50s. A shrewd self-publicist
with a theatrical personality,
Neubauer became synonymous
with Mercedes’ racing efforts and
remained so long after retirement

% oY
v;fg xs»lgeraham Hill (82pts)
Hill was a charismatic ‘Spitfire
pilot’ type who won the nation’s
hearts and popularised F1 in his
home country, winning two world
titles with British manufacturers.
He fathered the 96 champion,
held Lotus together after Clark’s
death in '68, won in Monaco five
times, and - uniquely - won the
Indy 500 and Le Mans. And he
became an F1 manufacturer in
'75. A genuine Boys’ Own hero

- &5
55% Lﬁﬁ Ross Brawn (88pts)

J] Brawn is the brain behind
Schumacher’s five world
titles. He made Benetton
a world championship force, and
has done the same for Ferrari.
But he is more than an engineer.
He is masterful tactician, too -
and, when combined with the
driving talents of Schumi, he has
pulled many races from under
the feet of his rivals. Worth his
(considerable) weight in gold »
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o !@ﬁ @Gilles Villsneuve (0pts)

Run an eye down
Villeneuve's career
stats — a bedrock
of DNFs with a
patina of podiums
and wins - and
you might, if you
weren't there at the time, conclude
that he came and went without
leaving his mark upon the sport.
Of course, you'd be wrong:
Gilles was a megastar. Not just

in the sense of being superquick —
though his commitment, verve and
sheer abandon were breathtaking,
no matter what he was driving
(and, in F1, that meant an evil-
handling Ferrari) - but in the sense
that his driving had a ragged edge,
an energy and an unpredictability
that excited and intoxicated a
generation of F1 fans. When he
died, they — we — were devastated,
and we will never forget. That is
Gilles Villeneuve's importance

D
)

¢ w? &’ John Hogan (90pts)
Hogan was a former Coca-Cola
PR man from the early '70s
who moved to Philip Morris,
and then in effect wrote the F1
sponsorship guidebook over
the next 20 years.

A very calm and unflustered
Australian, Hogan ensured that
Marlboro made the most of their
F1 involvement in a manner
which has set an example
to all other sponsors in this
increasingly high-profile sport.

Hogan made the success of
McLaren synonymous for a
generation with Marlboro’s
distinctive red and white livery -
a globally recognised logo that
today evokes the record-
breaking feats of Schumacher
and Ferrari as much as it does
America’s favourite cigarette
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most important

=

Walter Hayes (107pts)
Walter Hayes was the driving
force behind Ford’s emergence
as a real F1 superpower during
the ’60s.

A printer’s son, Hayes was the
man who fostered and nurtured
the deal which eventually led to
the all-conquering Cosworth DFV
engine project.

Following (loosely) in his father’s
footsteps, he had become the
editor of the now-defunct Sunday
Dispatch at just 32. He left Fleet
Street to join Ford in '62, starting a
glittering career which ended with
his retirement 27 years later - by
which time he had become vice
president of Ford of Europe.

He was an outstanding man
with a very broad view of all the
issues it was his task to deal with,
whether in racing or in industry

ﬁ E? Niki Lauda (115pts)

Alongside Luca
Montezemolo in
'75, Lauda ended
the then-longest
stint of unsuccess
in Ferrari’s history
(the Scuderia had
last won a championship in '64).
Despite his horrendous (and
very near fatal) accident at the
Ntirburgring in '76, he became
champion again in '77. After an

unsuccessful period at Brabham
(at that time run by Ecclestone), he
hung up the famous red helmet to
found a successful airline (Lauda
Air), returning to the cockpit in '82,
this time for McLaren, and winning
a third drivers’ title in '84.
Thereafter, Lauda’s F1 exploits
have been ill-starred. He worked
as a consultant for Ferrari in the
mid-'90s, then joined Jaguar
Racing as CEO in *01. 'Nuff said

Both admired
and envied for
his classical
driving style
and very close
relationship
2 with Signor

Ferrari, this brilliant Italian
driver did not live long enough
to achieve all that his enormous
talent was capable of delivering.

Now most often remembered
as the man who won Ferrari’s
first world championship in ’52,
Ascari is regarded by many old
timers as a man who eclipsed
even Fangio in terms of sheer
genius. Celebrated for what
he might have achieved rather
than for his relatively modest
tally of two world titles, Ascari
was killed at Monza in '565 in
a banal testing accident.

Astonishingly, almost half
a century after his death, he
remains Italy’s most recent
F1 world champion

Soichiro Honda (118pts)
Honda’s abiding
" philosophy that
engineering must
be the key to their
success was
something that
|  their founder
consistently imbued his colleagues
with over a very long working life.
Although primarily a car maker,
he had the patience and foresight
to allow Honda'’s F1 programme

to develop from its shaky mid-'60s
start to a worthwhile and fruitful
partnership with Williams, Lotus
and McLaren two decades later.

By the early '90s, a Honda
engine had become a more or
less guaranteed passport to
world championship success.

A passionate racing enthusiast,
Honda allowed his engineers to
‘play’ in F1 so as to transport that
expertise to the production line

Murray (123pts)
A precocious
apprentice of
Tauranac’s at
Brabham, Murray
was appointed
| the team’s chief
> » designer by
Ecclestone in '72.
Grabbing his chance with both
hands, he soon became one of the
most radical engineers active in F1

during the *70s and ’'80s. Although
a couple of his bolder innovations
didn’t pay off (such as surface
cooling on the BT46) and another
was adjudged too radical by the
startled officials at Anderstorp in
’78 (the notorious BT46B ‘fan car’,
in which the cooling fan doubled
up as an aerodynamic aid), Murray
always pushed the envelope of
what was technically possible
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A
ﬁ&’; @ Luca Montezemolo (125pts)

The best-qualified
and most effective
of Signor Ferrari’s
lieutenants when
F1’s patriarch was
alive, Montezemolo
has also proved
to be the most loyal keeper of
the sacred flame after the death
of the Old Man.

Luca understood the business
of F1 and the wider commitments

of the Fiat empire - so, by the time
he was steered back into the hot
seat at Maranello in '92, he was
very clearly the best-equipped
candidate to carry out what all

too often seemed a thankless
(impossible, even) task.

Since then, Montezemolo has
revitalised the company, both on
road and on track, and continues
to show an ultra-deft touch when it
comes to keeping the magic alive

- career, Newey combined the roles

influence and
authority of motor
racing’s governing
body - his beloved
FISA - became
an all-consuming
crusade for the highly political
Jean-Marie Balestre throughout
the '80s.

From an F1 standpoint, J-MB’s
rise to power would become a

matter of even more significance,
leading to a head-on collision
between FISA and F1CA (later
FOCA), whose formidable president
(Ecclestone) had been largely
responsible for transforming the
F1 business into a multi-media
international sport. Energetic and
dramatically confident, Balestre
rewrote the rules of the game by
transforming FISA into an ultra-
authoritarian organisation

= Bruce McLaren (151pts)
Bruce’s legacy is perpetuated

by the front-rank F1 team which
continues to carry his name more
than 30 years after his death
while testing one of his Can-Am
sportscars at Goodwood.

McLaren was regarded as a fine
(if not world-beating) driver, but his
importance in the sport comes
from his talent as a practical
technician and development
engineer who could also deliver
out on the circuit.

He brought a peculiar Kiwi
blend of commitment and
resourcefulness to the F1 game,
even though he headed his own
company for no more than five
years. Popular and gregarious,
he founded a legend that lives on,
under Ron Dennis’s stewardship

S W John Barnard (165pts)
There are many
seriously brainy
engineers on this
list, but few have
had as significant

\ an effect on F1

| during the past two

decades as John Barnard.

His reputation as a supreme
innovator was founded on two
fundamental revolutions: at
McLaren in '81 he designed

¢

¥ Adrian Newey (179pts)
In the early years of his motorsport

of designer and race engineer to
great effect while working for
March on their IndyCar and
sportscar programmes. But it

is as an aerodynamics expert
that he is now best known and
will be remembered: after sculpting
a succession of sleek but only
sporadically competitive F1 cars
for March/Leyton House, he moved
to Williams and, with Patrick Head,
designed the world championship-
winning FW14.

Even today, as McLaren’s
technical director (rather than
chief designer), ‘his’ cars all bear
the unmistakable Newey stamp:
a flowing, intricately resolved aero
‘look’. Truly, the F1 techno-genius
of our times

i gPatrick Head (204pts)

Head made his
sky-high reputation
not on rushing
innovations into
production but

on ultra-precise,
super-methodical,
mega-scientific engineering
principles; so, while the cars built
under his technical direction have
not always been the first to model
new concepts, they have almost

always been the first to make
them work properly.

Patrick’s results speak for
themselves: Williams have been
among the top three teams for
over 20 years, and many other
teams’ top engineering chaps -
Newey, Brawn, Neil Oatley and
Geoff Willis, to name but four -
built their own reputations under
the endearingly gruff stewardship
of this energetic old-school boffin

Sid Watkins (206pts)

W A passionate racing
enthusiast and one
of the world’s top
neuro-surgeons,
‘the Prof’ is one
" of the sport’s truly
: ‘ great personalities,
balancing gravitas and irreverence
in equal measure. Unimpressed
by stardom, Watkins has worked
tirelessly over 25 years to ensure

that medical facilities across the

F1 world have evolved to uniformly
high standards. A great friend to
many top drivers over the years,
Watkins is one of the very few
individuals to whom Ecclestone
will occasionally defer.

Now well into his 70s, ‘the Prof’
continues in his crucial ‘safety
guru’ role out of sheer enthusiasm
and passion for the job. A legend

the first racing car to have an
all-composite monocoque (the
neat and beautiful MP4). Within
a couple of seasons it had become
unthinkable for a top team not to
have adopted this manufacturing
technique.

Revolution number two was
the brilliant (though, at first, widely
derided) tech-gadgetry he pushed
so hard for, at Ferrari, in the late
'80s: the semi-automatic gearbox

| Alain Prost (207pts)
This cultivated
Frenchman, gifted
with incredible
touch behind the
wheel and very
clear views on the
way racing should
be conducted, always put reason
before passion. And it is this area
in which he revolutionised the
qualities required of an F1 driver.
Some people accused of him of

having an over-parochial approach
and a permanently surly expression;
but, say what you like, he was still
the first driver after Fangio to win
four world championships.

He also notched up a cool 51
grand prix wins and was only
overtaken by Schumacher in *02.

He would doubtless have
appeared even higher on this list
had his ‘brand’ not been ruined by
a thing called Prost Grand Prix... »
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John Cooper (214pts)
Cooper was the
bedrock driving
force behind a
generation of
500cc Formula 3
cars which laid
2NN g the foundation for
a double F1 world championship
success for the team carrying
his name at the turn of the ’60s.
Cooper’s brand of mechanical
initiative was combined with a

hugely innovative and ambitiously
expansive persona which was
always straining at the harness
of his father Charles’ irritatingly
(in the eyes of the boy John, at
least) penny-pinching ways.
Cooper pioneered the central-
or mid-engined design concept -
which, at a (master)stroke, made
obsolete most of his late-'50s
rivals. Even Ferrari had to follow
suit - albeit reluctantly - in the end

" Ken Tyrrell (230pts)
The legend of ‘Uncle’ Ken began
at a Goodwood test session
in ’64, when he ‘discovered’ a
young Scotsman called John
Young Stewart.

Ken and JYS went on to form
an inseparable bond through
Formula 2 and F1, dominating
the top echelon in the late '60s
and early '70s, during which time
they won three drivers’ titles ('69,
’71, ’73) and one constructors’
championship ('71).

After Stewart had retired at
the end of '73, Ken never won
another world title, but he hit
the headlines (and won a race)
with the six-wheeled P34 of '76.
His legacy continues even now
through British American Racing,
to whom he sold his team in '97

Keith Duckworth (249pts)

Keith Duckworth was responsible
for what was perhaps the most
important sea change in F1 engine
development in the sport’s history.

In ’67 Duckworth’s fledgling
Cosworth company developed
the Ford-financed DFV V8 engine
as part of a £100,000 investment
package by the Blue Oval - which,
even then, was the bargain of the
F1 age.

Duckworth always brought a
pragmatic approach to bear on
his engineering projects, and
the all-conquering DFV stands
as an enduring testimony to his
efforts. Its advent transformed
the nature of F1, allowing a wide
range of new (and mostly British)
teams to participate with this
remarkable off-the-peg power unit

greatest driver
degree of professionalism

Stirling Moss (299pts)
SN Moss is known
n%"

le\Jo © never to win the

i\ championship,
but also as the man
to driving racing cars.

He was much fitter and far more
dedicated than most of his rivals,

as probably the
< +?/ who brought a new
and he would undoubtedly have

won that elusive world title had
he not stuck by his belief in the
importance of (usually) driving
only British-built cars. His career
was tragically cut short by a near-
fatal accident at Goodwood in '62.
He never raced in F1 again,
but his enormous impact on
the world of motorsport - in
Britain, particularly - was finally
recognised in '99, when he
became a knight of the realm

The

most important

ack Brabham (238pts)

Even by the
relaxed standards
of the day, ‘black
Jack’ Brabham’s
F1 career - which
stretched from
'55 to '70 - was
an extremely long one.

But if longevity alone were
the rubric of this F1 Racing
tour de force, then the likes of
Riccardo Patrese and Andrea de
Cesaris would be hereabouts...
which they are not.

Brabham’s achievements are
more significant than theirs. A
talented engineer as well as a
quick driver (and a three-time
champion, let us not forget), he
played a crucial role during the
late '50s in developing Cooper’s
rear-engined chassis — honing
it to the extent that he won two
world championships in it and
established that layout as the
norm. He was also the first driver
to win a world championship in
a car bearing his own name

Ron Dennis (335pts)

Y When Dennis'’s
company Project
Four merged with
Team McLaren
in 80, he straight
away made a good
team great. Then,
within just a few more years, he
made a great team the very best
there has ever been — and he
continues to set the standard
in terms of team management.

By all accounts Ron is a truly
excellent employer, and generates
enormous loyalty from his staff.
Even now, with an estimated
fortune of $250 million in the
bank, his obsessive commitment
to F1 continues unabated, which
leaves McLaren’s future in safe
hands. His new giga-facility (called
Paragon) will open soon; and, from
it, more world championships will
come. You can be sure of that

(9]
& Max Mosley (362pts)

The astute Mosley
has achieved a
degree of fame
within motorsport
as FIA president,
but his greatest
contribution to

F1 was the careful framing of

the Concorde Agreement in

’81 (which heralded the end

of what was possibly the most
turbulent period in the sport’s

commercial history). Brainy, wily
and never one to let ‘outsiders’
know what he is thinking, Mosley
also masterminded the sale of
F1’s commercial rights in ’01, a
deal which provided the newly
established FIA Foundation
with funds to invest in road
and racing safety initiatives.

Max is a ruthless and formidable
operator with a unique ability to
read the political road ahead
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Jim Clark (388pts)
a &\ When Jim Clark
died in a minor
F2 race at
Hockenheim
in April ’68, the
whole fabric of
i international motor

racing trembled. Clark, more than
anyone else in the history of racing
theretofore, had seemed inviolate.

His partnership with Lotus’s
Colin Chapman epitomised F1

success for much of the '60s,
for they thought alike and each
displayed a consummate natural
brilliance in their individual fields.
But it was the manner of Clark’s
success which demoralised his
opposition ~ and inspired his many,
many fans. He was the yardstick
by which other drivers judged
themselves - and had most of
them psychologically beaten before
they even climbed into their cars

% Frank Willams (413pts)

Williams Grand Prix Engineering —
or, since '00, WilliamsF1 - are,

with 108 GP wins, the third most
successful team in F1 history, after
Ferrari and McLaren. Yet, unlike
McLaren or Ferrari, Williams are
still owned and run by their
entrepreneurial founder, the

one and only Sir Frank.

Despite his disabilities Frank
still works more or less 24-seven,
and remains one of the most
respected and admired figures
in the F1 paddock. A very shrewd
businessman, he has structured
an ambitious reinvestment
programme over the past three
years at his Grove HQ - and,
with BMW, is ready to win
championships once again.

Truly, a one-off

Michael Schumacher (479pts)
Will he stop at
nothing? Will it
be six, seven...
even eight world
championship
titles? At the
: grand old age
of 34, Michael Schumacher is
the man with all the records.
But, more than that, he has
broken those records - and
dominated the sport - in a car

built at Maranello... and that is

always going to make anyone
seem even more special.

He’s quick, smart and incredibly
aggressive (on track), and has
been able to build a whole new
team around him at Ferrari. As a
result, he has become the world’s
best-paid driver ever.

Even so, winners on such a
grand scale can never be popular
with everyone... and Schumi isn’t

W Jackie Stewart:(495pts)
Stewart’s enduring legacy to F1
was his willingness to spearhead
the safety lobby in the late '60s at a
time when it was almost assumed
that drivers should be proud to risk
death and terrible injury as a taken-
for-granted element of their calling.

Jackie, while also winning three
world drivers’ championships quite
brilliantly, debunked the theory that
competitors had to be devil-may-
care idiots - in fact, his ceaseless
lobbying might be considered to
have changed the subsequent
history of the sport.

The FIA and the teams later
picked up his baton; but, no
matter what others may say,
the seeds of F1’s safety revolution
were planted by the dyslexic Scot
from Dumbarton

driver; he was
also a shrewd
and sensitive
ambassador for
both the sport as a
whole and Argentina in particular.
His towering skill was matched
by his shrewdness when it came
to moving from team to team, and
his inspirational qualities gained

him the respect and regard of his
rivals in a manner seldom matched
in subsequent F1 generations.

In retirement, Fangio remained
an iconic figure, his reserved and
formal demeanour somehow
adding to his unmatched gravitas.

That it has taken more than 40
years for another driver to equal
his record of five world drivers’
championships speaks for itself.

But Fangio did it in just 51 races

Colin Chapman (574pts)

Energetic, dynamic and endowed
with stupefying self-motivation, the
boss of Lotus was one of the few
really original thinkers in the ranks
of post-war racing car designers.

He also held the passionate
belief that motor racing was all
about technical innovation, and
was therefore aghast when the FIA
banned his twin-chassis Lotus 88
at the start of '81, feeling that such
a decision went absolutely against

the grain of what F1 philosophy
should be all about.

Going with the technical flow
was anathema to this ingenious
self-starter - one of the very few
engineers who not only made
a difference, but dictated future
engineering trends.

It was under his supervision, for
example, that the phrase ‘ground
effect’ was coined in the late '70s.
We may never see his like again »
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Ayrton Senna (568pts)

When Ayrton Senna died,

he was the most famous
sportsman in the world. For that
alone his position in the top three
(the highest position for a driver)
is guaranteed.

None of his predecessors
achieved his eminence; only
Michael Schumacher has since
rivalled his fame.

Where Senna remains unique
is in the degree of near-spiritual
reverence attached to his name,
areverence that has grown since
his death. His funeral in Brazil was
on a scale hitherto reserved for
heads of state.

Another one of motor racing’s
‘James Deans’, Senna will remain
forever young to the millions who
mourned him, ensuring his iconic

status for future generations.

Loathed by some, dismissed
mistakenly by others jealous
of his talent, rarely, if ever,
understood... Senna remains
for those who watched him
the epitome - even the zenith -
of the words ‘racing driver’.

His influence extended beyond
his immediate sphere, and it is
undeniable that he understood
what he had come to mean to
his followers. A degree of self-
mythologising was the natural
consequence.

But forget the myth; remember
the reality. Senna could hold an
audience spellbound with his
mesmerising accounts of life
beyond the limit. He took us to
places we never knew existed

Enzo Ferrari (696pts)
Ultra-individualistic,
super-unpredictable
and mega-autocratic: all are
‘words’ which could be applied
to the man who ruled his personal
automotive fiefdom right up to the
time of his death in August '88.

In the wake of Froilan Gonzalez’s
symbolic success in the ’51 British
GP, Ferrari sent a telegram to Alfa
Romeo’s president which read: “I
still feel for our Alfa the adolescent
tenderness of first love.” Was it
a genuinely emotional response...
or just melodramatic claptrap?

Itis hard to judge. Yet it has
to be said that Enzo Ferrari was
first and foremost a showman;

a shrewd entrepreneur, right
enough, but there was nothing
he loved more than a touch of

self-generated pathos. As long as
he controlled it from the centre of
his dynastic universe.

His significance in the overall
history of F1 is enhanced with
every year that passes. Latterly,
Ferrari represents something
almost intangible, a nostalgic
link to the pioneering days of the
sport. That may not matter within
the blinkered confines of the F1
paddock, but it is meat and drink
to the traditionalist fans. Enzo
Ferrari was responsible for the
direct bloodline connecting
Gonzalez’s pioneering victory
at Silverstone 52 years ago to
Michael Schumacher’s win at
Suzuka last October.

That, ladies and gentlemen,
is the key to his gr<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>