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Note to Ferrari: Kimi ain't Schum Contributors
So, in the end, it was only seven — world drivers’ Alastair Caldwell _
championships, that is. Because, although he gave it his all, BEC‘;‘EF*‘%} 9505' S'asra"' =
even Michael Schumacher, still at his breathtaking best in E,locf_are:g msc Ea;ict_:‘;'? e,
his very last grand prix, wasn't able to stop Fernando Alonso  manager following Bruce’s death.
from taking his second straight title at bumpy Interlagos. He was there for James Hunt in
Both men drove magnificently all year. And if Alonso 1776, a”c\'c Eegpﬁ‘dfs Eﬁf’are g
was never tempted to repiicate the unsporting antics ot il Sl i
Schumacher at Monaco, where his parking infringement
caused the term ‘Rascasse-gate’ to pass into F1 folklore, then
neither did he inspire the remarkable outpouring of emotion
that the man they call Schumi stirred in his Ferrari crew.
Next year that same Ferrari crew will be asked to bend
their devotion in the direction of a very different man: Kimi
Riikkonen. No, they'll probably never love him as they've
loved Schumi; Kimi is too inscrutable for that. But love him
— or, at least, warm to him with ardour enough to give him
the emotional space in which he can be his moodily brilliant
self — is what they should even now be working out how to do.
If they solve that conundrum, Kimi will reward them
with world championships — his other-worldly genius for
conjuring astonishing speed at the conjunction of hot
asphalt and tortured rubber will see to that. But it’s vital that
they appreciate, now, that they must adapt themselves to
Kimi'’s ways, rather than vice versa. If they expect Kimi to
hug and high-five them after every victory — or work until
midnight at Fiorano during inter-race tests, or, other than
drive iiber-fast, do any of the other things that Michael did
so well for so long — he’ll withdraw his soul to that secret
place only he knows about, get stuck into the Finlandia,

and emerge every fnr-fh1ﬁ'|-1+ in

order to out—perfonn Fehpe

Massa. But do no more,
Over to you, Messrs

Montezemolo, Todt,

Maurice Hamilton

Over the season, Mo’s Moments
have been sharp and colourful
complements to our race reports
(see p112-126), and his scene-
setting previews have made sure
that readers’ sense of anticipation
has always been nicely tweaked

Tom Clarkson
One-time GP editor of this parish
Tom now tries to keep control of
a frantic freelance life — and this
month checks out the Fuji cir
which will stage the Japane
GP in 2007 (p74), and meets the
19261 world champ, Phil Hill (p94

Dom Taylor

It was an experience like no other
— Dom mixed with the masses at
Suzuka 2006 and was blown
by the excess of it all (p?C e
has also sampled a few YouTu
web favourites (p56), and
Schumi’s greatest drives (p48

Andy Earl
More of a chequered flag than =
checkered career — photog =
Andy was once James H
mechanic, and is a mean (
E-type) racer himself. And th
his Kimi shot — with Phot

Treat Kimi with great care,
says the Bish. Don’t force him
into a preordained template

Domenicali et al... :
face-paint effect —on ou
/J % l- Glenn Dunbar
A -'q The season is over, so snapper
WOn ( Glenn can relax and enjoy his
| current passion, a sporis bike
But he also had a good time in
MATT BISHOP the slow lane with Frank Williams

in a Ye Olde English Sh
suburb called Thames T

EDITOR IN CHIEF

italy apan Korea, Malaysia, Mexica,
Middle East, Netherlands, Philipnines,
Poland, Romania, Russia, Scuth America
Spain, Sweden, Taiwan, Turkey, UK,
Formula One, Formula 1 and
demarks of Formula One
Licansing 8Y, a Farmula One Group
company) are used under licenca.

Circulation queries: Frontline, Park House,
117 Park Road, Peterborough, Cambs
PE1 2TR. \c\ 44 (091733 555161
iS5 136 =
Printed tn_rwyndp m Heron, The Bental
Complex, Colchester Road l-u:yhndgp
Maidon, Essax CNS ANW.

by WV‘!CII.‘HE\P‘ mpact, Gi

West Ham Indlustrial Estats, Basing
RG22 6HY.

Colour by Colour Systems Ld,
90-92 Pentonwille Road, London N1 9HS,

6 F1 Racing November 2006

* Reproduction in whole orin part of any
phatograph, text or illustration without
writtan perrnission from the publisher i
prohibited. Due care i taken 10 ensure
that the content of F1 Racing is fully
accurate, but the publishar and printer
cannot accept lmbility far emars and
omissions. F1 Racing is & membar of
the Audit Bureau of Circulations.

* For hindars halding 12 issues, send a
cheque for £7.95 inc PEP Lo 1 Racing
binders, PO Bax 568, Haywards Heath,

FO

YR HAYMARKET MAGAZINES LTD, TEDDINGTON STUDSOS, =200

Sussex RH16 3XC
to UK resi
request Mlease
for delivery. Ful
page 78. F1
PO Box 568

US subseription queries: F
Subscriptions, WA, 20

Click here to

BCL easyFiDF
Printer Driver




FFISESS s

EDITED BY DOMIAVLOR - v c0.6 000 - = o v o o - - o dmmo At os

s s o
ST P T
- Py P
F g PR

A A O H A 

Dk e g

-J BCL easyPDF

Printer Driver

GClick here to purchase a license to remove this image




-§§§‘@@@§3§,§ & & . S

‘f@§‘$§§@@$§§§ﬁfff‘~»

PESLE PRI CES 2

PElE PP T TSI ETTES
& ghogh g

/ PP - o o i e P L i
PRSPPI P PI P TSI EI s - - o= FI PP IPFITETY -

Championship = : ’

!o 'o ! !"“* -

- Chinese chequers. Chmese burns i
Jubifant Schumi draws equal with a wretched
Femando in the points table at Shanghai, when
Femari pléyed 4 blinder and Renault/Alonss got

Heir tyre :‘:honce wrong at their flnal pi‘t stop -

Ciuil:Shanghal Chma : =
sty
Photographer Steven Tee/LAT - = -
Gt Canon EOS 1Ds Mkil, : Lt
300mm lens, 1/160 at F2.8




TOTAL AN ALYSTS.
ORLD TITLE

0, in the end, the 2006 world
drivers’ championship, which
had swung first this way, then
that since battle was first joined
on Friday March 10 in Bahrain,
was finally decided on Saturday October 21
in Brazil. For, when Michael Schumacher’s
Ferrari 248 dramatically slowed only

2006 SEASON
REVIEW

It was the walkover
that became a Ferrari

BAHRAIN Round 1

ne 2006 season became the cliffhanger tnat F1 deserved

seconds into the final top-10 qualifying
shoot-out — and Fernando Alonso qualified
fourth — the mission facing Schumacher
became, for all practical purposes, impossible.
He had been the victim of a fuel pressure
problem that could not be rectified in time
for him to set a time (so forcing him to accept
a default-option P10 on the next day’s grid).

MALAYSIA Round 2

bounce back, that
became a cliffhanger,
that became wctory for

Ferrari boldly return
from 2005 doldrums with  flexi-wing furo
pole, but Alonso judges
strategy to perfection,
tussling with Schumi all
afternoon before nipping
ahead with inches to

12 F1 Racing November 2006

Alonso Champ pts 10
Schumacher Champ ts 8

e

Engine problems and
swam P
Ferrari's weekend. Alonso
suffers from heavy fuel
load in quali to start
seventh, but rallies to

AUSTRALIA Round 3

K|m| Ralkkonen and Fernando Alonso
won't test fo: then new teams (Ferrari

Nonetheless, he approached the next
day’s assignment with phenomenal verve,
driving at dazzling speed after his lap-eight
puncture, and demonstrating to anyone who
might be doubting it that, indisputably, he
was retiring at the very top of his game. His
lap-68 pass on Kimi Riikkénen, who fought
tooth-and-nail to keep him back. will warm

SAN MARINO Round 4

Cool and overcast :
conditions cause tyre i grabs pole
chaos, allowing Alonso
to cruise to a win. Schumi
slithers around in a
gripless Ferrari before
pushing too hard and be

and fends off Alonso

in the race. Desperate,

Renault try to outwit

Ross Brawn and pit

e Michael — they
inish second

Alonso Champ pts 18
ch macher Champ pts 1

= GAP 7pts

Alonso Champ pts 2
humacher Champ pts

i i nmuummé‘

Alonso Champ pts 36
umacher Champ pts 21

g

GAP 15pts &%




Ron: “Pay- ne%vmw
: McLaren boss Ron Dennis has warned

fly

against F1 adopting pay-per-view TV.
A Cihn'sh channel will run the servi

Mika H kkmcn was at Interiaqos to

watch his mate Kimi and bid Michael
eu. "1 don't think another dr‘ver

will be abl
foralon

beat |w-> ac

the memories of those who saw it for the

rest of their lives.

Even prior to Interlagos qualifying,
Schumacher’s task had been daunting
enough: he had had to win, and Alonso had
had to fail to score. Such an outcome would
s points total to 126,
the same as Alonso’s, but he (Schumacher)
would have been champion by virtue of his
eight wins to Alonso’s seven. In the end,
their final points totals were 134 (Alonso)

have increased Michael’s

and 121 (Schumacher).

AND THE CONSTRUCTORS'

CHAMPIONSHIP?

Thaot sirnmt 4 Damald daa
1L OAT WONT IO alhatuy, 100,

by 206 points to Ferrari’s 201.
Prior to the Brazilian race,

¢ Ferrari trailed the Anglo-

£ French outfit by nine points

3 (186 against 195), which meant
z

@

that only a strong performance
by Schumacher and team-mate
> Felipe Massa, combined with

a weak one by Alonso and team-
mate Giancarlo Fisichella,
would do the trick. In the
end, Renault’s 11 points put
them home safe.

WHAT ABOUT THE
SUPPORTING CAST?
Undoubtedly, Alonso and
Schumacher were the stars of
the season. Tn truth, no one
else came close. Yes, Felipe
Massa sometimes outpaced his
august stablemate, and won
impressively in Turkey and
Brazil, but in the end the points
differential between him and
Schumacher, a substantial

41, told the story pretty
eloquently. It bespoke the

4: DARREN HEATH; CHARLES COATES/

MAIN: CLIVE ROSE/GETTY IMAGE

EUROPE Round 5

= GRAND pgy
= OFEuRope

As tyre sup y
switches from track to
track, Fernan ‘iu :

Alonso Champ pts 44
Schumacher Champ pts 31

difference between talent and genius.

But if Schumacher beat Massa fair and

square, then Alonso ran rings round
Fisichella — for the second year running.
Yes, Giancarlo won well in Malaysia (just as
he won well in Australia last year), but then,
as he did in 2005, he faded. The thirds and
fourths kept coming, but the wins did not.
He ended up 62 points adrift of Alonso in
the drivers’ championship — a chasm.
Alonso had only one bad weekend, and

that was in the US. There he qualified a
lacklustre fifth, unable to get on terms with

the pace of Fisichella (P3), and both drivers

finished in the positions they started from.

| need some time
to let this second
championship sink
in. I'm 25 years old
and have won two
championships,
which is fantastic.
After five years with
Renault, this is the
best way for the
relationship to finish
Fernando Alonso

SPAIN Round 6

Buoyed by }\|

D AR T s SE Taiider AT
out, Sincr tnan at Inqy, Aonsc

made Fisichella’s trademark
neatness, fluency and class
seem panicky and even,
sometimes, downright slow.
Kimi Riikkonen appeared
to give up mid-season, his self-
imposed target being merely to
beat his team-mate(s). That he
did easily, ending the F1 career of
Juan Pablo Montoya in July, and
serially trouncing Pedro de la Rosa
thereafter. But McLaren failed to
win a grand prix all year — their
first barren season since 1996.
Jenson Button had a mediocre
first half of the year... but an
excellent last half-dozen races.

His win in Hungary was, of course,

the highlight of his season; hut
his tremendous points-scoring
form from then on in (35 points
in the season’s last six grands
prix, compared with 34 scored
by Alonso, 32 by Schumacher,

30 by Massa and 23 by Fisichella)
augurs well for Honda’s world
championship aspirations

next year.

MONACO Round 7

DID SCHUMI
DESERVE

TO BE
CHAMPION?
If Indy was Alonso’s
one black mark —
because no one
other than the
employees of the
FIA and Ferrari felt
his various penalties
were anything other
than daft, whatever

Max Mosley says
about them — then
amvn Al a Al

undoubtedly
Schumacher’s
was Monaco.
Or, to be precise,
Rascasse-gate.
That was a
professional foul
of extraordinary
audacity, and
ultimately it was
foolish, too. Why?

Because it — ‘it’ being

his parking on the
racing line in order

We had a superb
car and | could have
lapped everybody

1 bacdnis had S

problem. But for
me it didn't work
out. I'd have loved
to finish on the
podium in my last
race. To sum up my
F1 career: it was
intense, but | loved it
Michael Schumacher

to block the track and prevent faster drivers
(including Alonso) behind from beating his
qualifying time — didn’t work; it caused him
to be penalised into starting the race from
P22, Even so, his storming run to fifth place,
during which he clocked fastest lap by a mile,
was mesmerisingly committed.

But in Hungary, where he ended up
eighth when third had been his on a plate,
Schumacher was at it again — ‘it’ being
failing to allow points-at-all-costs discretion
to be the better part of win-at-any-cost
valour. Why did he not resist the impulse to
shove his way into a tight chicane, wheel to
wheel, with a man as desperate to impress as[>

GREAT BRITAIN Round 8

It flex their

Another

CANADA Round 9

afternoon

crowd, Alonso thumpa
the opposition. Michael
loses ground behind
isichella in the
ing stint and is
u"mblc to get b=1r‘¥r on

Alonso Champ pts 54
Schumacher Champ pts 39

e VET gaﬁe relegates
him to a pit-lane start.
But he scythes through
the field for fifth. Alonso
is harried by Raikkénen
before he biows up. A

Alonso Champ pts v-4
Schumacher Cham

muscles around the
unseasonably balmy
ilverstone. Michael

chasing Kimi to ) reel
in Alonsu but grabs

Alonso Champ pts
Schum her Champ pts

for Alonso as the entire
rid struggles with tyres.
e rubber littering the
track makes running
treacherous — and
allows Michael to vault

Alonso Champ pts 84
Schumacher Champ pts 592
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de la Rosa? Why did he not see the bigger
picture and settle for six points?

DID THE FIA TRY TO GIVE
SCHUMI A GOODBYE PREZZY?
Paddock gossips, many in senior positions in
teams other than Ferrari, insist that Ferrari,
and Schumacher in particular, were unfairly
advantaged by the FIA all year. Indeed,
some took to referring to the governing body
always as “Ferrari International Assistance”.
In the FIA’s defence, the Monaco stewards
punished Schumacher severely (but fittingly)
for Rascasse-gate — but the Monza stewards’
assiduousness in penalising Alonso for
allegedly impeding Massa in qualifying, even
though Fernando’s Renault and Felipe’s
Ferrari had never been closer than 93m apart
on the ‘offending’ lap, was surprising. Equally,
the FIA’s determination to reverse their
own stewards’ decision to allow Renault to
continue to use their mass dampers (after
McLaren had questioned their legality at

USA Round 10

Ferrari finally turn the

FRANCE Round 11

With Ferrari on a roll and

Magny-Cours), in their own Court of Appeal,
left F1 insiders and fans dumbfounded.

HOW MUCH DID THE ENSUING
BAN HURT RENAULT?

The team’s race engineers reckoned the mass
damper was worth a couple of tenths per lap
— on a Renault, at least, because six other
teams had tried and failed to make them
work. But, more than that, the ban distracted
everyone at Enstone. And, as ever when
people are distracted, things began to go
wrong. It cannot be a coincidence that, having
won six grands prix in March, April, May
and June, Alonso failed to win a single one
in July, August or September. And it was
during those months that Schumacher was
consequently able to claw back what had
once been a yawning 25-point gap to Alonso.

WHAT ABOUT THE TYRE WAR?

In no season previous to this one has ambient
temperature been so critical to tyre

GERMANY Round 12

As a precaution, Renault

HUNGARY Round 13

Budapest s f

Williams's tech boss Sam Michael will
®. become less hands-on at races as the

o team restructure following an abysmal
” 2006. The aero dept has been boosted
and Michael now has a factory focus

performance, in the dry at least, and the
reason for that was that both Bridgestone
and Michelin were pushing tyre
development harder than ever. In other
words, the operational margins were tiny.

As aresult, never before has the
performance of one company’s tyre, relative
to its rival, fluctuated so wildly race to race.
At Barcelona, for example, the Michelin was
the only tyre to be on, the Bridgestone
nowhere. At Indxanapohs it was precisely
the other way round. And in the wet, where
Bridgestone once reigned supreme, Michelin
were significantly ahead. Yet on a drying
track, the Bridgestone
was qulcker

AND WHAT
OF ALONSO?
Alonso’s
championship,

his second in a
row, despite being
widely and rightly
hailed as a
stupendous feat,
was somehow lost

it

in the ballyhoo that It was an incredible
surrounded fight with Ferrari,
Michael’slast race.  but we did the job
“I thought this and deserved these
might happen,” titles. There were
said Pat Symonds, many ups and

downs, but we never
backed down. We
made fewer mistakes
and Fernando made
fewer mistakes than
Michael

Flavio Briatore

Renault’s executive
director of
engineering,
sipping champagne
in the Renault
hospitality area
after the race. “I've
been more nervous
this weekend than
I've been on any

TURKEY Round 14

Quali error and early

race is chaotic. Grid
penalties for both title
rivals are soon shaken
off — but a loose wheel-
nut robs Alonso of the
win. Michael lucks a
point after a messy race

Safety Car nobble
Michael’s race after

he is forced to queue
behind team-mate
Massa in the pits.
Alonso resists pressure
to finish second

remove their contested
mass damper — which
prompts a devastating
drop in performance.
Alonso limps in fifth
while Michael wins in
front of his home crowd

tables — Michael is in locking out the front row,
control all day and leads Schumacher cruises to
home a dominant red his second victory in a
one-two. By contrast, row. Alonso, meanwhile,
Alonso never looks on drives an inspired two-
the pace, wallowing to stopper to move ahead
a gripless fifth position of Massa in the final laps
Alcnso Champ pts 100
acher Champ pts 9C
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Alonso Champ pts 100
Scnunacher Champ pts 89
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Alonso Champ pts 108
humacher Champ pts 96
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Alonso Champ pts 88
Scnumacher Champ pts 68
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Security at Interlagos was hot after four#

hooded Paulistas fired on a car full of

ersonnel. No one was hurt

Now there will be no excuse

Next season, a new GPS marshalling
system will enable Race Control to
issue flag signals via cockpit lights.
FI1R hopes GPS could also be

THE HIGHEST HIGHS AND THE LOWEST LOWS OF 2006

Formula 1 can be the cruelest of sports. It's been a see-sawing season for Fernando Alonso
and Michael Schumacher. And while both title protagonists generally drove impeccably,
this world championship was won — and lost — by the fluctuations in form that robbed one

driver of a haul of paints while rpwardmn the nther. The 'Fnllnwmn are thei

FERNANDO ALONS

TURKEY On fading tyres, Fernando drove the
last stint with Schumi’s faster car breathing
down his neck to finish second. The drive
showcased Alonso’s ability to stay calm
when the stakes were immeasurably high

MONZA Following repairs caused by an
earlier puncture, Fernando’s ballsy out-lap
was fully committed, nailing the start line
seconds before the chequer fell. His hot lap
was even better, until the officials intervened

HOCKENHEIM With the mass damper
removed pending appeal, Alonso seemed
all at sea, never able to adjust to his car’s
altered and nervy handling. Renault’s pace

ad neurhad Aane
FS ut

wurse hiird ond Carnandn caa
yonclo O

r
VVES Fitl L GEia 1Ol T I ST e e

conditions and a crushing early lead seemed
to usher in Renault’s return to form. But a
change of tyres wrecked the handling and he
finished second when he should have won

ITALY Round 15

THE LAP OF THE GODS

BRAIN FADE

THE ONE THAT GOT AWAY...

SHANGHAI A masterly pole position in drizzly

CHINA Round 16

highs and lows...

MICHAEL SCHUMACHER
i \‘,‘J "-'V‘:

BRAZIL Indefatigable until the very end,
neither a loss of fuel pressure in Q3 nor an
early puncture - possibly caused by Fisi —
could deter Michael in his final race. The pace
he showed once back on track was immense

SHANGHAI In the wet of Q2, every car on
Bridgestones was off the pace. Michael failed
to crack the top 10 until his final, determined
flier nailed ninth. In Q3, he went fast enough
for sixth — Massa finished a lowly 13th

MONACO Messily parking his Ferrari on the
exit of Rascasse was a trick that fooled no
one — it cost him the respect of his fellow

drivers and the disgust of many onlookers,
Than the ctowarde cant him o the hack

SUZUKA With a huge Bridgestone advantage.
Schumi waltzed into the distance once Massa
moved over. Perhaps the team gambled by
squeezing too much from his V8, but win
No8 was lost to an engine failure

JAPAN Round 17

il

Adelaldc 1L)L)_+ n
yet, nervous as |
was, I always
fancied that the
world had eves only
for Michael. It's
strange, but true:
his last race was
somehow bigger
even than the world
championship.”

As for Alonso, he
was his usual low-key
self in victory —
al 'L‘nuug,h fie was
unusually eloquent
when deseribing in
the post-race press
conference the debt
he owed his mates
at Renault, with
whom he achieved
so much and for
whom he had driven
his last race.

But, even though
he didn’t make the
podium or, therefore, the post-race press
conference, the day belonged to Michael.
Yes, Fernando has now won two
championships in a row, and yet the 2006
Brazilian GP was, is and always will be,
remembered for one thing only: it was the
last time the man they called Schumi, love
him or loathe him, strutted his stuffin a
grand prix. Rarely has he strutted it more
impressively. As such, it was a momentous,
and stupendous, occasion.

In the heat of the
moment, | feel
disappointed. We
would have liked
Michael’s career to
end d\ﬁerer\tiy, but
destiny had other
plans. But our team
has taken the most
race wins and we
were in the hunt for
both titles to the end
Jean Todt

Alan Henry column, p32
Max Mosley column, p34
Brazil GP report, pl 24_

BRAZIL Round 18

ALONSO'S SECOND
TITLE STATISTICS

SHAMPIONS

Despite a final bout

of Renault nerves,
Alonso’s second place
comes easily as Michael
suffers a technical
failure in quali and is
hobbled in the race

rrari look utterly
dominant in qud\ifqu
but their advantage is
reduced by Sunday.
Alonso tigers past
Massa but can’t crack
Michael — but then the

Furious Alonso is reasy conditions

relegated to 10th on look set to favour

the grid for ‘impeding’ Renault, who had

Massa's quick lap. He dominated quali. But

is third when his Renault a bad call on new tyres

explodes. Michael kills Alonso’s hopes.
Michael shows pure

Race wins 7

Podiums 14 (incl 7 wins)
Pole positions 6
Fastest laps 5

Laps led 463
Retirements 2

mp pts 126 Alonso Champ pts
,rr::”erC‘IEITI pts 116 hamp

i I %!IIISIVI_IIIIII

n' GAP 10pts

Alonso Champ pts 108 Alonso Champ pts 116
Schumacher Champ pts 106 Schumacher Champ pts 11

&I\‘ LT & _%QEEIIIIIIIIII 1

GAP Opts
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...for anyone with
a passion for good
old Italian politics,
following news
that

 is thinking of giving
it a whirl “Why not?” he acked,

...for Brazilian
footy legend 2
who finally got to
lay his Brazil 2002
chequered-flag

A gaffe to rest,
presenting with a
special trophy for his final race

...for chirpy GP2
chappy

, who made
his F1 debut with
Spyker in a wet
test at Sliverstone

...for fans of
classic circuits
- and
(right)
won‘t feature
on the 2007 F1
calendar, despite
all those crossed fingers. But
both could be back for 2008

.for

the new
commentary
boxes at an
upgraded
Spa have no
windows. How much difference
will that make, we wonder

...for

s
after notorious
hard man

(right), enraged

at being blocked in China,
reduced him to tears. Shame
you ranted at the wrong Super
Aguri driver, Nick, cos it was
Taku who ruined your race

16 F1 Racing November 2006

expensive time tyre-te

FORMULA 1 HAS finally
settled on a unanimous testing
agreement — just as it has
ceased to need one. The end
of the Bridgestone/Michelin
tyre war will naturally slash tyre

~e lmmmm o ma
testing as intense geveiopimeit

becomes a thing of the past.
The new 'gentlemen’s
agreement’ was signed by all
11 teams in Japan, and limits
testing during the season to
30,000km (18,640 miles) and
300 sets of tyres. Pre-season,
the limit is six three-day tests
and eight three-day single-car
tests; and there are two three-
day tests post-season. Teams
are also limited to 12 shake-
downs and 12 aero runs.
Such unanimity is a positive
step. Ferrari
have refused
to sign similar
deals in the past
when limits
were based on
numbers of days
— unsurprising,
given that they

Franck Montagny as rhen new test-
and thlrd drlver Meanwhn!e Wl”\ﬁmﬁ

eryone’s happy

Ferrari seem satisfied

own two private test tracks,
Fiorano and Mugello, that
they can use for reactive tests
at short notice and low cost
The new deal’s mileage limit
protects Ferrari’s ability to use
both tracks whenever ihey like
during the season. They're
almost certain not to need to
exceed the testing limits given

that they were happy to agree
similar limits even while the tyre
war was ongoing. Furthermore,
the new deal even allows each
team to nominate two circuits
as 'home’ circuits, where a full
day’'s out-of-season testing
counts as only a half-day.

Science - the tyre war, DEE
2007 CUSTOMER CARS

is brewing over customer chassis — p mﬂulaﬂy
Red Bull-owned teams (Red Bull R ;

identical Newey -

hE L b

However, lf one or more nval team o
protests either car’s legality —
if the cars prove competitive —

to clarify their stance.




FRIDAY 3\

SEF EVENT TICKET

SILVERSTONE
¥ ot 00

Testir-ig takes t date .
« Friday practice at ‘07 GPs will double = Despite a disagreement between
zéeggssaigﬂ;{wing as test dz_jys of _tw_o 90min sessions. the teams and Bridgestone over F1's
Seat: Roving Teams will be limited to two cars but
may run third drivers. Engine failures on

winter testing dates, the schedule is
likely to be: Barcelona Nov 22-25,
Fridays won't be subject to penalties

followed by Valencia and Jerez

PADDOCK SPY

A CASE FOR F1'S FASHION POLICE? MORE

1 Adelaide 1994 Back in the Paleozoic era, when Michae! had just nerfed Damon to win his first championshi
= school uniform at press conferences 2 Buenos Aires 1995 No, Michael, this may be Argentina, but the |
fash

H e
e

:
e, itwasn't even compt ilsory to wear

70

3 Barcelona 1997 Ronaldo
e, drivers’, constructors’ B Silverstone 2005 Taking the Michael, are we, Michael? It's A1-Ring ‘98, only worse 7 Magny-Cours 2005 Pretty in

oink... is so not you, dear boy 8 Indy 2005 Black would have been more suitable, surely? 9 Hungaroring 2006 They're not so pinko out east any

G 0 J
portisn‘t polo
ion-tackles Schumi 4 A1-Ring 1998 Okay, it is Austria, but the hat's a fashion crime too far 5 Sepang 2000 Good hair day and win, win, win:
more, but no one’s told Michael 10 Bahrain 2006 Top Gun 11 Silverstone 2006 Roy Rogers meets Dolly Parton 12 Monza 2006 Green belter
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READER PANEL

LET'S HEAR
FROM YOU

F1T RACING HAS just set up
the F1 Racing Reader Panel.
Anyone can join, and it's free.
Sign up and F1 Racing will
email you from time to time
to ask what you think about
a topical issue, or to poll your
opinion. First, visit our website
www.f1racing.co.uk and click on
the ‘Juin the F1 Racing Reader
Panel’ link. Five people who join
before the end of November
will be selected at random to
win a copy each of the official
Formula 1 2008 Seascon Review.

Stand out from the E1 crowd by
joining the F1 Racing reader panel

McLAREN REVIVAL

MIKA MACCA
RESURRECTED

A RARE EX-MIKA Hakkinen
Mclaren-Peugeot MP4/9 is
the latest historic F1 car to be
acquired by Cars International,
who wiii be running it in 2007.
It's the car in which Mika scored
his second F1 podium (the day
Ayrton Senna died, at Imola '94).
Go to www.carsinternational.
com to find out more. And if you
fancy something (fractionally)
less racy you could perhaps try a
Pagani Zonda. They sorted out
one for our mega Wurz-Zonda-
Monza feature this month.

“Wurz drives Pagani, p'_L'__TiE

/ n in Peugeot's
collection before being auctioned
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TECHIES

SAM v JAMES
MICHAEL KEY
WILLY WONKER  SPYKER STRIKER

Q1 Who has won the most
Monaco GPs?
A: Ayrton Senna — six

Who won the first British GP?
Giuseppe Farina, Silverstone 1950

Q3 Which five tracks have hosted
the official US GP?
A: Watkins Glen, Indianapolis,
Phioenix, Riversiae, Sebiing
Which world champs have won the
fewest number of GPs?
Phil Hill and Mike Hawthorn
with three each

How many races has Kimi
Réikkénen won?
A: Nine (up to Japan 2008)

Who was the oldest driver to win
a grand prix?

Luigi Fagioli: 53 years and 22 days
when he won the 1951 French GP

Michael Schumacher is a seven-
time winner at which two tracks?
A: iviontreai, imoia

2 Which track has been on the
calendar for all but one season?
: Monza — it was dropped in 1980

Q2 How long was the original
Niirburagrina Nordschleifa?
A:14.167 miles in its original
configuration

How old is Bernie Ecclestone?
76 (born October 28 1930)

This month’s result
Tidy but tame
Not exactly a high-tech performance
from the lads — more V7 than V8

FEFTT IS EESSSE - &
F TR T TS g

r & = T & s
P Y P VY

Senna — six?

Don't know. | was going
to say... actually, | don't
know who | was going

to say
Wrong D

Watkins Glen, Detroit,
Indianapolis, Phoenix and
Long Beach?

More than half 2

Must be Rosberg. No?
Hunt?

Wrong U

Five? That's a guess

Wrong .

Fangio? Not Farina
again?

Wrong El

| can probably work it
out. Not Melbourne.
Imola must be one. Is

the other Canada?
Correct

Between Monza and
Monaco. It's Mon

14 miles. You want
decimal places? 14.6..7

We're feeling generous n

Technophile

Winner 4.5/10
EERNE=-REEEN

P T RO T 7 ¥
Pl it o o
S LR E 5 i

I would guess either
Schumacher or Senna.
umm... I'li say Senna. Six?

]
& correct
I don't know — Fangio?

I:l Wrong

indy, Detroit, Phoenix, Vegas,
Dallas? [On told answers]
I should have got the Glen

l Less than half

Damon Hill and Keke
Rosberg?

D Wrong

Er... dear oh dear... six?

The oldest | can remember
is Lauda, but you probably
need to go back to the’

LI Indeed you do

Montreal and Imola.
[On being told he's
right] Hooray, at last!

d to say Monaco,
<now when that

.. I'll say Monza

I've got in my mind
something like 12 miles
— close?

. Not really

He's 70-something.
Ishe 72?7

D No he isn‘t

Technophobe

Loser 3/10
EEENEREEER

AT Thi

AT ARCHIVE.

AT CloARLE
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In ﬂve seasons at McLar

KIMI GAVE McLAREN five years,

only to be dogged by poor
reliability and disillusionment

with car and team. Yes, there
were highs — nine wins and 27
podiums — but also 26 serious
technical failures in 103 starts
(up to Brazil 2006). That's one in
every four outings. It was one of
the most painful driver/team
relationships in F1 history. And
how many race-destroying
Ferrari failures did Schumi suffer
in that same 2002-2006 period?
Three — Bahrain ‘05, Malaysia
‘06 and Japan '06. No wonder
those red overalls can't come
soon enough for Kimi. So, here
are the 22 failures that actually
cost him world title points.

2002 - A SIGN OF
THINGS TO COME

Kpm| S taient has been squandere

Malaysia: Thi

e Life beyond Red Bull Racing has been
e tough for Christian K||en (left), but he
; : o

B Vionaco 2006
likely win go

Sixth in champ, would have
been fourth if car reliable

2003 - TITLE GOES
UP IN SMOKE

Europe

N, ost)
TOTAL POINTS LOST: 10

Second in champ, 2pts adrift of

Michael, but should have been
champ with the MP4-17D

2004 - CHARACTER-
BUILDING STUFF

Malayﬁsa

— cAuGHT B

] ON YOUR
CAMERA

& Spotted an F1
‘ ,, celebrity? We

want your pics!

20 71 Racing November 2006

5 bast1an Vettel G

< Sebastian is in early head-scratching
mode with this F1 lark, it seems. But,
for sure, he'll catch on soon enough

So...

you want to see your pics in
print? Send your unusual or amusing
images to: caughtonyourcamera@
haynet.com, and leave the rest to us

TOTAI. POINTS LOST‘ 31
Seventh in champ, should have
been at least fourth

2005 - ANOTH
CHAM PIONSHIP LOST

San

Marino: P

Alonso wins title by 21pts.
Kimi had the pace to beat him,
but not reliability

2006 SAME OLD,
SAM

Rear-enc

Bahram.

TOTAL POINTS LOST 24
Would have put him third in the
championship, instead of fitth

GRAND TOTAL

POINTS LOST: 119

TOTAL WINS LOST: ¢
TOTAL CHAMPIONSHIPS
LOST: 2

Kimi could have emulated
the Hakkinen glory days
with two MclLaren-Mercedes
world titles. Instead b
he is laft with oply 2 =
sparse helping of ‘
race wins.

OMPILED BY WILL HINGS

DATA C



McLaren love to push the boundaries &=

~ of corporate excess — so to celebrate
< the birth of Vodafone McLaren-Merc

y'll be throwing a three-day launch
in Valencia, Januar

Mark Webber's Tasmania Challenge
fundraiser is on again, and Webbo
will be joined by other sports heroes

F1 CURTAINS FOR COSSIE

COSWORTH RUNS OUT OF F1 ROAD

The three-year engine freeze and an untrendy brand have spelt disaster for the Cossie boys

COSWORTH EMPLOYEES did
their thing at the Brazilian Grand
Prix in commemorative T-shirts:
“Cosworth don’t do Formula 1
engines any more,” they read,
“but if they did... 39 seasons in
Formula 1, 176 Grand Prix Wins,
13 Drivers’ Championships, 10
Cameteirtare! (Chamnianchine
NNEE T B R N LN S PSSR SRS S ERNLL EWIR AR QY

1 Coswarth.”

It was a poignant reminder of
the loss to the sport of the last
truly independent F1 engine
maker, because Cosworth do not
have an F1 customer for 2007.

The irony is that the FIA
have spent recent years
trumpeting their enthusiasm
for smali, independent
manufacturers, but the 2007
engine homologation rules —
which freeze V8 development
until the end of 2009 — have
had both a direct and an indirect
effect on Cosworth’s future.
With no F1 customer, Cosworth
have been forced to lay-off
60 per cent of their workforce —
but an earlier round of technical
redundancies was already in
train owing to the engine freeze.

Two other engine builders,
Renault and Ferrari, are also
rumoured to be making staff
cuts. However, both have been

““Cosworth’s canny engineers could

become guns-for-hire in rival teams”’

able to offset those cuts with

a renewed drive into customer
deals — made more attractive
by their brand status as major
manufacturers — so pushing
Cosworth out of the market.

But the Cosworth name could

survive in F1 into 2007 if plans

to refocus the firm as a high-
tech consultancy are realised.
Their collective technical know-
how is immense, and there is a
hope that their canny engineers
could become consultant guns-
for-hire within rival teams.
There is still a huge respect

no fault of their own

for Cosworth in the paddock.
Renault’s Pat Symonds said:
“| really can‘t understand how
Cosworth managed to design,
develop and supply their 2006
engine for so little money.”
Bernard Ferguson, Cosworth’s
director of F1, said: “We're
looking at diversifying into
areas such as energy-recovery.”
Cosworth still monopalise the
US Champ Car series.

The more the detail of F1 technology changes,
the more things actually stay the same...

Pit garages 40 years on and it looks 11ke the concept of ear-defenders still hasn't penetratad the skulls of all Honda
staffers. But team outfits, if not decent aero, were obviously de rigueur in 1966, which wasn't true of many teams
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LA REGIE’S TITLE FIGHT

SPONSOR-ING RENAULT

Did Bernie point Renault towards their Mild Seven replacement?

RENAULT AND Williams's new
title-sponsorship deais with
Dutch finance company ING
and US telecoms giant AT&T
respectively, confirm what F1
Racing has long predicted: there
is plenty of sponsorship money
for Formula 1 beyond tobacco.

However, the intriguing thing
about the $50 million Renault-
ING deal is its genesis. As is
often the case in F1, it might
not be as straightforward as
it seems and may well have
benefited Bernie Ecclestone
more than anyone else.

ING initially planned to enter
F1 as principal Spyker sponsor.
Indeed, Spyker’s purchase of
Midland (for $106 million) may
have been based on anticipated
financial support from ING.
Sources at Spyker, however,
insist that they knew ING were
going to Renault before the
purchase was completed.

ING had already been wooed
by both McLaren and Renault,
but McLaren (who already have
Vodafone lined up as title
sponsors from 2007) were
unable to offer as substantial
a relationship as Renault.

Cven more compeliing,
Ecclestone would have been
privy to ING’s interest when he
helped facilitate the Spyker/
Midland deal. So is it beyond
the bounds of possibility that
he tipped off old chum Flavio
Briatore to this jackpot — Renault
badly needed a title sponsor
once Mild Seven’s cigarette
millions had blown away — in
return for a tasty finder’s fee?

SO, WHO ARE ING?

22 F1 Racing November 2006

TIRED TELLY

WANTED: F1
TV LIKE THIS

WHEN JUAN Pablo Montoya
made his US stock car debut,
few in the F1 community were
for the candid no-
red TV access that
ranted to the

n and his Chip

'e'V‘v’.

or yourselves — check

words ‘Montoya recap’) to
just what F1 is missing by

ting most pit-to-car radio
communications off-air.

t's not as if F1 couldn’t open
up the airwaves, says Williams's
| technical boss, Sam Michael.

We could easily do what
NASCAR do if the FIA and
teams wrote a regulation that
made us put all the radio out to
air,” he told F1 Racing. It's time,
surely, for the FIA to get with it.

ye Mild Seven.
Dutch finance firm
ING will be splashed
all over Renault in ‘07

When the old ways just don‘t cut it any more, it takes a wham-bam thinker
of genuine originality to show us that his way is the best way, the only way

_ NSO DIKTAT MAX MOSLEY § APOSTLE OF PUNK MALCOLM McLAREN

created using
#58 BCL easyPDF
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KARL MARX couldn’t possibly
have imagined that the workers,
‘the proletariat’, would ever rise
to millionaire statug, Vet the
role of ‘the workers’ on F1’s
political landscape falls squarely
on the drivers’ shoulders.

Of course, that only applies
when they’re working together
under the umbrella of the Grand
Prix Drivers’ Association —
the nearest F1 will ever get
to having a trade union. But
the GPDA have become an

increasingly vocal force over
the past 18 months in their
campaigns for increased safety
measures at F1’s circuits. And

there are reasons to suspect that

Without Michael Schumacher to chair them, F1 drivers now feel
more empowered to fight for the rights they believe are theirs

they’re in a position to become
even more outspoken in 2007.

The GPDA’s long-standing
has gone, and Fernando Alonso,
Ralf Schumacher and Mark
Webber have taken up the reins.
And with them a new era has
been ushered in that could
signal an escalation in the
GPDA'’s political clout through
next season and beyond.

BROTHERS IN ARMS

Until the infamous 1982
Kyalami drivers’ strike, the
GPDA had not been too
confrontational since their
formation in 1961. Safety

Poland was liberated by
the Solidarity union —so
how will the GPDA fare?

concerns had led to a refusal

to race at Spa in 1969 and at the
Nordschleife the following year,
but it was ai the 1982 South
African GP that Niki Lauda
famously led a drivers’ strike
over the terms of a Superlicence
that he felt left the drivers too
subservient to the teams.

Faced with threats of the
sack and lifetime bans, the
drivers spent 24 hours
barricaded inside a hotel
room in Johannesburg
while GPDA chairman Didier
Pironi negotiated with Bernie
Ecclestone et al at the track.

In the end they did race, but
Ecclestone managed to get

- P -
‘ Backmarkers to

= = g &

overtake Safety Car

; Following an FIA rethink, backmarkers
¢ will be waved past the Safety Carand !
llowed to rejoin the back of the field.
# The move follows an outcry over their
behaviour at this year’s Canadian GP

the GPDA dissolved before
the end of the year.

It was revived in 1994
following the deaths of
Ayrton Senna and Roland
Ratzenberger, and has survived
since then, Schumi and David
Coulthard being the prime
movers. But, until recently, it has
retained a relatively low profile.

GROWING ACTIVITY
The GPDA’s primary role has
always been to maximise safety
— after all, it’s their necks on the
line — but it’s the FIA who take
it upon themselves officially to
administer safety, initiating
high-tech research programmes
into car construction, track
facilities and medical support.

Backed by scientific data, the
governing body find it hard to
tolerate the GPDA guestioning
their recommendations —
especially in public. Yet the
GPDA’s activities have burst
into general view on several
occasions recently. After the
Michelin tyre débAacle at the
United States GP in 2005, they
tried (unsuccessfully) to submit
their viewpoint to the FIA
World Motor Sport Council.

In autumn 20605, the
GPDA also crossed into new
territory by making public their
recommendations for the new
qualifying format — clearly, the
drivers were now seeking a say in
other matters affecting the sport.

Also, in summer 2005, they
exchanged increasingly agitated
open letters with Mosley about
safety at F1 tests. The result,
seen at this September’s Monza
test, was the provision — for the
first time at an open test — of
a full race-weekend level of
medical support, something not
governed by FIA regulations.

Then came this year’s Italian
Grand Prix, and an explosion
over the size of run-off areas
and the fact that they still use
gravel rather than the more
modern asphalt alternative.

The GPDA had been
highlighting this as an area
of concern at Monza for some
years, but had been told that a
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—

posmon he previously held

before resigning in September

fix was too costly. Yet, this year,
Monza did find the money to
surface part of the track. So,
hen a senior Monza official
iled to turn up to a meeting
7ith the GPDA to explain the
irack’s priorities, the drivers
went public with their concerns
— much to Mosley’s chagrin.

He described the GPDA’s
spproach as “amateurish”, and
id the GPDA had “caused

rouble and annoyed everybody”.

in other words, “Be quiet
ildren!” But the GPDA are,
* seems, no longer prepared

simply to shut up and buckle up.

E, BYE MICHAEL
There is a feeling among
=1 drivers that Michael
Schumacher’s exit as their
resident could trigger a
==w, more assertive mood.
The Achilles’ heel of the
=PDA always has been, and
=iways will be, a lack of unity —
=ving to get 22 fierce rivals to

Briatore h!re~: his boy, Nelson Jnr _‘
Renault’s decision to run Nelson Piquet & & . o
Jnr as a test driver for next year made

. sense after it emerged that he will be
managed by team boss Flavio Briatore.
The 21-year-old hopes to race in 2008

. funded organisation) and
meg:mgs a‘re‘held at GPs.

easy. Part of this lack of unity
has been a product of drivers’

shicctigns to Schuimacher’s stvle

GojCCUoHs o STAUMalnd Lyl

of leadership over the years.
There should be no doubt that
Schumacher has genuinely
campaigned hard for safety, but
he has also used
his control :
to his own ‘ ‘
advantage. -
It allowed
him to establish
a rapport and
bargaining
position with
FIA officials,
and be the first
to know about
circuit changes;
it also gave him
an influence
over other
drivers (witness

his etforts at Monza 2001 to push

for no overtaking at the start).

More power to Schumi, really,

but the result was that some

ash pomt has

fl
A recent ty ot

Paddock news goes onllne

The Red Bulletin, the paddock’s gossip
and satirical news mag at each GP, will
go online in time for next season. If
you feel like subscribing, then register
by clicking on www.redbulletin.com

FIA president:MaX'Mo&ey .
lets rip at the F1 drivers’
official union

rivals recoiled from the GPDA,
and the FIA were safe in the
knowledge that the association
would not become too volatile.
But now, with world champion
Fernando Alonso taking an
active role for the first time
in a post-Schumi GPDA, there
are hopes for greater unity.
“Sometimes, with Michael,
there have been other agendas,”
said Webber after the elections.
“That’s sometimes good and
sometimes bad for us as a group.
That won’t be there any more.”

WATCH THIS SPACE

The legitimacy of the GPDA’s
concerns about Monza has been
questioned, but the point to
note is the increasing stridency
of their posture. No one doubts
that the GPDA’s primary —

no, let’s sav gsole — reagon to
ng, :et's say scie —reasen ic

exist is safety. (F1 is far too
commercially and legally
complex these days for a Lauda-
esque en masse contractual
objection to
raise its head
convincingly.)
But if they feel
their opinions
and wishes
regarding satety
are being side-
lined, there may
well be a shift of
mood leading
to a more
B politically
” militant stance.
- A unified
group of drivers
are potentially
very powerful because they hold
the keys to the show. No one
else can do their job (drive
800bhp racing cars well); they
are star names that the world
recognises; and they enjoy the
instinctive sympathy of the
public. If an organised and
unified GPDA were ever to flex
their collective muscle in anger,
their so-far dormant power
could be awakened, and not
easily fobbed off. And then big
political sparks could fly.

Coulthard interview, pBDﬂ

“LOST IN
TRANSLATION"
GARY PAFFETT

“Although the
McLaren race seat

is still up for grabs
next year and is not
completely out of the
question, it is looking
more and more
unlikely that I will get
that seat. So, they
have given me a certain
amount of freedom to
look elsewhere.”

Gary Paffett,

McLaren test driver

TRANSLATION:
“1 hate that bloody
Lewis Hamilton”
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on a simple truth: they're

SHIBIES

likely to win 1f they act as teams

errari’s Felipe Massa not only played
the perfect team role for the back half of
2006; he was also charmingly open about
the delicate question of ‘letting-Michael-
through’. A brief “I'm going to do all I
can to help the team” followed by a deft
lift of the right foot inevitably did the trick — and
everyone loved him for it. It was as if the outcry
that followed Michael’s win in Austria, 2002 —
and the FIA rule that has existed since then,
forbidding team orders that influence the outcome
of arace — has been but a dream, a bad dream.

The question must be asked, however: why are
drivers like Massa clearly allowed to do something
as fundamental as “influence the outcome of a
race” when they appear flagrantly to be breaching
the rules? I think it’s because Ferrari would argue,
if pushed, that Felipe’s actions were not the result
of ‘orders’ but the product of his own ideas, based
on his loyalty to Michael, and thus to Ferrari.

All of which is semantic nonsense, of course
— just as the whole business of Austria 2002 was
nonsense. The shouting and screaming after that
race were much more about Michael himself than
about the logic or not of team orders in F1 — and
the Michael-bashers won the day. No matter that
team orders had for a long time been an accepted
part of the F1 scene, whether you're thinking of
Phil Hill waving his team-mate past in order to
clinch the 1958 drivers’ championship for Mike

"With Michael's retirement
is it not time to expunge
the 'no team orders’ rule?”

Hawthorn and Ferrari, or Lorenzo Bandini nerﬁng
Graham Hiil out of the 1964 finaie so that John
Surtees could also win for Maranello.

Compared with those examples, Michael’s win
in Austria was a mere walk in the park — unless,
of course, you were one of those people who didn’t
like Michael because of other, unrelated, incidents
or you were a driver/team owner/official who was
jealous of Michael’s incredibly strong political
position at Ferrari. Either way, you no doubt
breathed a sigh of relief that The Man Who Was
Afraid to Race his Team-Mate was in future going
to have to put it on the line.

Of course, nothing changed. Michael still
went on winning; another of his team-mates
(Rubens Barrichello) left in order to win as a joint
number-one in a proper team(!); and Rubens’s

Phil Hill (No 4) slows to allow Hawthorn througrh to take
third, and the champlonshi, in the 1958 Moroccan GP

replacement (Massa) began to enjoy success
that he had never believed possible. ‘Team
co-ordination’, in other words, continued unabated.
The problem is, not every team are as well
co-ordinated as were Ferrari in the Michael era.
Take Renault. That intra-team skirmish in China
a month ago could easily have been averted by
someone on the pit wall saying, “Stay where you
are, Giancarlo, and try to keep Michael behind
you. Fernando is cooling it for a few laps. Don’t
pass. Don’t pass.” They didn’t — couldn’t — say
that, however, because it could have meant, if an

LTTA atorrard vrag hatvina a had dawv that rﬂlanqh
r'ia StewarG was naving a oad Gay, wiat (dulgas

team orders were being applied.

So long as modern F1 races are going to be
punctuated by something as tedious as tyre
‘graining’, the chances are that one of two team
cars is going to be faster/slower than the other at
various stages of the race. Only Michael managed
to create a team in which everyone knew their
place and therefore knew how to react in a given
situation. For the others, it is still ego versus ego —
and the concept of one team driver thinking clearly
and objectively about the other, Michael/Massa-
style, is about as foreign as... F1 without Michael.

With Michael’s retirement, therefore, is it not
time to expunge the ‘no team orders’ rule from the
Sporting Code? The Michael-bashers must be
happy now that he has gone; and dramatic orders
from the pit wall, with drivers either obeying or
disobeying, should be an integral part of the F1
show. As it is, the less well-balanced teams (which
basically means all, in this post-Michael era) will
need the luxury of team orders in order to minimise
the time wasted by graining... and — patently — to
remind themselves that the object of the dayis to
beat the opposition and not themselves.

See China & Japarh repo;ts, pliz, pllBE

FOOD FOR F1 THOUGHT

DINE WITH
F1 RACING

NOW'S YOUR chance to
spend an evening in the
presence of Fi superstars whiie
wining and dining in VIP style.
On December 13 ‘An Evening
with F1 Racing’, featuring special
guests Ron Dennis, Eddie
Jordan and Damon Hill — and
hosted by F1 Racing’s editor-in-
chief, Matt Bishop — will be held
at the Hilton Park Lane. There
will be F1 simulators and show
cars on display, a charity auction
and a raffle of F1 merchandise.
Tickets are £159 per head, or
£1500 for tables of 10. Please
call 0121 780 6231 for full details.

COMPETITION

WIN WURZ'S
MONZA LAP

AS PART of our
mega-exclusive
feature lapping
Monza in a Pagani
Zonda with Williams
driver Alex Wurz, he
drew, annotated and
signed a circuit map
showing his Zonda
gear selections and we—
speeds. F1 Racing likes
to treat its readers now and
then, so we're giving you a
chance to win this unique piece
of F1 memorabilia. Just answer
the following question:
* Which F1 team will Alex
Waurz race for in 20077

Send your answer, along with
your name and postal address to
flracingcompetitions@haynet.
com by November 24, with
‘Wurz' in the subject heading.

(For full terms and conditions
of the competition, see p4.)

Wurz drives Pagani, plOD
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Team Willy is back in the money
Williams'’s sponsorship roster is back
in rude health. They have signed a

g ree-year title sponsorship dez

with AT&T; and Philips also plan to up
their Williams commitment from 2007

HONDA PLAN GREEN-THEME F1 MACHINES

HONDA HOPE to revolutionise
F1 sponsorship by usmg their
cars to promote a ‘green’
environmental image, F1
Racing has learnt. The plan
chimes with the FIA's drive to
make the sport a showcase
for green technology. It also
marks a radical departure by
seeking to attract sponsorship
on the basis of a themed
package, rather than selling
space on an ad hoc basis.

The green idea was pitched
to the team by marketing agency
19 Management (owned by
pop svengali Simon Fuller),
who were this year charged
with finding a replacement for
Lucky Strike, whose $60 million
per year title sponsorship
expires at the end of 2006.

Honda’s all-embracing
environmental focus is still

unconfirmed, but Alistair
Watkins, Honda's marketing
director, said: “We're
investigating new and exciting
ways to market F1, and will
reveal our plans early in 2007."”
It is not yet clear how Honda
will create their ‘eco team’, and

whether they plan to retain
their white livery or adopt a
‘greener’ paint scheme. But
their hopes are high that the
fresh identity will appeal to
environmentally conscious
companies.

F1 may seem an unlikely

platform, but green business is
booming and F1 guarantees
global exposure. Multinationals
such as petro-chemical giant
BP already base their marketing
plans on a green |mage and
wolldba an chuicie bin -

T dri ubvluu: pig-tiaine

target in Honda’s plans.




F1's parent company, SLEC, are being
sued for $295 million over an unpaid
loan. The news is a blow to CVC, who
bought a majority stake in SLEC from

The biggest and most important event
in the motorsport business year — the
Motorsport Business Forum — will be
held in Monaco on December 6-7. See

Bernie Ecclestone for $Tbn a yearago

KOREAN GP WILL BE MONEY MAGNET

NEWS THAT South Korea will
itahy hald o ~raeA i
d ely hold a grand prix
from 2010 could prompt an
nflux of Korean money into
the sport. Car manufacturer
Hyundai have been seeking
a way into the sport for years,
but the grand prix — to be
held at a Hermann Tilke circuit
in the South Cholla province

— turns up the pressure.
1dai’s board believe
that, as a matter of pride, they
simply must be in the sport by
then — if not as a constructor
then at least as a title sponsor.
Other potential Korean

sponsors include electronics
giants Samsung and LG, and
car makers Daewoo and Kia.

means only one
thing: there’s
plenty of dosh
sloshing abou

www.motorsportbusinessforum.com
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MICHELIN BOWED out of
Formula 1 at the Brazilian
Grand Prix, ending the French
company’s second foray into
grand prix racing after just six
years. Their departure is forcing
six teams — Renault, McLaren,
Honda, BMW, Red Bull and
Toro Rosso — onto Bridgestone
Tyres next season. Even more
significant, the move marks the
end of the most intense tyre
war in the history of the sport.
“It has been phenomenal,”
says Mark Webber. “Few
people understand how much
time is gained through tyres,
but if you think how much
power we lost last winter with
the move to 2.4-litre V8s and
then look at the lap times, it's
amazing how quickly we went
through corners in 2006. The

grip level and durability of the
compounds was incredible.”

Compounds and
constructions haven't
progressed in a linear fashion
since 2001. Advances have been
staggered (and staggeringly
effective), the most expensive
and sophisticated solutions
being depioyed in 2006.

"We have a motto
Michelin’s motorspo

says
rt director,

The biggest
jump came in
2006. Last
winter we found
two seconds

tyres alone

Frederic Henry-Biabaud. "True
competition, in the sense that
Michelin understands it, is the
best research laboratory of all *
For Michelin and Bridgestone
the holy grail has been to
maximise grip while minimising
wear rates. Early on, they failed

EL TN E

PP = ogen

& Smith is on the move — again
#. Red Bull Racing technical director Ma
[*: Smith (left) is
- move. If he can be bought out of his
contract, he wo ith Spyker"
echnology officer, Mike C

eing linked to a Spyke

W /i

‘Tyres have been a
'source of grea

_ concern for man
teams than drivers

to get this balance right, as the
relatively slow lap times of
2001 proved. But by 2006 they
had managed to combine soft
rubber compounds with
innovative construction
methods, to ensure superior
temperature durability.

“We've made steady
improvements year on year,”
says Hirchide Hamashima,
Bridgestone's director of
motorsport tyre development.
“The biggest single jump in lap
times came in 2006, but that
was partly down to the return
of tyre changing. Last winter,
we found two seconds per lap
in the tyreg alone ”

Nowhere was this improved
pace better demonstrated
than at Suzuka, where Michael
Schumacher set the fastest-ever
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Penalties fr:r gearbax chang
From 2008, drivers will suffer a
1 flve place gnd penalty for Changmg

"Overtaking-wiﬁg“’ has stalled -
The centreline downwash-generating # = ﬁ

(CDG) wmg designed to tmprove
— has been rlel‘-:v :

i
|

B8 2007 SPEED cuT

then the "targets would move”

lap time in Q2 (1m28 954s),

desnite the cars havin g 200LhH

ces Cars naving

less than in 2005.

Each tyré company produced
more than 60,000 tyres a year,
and took about 1200 to each

e

race. They also produced

compounds specific to each car,

and teams racked up endless
testing miles as they sought the
best tyre for an individual race
track. For example, of Heikki
Kovalainen's 12,500 miles of
testing for Renault this year,
more than three-quarters was
geared towards tyre testing.
“The level of competition
between us and Bridgestone
increased in 2006, says
Michelin's F1 programme
director, Nick Shorrock. “Look
at the statistics: in 2005, we
tested 34 compounds, whereas
in 2006 we tried 50 different
compounds. There has been
an incredible rate of increase.”

Neither company is willing

to divulge the amount they've
spent on the tyre war, but
Bridgestone have hinted that
next season — when they will
supply the entire grid instead

TALE OF THE TYRE WAR STATS: 2001-2006

Wins

Pole positions

Fastest laps

Drivers” championships
Constructors’ championships 4

MICHELIN
Wins
Pole positions

Drlvers champlonshlps p
Constructors’ championships 2

caps have been on t

of just five teams — will cost

tham lace rAama o dlaes
LNeM €55 MONEY tnan Iney

spent in 2006. Estimates put
that figure at $100 millien.

From 2002 to 2005, when
Ferrari were the only front-
running team using Bridgestone,
a significant proportion of the
Scuderia’s testing budget was
paid by Bridgestone — a cool
$30 million per year.

As Michelin’s Henry-Biabaud

says, F1 is an R&D laboratory

for the tyre companies. But

it’s also a brand awareness

exercise, which is why

Bridgestone have also

spent $25 million a year on

track signage with Allsport

IVldeHEITIEIIL Hh a resui L L”elf
brand awareness has increased

ZRIDGESTONE|

from 25 per cent to more than
40 per cent in Europe alone.
However, there is no direct
link between F1 and road-car
tyre technology. But some of
the philosophies are shared,
such as the use of compounds
that promote maximum grip
and minimum wear, the tread
patterne of full wet tyres and
the technology of tyre grooves.
“The requirements of
F1 and road tyres are very
different,” says Hisao Suganuma,
Bridgestone's technical manager.
"An F1 tyre is designed to last
just 5 miles, whereas a road
tyre has to last something like
12,500 miles. But it's true that
grooved tyres are cioser than
slicks to road tyres because
we spend a lot of time working
on anti-movement from the

produced more
than 60,000
tyres a year,
and took 1200
to each race

grooves, and it's the same with
road tyre technology.”

On-track competition has been
intense, neither Bridgestone nor
Michelin wasting a chance to
protest the other. As recently as
Monza, Michelin suggested that
Bridgestone were spraying their
tyres with a paint that improved
single-lap performance.

The advantage has swung to
and fro. Initially, Bridgestone had

the better tyre for cool or damp
conditions, and Michelin held
the advantage in hot weather.
By the end, there was nothing
to choose between them, and
that is why the tyre war gave F1
such a fascinating variable.

In short, the rivalry was strong,
but the respect equally intense.

Michelin:
“There hasn’t been

as much contact
bhatwaan uec and

them as | would m

have liked,” says Shorrock,
“but there is a genuine respect
between the two companies.”

Bridgestone:

“1 ask Michelin to
come back to F1 as
soon as possible,”
says Hamashima.
“We respect them and have
enjoyed competing against
them. They’ve been a good rival.”

o YL S 1 |
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BRAVE NEW WORLD

ALL CHANGE
FOR F1 2008

DESPITE AN ENGINE freeze,
uniform slick tyres and a hefty
reduction in aero grip, 2008's
new breed of Formula 1 cars are

The final race of a season always

st EIE Sl (oS different, but Brazl ‘06 was

the sport has ever seen. i _ :
“For 2008, it's a clean sheet a real case of mixed emotions
of paper and time to start from
scratch,” Williams'’s technical
director, Sam Michael, told
F1 Racing. "It literally is a
completely different formula.
We've started work on our 2008
programme — but it's the
equivalent of saying, ‘Okay,
guys, you've built a Formula 1
car, now go and build a sports
car." That's how different the
2008 Formula 1 cars will be.”
Despite abandoning a
controversial twin-wing concept
that would theoretically have
allowed closer racing, new

nterlagos, on the face of it, is a run-down
sort of place, but it is the spiritual home
of Brazilian motor racing, where many
deeds of derring-do have been enacted in
=L the past. The pits are a disgrace and the
main grandstands look as though they’ve been
constructed out of rusty Meccano. Yet the circuit
undeniably has some indefinable appeal, a
unique quality that exudes a ramshackle sense
of tradition. It falls into the same category as
Silverstone, which Bernie Ecclestone once
unkindly described, saying, “I think it’s good that
we still have circuits like this because it reminds
you what motor racing was like in the old days.”

The mood in the paddock at the Autodromo
José Carlos Pace — named after the late and
much loved "75 Brazilian GP winner — reflected
that peculiarly intense strain of end-of-term
euphoria that only F1 can deliver. It’s a heady
mix of relief that we can all have a few precious
months to catch our breath, spiced with an
almost furtive sense of anticipation that the new
car launches are already filling up our diaries for
go, because it doesn't always January, after which the opening race of the 2007
come down to resources in season in Melbourne will be only weeks away.

matiers like that. You couid run | In a sense, the whoie atmosphere served as a

aero and safety rules will

oblige designers to rework

any existing ideas completely.
“The 2008 chassis regulations

will dominate everything — more

than the engine and drivers do

— because it will be such a

different car,” Michael added.

“1'm not sure which way that will

10 wind tunnels between now reminder of just how compelling this sport can
and ‘08 and test as much stuff be. We sometimes moan and bitch about the

as you could, but the car will be travelling, the oft-processional races and the
such a different design that it time away from home, but it remains a singularly
will really prosper from
creativity.

“A lot of it will be fixed,
because you're more restricted
by the bodywork. But the tyres
will be completely different, and
that will be the key to it. There’s
a lot of work to do for that. If
you think how hard it is to call
the change in pecking order
from ‘06 to ‘07, it'll be 10 times
harder into 2008."”

“The mood in Brazil
reflected the intense
end-of-term euphoria
that only F1 can deliver”

obsessive business that many on the inside often
feel they could do without, but in reality are
totally hooked on.

Yet for most of the competitors there was a
lingering feeling of promise unfulfilled. Ferrari
and Renault may have been riding high on the
hog in 2006, but McLaren, Toyota, Williams
and the rest of the underachievers could usually
console themselves with the optimistic thought
that this weekend’s fiasco will quickly be
forgotten and a fresh start anticipated ahead of
the next race in a fortnight’s time. In Brazil those

{ Wil the distant future be as radical hopes finally hit the buffers; what was done was

as this? One crystal-ball gazer says so
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The lack of winter testing for n egin
to show Michael just how much his life has changed

in the past and the chance for public atonement
lay out of sight over the horizon.

It was much the same when you considered
Michael Schumacher. This titanic world
champion who bestrode the sport like a colossus
for almost two decades was suddenly reduced to
a plain ‘Mr Citizen’, stripping off his trademark
red overalls for the final time and walking off
into the sunset.

Let it not be forgotten that Michael climbed
back from 17th to fourth after recovering from an
early puncture, pulling the final overtaking move
of his career on Kimi Ridikkénen — the man who
will succeed him at Ferrari next season — going
into the first left-hander after the pits. His move
on Kimi was unbelievable; the Finn must have
felt as though he’d been taken down a dark alley
for a good mugging.

For Michael, life will be so very different in the
future. The first few months, spent with Corinna
and the kids, will feel very familiar. But then,
at around Christmas time, his life will become
dramatically redefined. There will be no phone
calls from Maranello to kick-start his sense of
keen anticipation ahead of a new car and a new
season, no pent-up excitement or stimulating
tension. How Michael deals with recalibrating
the tempo of his personal existence will certainly
involve as big a challenge as any of his glittering
on-track victories. Good luck. And thanks.

-

Brazilian Grand Prix report, p124 2 &




The howls over Fernando
Alonso’s penalty at Monza
generated more heat

this — race stewards are
not the FIA's poodles

herearealot of clever peoplein

the Formula 1 paddock, butit’s

surprising how few of them think

clearly when things get emotional.

Take the great Alonso row at

Monza. There were two questions:
first, did Alonso as a matter of factimpede
Massain the sense that Massa, because of
Alonso’s presence, was slower on that lap
than he would otherwise have been; second,
ifthatanswer is “yes”, should Alonso, in ali
the circumstances, have been penalised?

Thefirst question could be answered by
looking at the data, particularly that from
Massa’s car. In modern F1 thereis often (as
in this case) clear scientific evidence. That was
available to the stewards but not, of course, to
the paddock pundits. Apparently, it showed
quite clearly that Massa was impeded in
Parabolica, the circuit’s final corner.

What about the argument that, merely by
generating a dirty aero-wake, the carin front
doesn’t necessarily ‘impede’ the car behind?
That pointwasn’t madein the Monza
paddock, but appeared afterwardsin
more sober debate. Well, amodern F1 car
is designed to run optimally in clean air.
Ifforced torun in dirty air itis slower —ie,
hindered — and thus, according to the Oxford
English Dictionary,impeded. It was Alonso
who, intentionally or not, forced Massa to run
indirty air. He therefore impeded him.

So the answer to the first question is known.
The difficult question is the second one. You
could argue that Alonso had no choice but to

“It is intensely irritating to see the facts ignored
and the real question never properly discussed”

Was Alonso fairly p
IR e

unished? The stewards were right, says Max, but he

driveflat-out to get to the line before the end
ofthe session to start his qualifying lap, and
thathe was probably hardly aware of Massa,
who was some distance behind. On the other
hand, you could argue it wasn’t Massa’s fault
that Alonso waslate out of the pits (he was
delayed by a tyre problem) and thatif anyone

'd have been more lenient
RO AT i O o

had to pay for that predicament

it should have been Alonso.

Therefore Alonso should have let

Massa past (as he might well have done
had hehad time) and sacrificed his ownlap
rather than put Massa’s at risk.

Inthe paddock, that second question was
completely lostin a sort of muddled babble.
The worst offenders were ex-drivers who
believed that Alonso was too far ahead to
interfere with Massa, and offered various
theories as to why Massa lost time while
ignoring the stewards’ finding of fact based
onthedata. Even in the press room, very few
were able to separate fact (Alonso had indeed
impeded Massa) from opinion (should
Alonso be penalised?).

The stewards claimed that since they had
penalised others in similar circumstances
earlier in the season, they should be consistent
now. Teams had complained for years about
inconsistent stewards’ decisions, and called
for a permanent steward who would provide
precisely the sort of consistency some of them
now found offensive.

Of course, one can debate whether Alonso
should or should not have been penalised.
Everyoneis entitled to an opinion. But itis
intenselyirritating to see the factsignored
and thereal question never properly discussed.
The stewards imposed a penalty only after
painstaking analysis of the data. No wonder
they decided never again to go to this trouble
when all they got for their efforts was abuse.

So, youmay ask, what is my personal view?
Well, unencumbered by the baggage of earlier
decisions, Iwouldn’t have penalised Alonse.
But then I often disagree with the stewards.
For example, Iwouldn’thave given Alonsoa
two-second penalty for the brake-testing (anc
yellow-flag) episode in Hungary — I would
have senthim home. ‘Brake testing’is using=
carasaweapoen tc menace ancther driver —
dangerous and alicence-loserifyou doiton
theroad. In that same weekend Iwouldn’t
have given Schumacher a two-second penals
for overtaking under a red flag, because,
arguably, on that occasion it wasn’tin the
leastdangerous. However, I can understand
the stewards’view thatred is more serious
thanyellow and should attracta bigger penals

But, fortunately perhaps, my opinion
doesn’t matter. The stewards, like our Cours
of Appeal, are entirely independent. The Fis
isratherlike a country, with an executive.
alegislature and ajudiciary — the classic
separation of powers. Put simply, the
legislature make the rules, the executive ru=
things according to the rules and the judiciz=
decide whether the rules have been broken
The system works well providing no one
interferes with the judges.

Thope this atleast shows howridiculous
are those who suggest ‘the FIA’ favours this
orthatfaction, or acts differently accordins
towherc an eventis held. You may not
always agree with the FIA — I certainly
don’t—but thatisthe price ofan
independentjudiciary. FO
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STAR LETTER

SCHUMI THE GREAT

of the technical or sporting regulations.

Dave Thompson
Stockport, Cheshire

I would never seek to excuse Michael Schumacher’s
infamous indiscretions of 1994, 1997 and 2006. But
they are only three laps out of the most successful F1
career of all. Few people have ever dominated any
sport to this extent, adapting and winning regardless

Plenty of moments stand out, but the 2005 Monaco
Grand Prix sticks in my mind. As he struggled with a
sluggish Ferrari, who else would blast the final yards
to snatch a point? The man who hates to be beaten.

Having conquered and ruled the sport for more than
a decade, how fitting that Michael is retiring at the
top of his game, at a time when he is by far the most
popular driver and still has so much to offer. Lesser men
may throw stones, but Schumacher is the reason
I get up in the middle of the night to watch Fi.
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NO THANKS, FLAV
I read with interest Flavio Briatore’s
interview (F1 Racing, October) and his
suggestions for improving the television
spectacle. His radical tweaks (such as
reverse grids) are unlikely to be adopted,
thank goodness; they’d certainly increase
overtaking but undermine the spirit of F1,
which would be perceived as ‘manufactured’
racing. Likewise, we don’t want F1 to
become GP2; rather, both should remain
complementary series, because where’s the
sense in F1 attempting to imitate a junior
formula? As we know, GP2 is Flavio’s
brainchild (so it makes sense for him to talk
it up), but undoing 56 years of Fi heritage
to produce ‘World Wrestling Federation’
racing surely isn’t the answer.

Brian Walker

Nottingham

;= autosport.com 11T
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BACK IN YOUR BOX, JACQUES
I enjoyed the interview with Jacques
Villeneuve in the September issue. He really
had me laughing out loud, especially his
observation that Michael Schumacher won’t
live on in people’s memories. Just who will
= they be thinking of, as the years go by, when
no one comes close to challenging Michael’s
achievements? Villeneuve? I doubt it.

Tom Guilfoyle

Ambler, Pennsylvania, USA

LET'S HEAR IT FOR QUICK NICK

So you “reckon” that Villeneuve would have
been a better bet than Heidfeld, who you

= condemned as underwheiming {(Up Front,
= September)? Heidfeld outraced JV at BMW
= and even outscored Kimi at Sauber in 2001.
= As for Heidfeld being “unmarketable”, T find
it hard to believe that a moody Canadian is
= more marketable than a German at BMW.
= Why should his quiet personality detract

= from his ability?

= Scott Douglas

Edinburgh

T

L R,

PASSION TO MELT ICEMAN?
I have to confess that the Kimi/Ferrari
prenuptials — Nordic stoicism uniting with
Latin passion — has all the ingredients of a
marriage made in hell. Maybe Kimi’s ability
will be sufficient to bridge the cultural
void, but, as Michael Schumacher’s tenure
has shown, Ferrari thrive on the driver
leading the team, which is pretty much
the antithesis of how McLaren operate.

lan Abbott

Salt Spring Island, BC, Canada

EETHTETE T

W T

As the Chinese Grand prix demonstrated,
Formula 1 at its best is a captivating
spectacle. Once again, though, we had to
rely on the inclement weather to play its
part in producing a classic. Although the
suggestion of sprinklers at circuits is often
dismissed as ludicrous, there is no denying
that random sprinkler systems would
provoke unpredictable racing, reduce
grip, and allow for close jostling and
overtaking. In fact, the proportion of
memorable wet races speaks for itself —
Donington 1993, Spa 1995 and Hungary
2006, to name just three.

If the FIA intend to listen to the findings
of their survey, namely the overwhelming
demand for more on-track overtaking, then
maybe the suggestion of sprinklers is not as
comical as it sounds. Either that, or take
F1 to less predictable climes.

James Andrews

Swindon, Wiltshire
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It's the most important driver hiring

‘deca placement
for Michael Schumacher. So now the
coronation is over, what — apart from
speed — must Kimi Raikkonen deliver?

Waords

0 in he will step — the monosyllablist with the
jagged, glacial, helmet design — that once-familiar
McLaren man. In he will climb, unrecognisable
now in his red Puma race suit, sliding into that
famous, detailed seat and settling now — as if
he belongs there — right into the centre, the heart, of
Michael Schumacher’s world.
The new world, that is to say, of Kimi-Matias Riikkénen.
Of course, this is more than just your standard driver swap.
I mean, how do you refill the footwell of t}

champion of all time? How do you follow that act? You cannot.

It cannot be reproduced. The combination will never again
be as strong — that mix of Michael, the Ferrari team and the
merging of minds.

You can, however, move on, and vou can wonder how it
will be — this Kimi/Ferrari episode, this new-look, age-old
Ferrari team who will now be minus, probably, one of their
major technical players (Ross Brawn): and they will be
substantially reweighted, now that Michael has gone, by one
Felipe Massa, that very good, Iialian-speaking race winner
who knows the Maranello boys and the Ferrari system about
as well as anyone on the planet.

So, how will Kimi fare?

Let’s look first at the parameters...
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KIMI IS THE purest driver in
Formula 1 right now. He thinks
in straight lines; he drives in
straight lines — and he manages
the dynamic weight of the car
perfectly. There is nothing
extraneous about his driving,
He seamlessly blends the craft
of gentle-firm pedal application
with little-turn/big-turn
steering inputs.

And he knows what he’s
doing. Kimi isn’t some Finnish
ice sculpture, discovered
under 50ft of snow and now
fortuitously plugged into an F1
cockpit. Kimi went through his

crashing, toy-throwing spell in
Formula Renault, discovered
the basic principles — and
honed them. For this, Steve
Robertson — his co-manager
along with Steve’s father, David
— deserves major credit. A
former pupil of driving coach
Rob Wilson himself, Steve long
ago instilled the methods of
Fifty-Four Nine (FFN — Wilson's
driving academy) into the mind
of Kimi Réikkénen. No surprise.
then, that every current
Riikkénen-Robertson F3 driver
is also trained by FFN,

Kimi’s ability was never more
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FERRARI THE KIMI ERA
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obvious than in the McLaren/

somewhere up there with
Montoya in terms of speed and
an ability to win a race. Juan
Pablo would complain of
understeer; Kimi, more likely
o0 be concerned with poor
fraction, would have his car
slightly angled towards the

zpex before touching the brakes.

He'd initially turn the wheel
more gently than would Juan;
2nd — while Juan was dabbing
the throttle and already

releasing the positive lock —

(S8 L ol
brake-pedal pr
would have a straighter, more
compliant car on exit as a result
of his extremely subtle throttle-
teasing. Juan drove with heart,
feel and reflex — and could never
tame the McLaren’s understeer.
Kimi, driving with his head, his
hands and his feet, was a
quantum leap in front.
Kimi is now as fast as was
ael — with the proviso that
ael was a more technical
driver: he was more able to play

with the car’s electronic aids in
order to compensate for
changing fuel loads or degrading
tyre grip. Would Michael, in
Kimi’s McLaren, have been so
hurt by cold tyres in stint two
in Hungary this year? We'll
never know — but we can
surmise that Michael (a) might
not have allowed the brakes to
have run so hot in the first stint,
and (b) might have done more
with the diff/traction control/
brake balance ratio to get the
rubber working in stint two.
Fernando? Fernando in a
Renault is now as quick as Kimi,

More lowlights
than highlights -
frustration with
McLaren (above,
below) finally
pushed Kimi
towards Ferrari

but we have yet to see whether
Fernando will be as fast as Kimi
in a McLaren with understeer.

Kimi is definitely quicker,
meanwhile, than M:
quicker in the sense that he
will more consistently be able
to sustain the car’s ultimate lap
time, and in so doing be less
demanding on himself and the
car; like Michael, though, he

ill fi ime to time be out-
qualified or even out-paced by
Massa (just as Michael was
occasionally out-paced by
Rubens Barrichello and even
Eddie Irvine). [
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FERRARI THE KIMI ERA

factor two

RELATIVE TO Michael, this is
probably Kimi’s weakest area.
He succumbed to Michael’s
pressure in Canada this year —
and then there was the famous
incident at Magny-Cours in
2002, when Kimi ran wide on
oil and lost the lead to Michael.
Both events were late-race. Was
it mental fatigue? Physical/
mental fatigue? Maybe.

to CHK]UHUEPC{:COHUWODS
pos1tIon

then pulverised his

ctar th

0]

I DON’T THINK this will be a
problem for Kimi. Like Michael,
Kimi always drives absolutely
on his car’s limit, thus making
it relatively simple for the
engineers to make qualitative
judgements. And the engineers
— that network of great people
who Ross Brawn has stitched
together over the years — have
been together long enough to be
able to survive without the odd
suggestion or observation from
Michael, assuming, of course,
that Michael ever did say to
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Relative to everyone else,
Kimi is right there. No doubt
about that. What about Monaco
2004, when Kimi, in the lead,
resisted the temptation to stop
under Safety Car conditions,
lost his time cushion and then
pulverised his opposition at the
restart? You could say that this
was just great, on-the-limit

Ross: “T've just noticed a mega
heat-shield on the McLaren. We
should get one built and I'll run
it at Fiorano next week.”

Great feedback, in other
words, is only important if the
driver isn’t as fast as a Michael,
a Kimi or a Fernando. The next
tier of drivers all believe they
are on the limit; the problem is
that they’re performing at their
limit, not the car’s. That is why
so many teams appear to chase
their tails — to stagnate, or to
make little progress — as BMW

driving — but then you would
be missing the cerebral side of
it, because Kimi, believe it or
not, is human and it is human
to wonder if you’ve done the
right thing and therefore to
feel the pressure.

Then there’s that other,
wonderful, Michael-like talent,
evident when Kimi has to brake
later than he wants in order to
command an inside line. He
releases the brakes a little,
straightens the car, brakes again,
making it clear that no one
turns in until ke turns in — and
then he’s off, a dragster again,
clean and easy. No locked inside
fronts, no Ralf-like flurries. Just
small, effective movements.

The big question, of course,
concerns Ross Brawn. Ross’s
greatest role at Ferrari is that
of technical co-ordinator — the
engineer who puts together
the best package of people,
who motivates the team, who
controls the technical absolutes.
Along the way, though, Ross has

ecrwmcal 10

were this year, for example,
before they began to race
Robert Kubica.

Kimi doesn’t need to open his
mouth, then, in order to do the
technical job at Ferrari. He just
needs to drive — even though, at
McLaren, he proved to be very
precise in his comments from
the car and in the debriefs.

The big issue, I guess, was
that Michael’s second home
was Fiorano and that, yes, he
used to phone his engineers
constantly, thirsty for

developed a great little sideline
of also calling the race-day
shots from the pit wall —
something he did with Michael
Schumacher throughout his F1
career. This was a relatlonshlp
out of the Jim Clark/Colin
Chapman mould — a
relationship that Jim once
described as bordering on the
telepathic. “One minute I'd
think to myself, ‘What’s Dan
[Gurney] up to?”” Clark said,
“and the next, as if by magic,
Colin has the information I
need on the pit board. We’re or
exactly the same wavelength.”
When Ross says, “In, Michael
in”, therefore, Michael doesn’t
hesitate to wonder (a) why his
strategy has suddenly been
changed, (b) what is going to
happen to the other Ferrari
driver, (c) if they know what he
knows, or (d) if this means a
last-minute splash-and-go. He
just does it. And Ross knows he
is going to just do it. And that
is why they’re so great together.

Ross thinks exactly the way

Michael thinks — and vice
versa. Not ‘pretty much’ or
‘thereabouts’. Exactly. Down
to the last flux of thought.

Kimi will have no such link —
and, in moments when two-way
creativity could win the day,
that may hurt him.

LU

information from every test,
every analysis. Kimi, we know,
likes to hibernate when he’s not
driving the car — hibernate as in
hanging with his mates, riding/
driving anything on wheels, or
swinging a hockey stick. So
what will happen now that he

is at Ferrari? Will the whole
technical structure be
irreparably damaged?

I believe that Michael’s
diligence was more of a
motivational thing than a
pivotal part of Ferrari’s [>
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Kimi won’t have
the telepathic
link with Ross

Brawn that

Michael enjoyed




_FERRARI THE KIMI ERA

technical development. After all,
this was pretty much ‘his’ team.
These guys were all loyal to
Michael — and he, in turn, repaid
them by paying meticulous
attention to everyone with
whom he worked. Sure, he had
much to impart — and the more
time he spent with his engineers,
the better their performance.
Now that the era is over, Kimi’s
by definition will be different

— and will require a different

approach. Kimi has no history
with the guys; they’re not there
for Kimi. They are there,
instead, for Ferrari. Kimi knows
that — and thus their loyalty will
be earnt in a different way.

In the car. On the stopwatch.
On the podium. That will be
Kimi’s technical input.

proved, by contrast, that a team

THIS IS AN interesting one makes the new Ferrari team
neutralise their championship

because Felipe Massa, managed  very different from anything
by Jean Todt’s son, Nicolas, isin ~ we’ve seen since 1996. potential by allowing their

there at Ferrari, planning to win To my mind, this is Ferrari’s equal-status drivers to take
more races and prove he’s right biggest hurdle: with Michael, points from each other. I'm

up there with Kimi for speed they’ve proved a million times not talking team orders here,
and ability. Whether he ever over that a team maximise because the odds of (a) an

beats Kimi is to some extent their title chances by running opportunity arising that justifies
irrelevant. The key point is that a clear one/two driver line-up; them and/or (b) there being a
Massa believes he can do it. That  Williams and McLaren have legal way in which they can be

Schumi (above)
was a supreme

team motivator;

Raikkdnen’s task

(below) will be o
a massive one
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applied, are about 100 to one.
No, I'm talking the nuances of
Ferrari being Michael’s team
and everyone thus naturally
falling into line. Michael would
do the tests that he and Ross
deemed crucial; Michael alone
would run the option tyres on
Friday because there was a
chance they’d be raceable, and
the primes he already knew. The
little things. The things that
shaped a championship.
Without Michael, Ferrari will
» FERPART
SpA Sefac (Societa Esercizio
Fabbriche Automobili e Corse),
and the ‘leadership’ will be
— what? Jean Todt? Luca
Montezemolo? There’s nothing
wrong with those two in isolation
— but where will the delineation
be between Ferrari trying to win
the championship and Ferrari
finding the best route towards
winning the championship?
With Michael, they never had to
make that choice. Now, on

THEK 'D ‘V' DR AR

The success of the Raikkénen/Ferrari adventure will, ultimately, depend a great
deal on personal chemistry. So, who are the key people that Kimi must work with?

Montezemolo 45 Rory Byrne

Jean Todt

Aldo
Costa
Nicolas Tombazis Paolo
Ross Brawn A Martinelli

Y &

| o
-4

"Ferram, pre-Michael,

could win a handful of races .

put not a championship”™

paper, there is no reason to
think Ferrari will handle this
problem any more successfully
than have Williams or McLaren
in the past; on the contrary,
Ferrari proved, pre-Michael, to
be good at winning a nandiul of
races but not a championship.
Kimi can do little about this.
He'll be on a massive learning
curve and will be assuming that
the best way to win a title is to
win as many races as possible.
Quite right — except that Felipe,
now that he is a winner, will be
thinking the same way. That is
what makes all this so different.
Beyond that, remember that
Kimi, unlike Michael, is focused
more on tomorrow and the next
race than on the longer-term
championship. Ferrari won't
feel this for a while, because the
Michael Syndrome won't instantly
evaporate with his departure,

Faat 3+ il 3m Hraa ha
CuL It Wio 1 Gme Seome

evident. Kimi is a free Finnish
spirit. Michael is a teutonic,
championship-winning drivin

machine. There is a difference. [>

Dyer
Smedley

Baldisserri

Luca Badoer

Marc Gené

Felipe Massa

Michael schumacher’s

T e
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GENERAL POLITICS will not
affect Kimi. On the contrary,

his ability to remain completely
unmoved by what is written or
said about him in the media; his
total lack of interest in unions
such as the Grand Prix Drivers’
Association; his ambivalence
about dignitaries; his ability

to shrug off anything that is
thrown at him, be it a penalty,
ah engine failure or a messed-
up pit stop; his fondness for
saying nothing; his penchant
for leaving the track as early as
possible and minding his own
business — these will all be
positive counterbalances for a
Ferrari team who will be more
‘political’ than they’ve been over
the past decade. (I say “more
‘political”” because this will be a
Ferrari team without Michael —
without a central pillar. As such,
the various support structures
will naturally increase in
strength and hence not always
be centrally focused.)

There is another kind of
politics in F1, however — an
area in which Michael excelled.
I refer, of course, to his ability
to maximise Ferrari’s (and thus
his own) chances of winning by
reading the regulations, looking
at the variables and playing his
options. While Williams, for
example, enticed Michelin back
into F1 without creating some
sort of medinm-term exclusivity
clause, Michael (working with
Brawn, Todt etc) managed to
create a situation that enabled

In August 2001,
F1 Racing
predicted that
Kimi would be
Ferrari's next
world champion
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Ferrari, virtually alone, to race
with Bridgestones. As a result,
he helped himself to another
couple of championships. The
outside world merely saw
McLaren switching from
Bridgestones to Michelins;
Michael saw Ferrari with an
unfair advantage.

Can Kimi play a similar role in
the most powerful team in the
business? T think not. Kimi is
about as interested in thinking
laterally, or long-term, as I am,
sadly, in playing ice-hockey. Of
course, the residue of the Michael
era will still be there for a while.
Montezemolo and Todt and
Brawn (if he remains) will
endeavour to think the same
way they did with Michael, to
look for the same political moves.
The catalyst, though, will be
gone, and the original (political)
ideas, as a result, will be fewer.

Michael has said he is looking
at playing a role within the
Ferrari/Fiat family, so perhaps
this will be it — a sort of political
consultancy that looks not at the
FIA’s sporting or technical codes
or at engineering specifics but
at championship strategy in
general. At the Unfair Advantage.

Whether Michael would
actually want to help someone
like Kimi is, of course, another
matter. I can see Michael eager
to help Ferrari, and wanting to
assist Felipe. But Kimi? I'm sure
Michael would say that Kimi
needs no help from anyone.
And thus it would begin..

MIND THE LAP...

Perhaps Ferrari will do
well to take a leaf out
of McLaren’s book

For raw speed, Kimi

Raikkonen is as good as

anyone in the history of 2 2

Formula 1. As such, of Mark Arnall (right) is both fitness
course, he is capable of trainer and Kimi’s protective shield
winning championships.

gota ear as a h ] 3 NIs eventua
failure in both years could be blamed on poor car reliability
rather than any failing on his part.

But, in order to dredge out of him the world-beating
periormances we've seen since MclLaren hired him in late 2001,
Ron Dennis and his not-always-so-merry men have had to work
extremely hard on their young superstar’s human frailties -
including, it has to be said, his penchant for the odd light ale.

‘Stand by your man’, at least in public, is a maxim by which
Ron Dennis lives his professional life. For that reason, he will
never publicly reveal the efforts that he and a few trustees went
O, these past five seasons, to keep Kimi on the (relatively)
straight ‘n’ narrow. “We all make mistakes. We all have demc
is his favourite get-out clause if challenged directly on the point.

But his and those hand-picked colleagues’ efforts were
substantial — and were spearheaded by Mark Arnall, Kimi's
physio. A Mclaren employee for the past decade, Mark cut his
teeth on Mika Hakkinen — and Mika was happy to admit that
Mark's input was a hugely valuable part of his title-winning
infrastructure. And it's true: Mark married a Finnish girl, learnt
Finnish and moved to Monaco when he was working with Mika.
Now he hangs out in Helsinki, down the road from Kimi's place.

Kimi has always
required a lot more ‘care’ Ron Dennis and his McLaren heavies
than Mika - or, let’s face often had to rescue Kimi from himself
it, the man he’s replacing
at Ferrari, Michael
Schumacher, who got all
the support he needed
from Jean Todt, his team
boss and friend.

So, do Ferrari know what
they're getting? Let's hope
so. Kimi himself seems to. |
At Monza, he revealed, he's |1
hired Mark — “to carry on cli
looking after me at Ferrari”.

Good luck to them both.
Robert Holmes

‘LEADERSHIP’ AND ‘RACE CRAFT": they are causes for
concern. What'’s more, if Michael is to play any future
role — if — you can be sure his sympathies will lie more
with Felipe than with Kimi. Yes, Michael will want ‘his’
team to keep on winning: more power to Michael,
though, if Felipe, his ‘protégé’, can win, too, and if Kimi
finds it... not as easy as they said it was going to be.

As for technical feedback, the matter rests somewhat
on the commitment of Ross Brawn. The fear, from Kimi’s
point of view, must be that Ross will take not just one
year off but two or three... and end up either fishing
professionally or switching to Toyota for $30 million.

Plug Kimi into a quick, competitive car and he will

SIS

win. Period. Definitely... providing, of course, that all
goes to plan, that he’s done his homework, doesn’t
make the odd mistake, and that Felipe doesn’t interfere.
And that Fernando, cool, calm and almost unnoticed
in a better-balanced McLaren team, is not at the same
time notching up clear points and race wins, too. FO
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BELGIUM 2002 )

A LESSON IN HOW, UTTERLY, TO DESTROY YOUR OPPOSITION

ted P1
P1

i and Micha LL H
ctonepenk ot sherponeres | At first, | watched my pace
. for a few laps, to look after
t!:at he_ nailed it _for the

Temaps [ the tyres, but after that... ljust

he was also mindful that,

championship decided, he’d let enjoyed mvself’. honestly_ At

team-mate Rubens Barrichello

e —— certain periods | had to save the

Hungary. So now was the
moment to reassert himself.

And Michael destroyed him. tyres, but otherwise I just went
Admittedly, he was on soft

Brid d Rub ”»”
e —— flat-out as much as I could

imhand before he backed of¥f. Michael Schumacher

A I

M‘.c o—
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THE MAKING OF A LEGEND
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THE MAKING OF A LEGEND

Michael should have lost Austria 2003 — twice over. Instead,
he won it twice. Once in qualifying, having cocked up Turn 2
on his hot lap. And once in the race; after a pit-stop fire. It
was a weekend that proved providence was on Michael’s side.

Raikkénen’s time. Then he compounded ihiﬁgs by

B wronginto Turn 2, locking up a rear wheel and missing the apex’by a
| fulkear width. We'd have all understood if he'd given up. But Schumi
§ doesn't — can't — think like that.
A straight-line speed advantage of 2.5mph over the McLaren inan
#« aggressive middle sector reduced the gap to 0.05sec. He therefore
carried more speed through Turn 6 than Kimi, and was tidy-through
3 8 the final two corners to take pole by a heart-stopping 0.039sét.

It was 20.4sec of drara that should have cost Michael the race;

] C JrRINg Tue O tie ; s
erupted around the nozzle. Schumi glanced casually to the right, no
visible sign of panic. Finally the nozzle was freed. More flames. Three
Ferrari mechanics with fire extinguishers pounced. The lollipop man
calmly gave the signal to go. Michael pulled out, wiping foam from his
visor with his hand as he checked his mirrors. Impassibly cool.

5
Ability
Brain
Heart

FRANCE 2004
LEFT-FIELD THINKING FouRr-sTOP STRATEGY, ANYONE?

Started P2
Finished P1

Michael v Fernando Alonso at Magny-Cours 2004 was a masterclass in strategic thinking
5y Ferrari’s Luca Baldisserri. A four-steop strategy was unheard of, but Magny-Cours’s
short pit lane and Michael’s relentless pace made it work. Alonso’s quick-starting Renault
was on pole, so Michael, in the faster car, knew he’d be stuck behind Alonso (overtaking
is notoriously tricky here). A four-stop strategy, while no faster, would, in theory, at
least get him out of sync with the Renault and release the Ferrari. Here’s how it panned out:
Lap 1-11 Schumi running a close second behind Alonso

Lap 11 Schumi is first to pit for tyres and fuel, a quick stop of just 7.4sec

Lap 14 Alonso pits, rejoins still in P1, his lead up to 2.8sec

Lap 25 Schumi reduces Alonso’s lead to nothing; Ross Brawn makes the call to switch to the
Baldisserri-conceived four-stopper

Lap 29 Schumi makes a very short second stop, then rejoins to produce the fastest laps of the race
Lap 32 Aionso's second stop — fuelied shorter to try to keep track position — but he rejoins just
behind Schumacher. Michael now has to build enough of a lead to pit twice more to Alonso’s

once and still retain the lead

Lap 42 Schumi, 5.5sec in lead, makes a third stop of just 6.5sec

Lap 46 Alonso's third stop, rejoins 11.5sec behind. A pit stop at Magny-Cours is 11sec plus
stationary time — so Schumi has 16 laps to extend his lead by about 7.0sec

Lap 49 In a car 30kg lighter than Alonso’s, and with his Bridgestones in the zone, Schumi'’s lead

s to grow. He's 0.4sec quicker per lap, then O.5sec, then 0.9sec, then 1.4sec, 1.0sec, 1.2sec,
1.4sec, 1.4sec, 1.5sec.

Lap 62 Michael makes his final stop with comfortable 20sec lead. The win is in the bag

(@5 Ability ok ki Baldisserri claims

2 -
O A Brain A & % the winning team’s
/ Heart % k¥ ic gong for his four-
/ Balls A & v stop strategy at
Brawn % % % % % Magny-Cours ‘04
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SNATCHES A PODIUM AFTER 42 LAPS IN FIFTH GEAR

P1
P2

Michael was already Formula 1’s Next Big Thing, but at
Barcelona, exactly one month after Ayrton Senna’s death at
Imola, he proved himself a worthy successor — spending 42
laps of the Spanish Grand Prix stuck in fifth gear, but still
finishing second.
These are the lap times he did before his g
tm30-840s: 6:97 15, Tm26.5525, Tm26.
Im25.709s, 1Tm25.713s, 1m25.597s, 1m27.5
Im25.768s, 1Tm27.202s, Tm25.608s, 1Tm27.214s, 1m25.770s,
Im26.341s, 1Tm25.694s, Tm25.155s, 1Tm26.009s, Tm27.732s,
Im37.326s (in lap), 2m2.829s (out lap)
For his second and third stints, he adapted his driving style
to the problem, so was still able to lap in the 1m27s — even
dipping into the 265 on occasion — despite having only fifth
gear. It was an exceptional performance.
Im31.835s, 1Tm31.503s, 1Tm29.368s, Tm30.282s, 1m29.634s,
Im28.438s, Tm28.740s, 1Tm27.970s, 1m27.129s, 1m27.277s,
27193S, Z m27.674s, Tm27.061s, Tm28.687s,
Im28.571s, 1m26.340s, Tm26.171s, Tm26.884s, 1m28.140s,
Im32.870s, 1m28.050s, Tm34.742s (in lap), 1m52.749s (out lap)
'm27.950s, 1m27.468s, Tm27.720s, Tm28.066s, 1m27 882s,
Im27.514s, Tm26.983s, 1m27.202s, 1m28.802s, 1 m28.803s,
Im27.896s, 1m28.297s, Tm28.873s, 1m28.853s, 1m31.903s,
m30.877s, 1m32.240s, 1Tm31.417s, 1m35.387s

S m > S5

“My experience in Group C sports cars

lot of ways of running differently, of
changing my driving style, usually to
save fuel. | used that same driving style
and it helped me a lot”michael schumacher

Brawn

BRAKES? WHO NEEDS BRAKES?

THE ART OF WINNING WHILE DISABLED

Started P3
Finished P1

( CANADA 2003

03

You can overtake in Canada, that’s the thing. So when Michael

crossed the line in first place with a train of three cars right
behind him (Ralf Schumacher, Juan Pablo Montoya and Fernando

Alonso), after driving more than half the race with terminally
worn brakes, Ferrari’s technical director, Ross Brawn, was inspired
to claim it was “one of the best races | have ever seen”. In short,
Ferrari got their brakes badly wrong. There had been little dry

e e e Sy s e am o
running during the weskend, but data Trom a pre-Montreal

Monza test suggested they would be okay in a dry race. They
weren’t. Montreal is often a brake killer, but Michael destroyed
them in double-quick time running second behind his brother.
He’d had to push in order to be in a position to pinch the lead in
the first round of stops (which he did, in typical Michael style)
and then control the race from the front (which he also did).

“There was nothing we could do in this first stint because we couldn’t

drop back from Ralf; we needed to be there at pit-stop time. We just had
Ve breatned a sign ol reliel when We qot to the chequered flaqg. [he
strateqy worked well but the deciding factor was the way Michael drove.
He really drove fantastically well. I'd say it was one of his best races.”

GENIUS RANKING 21/25

), (s

Ability
Brain v % Jc ok %
Heart % % % % %
Balls % % % ¥%
Brawn % v

SPAIN 1996
THE RAINMEISTER

FOUR SECONDS A LAP QUICKER IN THE
WET THAN ANYONE ELSE? HELLO...

Started P3
Finished P1

It was one of those days when Michael’s rivals were
humbled. All they could do was admit defeat, and
performance:

ge? Everywhere! He was
much quicker in the corners, and that’s all there was to it_ It
was okay for the first few laps, until he got in my mirrors. As
long as he was behind me, he couldn’t see as well. But then
he just flew by me, and once he got in front he just left me)

“I had no chance to follow Michael ”
{Jean Alesi, Benetton, second

“I've no explanation for it. We made some final changes after
the warm-up, which suited the car even more, and our

— two stops — was perfect. | was freezing in the
car, and it was so bloody cold on the podium that my teeth
were chattering louder than an e “

BN P Ability Kok kok ok
PG  rain X ki
7 Heart %% % % %
Balls > % %%
Brawn o A3y
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THE MAKING OF A LEGEND

— ( MALAYSIA 1999
j SECOND TO NONE

—

THE GREATEST TEAM DRIVE EVER

Started P1
Finished P2

Mika Hakkinen:
e Was going to Diare uicic O B SEEY, HiSE
Welcome bachONA

Why was Michael driving like this? Because Michael. Schumi
delaying Hakkinen was the

only way he could ensure that his team-
mate, Eddie Irvine, won the race. Schumi
had at least a second of raw pace over
Irvine, but, following his Silverstone
accident in which he broke a ieg that put

him out of the championship for six races, -, e i, (/ Ability Y % % %
it was Irvine who was in the title hunt. ; Voo Brain Y % v % %
In this first race back, Michael set about b o ¢ i Heart Yk % % %
reminding everyone that it should have G ) : Balls % # <50
been him, while keeping Hikkinen at bay to Brawn % o % %

giftirvine the victory.

' Eddie Irvine:
“Michael is depressing. He's the best number
one and the best number two.” 7\
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SLIPPERY WHEN WET

AUDACIOUS WIN IN THE RAIN FROM 16TH ON THE GRID

Started P16
Finished P1

PHASE ONE: The romp to the front. It took Michael just
16 laps to jig his way from 16th to first:

Lap one dispatches Katayama, Boullion and Salo: P13

Lap two breezes past Barrichello and Frentzen: P10

Lap three makes light work of Brundle and Panis: P8

Lap four Alesi retires: P7

Lap six passes Blundell, Herbert spins: P5

Lap 11 takes Irvine: P4

Lap 14 Coulthard pits from lead: P3

Lap 15 Berger pits from second: P2

Lap 16 Hill pits from lead: P1

PHASE TWO: Tactical genius and ruthless thuggery.
Damon Hill’s Williams was faster on the day than
Michael’s Benetton, but Schumi gambled big on tyre
choice, producing incredible skill to stay out on slicks
during tweo wet pericds, Hill, by contrast, was technically
on the ‘right’ tyres at every stage, but had to pit five
times in total — and that included a stop-go penalty for
speeding in the pit lane.

Lap 18 Schumi pits, rejoins on slicks: P2 behind Hill

Lap 21 rain starts, Hill pits for wets. Schumi stays out on slicks
Lap 22 On a soaking track, Hill catches Michael quickly, but
can't get past

Lap 23 Hill tries a move at Les Combes, Michael cuts him

up, banging his right rear wheel against Hill’s front left, slightly
damaging Hill’s steering

Ability Y ¥ ¥ % % Lap 25 rain stops
Brain % % % 5% Lap 26 Hill pits for slicks on a drying track, Schumi takes lead
Heart %% % v¢ The FIA took a token dim view of Schumi’s antics on lap
Balls % % % % % 23, giving him a suspended one-race ban, but allowing
Brawn % % % % % the result to stand. Ruthless genius rewarded. >
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HUNGARY 1998
YOUR MISSION, SHOULD YOU

BRAWN ASKS, SCHUMA(‘HER DELIVERS

Started P3
Finished P1

.“You have 1 9,,,

‘upra 2

Ross Brawn

McLaren were outfoxed by a combination of Ross
Brawn'’s danng three-stop strategy and Schumacher’s
bnlllance in making it work. It was a strategy Brawn

ould ask only of Michael — no other driver
would have been up to it.
“Ross told me, ‘You have 19 laps to build up a 25-
second lead’,” said Michael. “I said, ‘Thank you very much!*”
And, of course, he delivered. It was lap 43. He needed

to find the time in order to make his third and final stop
on lap 62 and emerge still in the lead. Here are the
astonishing laps that followed:
Lap 44
Lap 45
Lap 46

ap 47
Lap 48
Lap 49
Lap 50
Lap 51
Lap 52
Lap53
Lap 54
Lap 55
Lap 56
Lap 57
Lap 58
Lap 59
Lap 60
Lap 61
Lap 62
Lap 63
While Michael was banging in the 1m19s, DC couldn’t
manage anything below a 1m21.2s. As a result, Schumi
built a lead of 29sec — emerging after his final pit stop a
comfortable 5.0sec in front of Coulthard. Job done. 1

GENIUS RANKING 25/25
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THE YOUTUBE REVOLUTION

From a standing startin Feb 2005
to worldwide phenomenon today,
Youtube now enjoys 100 million video
hits a day. Here are a few favourites

If you're not inte YouTube (www.youtube.com), you're just not
getting the most out of your F1 these days. The free internet
video site — and similar sites such as Googlevideo and Metacafe
—is now the way for F1 fans to ensure a daily fix. The FT Racing
office is full of YouTube addicts (it's work — that’s our excuse).
However, the good times may not last for ever. Formula One
Management, who own the rights to all moving pictures of
grand prix action, are cracking down on copyright infringement.
“Where we find that sites such as YouTube contain material
that belongs to us we will ask them to remove it,” an FOM
spokesperson told us. “We're confident that they'll co-operate.”
In short, they reckon this stuff shouldn’t be up there. For now,
though, we suggest you make hay while the YouTube sun shines.

[Search for Long Beach F1 1978

You think Patrick Depailler is pushing hard. Then he starts his

hot lap and you see the real meaning of commitment.
Hardcore stuff. ' e ;

Search for On board Tyrrell P34 :

You've heard of the six wheeler — now see it in action, with
the cockpit bodywork stripped so you can even see Depailler

heel-and-toeing. ' ; _

{Search for Jim Clark Oulton Park A rare chance to see

Clark’s smoothness first hand from an on-board camera.

November 2006

| SEEENGT Mansell Berger

Words Dom Taylor

MEGA OVERTAKING

Re-live those massive, hea_rgfstopping.mqréehtsra_g-a'in_énd{a‘g‘a?n

GETOGT T

Never let it be said that
Montoya couldn’t do the stuff.
Here he totally out-muscles
Kimi. A breathtaking display of
both overtaking and TV direction.

raikkenen montoya

audacious moves of all time —
around the outside of Schumi
through the fearsome 130R
curve at Suzuka 2005. Incredible
speed and commitment.

Alonso 130R

| PSR Best F1 overtaking

A medley of the best overtaking moves of the past 20 years, from
Mansell v Piguet (Silverstone 1987) to Montoya v Schumi (Brazil 2001).

EEEliSiield Piquet Senna 1986
Talk about bravery. Piquet’s move
-~ onSenna at the Hungaroring in
1986 is as daring as it gets.
Nelson is totally sideways.

Incredibly daring move by Nigel
on the last lap of the 1990
Mexican GP, making it stick
around the outside of Gerhard.

Mansell overtook Berger at the Grand Prix of Mexico Piquet Vs. Senna Hungaroring 1986
» 3 a

FUNNY STUFF

The best thing about such moments is that we'll be laughing for ever

Juan Pabig
[Search for Montoya camera man ——— ~1io¥ahit by a Camera mans

“You fucking idiot! You broke my
fucking head!" explodes Montoya
after a TV cameraman inadvertently
bangs into him. Note how automatic
Connie's restraining reflex is. She
knows her man. Beautifully caught.




ong Beach F1 - In Car Foataga

[SEarchifér Senna Monaco 1989
Senna’s Monaco wonder lap. He said he went beyond the |

io Montoya hit by a Camera man!

[Seaiehi fof] Senna Donington 1993
Ayrton’s MclLaren makes everyone else look pathetically pedestrian in the streaming wet as he
overtakes five cars to lead at the end of the first lap.

Scarch for|
Rare footage of Juan Manuel
Fangio's incredible victory for

Maserati over the Lancia-Ferraris

of Mike Hawthorn and Peter
Collins, both of whom he
passed on the penultimate lap

after making up almost a minute.

am reveais

[Searefifor Coulthard wall

DC hits the wall on the entry

o the pit lane while leading
the 1995 Australian Grand Prix.
Bearch féF Kimi boat

An apparently drunk Kimi loses
1is balance and falls from the
top deck of his boat onto his
nead, much to the amusement

of assembled onlookers.
ISESFERTEE Fucking Raikkénen
“Fucking, fucking Réikkénen!
What a fucking idiot!” Montoya
rants having been blocked by

Kimi during practice at Spa 2002,

3
[SEaiEh for Speed boner
“Last night | had a boner this
big!" boasts our mate Scott.

yrton Senna interviewed by Jackie Stewart

imit when he drove this lap. You'll see why.

Sct s inspiration for his
parking antics at Rascasse this
year, getting it all wrong on
the last lap at Monaco in 1970
- letting Jochen Rindt through
tor a famous victory. Fantastic.

Peterson chases down
and passes Patrick Depailler to
take the chequered flag at the
South African GP.

[Seaich for Schumacher hits
pit Michael overshoots his pit
box and wipes out his front
jack man (who's okay, though).
[Searchifor Piquet Salazar
What a kick! Piguet spaws
anger at his mate Elisec
Salazar for punting them both
out at Hockenheim 1982,

Mosacs 1970-Last iap

®of

Naorberto Fontana claims that
Ferrari ordered him to block
Villeneuve so Schumi could pull
away. Peter Sauber denies it.
Fontana blocking Villensuve

SR EE Schumacher
Frentzen 1998 Schumisteams
out of the pits and straight into
Frentzen. Patrick Head goes crazy.

YOURYOUTUBE
Found any hidden £1 gems

on YouTube? We want to hear
about them. Send the links

to our usual address:
letters.flracing@haynet.com FO
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On a tour-lite of Shanghai
during Chinese GP week,

DC — a 13-season veteran —
shares a few sharp thoughts
on the FIA, GPDA and safety

Bishop takes in
the experienced
DC's niggles and
FIA concerns as
well as his love

60 F1 Racing November 2006

Interview Matt Bishop
Photographs Steven Tee/LAT

WE MEET AT THE Shanghai Portman Ritz Carlton
Hotel, which is on Nanjing Xi Lu, a street that’s not only
a thoroughfare but an emblem of the People’s Republic
of China’s long march from the Mao Zedong era to card-

carrying communo-capitalism, if such a thing can exist.

For next to this imposing five-star hotel are ritzy outlets of
western luxo-chains such as Prada, Gucci and Louis Vuitton,
yet all around are skinny, poor and knackered-looking
workers wobbling about their business on rickety bicycles.

Such people’s average annual earnings are, according to
a Chinese Government survey of 2004, 16,000 Yuan ($2023).
Rural people get a lot less. A main grandstand ticket for the
2006 Chinese Grand Prix costs 2680 Yuan ($339) — or nine
weeks’ wages for the man on the Shanghai omnibus.

It’s lunchtime on Wednesday September 27, and,
aithough we don’t actuaily discuss such disparities, we —
Steven Tee (F1 Racing’s photographer) and I — are aware
that David is clocking the nuances just as we are. He’s a
grown-up, you see — and, unlike some of his peers, takes
a genuine interest in the world outside Formula 1.

Yes, he’s also wealthy; yes, he enjoys the fruits of his long
success in F1; yes, he leads a luxurious (and tax-efficient)
life in a very different place from where we are now. And
that very different place is, of course, Monaco — which elite
principality English novelist and playwright Somerset
Maugham once described as “a sunny place for shady people”.

That description may to some extent still be apt, but it
doesn’t apply to DC. Although he’d probably blanch at the
description, David reckons to be, and is, a good citizen. A
good F1 citizen, too. He has always loved the sport, and
wants to do his bit to make it as good as it possibly can be.

So it is that, over lunch at the Whampoa Club at swanky
Three On The Bund (a pleasant stroll from the Portman
Ritz Carlton, along alleys lined each side with knick-knack
stalls), we talk only briefly about Red Bull Racing and
Dietrich Mateschitz and Christian Horner and Adrian
Newey and Christian Klien and Robert Doornbos and
Mark Webber and Mark Smith and Ben Agathangelou,
and whatnot. No, although DC is as ardent about his
racing as ever — and finds it hard to suppress his irritation
with our guide, Sergei Nikolenko (a Ukrainian, oddly, but
a Shanghai resident and fluent in the local lingo), when
he asks over coffee whether retirement is on his mind — >

Click here to purcha:

created using
1 BCL easyPDF
Printer Driver

ve this image

%




Coulthardis
keen to correct
the "wrong”
impression his
Schumi remarks
have conveyed

“Michael has taken a lot, but given a lot,
too. But there are others who just take”
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DC’s conversation tends to focus more on the state of the sport
than the state of his team. And all the more so, I fancy, now that
Michael Schumacher has finally decided to hang up his famous
red Schuberth.

“At Monza I told a journalist, on the record, that I think Michael
is a great champion but there will always be a question-mark over
some of the things he’s done,” says David, taking a sip of Tsingtao
beer. “But that was me, as an F1 fan, making an observation — not
me, as a fellow F1 driver, launching a Jacques Villeneuve-style attack
on Michael. But the headlines that my Monza remark spawned —
‘Coulthard backs Alonso’s attack on Schumi’ and the like — were

““Coulthard’s a good talker — a
great talker — when the mood

aKes nNim, as 1 as toaay
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simply inaccurate. I have great respect for
Michael’s on-track achievements, just as I
have great appreciation for the way he and
I have been able to work together, off track.
within the GPDA [Grand Prix Drivers’
Association], for the good of the sport.

“That said, there’s no question that it
must be very difficult for the public to
understand some of the things Michael
has done on track, and to forgive him for
not apologising for having done them.
And that’s two black marks, isn’t it? The
first for what he’s done, and the second for
not saying sorry for doing it. And a sorry
would be nice. Or perhaps he genuinely
believes he’s never done anything wrong,
which is even more worrying.

“In a couple of days the new GPDA
Bull’'s main man board will be announced [it was, and
m it now comprises Ralf Schumacher

(chairman), Fernando Alonso and

Mark Webber, who will replace the
three previous board members, Jarno Trulli, Schumi and DC] and
I haven’t put my name forward this time. I've been a director since
1995. That’s long enough. But of course I'll remain active.

“I still feel a great responsibility to the sport, because I love it, and
1 think it’s as important to give to it as it is to take from it. Michael
has taken a lot, but he’s given a lot, too. I've taken less, and given
less, but I've certainly given. But there are others who just take. An
example is Rubens [Barrichello]. I've raced against him for years anc
years, and he’s a nice guy, and talented, but he just turns up, does his
race and buggers off. And he’s only one example, and I'm only singling
him out because he’s been around as long as I have — longer, in fact.

“I tried to encourage Nico [Rosberg] to put himself forward as a
potential GPDA director, and his response was, ‘No way!’ So I said,
‘Okay, but why not?” And he said, ‘No way am I ready for that.” And
I see what he means, but I still think it’s a shame that the youngsters
don’t appear to be that interested in the GPDA. It’s the only route
via which they can influence their sport, their profession, their
livelihood, and yet they don’t seem to want to know.

“Don’t you think that’s odd? I do. I just can’t imagine why anyone
wouldn’t want be active in the only forum via which he can increase
the likelihood of his going home safe and seundatthe end of a day
spent caning one of the 22 fastest ears in the world around a race track
So when someone like Nico-says he isn’t ready, well, that’s bollocks.”

He leans back, takes another sip of Tsingtao, and chuckles. He’s
a good talker — no, make that a great talker — when the mood takes
him, and the mood has taken him today. And his fervour does him
credit. Like his childhood hero and mentor, Jackie Stewart, he
passionately believes in the cause of drivers’ safety.

And while FIA president Max Mosley claims to be fully supportive

of the GPDA’s efforts to optimise its members’ welfare, he sometim

OIINC LA S SIIOS 1O OPTIIMISE I1TS INEmpPers €iiare, ¢ SCMmetins

has a funny way of showmg it. Indeed, his often mocking attitude te
drivers’ public utterances on the subject — epitomised by his remars
in response to their expressions of real concern about the amount
of run-off at Monza’s second chicane this year — makes him an
unpopular figure among the men who risk limb and, yes, even now
life, while playing the sport he regulates. And that’s odd, when in

The Oriental
Pearl Tower and
Huangpu River
(above); Red
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“When someone like
Nico says he isn't ready
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GPDA], that's bolloc

DC checks out a
China transport
staple — but cars
are accelerating
into the lives of
many millions




1nt|m1dated into keeping |
our mouths shut for fear

fact he and the FIA (and Bernie Ecclestone, too, for that matter) have
done so much these past 15 years to improve safety in F1.

“We have to be prepared to stand up and be counted,” says DC,
spearing a juicy king prawn. “It isn’t just a case of sounding off. No,
it’s a case of: we have views, and we can back them up with facts, and
we aren’t about to be intimidated into keeping our mouths shut for
fear of gettmg a slap And we aren 't just shoutmg ya-boo-sucks at an
au LllUllLy ﬁsuu—; VVU lC dbl\lllb lUdl unbLlUllb dllu Wd.lll lt:dl ainswers.

“But Monza is a good example of what we sometimes get. Because,
instead of real answers, we got a letter from Max saying we were
speaking out of turn, and that the terms of our Superlicences include
a clause that says we aren’t allowed to speak out of turn or against the
governing body — etcetera. And that’s sad, really, isn’t it? Because all
we were trying to do was request Max’s assistance, in a professional
and non-hysterical manner.”

Another king prawn is speared. And watching and listening to this
intelligent and now super-experienced racing driver, I reflect that it’s
hard not to be impressed by him, by his rhetoric and spirit. Not only
impressed but persuaded. But Mosley seemingly thinks otherwise.

“Of course,” he adds, interrupting my train of thought, “this
impasse is all the more surprising because Max and Charlie [Whiting,
the FIA’s safety delegate and race director] have always been such
strong advocates of circuit safety and have done the sport a power
of good over the years, something I'm damn’ grateful for.”

On the other hand, perhaps safety isn’t the point — or isn’t Max’s
beef, anyway. Perhaps what really gets Max’s goat isn’t the drivers’

research engineers have assembled for him
— but it’s still us, and only us, the drivers,
who really know what it’s like to follow a
car through a wall of spray at somewhere
like Spa. In fact, it’s only us who know what
it’s like to drive a modern F1 car, period.
Obviously, that’s the case. And I can’t
imagine that at, say, NASA, if a professional
body of astronauts were to present their
views to the powers-that-be, they’d be
told, ‘Shut up and prepare for blast-off.’

“Or, put it another way: the FIA recently
commissioned a survey to find out what
F1 fans think of the sport — and rightly
so [91,000 fans took part, and the results
will be analysed by a panei of F1 grandees
in next month’s F1 Racing]. I'm all for
the fans expressing their views; I'm all for
everyone involved in the sport expressing
their views; why, then, must we drivers not express ours?”

Our waiter whisks our plates away, and produces dessert menus.
There’s a silence while we peruse them, but finally we opt for coffees.
“When will you retire, David?” our guide then asks, out of the blue.

“I'm enjoying being a racing driver,” he replies politely, but you
can tell he regards the question as slightly foolish. “Why would I be
thinking about retiring? I've just signed a new contract with Red
Bull [a new two-year contract, in fact, but he doesn’t say that]. i

“Also, unlike some drivers [I fancy he may be thinking of Mika
Hékkinen], I really don’t mind all the travelling. In fact, I regard time
on an aeroplane as quality time: no mobile phone, no Blackberry, no
email, no nothing. Okay, I'm fortunate in that I'm able to take my
loved ones with me to grands prix, so it isn’t like my life is on hold.”

Ah... loved ones. And... specifically, Karen Minier, DC’s girlfriend
these past 11 months. Is he prepared, today, to reveal as much about

Buttons, badges
and communist
memorabilia;
DC is the only

speechifying about their desire to stay alive; maybe it’s their interest— —his love life as he has about his professional life?

in what they see as their rights in other areas. Yes, rights. Bluntly, the
FIA would probably prefer the GPDA never to express an opinion on
any subject other than safety — I've heard FIA men say just that, in
fact, and it was a concession that Schumi was always happy to make
when he was GPDA chairman. But it’s a view that clearly riles DC.

“I don’t presume to have even a minuscule amount of Max’s brain
power,” he says, “and I have to admit that he’s always well prepared
and in possession of all the data that the FIA’s team of highly skilled

64 F1 Racing November 2006

He is: “Itisn’t that I've never been in love before — because I have
— but this time it’s a different depth of love, of feeling, of shared
experience. And I hope and trust that it’ll continue to grow. So, yes,
we’re engaged. And, at a certain point in time, yes, I want us to be
married, and have a family together. And when that certain point
in time comes, I hope she’ll feel the same way about me.”

May all their troubles be little ones. I doubt if they’ll call their first
son Max, though. FO

created using
‘@@ BCL easyPDF
Printer Driver

this image

Click here to purcha:



y

Interview
Photographs

One gritty, high-

achieving knight
meets another:
Winston and Frank
in Thames Town

e

F1 Racing

GClick here to purchase a license to remove this image



EHLEF
L= S
XO]
AIIe2e e




imperalist architecture of pre-
Mao China — ihere are niine
Euro-towns in the master plan
— and Frank is fascinated.
“Extraordinary,” he says,
taking in the red phone boxes
and Kensington-and-Chelsea
waste-paper bins. “You have
to tip your hat to them. I can’t
imagine anything like this
happening anywhere else in
the world — and that’s the point,
isn’tit? There's no country —
no continent — quite like China.
In 25 years it will, by most
forecasts, be the world’s largest
economy. That may seem a long
time in F1 terms but it’s nothing
in terms of the global economy.
It’s an exciting time to be here.”
The previous day, at the

i e 3
~IMEN
el iy :

“You have to tip vour hat to the Chinese.
I can't imagine anything like this
anywhere else in the world’' Frank Williams

Hermann Tilke-designed
Shanghai circuit, Frank’s
two cars had finally made the
chequered flag for the first time
since Spain. They weren’t quick
but at ieast they were reiiabie.
That was something. Yesterday
was also the day we heard that
Cosworth would be no more. With
Williams switching to Toyota
engines for 2007, Cosworth’s
only chance for F1 survival

lay with the Midland-Spyker
team; but, in China, Spyker

Maybe our friendly
Chinese local (left)
is also dreaming
of cricket on the
village green

Christians can park under the church; modelled on
a Bristol original, it is presently a wedding venue
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announced a new Ferrari deal.

“Very sad for Cosworth, very
sad,” says Frank. “They built
very good engines for us this
year on an absolute shoestring.
On nothing. The probiem is that
we’re racing in an age of the
manufacturer. Sponsors need
that solidarity. It’s a fact of life.”
So how is it now for Frank, here
in China, looking ahead to 2007?
Is this the new frontier?

“Perhaps, although one has
to remember that the largest

and most successful companies
in China, and there aren’t
hundreds of them, are mainly
government-owned. Some,
because of outward investment,
are not yet hugely profitabie. I
think it will take time for large,
$30 million F1 sponsorship
packages to emerge from China.
And then, on top of that, the
country needs an infrastructure
to produce drivers, to develop a
motor racing industry.”

Even so, I suggest, we have

Builders work
overtime; and the
houses will go on
sale for $84,000
to $758,000

and Frank tour
the $375m project
that will house up
to 10,000 people
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a Chinese Grand Prix, which
means that Bernard Ecclestone
hasn’t exactly been backward
in dealing with the Chinese
government and that the
responses aren’t always negative.
Frank takes the point but
draws a distinction between a
circuit and a race representing a

ansimtee nnd an T1danm warlane
Sounay, and an 1 wanm WOr<ing

with a Chinese company,
government-owned or not.

I'm reminded of some of our
chats back in the 1970s, '80s
and '9os, when I worked for
Williams Grand Prix
Engineering both as sponsorship
manager and team manager.
You’d be thinking inside the
box, covering all the angles,
when suddenly in would come
Frank and you'd be on the
outside looking in, seeing things
from a wholly different angle.
No surprise that in 1978, when
everyone else was chasing
Marlboro money, Frank was
in Riyadh, Saudi Arabia,
nersuading the Arabs to use
F1in order to become “the best
in the west”. He succeeded, too.
He won his first grand prix in
the colours of Saudi Arabian
Ajrlines, TAG and the Middle
East division of Mobil Oil. All
those companies were drawn by
Frank’s passion, determination
and charm. Within a couple of
weeks Frank was speaking their
language — literally.

Twenty years ago Frank broke
his fourth and fifth vertebrae in
aroad accident in the South of
France (Windsor was his
passenger at the ime — ed).

He lost his mobility but the
charm and drive and love of all
things F1 continued unabated.
Today, as he has been since
1987, Frank is up at the usual
time, on the phone constantly,
juggling 50 balls in the air,
checking the time every 10
minutes or so and thinking in
terms of tomorrow, the next
week, the next month and then
maybe the next three months.

In haturaan ha Iraanea himanlf
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fully abreast of current affairs
and the world’s economies, and
reads history for fun. If you

want to know a company’s third-
quarter figures, check Ceefax —
or ring Frank Williams.

Equally, back in that hospital
in 1986, when he was semi-
conscious, Frank had no
difficulty reeling off the exact
details of Admiral Yamamoto’s
fleet before the Battle of Midway
in the Second World War.

‘We meander around town,

noting that the local church —
brand new and ready to roll,
despite its 16th-century essence
— is probably the first to feature
an underground car park.
Presently, though, it starts to
rain and Frank heads for his
car. He used to relish tough
conditions in his cross-country

rrnning Aowve hit naur far
TUnning Gays out now, ior

obvious reasons, he no longer
tolerates the cold and wet. At
various points after the accident,
both in France and England,

he was given little chance of
survival. Yet here he is, 20

years on, with a further 91

grand prix victories (for a total
of 113), seven constructors’
championships (for a total

of nine) and five drivers’
championships (for a total

of seven) to his credit. Given

the scale of Frank’s achievement
— given his defiance of the odds
— it 1s of course fitting that the
list of Williams’s constructors’
victories significantly exceeds
that of their drivers’ titles.

However, 2006 has not been
a good year. To be blunt, the
2005-06 Williams FWz27/28
has provided the longest winless
streak in the history of the
company (which, technically,
dates back to 1972 but for
practical purposes began with
the first Patrick Head-designed
car, the FWo6, in 1978). Worse,
I point out to Frank, thisisa
chassis-induced slump. His
others —in 1983, 1988 and 1998
— were engine-induced, in that
they were interim years before
his next engine (the Honda, the
Renault and the BMW) came
into production. The Williams
chassis, in those years, was
still either a significant points-
scorer, a podium finisher or a
winner. This trough, which
began with BMW engines and
continued with Cosworth, is
directly related to Williams's
unreliability and lack of pace
in the aero/grip/balance
department. For evidence, look
at the way BMW have performed
since they left Williams.

Frank disputes none of this;
instead, he immediately looks
ahead, pointing out that Patrick
will shortly be moving back
into a house near the factory
in Grove, near Wantage,
Oxfordshire — not permanently,
yvou understand; this will be to
facilitate his mid-week logistics
— and that Sam Michael, the
team’s technical director, has
“changed a lot” over the past
12 months. From there, Frank

FRANK WILLIAMS
DOES THAMES TOWN
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makes it clear, he is satisfied
with the image his team enjoy
as the one least likely to be caught
“bending” the regulations.
Translation: if the car’s aero
has been poor, that is mostly
because Williams have not been
building Ferrari- and Renault-
like flexi-wings in an imaginative
interpretation of the rules. And
Michael, who bristles at the
thought of criticism, now realises
that Williams have lost too many
good engineers during his watch
(leading to the poor design
detailing that in turn led to
unreliability) and that he still
needs the input of those who

Toyota lump at
Silverstone — the
news (good or bad)
is under wraps

have been around much longer.
Hence Patrick’s new house.

The next Williams era is
NOW upon us. Toyota engines.
Bridgestones for all. Alex Wurz/
Nico Rosberg. Sam Michael/
Patrick Head — or is it Patrick
Head/Sam Michael? And Frank
therefore has much to be moving
on with. CNN marches on in the
background of his hotel room.
The phone rings. Outside, the
Shanghai rain continues and
this little piece of England in this
vast, new continent continues to
pave its way. I take my leave and
wish him — as ever — all the best.
It has been a pleasure. FO
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THANK YOU FOR Impression
Schumacher!” reads the sign
at the merchandising stand.
“The Highest Champion!” says
another. Teenage screams fill
the air as 20 pairs of legs in
knee-length socks hurtle
overhead, flailing upside
down from the twisting, diving
roller-coaster above. A Samurai
warrior in an oversize Viking

helmet sporting cans of Red Bull

nn the front thiinders a fearsome

greeting as he draws his sword:
“Rooaaargh! Welcome!”

This is Suzuka, and it’s
bonkers. The track, the fans, the
Motopia theme park next door,
the sounds, the colours, the

smells, the weather, the flags,
the costumes, the traffic, the
queues, the bedlam, the
endearingly shonky English — all
completely insane. Police bark
down megaphones, autograph
obsessors peer through every car
window that passes, hoping the
westerners inside are famous
enough to merit their attention,
then shriek uncontrollably when
someone spots a driver.

F1’s top snanner, Darren
Op snapper, Darren

Heath, and I have spent the
weekend immersing ourselves

in the hysteria. Our mission is

to sample as much of Suzuka'’s
heady cocktail of madness as our
fragile western brains will take.

A grandstand
becomes a field of
poppies as Super
Aguri flags are
unfurled; the One
Samurai (opp);
transport for the
masses (below)

It’s race morning at the main
gate. A river of humanity is
flooding into the circuit, fed by
streams and tributaries from the
car parks and roads — stretching
back three miles, uninterrupted,
in both directions. They file in
patiently, calmly but excitedly,
never pushing, to the unlikely
sound of New Orleans jazz
pumping from speakers hidden
in the foliage of the immaculate
flower beds and hanging baskets
dotted around.

They surge on passionately
in every direction, to enormous
and expensive merchandising
stands on the left, to the famous

Kirin Beer ferris wheel and other >

November




rides to the right — including
Black Out, the roller-coaster
of screaming shogakusei
(schoolgirls) fame — and on,
finally, to the grandstands
around the circuit. Such is the
fluidity between these two set-
ups, that it feels as if the track is
just one of the rides, rather than
a grand prix circuit randomly
juxtaposed with a theme park.
The two work perfectly together.
The vastness and density of
the crowd are overwhelming
(today is a 160,000 sell-out), but
the atmosphere is friendly and
remarkably stress-free. Perhaps
ihat's because the Japanese are
well used to being part of big
crowds in tight spaces. More
than that, though, the good vibes
flow because everyone is clearly
thrilled to be here, thrilled that
F1is here, too — perhaps for the
last time as the Japanese GP
moves to Fuji in 2007 (see p74).
For now, though, Suzuka is
a life-affirming place. You can’t
help but feel happy when a
manga cartoon-cute chiisai ko
(little girl) in pigtails perched
on her dad’s shoulders smiles
at you and ecstatically waves
her fun-size Honda flag. Her
expression is mirrored by all
ages everywhere — wonderment,

It wasn't to be for
Schumi fans who
expected him to win;

his eighth title in J:gan

joy, fun. It’s infectious. Anyone
who's been to Spa (where armed
guards patrol with unmuzzled
dogs to keep a lid on the fun) will
know it isn’t always like this on
the outside of an F1 track. But it
should be. Motopia is a perfect
name for it, Thig is what F1 will he
like in heaven (minus the dumb
two-race engine rule, of course).
Even the circuit map is
designed to make you smile as
vou enter. In it, colourful party
balloons fly over the pit straight,
and a rainbow hovers over Turn
1. Each ride is labelled not with
a dry description, but a speech
bubbie — the attractions are
personified and animated. The
Japanese love to breathe life
and character into everything.
On the ground, every few
metres, a cartoon illustrates the
profile of one of Suzuka’s famous
corners. I can tip-toe around
Spoon in all its double-apex
glory here. Over there, obscured
by countless legs filing into
the main grandstand, are the
beautiful and tricky Esses traced
out on the pavement.

The mouse that roars (top) -
Super Aguri have a massive fan
base; they're queuing round
the block for this one: keeping
Ralf or Jarno at their fingertips

s

oy

Only a circuit so outrageous
in design would be appropriate
here — which is why Suzuka
perfectly reflects the fantasy.
God bless John Hugenholiz, the
late circuit designer who built
this place for Honda. The curvy,
contoured madness of Suzuka’s
famous figure-8 is an intrinsic
part of the atmosphere. All this
insanity beside a sterile, modern
Hermann Tilke circuit such as
Shanghai would have nothing
like the same effect.

“Come and look at this,” says
Darren, nodding towards a vast
queue of people, emerging in
freakishly orderly fashion from
a corner of the gigantic Toyota
stand. At the front, 45-year-old
Tetsuya (Ted, for short) is one
of four Toyota fans getting their
nails done, Suzuka style. You can
have a Toyota logo, or the initials
RS (Ralf Schumacher) or JT
(Jarno Trulli) on every nail. The
s00-long guene for the service
contains a good few other men,
too, like Kaneda, 25, who's well
up for it. “Ralfa Schumacho!” he
screams as Darren points his lens.

But Toyota are by no means the
fans’ favourite. Nor are Honda,
or even Ferrari (although, at a
glance, both seem more popular
than Toyota). No, the team gear
of choice here is Super Aguri.

|

Only at Suzuka could a press officer win her 15 mi

expectations, the place was dead. Then, as
the sun rose, they saw that the grandstands
were packed to bursting. The crowd had
been there all along, waiting in eerie silence
for dawn to strike this strange new event.

The Suzuka crowd have been an odd bunch
since the Japanese GP first moved there in
1987. That first year, the teams had been

Sunday morning warm-up in those days
meant the teams would arrive on race day
while it was still dark. But, contrary to

!

Fans can idolise the most unlikely people,
too. in 1992, Fuji TV ran a piece on women
in F1, which aired the Wednesday before

nutes of fame

the race. It briefly featured and named the
then Williams press officer, Ann Bradshaw,
who'’s normally known only to insiders. “Come
race day, | couldn’t walk through the crowd
without being mobbed,” says Ann, who now
works for BMW-Sauber. “They all wanted
autographs and shouted "Ann-san! Ann-
san!’. It was ridiculous!” Yep, that's Suzuka.
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fiercely nationalistic country,
perhaps this shouldn’t surprise
us. But the support for Super
Aguri-Honda is more to do
with the man behind the team.
At a Saturday evening public
appearance at the Honda stand,
Takuma Sato gets a decent
cheer, Sakon Yamamoto loudish
applause — but the place erupts
when Aguri Suzuki comes out
on stage. Digital cameras and
phones held high at the end of
sutstretched arms like high-tech
giraffes bombard the stage with
enough flash power to turn night
momentarily to day. Suzukiisa
national treasure, a pioneer, and
a true hero. In him, the Japanese
sbsession with F1 and celebrity
combine — inspiring bedlam
among the fans. Organised,
oolite bedlam, though, of course.
Fast-forward to race morning
znd the fever building in the
zrandstands is just as well
srganised. Japanese sports fans
save taken a shine to clapping
sicks — inflatable sausages that

hanoad tnoathar maks five timeg
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the noise of a regular clap. In
one grandstand on the outside of
Turn 1, every single person has a
Toyota-branded pair. When all
4000 of them start flapping, it
sounds like machine-gun fire.
All fall silent, however,
and without exception, for the
national anthem. Then, as the
excitement, So tangible even
outside the circuit this morning,
reaches its zenith, the natural
amphitheatre of Turn 1 becomes
a garden of colour, movement

Cute but functional,
the circuit and fun-fair
map helps race-goers
to enjoy themselves

whip out their red Super Aguri
flags, from a distance instantly
becoming a bank of dazzling
poppies. Simultaneously, the
clapping sticks go into overdrive,
looking and sounding like giant
crickets. And all choreographed,
it seems, by the staccato shouts of
the over-excited PA announcer.
As if on cue, the wind, so fresh
vet so warm in the gorgeous
Suzuka sunshine, gusting
strongly down from the Suzuka
mountains in the distance,

and life. An entire granﬁgfagd

“The curvy, contoured madness

of Suzuka's figure-8 is
an intrinsic part of the

atmosphere”

breathes life into everything in
sight. Bamboo, pine and birch
trees behind the grandstands all
wave in unison as the cars head
out on their parade lap. Even the
paddy fields below shimmer with
excitement, the wind creating
rinnple patterns on the waving
rice plants. Everything, it seems,
is aflutter, waiting for those five
red lights to flash on and go out.

Then, a Super Aguri banner is
unfurled. It perfectly captures the
moment in wonderfully quirky
Japanese-English: “Thank You
Suzuka. Thank You Memories.
Have a Good Race!” Why can’t
every race be at Suzuka?

Fuji prepares for '07, p74 E

Japan race r'epu'rt‘ plls
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New 24,000-
seat grandstand
and pit/paddock
facilities at Fuji
may well be the
best in the world

S
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EVERY SILVER

LINING HAS

A CLOUD

Next year, the Japanese GP ups sticks and
moves from stunning Suzuka to bland Fuji

Words Tem Clarkson Photographs Steve Etherington/LAT

the venue of next vear

Prix — not if i ancy

grandstands and a pampering VIP set-up

float your boat. As for likely on-track
action, however, there’s nothing particularly right
with it, either. It ticks all the big-spend bc for
track safety and corporate schmoozing, just as
Bahrain, Shanghai and Hockenheim do. But that

Like those other middle-of-the-road. slow-to-

medium-speed circuits, the new Fuji i
opportunity. It has a great name and breathtaking

backdrop in Mount Fuji, the highest peak in Japan,

but the 2. 78-mile lavout will be a test of engineers,

not drivers, be car sel-up will need to be ¢
tricky compromise between straight-line speed
down the near mile-long pit straight and low-
speed grip around the hairpins and chicanes

of the remainder of the lap.

As vou'd expect of track designer Hermann Tilke
when he’s given a $167 million refurb budget, as was
the case with Fu rastructure surrounding

= ay s sttt = 3 pitgarages=s
ser than any other eircuit’s in the world, the

ws from the commentary booths are second-to-
none, and the grandstand opposite the pits scats
a staggering 24,000 people.




I EAST SPECIAL

* FuJl NOW
2007 JAPANESE GP

1\

3> Race control centre is as good as it gets 4> Turn 2 is flat-out, leading to the most interesting stretch 5> Race start nerve centre

In all these peripheral, and arguably
unimportant, areas Fuji is superior to
Suzuka, the home of F1 in Japan these past
20 years. But it will be Suzuka and not Fuji
that will go down in the annals of F1 history
as a great place to race cars.

“I haven’t been to Fuji yet,” says Jenson
Button, “but it has a lot to live up to. Suzuka
is a truly fantastic circuit, and just so much
fun to drive in these cars. This year, the start
of the lap was literally breathtaking.”

The reason that Fuji has stolen the GP
from Suzuka, of course, comes down to
money. The track has paid F1’s commercial
boss, Bernie Ecclestone, a vast sum to stage
the race, and Suzuka didn’t want to get
invoived in a pissing contest with its arch-
rivals. In fact, Suzuka’s bosses suspect that

Mt Fujiona dark“, 1
glowering day
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suspect that Fuji

was promised the

P back in 2002

Fuji was promised the GP by Ecclestone
back in 2002, when they began their
renovation work.

“There will definitely be no race at Suzuka
in 2007,” said Ecclestone at this year’s
Japanese GP. “As for the future, who knows?”

Suzuka certainly hopes to make a swift
comeback onto the Fi calendar, perhaps
in the form of the Pacific GP, which was
last staged at Aida in 1995. Indeed, the
track’s reputation as the focal point of the
Japanese racing industry partly depends
on the race returning, as does the honour
of owners Honda, who have lost out in this
recent tug-of-war with Toyota, who bought
93 per cent of Fuji in 2000.

In defence of Fuji’s conservative layout,
Hiroaki Kato, the track’s president, says he
“tried to retain the characteristics of the old
layout”™ during the renovation work. But,
according to Jacques Laffite, who raced in
the F1 GPs at Fuji in 1976 and 77, that may
have been a mistake.

“The only thing I remember about the old

track is the long straight,” he says. “I can’t
remember anything else about the layout
of the circuit, and that’s significant in itself
because I can remember all the good tracks
very clearly. So I don’t think it was very
challenging, no, and it would have been
best to start afresh.”

As well as retaining the basic original
shape of the track, Tilke was asked to
produce a lap time in the region of 1m20s.
Given that F1 cars lapped the old circuit in
1m1i2s in the "70s, increasing the lap time
with modern cars was no easy task. And
Tilke took the easiest options available to
him: hairpins and chicanes. Hell, the last
five corners are all first and second gear.

According to Fernando Alonso, who drove
last year’s Renault R25 at a Mild Seven PR
day at the track in September, there’s only
one challenging corner on the entire lap, a
long, flat-in-fourth right-hander. The rest,
he says, is “Mickey Mouse”; it isn’t dissimila:
to the Hungaroring.

“I didn’t do sufficient laps to gain a big
impression of the track,” says Fernando,
“but it will certainly be difficult to set up
the car because you’'ll need an effective
compromise between straight-line speed
and cornering grip.”

Wary of the F1 industry’s love affair
with Suzuka, the Fuji PR team are quick
to itemise why Fuji deserves its new-found
status; and in so doing, inadvertently reveal




PANESE GP

limited at Suzuka b

Magnificent pit lane nears completion

The track itself is exceptionally smooth

FAST SPECIAL

Ricardo Zonta &

“The pit straight is very
long, so you're sitting at
maximum revs for quite
along time. You're doing
about 200mph when

you hit the brakes at

the 120m board, then
change down to first gear.

opportumty on the lap
“Turn 2 is a flat kink
nght then you're into

3, which is a quick lift in
fourth gear. A small crest
makes it difficult to see
the exit, so it’s hard to
know when to get back
on the throttle.

Jext s e hich=
speed Turns 4/5, called

R100. They make a 180-
degree right-hander that

g Mount Ft
€ ronCrPeebway
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Fuji has an almost
mile-long straight
and a diddy, slow,
final section

y
end of the corner to keep
the car over to theright in
preparation for the left-
hand hairpin at Turn 6.
“You're through the
best part of the track now,

techmcal sect:on From
the exit of the hairpin
you're flat through Turns

uji: Toyota’s third driver laps the track

Zonta has also driven
an F1 Toyota at Fuji

7.8 and 9, before getting
brakes for
another overtaking point.”
“Between Turns 10 and
15 it’s all frustrating first
and second-gear stuff. The
last three corners are off-
cambpr so it’s difficult to

a good exit on the last
corner, or you're penalised
down the long pit straight.”

“Improved overtaking is a valid point - it's

the importance of aero”

Toyota’s motivation for grabbing the race.
Fi1 Racing has been given a document
entitled ‘Shizuoka, the best place for the F1
race’, which makes the following points.
First: the prefecture of Shizuoka (location
of the Fuji circuit) is the cradle of Japan’s
automobile industry, having been the
birthplace of Sakichi Toyota and Soichiro
Honda, the founders of Toyota Corporation
and Honda Motor Corporation respectively.
Second: being situated just 62 miles from
Tokyo, Fuji has 63 per cent of Japan’s 80-
million population within a 190-mile radius.
Third: the long pit straight will offer some
of the best overtaking opportunities in F1.
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Points one and two are irrelevant. Toyota
can’t buy credibility through a tenuous
association with Soichiro Honda, and the
track’s location matters not a jot. Suzuka’s
coastal locale some 300 miles south-west of
Tokyo hasn’t deterred people from attending
the GP over the past 20 years. This year’s race
was a 160,000 sell-out, and who can forget
the late ’80s and early ’90s when more than
a million people applied for tickets every year.

However, 1mproved overtaking chances
is a valid point because they’re limited at
Suzuka by the importance of aerodynamics

1e track. Ex-Tyrrell and Arrows F1 driver
Tora Tal\agx now a Formula Nippon and

Japanese GT front-runner, agrees.

“Suzuka is a much more challenging trac
to drive,” he says. “If you get Suzuka right
ona mlahf\nng ]an vou have every reason
feel satisfied. Fqu on the other hand doesr
offer that challenge, but the racing is nearly
always better, thanks to the long straight.”

Whatever the pros and cons of Fuji
Speedway, it’s on the calendar to stay and
the F1 world must roll with it. But it would
be a pity to lose Suzuka forever, and perhap
the arrival of Fuji will spur Honda into
updating Suzuka’s facilities in the hope
of hosting a Pacific GP in future yearq

“ yavs Tarnar
We would like to see two races in Japan

in the future,” says Honda F1 CEO Nick Fry.
“They would be justified because both we
and Toyota have two teams in F1, which is
a third of the grid.”

Fingers crossed. FO




James lived
life at full
throttle — just
as he did

his racing

— =
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0 the month — the most thrilling
world championship in F1 history
hit its climax at the rain-lashed
Japanese GP. The race delivered
maximum drama — and Hunt emerged |
as Britain's newest sporting hero |

tober
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HUNT LIMBERS UP IN & . 4
A TOKYO HOTEL [

ALASTAIR CALDWELL (McLaren team manager)
‘ . “Towards the end of the season, I couldn’t control
James — so Ilet him misbehave. But after we’d won
n Canada and the US, we suddenly found ourselves in
with a shout, so got very serious [going into Fuji, James
~ was on 65pts and Niki Lauda on 68pts]. We arrived
early in Japan and were able to get our body clocks
tuned in. All the others didn’t turn up until Tuesday or
Wednesday — and were jet-lagged and groggy, so we’d
already got a little bit of a psychological advantage.”
JOCHEN MASS (No2 Mclaren driver)
“It didn’t feel like the last race of the season. Our
- schedules were a lot easier in those days, so we were
- | pretty relaxed. T knew I had no chance for the title, and
~ was okay about the fact that James had done better

_than me during the year. Everyone in the team was [>
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Main: in the Fuji

front row (opp,
above), with
Andretti on pole




really geared up for the weekend, though — we kKnew
we had a good chance, and I wanted to help James.”
DAVE RYAN (Mclaren mechanic)

1. “The whole team just had belief. We were wrongly

. disqualified on a couple of occasions earlier in the
year and that just gave us a reason to dig deeper. All
the boys just felt the title was coming to us.”

Caldwell: “We were staying in a Tokyo hotel where the

Air France and British Airways crews would stop over.
Everv morning, there would be 1 new stewardegges in

very mornin there would be 15 new stewardesses in
the lobby and James would bound over and say, ‘Hello,
I'm James Hunt!” to which they’d all reply, ‘Oh, we
know who you are!” And he happily fucked himself

to death during the week before the race.”

Do we race
or don‘t we?
Hunt, Lauda,

¢ Peterson and

Jarier (all in

AT §
THE TRACK

WOT, US WORRY? McLAREN
WIND-UP FERRARI

e
Ryan: “The facilities were pretty basic in Japan. We

were in some rotten hotel somewhere, and you'd go

to one of the mechanics’ rooms and the drivers would

be in there drinking beers with the rest of the lads.

F1 was a much smaller, tighter group back then.”

TEDDY MAYER (McLaren team boss)

_“I don’t remember being worried about the
championship. One nice thing I do remember is

checking in at the Fuji circuit hotel and being presented

- with a bottle of whisky. I subsequently found out that

: Hunt steals
the lead from

: pole-sitter
. Andretti (who
. wins the race)
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Caldwell: “Our mechanics got up to a little mischief.
We made up a story that the tarmac at the track was
breaking up, and fabricated mesh guards for the
sidepods, radiator ducts and airbox. Niki was a good
mate of James’s and spent a lot of time socialising with
the McLaren boys — when he saw those gauze meshes
he ran back to the Ferrari garage looking worried.

“So Ferrari spent the whole of Friday morning
chasing around Tokyo looking for the correct gauze
when they should really have been focusing on gear
ratios and first practice. Of course, we then simply
removed the gauze. Afterwards, I remember Niki
coming up to me and saying, ‘You bastard!’ and
walking back to the Ferrari mechanics saying, ‘They
were taking the piss out of us, lads...””

DANIEL AUDETTO (Ferrari team manager)

“There was a bit of needle between us and McLaren
all year. But that’s normal business; it’s a competitive
environment. In Formula 1, you don’t need nice guys.
Teddy and I had to fight, although we could still go and
swssse=ss Nave a drink together afterwards.”

FEAR AND LOATHING
IN THE TITLE DECIDER

Mario Andretti (No1 Lotus driver, race winner)
4&#s _ . On Sunday morning, it started raining unbelievably

g g * — just this torrential rain. It was incredible. There was
a drivers’ meeting in the pagoda on Sunday morning —
‘we were trying to delay the start, but there was just no
way of reasoning with the organisers.”

Audetto: “Bernie [Ecclestone] came and met with most

of the drivers in a little motorhome and said, ‘Guys, do
me a favour. I have a contract with satellite TV to run
this race. Please just take the start.” You know Bernie

— he’s very good at getting what he wants.”

Ryan: “The Japanese crowd behaved very well during
the delay. Lance Gibbs, the team’s sign-writer. pulled
out the pit board and his whistle and went out onto the
straight and started entertaining the whole crowd.”
Caldwell: “Lance pulled out his Acme Thunderer
whistle and started blowing it. Suddenly, it seemed
like the whole crowd got out their whistles and started
blowing, too. Then Lance taught them to slow hand-clap,
and the whole grandstand clapped along with him.

“We needed to race in order to win the title, so I
sneakily got the mechanics to start the engines up. Of
course, nothing gets the crowd going like the sound of
the engines, and when the other teams heard this wap-
wap-wap as we warmed up our cars, they started doing

Caldwell looks
grim as Hunt
refuses to
protect his
rain tyres
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James leads

at Fuji for 61
aps before
both left tyres
cry enough

“When the. orgamsers heard all thlS whlstlmg, slow
hand-clapping and engine noise, they were horrified
and agreed to start the race immediately. By this time,
it was about 3.00pm and already getting dark.”

Niki Lauda (Ferrari world champion)

. “We were all sitting together when the Japanese race
_director came in and said, ‘Okay, we're starting the race
‘now.” I was the leader of the pack and got up and said,
“What the fuck’s going on?’ The weather was completely|
unacceptable — even the biggest idiot could see it was
impossible to race. He told us that it would be dark by
six so we had to start because of the television deal.”
Mayer: “James certainly wasn’t relaxed. He was very
grumpy and worried about the rain. He told me, ‘T'm
not going out there. I'm not racing, I tell you.’ I didn’t
hold him back. But, of course, I knew all along that
once he got into the car we wouldn’t be able to stop
him. Before a race, James was so nervous he was
usually physically ill. He was a difficult animal.”

Mass: “James was definitely more keyed up than
usual. He was so absent-minded, he walked out of the
back of the pits and took a pee against a fence post.
During the delay, he was totally oblivious of a crowd

of spectators on the other side of the fence. All the
Japanese girls were very shy and turned away. James
would never normally do that, but on that day his mind
was somewhere else.”

Lauda' “Since my accident at the Niirburgring I just

Az At T +ha racaroa.
didn’t have the reserves to take any frazy chances.

I decided to do just one lap and go home.”
Ryan: “It was quite mental to go racing in those
conditions. But us mechanics wanted to race —

Meapriberre
v & 4

FEAR

we wanted to get it over and done with.”

CHAQS, CONFUSION —
AND A CHAMPIONSHIP

Mass: “James and I had no real plan for the race. I just
knew he needed to finish at least fourth, and that rd
help hu:n if he needed it — and I was happy to.”

el o
Andretti: 10EY Were the worst conditions I'd ever

seen at the start of a motor race. There was so much
standing water, it was terrible. I was moving the
steering wheel more on the straight than in the corners.”
Audetto: “Niki pulled in straight away — it was too
dangerous. Mauro Forghieri [Ferrari designer and
team boss] and I had to look after him and decide what
to tell the press. Niki told me, “Tell them it was my
decision, because I don’t want to hurt James’s image.”
Lauda: “The mechanics accepted my decision — they
had to. Even Mr Ferrari accepted it — I rang him
afterwards and told him. Anyway, I didn't lose the
championship in Japan — I lost it at the Niirburgring.”
Andretti: “After a few laps, the rain started to subsnde
then it stopped. It became a question of riding it out.”
Caldwell: “When a track starts to d.ry the most
important thing is to keep those rain tyres wet. So

we hung out a pit board with the words ‘cool tyres’

on it, and Jochen immediately splashed over into

the puddles to look after his tyres. But James didn’t
respond. He drove steadfastly on the drying line

— I was so angry with him.”

Andretti: “I was leading the race and James was my
pursuer. Then, all of a sudden, he disappeared — and [>
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FUJI THEN
1976 JAPANESE GP
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I didn’t need to guess what had happened to him.”
Caldwell: “We’d held out another pit board with an
arrow pointing to the pits — we’d be ready for him if
he wanted to stop, but we hung short of holding out

an ‘in’ board because we knew it would be his decision.
He ploughed on — but it got so bad that both left-side
tyres failed.”

Ryan: “When James came in, I was on the left front.
While we weren't a big team, we all worked on both
drivers’ cars and got him out quickly. Still, James
thought we'd blown it.”

Mayer: “We were absolutely on tenterhooks. Even
though we had to change both tyres, we didn’t think

it was game over. We knew that if he got back out there
and started fighting he’d still be in with a chance.”
Andretti: “My tyres were getting worse, too. The
final corner, a long-radius uphill right-hander, was
just killing the left-front. But I had to keep pushing
and search out the wet patches. I could see the tread
changing colour and the car was understeering more
and more, but T was gonna try to bring it home

and still win.”

Caldwell: “James rejoined in fifth and immediately
passed a couple of cars. Then he came up behind
[Clay] Regazzoni — normally one of the toughest guys
I to pass. Stupidly, Ferrari had told Clay a few weeks

[ earlier that they were sacking him for the following

E season. And because he knew he was on his way out,
]
1

he simply pulled over and waved James through,

“Third!” Mayer
W gestures,
#2: which is even
i « = better than
a Hunt needs

g

i
1 November 2006 &

Lauda plays
it sensible,
retiring at
the end of
the first lap

and James finished third — it was unbelievable.”
Mayer: “When he drove back into the pits, he didn’t
believe that he’d done enough. He was shouting at
me, saying terrible things. But I kept shouting at him,
‘James, you've won!” It took him two or three minutes
; to calm down enough to let it sink in.”

FRANK WILLIAMS (team owner)

“There was certainly a little bit of confusion. James
wouldn’t believe it — and I ran up to him and said,
You've won! You've won the title!” But there was such
hullabaloo that it was hard to get through to him.”
= Caldwell: “James just got over-excited. We never

messed up — we were rock solid.”
Lauda: “After I lost the championship, T was happy
that James had won it. He was my mate.”

THE %
AFTERMATH —

THEY DON'T MAKE CHAMP
LIKE THIS ANY MORE |

Lauda: “I was driven back to the airport with the race
still going on. I told the driver to keep the radio on, but
we drove through a tunnel and lost the signal. It was
only when we finally stopped at the terminal and I saw
the Japanese Ferrari importer’s face that I immediately
| knew I'd lost the championship.”

[ Caldwell: “On Sunday night, the mechanies somehow

[ got hold of a cable-laying truck with a huge roll of ecahle.
They drove it round and round the hotel, barricading
up every door and ground-floor window. Then they
clambered through a first-floor window and went to bed!”
Ryan: “We partied so hard that one of the lads lost

his plane ticket. We still managed to get him through
immigration and onto the flight without it. There was
so much confusion — I don’t think James was sober
for a long time after that race.”

Caldwell: “That weekend changed James’s life — you
can’t win the world championship without having it
alter your perspective somewhat.”

Mayer: “The title gave James even more confidence

to be a bit of a rebel. He knew he could get away with
anything after he'd become world champion.” FO




Your career progress has

been pretty meteoric so

far. Tell us about your early
racing experience and

how you started.

I drove my first home-made
kart in our back yard when I
was just three years old, but
Ididn’t start racing properly
until 1995 [when he was
seven]. We just took it race
by race, week by week. Then I
was lucky enough to be eligible
to compete in the inaugural

vear of 2 new *nm}—kumng

formula for kids aged from
eight to 12. In 2003 I stepped
up to Formula BMW and won
the title the following year.
Then in 2005 I moved up into
the F3 Euroseries and stayed
there in 2006, which is where
we are now.
When did you first receive the
invitation to test for the BMW-
Saubei team? And what did
you make of the experience?
Well, the first time I drove an
F1 car was September 2005,
when I tried a Williams-BMW,
but that was just to get a first
idea of what an F1 car was
like, how much heavier
it was than an F3 car and so
on, rather than a serious test.
Then in July I had another
test, this time with BMW-
Sauber at Jerez, immediately
after Indianapolis, where I
qualified for my Superlicence
after covering the necessary
number of kilometres. Then
there was the thing with
Jacques [Villeneuve] leaving
the team and Robert [Kubica]
moving up to the race team. So
by then I was just beginning to
think that it might work out for
me. The next thing I knew was
that I got the call and suddenly
T was arriving in Istanbul for
the Turkish Grand Prix.
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Imrddriver: BMW-Sauber

On family values, progressing to F1, speeding fines and a bright future

You will always be remembered

as the driver who picked up
a pit-lane speeding fine
on his F1 debut,

Yes, after only nine seconds.

I forgot to push the button as

I went down the pit lane for the
first time. Then I did it again at

Monza, but the fine was a bit
higher there at $3500. So I
thought, right, stop, that’s it,
no more.
Throughout your teenage
years you were very mvolved
in karting, so how did you
manage to fit in your
education?
It was always difficult for me
because I missed a lot of
lessons, but at the same time
it was also important for me
to have a proper education.
It doesn’t matter if you're
involved in motorsport,
football, hockey or whatever;
if you get injured and have to
take some time out, it can be
difficult to get back. And,
of course, if you then want
to apply for a job, they aren’t
going to ask you whether you
did a lot of sport when you
were a teenager. They want to

know about your exam results,

and that’s why a serious

education is so important.
Were your parents always
supportive of your motor-
racing ambitions?

Oh yes, very much so. We did

that first season on our own,

which I think cost us about

$9400. But then we had to

raise some sponsorship if I was

going to be able to continue.
Iremember dressing up in a
suit and attending all the
racing shows in an effort to
raise the money we needed.
Fortunately, we found Red

Bull very early on, who are still
supporting me, and now we’ve

got BMW, too. But my parents
were always very supportive,
always taking me to the kart
races. I meain, when you're 10
you rely on your parents a lot
because you can’t drive on the

road. They were also at Monza,

but obviously can’t come to all
the races as my father has to
work and I have an eight-
year-old brother who is in
second grade at school. Come
to think of it, I'm still not old
enough to be able to hire a car.
Niki Lauda said it wouid be
interesting to ask you whether
it was actually easier to drive
amodern F1 car than your
current F3 car. What do
you think?
WEell, yes, in an F3 car we
don’t have traction control,
so maybe it’s a bit harder —
and, of course, I haven’t
driven an F1 car in the wet.
There is obviously a lot more
downforce on an F1 car, but
you have to be really clean
and precise about the way
you drive it, whereas in an
F3 car you have to throw
it about more with a lot of
steering input.

So what are your plans for

next season?
To be honest it’s a bit early
to say. I haven’t had time to
think about it. After Japan I
headed back to Europe for
the Le Mans F3 Euroseries,
then I went to the Brazilian
Grand Prix. After that it’s
back to Hockenheim, where
F3 is supporting the DTM
final. So it’s quite busy, but
atleast I can collect some
mare air miles, Once that’s

all finished it won’t be quite

so busy and there should be
plenty of time to sit down and
consider what the best options
are for next year. FO

+5 fast facts

1

What do you have on your
iPod at the moment?
There's just so much. | just

keep piling more on, but
if you ask me what's my
favourite, then | would
have to say The Beatles
What's your favourite
food?
My mother‘s!
Who would you most like
to have dinner with?
My family, including all
my aunts and uncles

4 Where did you last go
on holiday?
Austria, but | would love
to go to the Maldives
What is your favourite
comedy series?
Little Britain

BMW's Mario Theissen and
Burkhard Géschel with Vettel
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“The next thing 1
knew I got the call
and I was arriving

in Istanbul for the
Turkish Grand Prix’




HEIKKI KOVALAINEN

stepping into Fernanc
of luck, fella. That lea

F1 rookie, is
shoes. So, lots
ing curve will be...

Words Peter Windsor Pur‘trﬁf:s Charles Coates/LAl

et’s get one thing straight: Heikki Kovalainen is not a Mika or Kimi. There’s
even an argument for linking him to Lapland, because his home town is
Suomussalmi, in the neighbourhood of one S Claus, and he doesn’t mind
the Christmas trees and reindeers association. That’s Heikki with a smile.
Then there’s another Heikki — one who is ice-pick hard — as hard as the
Finns who beat back the Soviets in the Battle of Suomussalmi in 1939-40.
Don’t be deceived, then, by appearances. Heikki may look Kimi-esque,
and may indeed have a talent quota right up there with the great Mika’s.
As an individual, though, he’s from another world — of adjectives, adverbs,

aich coant O

very fluent English. Finally = and how’s this for differing from the F1 norm,
let alone the Finnish norm? — he has no reservations about talking to the
press and his sponsors whenever possible and in being not only polite and
Having Heikki around in a race-winning ear will be a bil like having
Gilles Villeneuve back in the paddeek. Suddenly, our faith will be restored.
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Marking time in
his testing role

{a e
T

o how will he go, this non-Finnish
Finn? Unfortunately, a couple

will team up
with Fisi in ‘07
- but it should
have been with
Fernando

who gives Renault their best chance of
winning. And, as such — as the spearhead of

In short, Renault have to some extent
wasted the opportunity of bringing Heikki

ol things will run against Heikki
in 2007 — assuming, of course,
vou're being dispassionate about
his chances and asking: *Can Kovalainen
take up where Fernando Alonso left off?” (If
vou're making appropriate allowances — as
in, “This will be his first F1 season, so he'll be
succeeding even if he achieves a few placings,
let alone wins” — then that, of course, is
anoth na ‘ou won't be disap
As the driver stepping right into the seat
vacated by Fernando Alonso, however; as the
“spearhead” — and here I take the word right
out of their press release — of Renault’s
championship challenge, Heikki has much to
sustain and then to deliver. So the pressure
on him will thus be much greater than that
on, say, Nico Rosherg or Lewis Hamilton.
“Spearhead.” I misquote slightly, because

Renault’s championship hopes — Heikki will
be carrying a lot on his Fisi-sized shoulders.
The big surprise, of course — the tragedy,
if you like — was that Renault got it wrong in
2006. Not in terms of their championship
challenge but in terms of their future. I wasn't
the only observer to suggest at the start of
this year that the team should be Fernando
Alonso/Heikki Kovalainen — and we said so
@ ] ery o SSONS- ORe Hotc

development would be faster and more
defined with Alonso in the other car; two,
Fernando did not need the support of Fisi to
mount his second championship challenge
{on the contrary, Fisi's performance was
inevitably going to fall again if things looked
good for Fernando); three, re-signing Fisi
on the basis of ‘continuity’ inevitably meant
that Renault were going to work around him

along at the best possible rate. Yes, he has
covered a million F1 test miles over the past
18 months and, ves, he will be capable of
winning races in 2007 if the R27is as
competitive as were the R25 and R26. What
he won't have is the benefit of a rock-solid
benchmark around which to work. Fisi, we
know, is not Alonso, either for fighting spirit
or plain, simple lap time. And that, in Heikki’s
Renault’s championship chances aside,
Heikki will, of course, be great to watch
and should quickly have the measure of his
much more experienced team-mate. He has
phenomenal car control; he has a brain that
allows him to be self-critical yet self-confident;
he knows how to manage a race; and, of
course, he has closely observed and analysed
Fernando over the past couple of years.

xd by Renamlt; as
long ago as last June, to describe Giancarlo
Fisichella's new role in 2007. I prefer to tie it
to Heikki because there is no doubt at all in
my mind that he will in reality be the driver

Q0 November 2006

in the absence of Fernando and o accept
his view as the real one. Heikki will be
performing within those parameters —~ and
his work therefore may suffer owing to

the standards that will be applied.

It has been quite difficult to gauge his
progress in 2006 because much of his test
driving has been in private and has inevitably
been linked to a given set of tyres, fuel load,
wing type or geometry. He has been very fast,
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All

the way with Renault

Heikki has been locked into the Renault

Driver Development programme since ‘02

nomena

ool
el

though — as at Barcelona, where, for a while
during the summer, he held the ‘unofficial’ lap
record, despite the Renault not being in full
qualifying trim — and, on the basis of Renault’s
on-going ability to win races, has obviously
been very accurate in the way he has gone
about his business. The shame was that an
illness — a stomach virus — affected him in the
critical, pre-China test at Jerez. With Fernando

needed Heikki in there, doing the homework
on the outer edge of the envelope, Fernando-
style. As it was, their data was primarily gained
by Fisi and José Maria Lopez. Not good.

So what sort of lap times can we expect
from the Lapp whose time it is? Heikki is a
relatively late apex driver in the Mika mould
— a trait that is due, I think, to his natural
tendency to soften the exit of tightening
corners by taking comparatively wide entry

correct steering rates. This caused him a few
problems on tighter corners because he was
inevitably asking too much of the car (the
later you turn, the sharper you turn), but at
the Silverstone test this year, particularly at
the complex, and then at Ricard, where I
drove laps with both Heikki and Fernando
in a Mégane 225 turbo, his development was
clear to see. Now, he was turning in earlier,

chand
loading up the lighter wheel a little more.
Now he had a more obedient car.

For an obviously aggressive and pushy
driver, however, Heikki still wasn’t turning
the steering wheel particularly quickly — but
then we have to remember that the reference
point in the Renault team has, for the past
four years, been one Fernando Alonso, he of
the all-time, record-breaking, dazzling initial
turn-in. I spoke to Heikki last year about

Iines. When my driver-coaching colleague,
Rob Wilson, and I were lucky enough to
see him a couple of years ago he definitely
displayed some initial excess wheel
movement on the entry to some corners,
coupled with some initial indecision about

Fernando’s ability to command the car at
this point of the corner, and thus to benefit
from increased front tyre temperatures, and
he was nothing but genuine in his praise for
Fernando’s creativity. (I say this in the
context of other drivers who have been

Five F3

wins in 2002 (left); G

P2 in 2005




HEIKKI KOVALAINEN

@{‘y rfefr“eshmg

istmg (above) derisive of Fernando’s style — or who, at
! under the best, believe that Fernando is flattered by
watchful eye of the Renault. We'll see about that. McLarens
Alonso —he is famously lack decent front ends, as Juan
. silky smooth, Pablo Montoya discovered; but Fernando
and very precise is no idiot. I can see him struggling with
perennial understeer at McLaren about
as clearly as I can see Juan Pablo on a
South Beach diet.)
I sensed, though, an inner belief that he,
Heikki, could do it his way — and I think he
can and does. The timing of the steering
input is just as critical as the rate at which it
dDD ‘l.llnllnl-n- > 0
are tied to footwork — to the rate at Wh]Ch
braking is decreased and throttle applied. If
anyone has an innate feel for this — for the
moment — it is Kovalainen. He is beautifully
supple behind the wheel. You could see that at
Ricard, and, as we’ve noted, he has wonderful
car control, a skill that is out there in the
realms of Tom Pryce/Ronnie Peterson/

Gilles Villeneuve.
Heis extremely pre(‘lse too, in his use of

pedal (nothmg wolent) at knownlg the exact
rate at which he should decrease the pedal
pressure, and in his placement of the car. His
gearchanging in the Mégane was silky-smooth,

as you’d expect, as was his heel-and-toe
co-ordination. You may say, “so what?” in this
age of paddle-shifts — but you’d be surprised
by the number of F1 drivers who are lumpy in
this department. As Ayrton Senna once said,
lumps are completely contrary to the flow of
a V g— alna any d vETl WIIO 1O d cIT
is a driver who is less than perfect.
To sum up, then: Heikki is a very bold,

very fast, very refreshing racing driver in an
F1 paddock cluttered with monotones and
PR-speak. He has great, natural car control
— which, at this stage of his career, without
Fernando as a yardstick, he is going to have
to be really disciplined about not using merely
to achieve the relatively simple, short-term
goal of out-qualifying or out-racing Fisi. To
compete with Alonso or Kimi, and to win the
championship next year for Renault, Heikki
will need to manage the dynamic weight of
the Renault perfectly for 100 minutes or
more, 17 or 18 times in the year, paying
particular attention to the exits of slow- and
medium-speed corners and chicanes. He has
been doing this pretty well in 2005-06, in
controlled conditions, learning from the
master that is Fernando, and I have no doubt
that he has the intelligence and skill to apply

himself now in races. Renault have given him
the opportunity he deserves; the difficult
thing, in the absence of Fernando, willbe to
continue that rate of improvement in the
vortex of racing pressure. 1




MONZA 1961

the y
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Interview Tom Clarkson Portraits Darren Heath

Phil Hill
I I J Ferrari’s 1961 world champion,

hunches over a lightweight shooting stick as he shuffles through the
2006 Monza paddock. One laborious step at a time. It’s a poignant
moment, surrounded as he is by supple Italian youth and memories
of those far-off days of F1 ascendancy when he took the title at this
very circuit. How different things look now. Phil is a frail old man.
On his trip down At 79, his voice rises to little more than a whisper and he says it
Monza’s memory hurts to walk too far. Naturally introverted, he has become increasing;
lane, Phil pauses reclusive as old age and immobility have caught up with him.

at Curva Grande His back aches — a dull pain that’s a legacy of too many years of

pounding abuse inside the cockpits of racing cars. He stops beside
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CV Phil Hill

DOB April 20,1927
Lives Sacramento, Califo

1950 Began racing i
1952 International di
1955 SCCA sports
1956 L ands Forrari facto D =
1958 Scores first of three Le Mans 24 H
1958 Makes Formula 1 debut in Jo Bonni
1959 First full F1 season with Ferrari (20pt
1960 F1 with Ferrari, Scores first victory at
car (1 : championship)
1961 Wins Italian GPs on way to ti
1962 Final s& with Ferrari (14pts, 6thin cha
1963 F1 with ATS (Opts)
1964 F1 with Cooper (1pt, 19th= in championship)
TOGE Final F T Tace in an Eagie at Mionza (Upts)
1967 tnds career with BOAC Brands Hatch & Hours sports car winin Chapaljril e

er for a front engined

. 15t in championship)

In the 1961 title-
winning Ferrari 156
(below); at Reims

in '61 (opp) where
he was on pole

for the French GP,
and produced the
fastest lap, before
a spin put him out
of the reckoning
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MONZA 1961

a Toyota transporter to take a little pain relief. From his trouser

3 ari e f thao wwnaly rmanlad e
pocket he pulls a plastic box with the days of the week marked on

top. From the compartment marked ‘Saturday’ he takes a pill and
puts it in his mouth. He swallows hard before continuing his journey
towards the pit lane. Few people recognise this self-effacing, gentle
Californian. In the youth- and image-obsessed world of modern F1,
Phil no longer fits. His age is off the scale — he’s from a bygone,
pre-Michael Schumacher, era.
So just remember two things: first, the faces of those who
do recognise him — a vanishingly small number — light up with
affection; and second, in his day, behind the wheel, he was a legend.
In his pomp, from 1958 to 1961, Phil could be devastatingly fast.
Back then he was swaimped by adoring ifjosi in the Monza paddock.
Not today, though. He’s heading for the entrance to the pit lane
for an F1 Racing photoshoot. The pain-relieving chemicals are slow
to kick in, and after covering a bit more ground, he asks to sit down.
He places his shooting stick outside the Williams pit and watches
the team prepare their cars for tomorrow’s Italian Grand Prix.
Frank Williams sees us from his team’s pit garage and offers Phil
his spare wheelchair, which he accepts... grudgingly. “That’s very
kind,” Phil says in his soft Californian lilt, “but I don’t want anyone
to see me in this.” I push him towards our rendezvous and we stop
outside the Ferrari pit, where mechanics are swarming over Michael
Schumacher’s 248. Phil stares at the activity, grinding his teeth.
“The race team were run very differently back then,” he says.
“They definitely weren’t the tight-knit group you see with
Schumacher, [Jean] Todt and [Ross] Brawn.”
So the story goes, Enzo Ferrari didn’t
actually congratulate Phil on winning,
At the wheel, Phil is the world title until three days after he
LGN ELCL NI MW clinched it, when Phil visited the OId
leading Ginther at Man’s house in Maranello. Phil refuses
Monza ‘61 (right)

THE KLEMANTASKI COLLECTION; BERNARD CAHIER

to be drawn, saying simply that “things were different”.

F1 Racing snapper Darren Heath is waiting for us outside the
Renault pit in an FIA Mercedes A-class, in which we’re going to
complete a lap of the track. We decant Phil into the driver’s seat,
ready for his first lap of Monza in more than 40 years. Now he comes
alive. The back pain evaporates and suddenly his posture straightens.
He doesn’t drive fast — no more than 50mph at any point — but
driving is clearly something he still takes very seriously. He shuffles
his bottom deep into the seat and cocks his head forward in
concentration. On the approach to the first chicane he begins to
speak, but I can’t hear what he’s saying over the engine noise. I push
my Dictaphone close to his mouth and listen to the words later.

“In an F1 car this place felt damn’ fast,” he says. “It seemed like a
dangerous circuit but, then again, everywhere seemed dangerous in
those days. It was a slipstream track. Whoever was behind was going
to be ahead a minute later. It made it challenging because it was very
close racing.” He gestures, his hands conveying cars running nose-to-
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156 was easily the
 tail and wheel-to-wheel. class of the 1961
. “Monza was also the first track at field, winning five
. which I decided to wear a seatbelt. It out of seven races
. was at the ‘War of Two Worlds’ race,
¢ when the Indycars came over. Dan
. [Gurney] and I went out to the banking to watch and were alarmed
to see the way those big cars jumped around. [Luigi] Musso, who was
| fastest, was half out of the car, just hanging on to the steering wheel.
| “We had a heck of a time locating a belt, but finally found one in
. Milan. It was one of those big military-type belts. The main reason
. for wanting it was because if the cars were going to be as loose as they
| looked, we didn't care what we did. Anything to save the situation.”

MUSSO WAS HALF OUT OF
THE CAR, JUST HANGING ON
TO THE STEERING WHEEL"

. Phil stops the car on the outside of the second chicane, beside a
| dilapidated old wall. He gets out and leans against the nearest barrier,
. looking in the direction of Curva Grande. The profile of the corner is
unchanged from his day, but it wasn’t easy-flat back then; more a flick
. from fifth gear to fourth, balancing the car on the throttle until the exit.
. Wedrive on. At the exit of both Lesmos, he runs the car out to the
| rumble strips and there’s even a hint of opposite lock as the car bounces
. around. At Ascari, he says simply, “This is where Alberto died”; under
braking for Parabolica he says, “This is where Trips was killed.”
Morbid reminiscence? Perhaps, but Phil was always remarkably
candid about the dangers of the sport and
) find a balance between the
With 156 designer erils an ures of his professi
Carlo Chiti - von
Trips's death is writ and centre back then,” he sa
large on their faces hyper-sensitive to the danger, and w
sure that I wasn't going to kill myself. As [>
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MONZA 1961

a result, racing brought out the worst in me. Without it, I don’t know
what kind of person I might have become. But I'm not sure I liked
the person I did become because I was selfish, irritable and defensive.”

When his team-mate, Wolfgang von Trips, then leading the 1961
championship by six points, was killed at Monza, Phil’s title victory
became inextricably linked to death. Phil took the race and with it
the crown, by a single point, but you'd be wrong to call him lucky.
He’d worked hard behind the scenes to lay the foundations of that
success: the night before the race, he was even refusing to drive in
the GP unless he got a new engine because he was worried about
valve springs breaking on the motor he’d used during qualifying.

That ’61 race was Phil’s second successive win at Monza and
rounded off a four-year run in which he had finished no lower than
third in the Italian GP. “Yes, when I look at my results,” he says,
“Monza was always good to me. But it was the circumstances that
made it difficult for me to remain upbeat. So many drivers were
getting killed, and they weren't just fellow competitors — they were
team-mates and friends.

“I never thought I could drive Monza better than anyone else.
For me, that attitude was the classic way to kill yourself. There
was no logic to it; I just went out there and did it.”

At the end of our lap in the A-class, Phil peels into the pit lane

/

The 1961 Monza start:
there were 32 cars on
the grid, the Ferraris
lining up first to fourth

- “I'M NOT SURE I LIKED THE

PERSON I BECAME: SELFISH,
- IRRITABLE AND DEFENSIVE"

where he parks up. He pauses in the cockpit
for a second, saying nothing, before we help
him back into the wheelchair and push him

to the Ferrari hospitality area.

He sits down in the main Ferrari
motorhome to eat an orange and arrange a
time for his chauffeur (laid on by Ferrari for
the weekend) to pick him up and return him
to his hotel at Lake Como. Then he’s left to his
own devices for a few minutes until Jean Todt
walks over to welcome him.

“Phil,” says Todt in a loud voice. “It’s great
to have you at the race — welcome.”

They discuss Lake Como for a while, but the
conversation is one-sided because Phil is tired
and finds it hard to make himself heard. Todt
then disappears into a huddle of engineers,
who are discussing whether Fernando Alonso
held up Felipe Massa during qualifying.

‘While Todt and Phil are talking, Michael
Schumacher walks into the motorhome and
sits at the adjacent table. When Todt has gone,
Schumi comes over and introduces himself.

“It’s a pleasure to meet you,” says Phil.
“Congratulations on everything you’ve
achieved. Hell, I only won one championship,
yet you've got seven — maybe even eight
quite soon.”

“To be honest,” says Michael, “the first one was the most special.
The others feel pretty much the same.”

Their conversation moves on to the differences in layout between
Monza today versus Monza in 1961, and then to the differences in
the cars. Michael is tenderly solicitous, a quality he rarely shows to
the outside world, helping Phil to sit down before returning to his
table of friends.

Phil then proffers his thoughts on Ferrari and Monza, a track that
he owned for a couple of years, in the sense that a sportsman can
own the affection of a crowd.

“T’'ve always loved Italy and Monza,” he says. “This was one of the
first Continental tracks that I ever went to, and for that reason I have
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Hill takes the chequer
— and the championship
by a single point

Jim Clark and von Trips
collided at Parabolica

apbove

Trips and 11 spectators

g VO

a lot of feeling for it. The crowd were very colourful and there is
something special and distinctive to the sound you get at Monza.
Hearing the cars come out of Parabolica and pass the pits flat-out
has always had a certain sameness, whether it was a 2.5-litre Vi2 o
a 1.5-litre V6. I don’t know if it’s due to the way the sound bounces
off the grandstands, but it’s always been the same at Monza, and
I like that. Yes, I've always liked that.”

Raphael, Phil’s chauffeur, then appears at the door to drive him
back to his hotel.

Hunched over his lightweight shooting stick, Phil shuffles throus
the Monza paddock towards the swipe gates. One laborious step at
time. And with no plans to return. FO
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“Suddenly, we're off, sideways,

backwards, spinning, crunching

gravel, finally facing the wrong way”

he speedo needle has just climbed past
250km/h (155.35mph), and is still arcing
steadily clockwise. Alex Wurz hooks sixth as
swiftly as it takes to say his surname. This is

seat, head tilted in the same direction, alert
blue-green eyes looking a long way ahead,
hands gripping the wheel a smidgen higher
than a-quarter-to-three but not quite as
high as ten-to-two, left foot poised directly
above the clutch pedal (but not riding it, of

course), right foot rammed on the gas.

We flashed past the pits a long time ago.
I take a peek at the speedo again: 260km/h
(161.56mph), maybe a tad more. The First
Chicane is almost upon us. I snatch another
glance at Alex’s face, at his eyes. No change.
Calm but in control. Suddenly, without
blinking, he stamps on the middle pedal,
and, with nary a hip-wiggle, the Pagani
Zonda F (for Fangio) sheds speed like no
other road car I've been in before.




Zonda at Monza
is fast and fun.
“Like winning
at Le Mans in
'96,” says Alex

Wurz just loves the
Zonda’s cabin — and
relishes its power,
topping 260km/h
(a cool 161.56mph)

trajectory tee’d up perfectly for a swift exit

Or not... because, in an effort to have even
more fun than we are already, Alex plants
his right foot as we slide through the second
apex — and suddenly we're off, sideways,
backwards, spinning, crunching gravel, and
finally facing the wrong way.

“Er... oops,” says Alex, with his distinctive
high-pitched giggle, but already he’s in first,
inching the car forward, back onto blacktop.

power-to-weight ratio is 528bhp per tonne.”

had a different kind of power-to-weight ratio
in mind. I've turned the TC [traction control]
off, of course, because it’s more fun like that,
but I guess I was treating it like it had, you
know, 200-300bhp per tonne. You know,
like a normal high-performance road car.
And to get normal high-performance road
cars to go sideways, in the dry, you really
have to floor it and flick the wheel at the

It goes like this, and as simple as this:
sith-fifth-fourth-third-second, just one
tand on the wheel throughoult, steering
mfinitesimally nuanced as he gets third
sut then rapidly yet oh-so-progressively
mereased as he snicks the lever hack to
second and turns-in.

Now we're thumping the apex rumble
strips on the right, the car deliciously
mweaked to 10 degrees of opposite lock,
f#=fily applied again with one hand, our

And, no sooner has he done so, than he dials
up 6000rpm-odd, dumps the clutch, yanks
the wheel over to the right and spin-turns us
back onto the straight (and narrow).

Curva Grande is easy-flat, which means an
indicated 22o0km/h (136.71mph) in a Zonda
F, and Alex is hooting with laughter all the
way round. Chatting. too: “Wow! I guess that
was what you could call an eventful first

9%
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“I hope so.” (They were.)

“This car really does have a lot of power.”

“It sure does. This is the F version, with
the CluhSport package. which is good for
650bhp. It only weighs 1230kg, too, so the

same time. I did that, and, well, you saw
what happened...”

“Sure did.”

“Maybe the problem was the excess cross-
weight on the right-hand side of the car,” he
says, chuckling, pointing al my claret-gut.

We both fall silent as the second chicane
is done and dusted in a few savagely rapid
movements of hands and feet — plus another
i I_ _!!__ OCK — and nen 7:
accelerating hard towards the Lesmos.

“Obviously,” he goes on, “for normal road
use you'd have the TC on. I guess they've
specced the throttle response and curve with
TC in mind — because, without it, which is

November
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always quicker on track in a road car, it’s
pretty twitchy. A bit too twitchy, in fact.”

The Lesmos are truly wonderful corners —
160km/h (99.42mph) in an F1 car, 100km/h
(62.14mph) in an F. But plunging out of the
second one towards Ascari, hurtling through
the trees, flitting in and out of dappled
sunshine and shade, is a fabulously evocative
experience.

“This is super-cool,” says Alex. (‘Super’ is
a very Alex word; everything is either super-
this or super-that.) “And the cabin of this car
— you know, the bubble — reminds me of my
days with Mercedes and Porsche at Le Mans.
And it’s a super-nice feeling, man.”

For the train-spotters among you, I should
at this point state that Alex became (and
remains) the youngest ever outright winner
of Les 24 Heures du Mans when, at just 22
years and four months, he won the 1996
event in a Porsche WSCos5.

We scythe through Ascari, the Pagani
nerfectly noiced throughout evervinch of
road casually utilised, 10 degrees of opposite
lock this way then 10 degrees the other, the
steering done always with one hand. But
Monza is all about straights, and the Pagani
eats 'em up.

“Super engine, no?” says Alex, as he gives
12 Mercedes cylinders and 7291 Mercedes
cubic centimetres the full treatment in third,
then fourth, then fifth. “I really like this car.
Look how well-finished the interior is — all
the switches, so nicely machined, so carefu

detailed. Super-good.” [>

Left: post-gravel
tweak. Right:
snapped by
Ferrari guys
in the pit lane

Looks quick,
even when it's
going slow.
When it's going
quick... wow!

Wourz hit concrete —
and headlines — in '96
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"It's a very guick car — but also very, er, high
heels-operatable,” says Alex as we chmb out

We touch 240km/h (149.13mph) !
before slowing to 120km/h (74.56mph) A Zonda |aP °f Monza...
for the entry to Parabolica — and, even ...Wurz-style. Alex was :-) or at the very least
though F1 drivers tend to dismiss it as ;-) about his two spins at the First Chicane
straightforward, it’s a mighty corner
to be driven through by someone who Jo2 Yy
really knows the way. The apex is a long : o m
one, and hard to spot — well, hard for a9
me — but Alex piles on ever more e
throttle as we track around, showing Y
150km/h (93.21mph) as he takes fourth
on the exit rumble strip.
In the end, he does four laps. He spins
once more — again at the First Chicane,
where indeed he pirouetted his Williams
the day before — and would clearly have
liked to do more had time allowed.
We roll to a smoky halt. Christopher
Pagani — the son of Pagani founder
Horacio and Nelsinho Piquet looky-
likey — who delivered the car for Alex’s
- ) Monza delectation, is beaming proudly.
6 . = - “It’s a super car,” Alex tells him as we
: : climb out. “Very quick — but also very,
er, high heels-operatable. It’s easy to
drive slowly, to manoeuvre. It’s got a
good steering lock and an easy clutch.
It pulls away easily on idle. How much?”
“About $740,000.”7

“Pity. » 1

T —

(Left, from top to
bottom) Zonda

F is beautifully
detailed, inside
and out. Massive
exhausts are a
signature feature
— as is storming

{laal 8y
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Didier Coton
Managenr, Alex Wurz

On Wurz's prospects for 2007; on the state of Williams; on Mika Hakkinen

Which drivers do Aces
Management Group [Coton's
company] take care of now?
Alex Wurz, Mika Hakkinen,
Olivier Panis, Nicolas Lapierre,
James Rossiter, Roger
Yasukawa and a girl called
Marléne Broggi.
Describe the kind of a guy Alex
is, both as a driver and a man.
Alex is a great driver — quick,
fit, technieal, intelligent. He’s
an aggressively competitive
racer — people who associate
him only with the tens of
thousands of testing
kilometres he drove for
MclLaren and Williams
between 2001 and 2006 will
see that steel again next year.
And, even though he’s still
only 32, he’s fantastically
experienced — he has already
started 53 grands prix, the first
as long ago as 1997. Last but
not least, he’s a super guy and
a great family man.
Apart from Imola 2005, when
he repiaced the injured Juan
Pablo Montoya, Alex hasn't
driven a grand prix since 2000.
Will he be race-rusty in 20077
Did he look race-rusty at Imola
last year? No, he optimised
MecLaren’s pit-stop strategy
to leapfrog three other cars
and build on that advantage
[Wurz finished third, behind
Fernando Alonso and Michael
Schumacher]. So I have no
doubt that he’ll get the job
done, just as I have no doubt
that a team as serious about
winning as Williams wouldn’t
have given him a race drive if
they didn’t agree with me.
What's your impression of
Williams these days?
Very good. Wherever you go
— factory, motorhome, garage
— yvou get a real sense of racing
spirit. But, more than that,
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everyone is utterly focused.

What kind of season do you

think Alex will have in 2007

in terms of results?
It’s very early days as far as the
Williams-Toyota relationship
is concerned, but I have a lot
of past experience of Toyota —
from Olivier’s time there —
and I know how committed
they are to achieving success
in F1. And, speaking to Frank
[Williams, team principal],
Patrick [Head, director of
engineering] and Sam
[Michael, technical director],
I get a strong sense that they
understand where they need

to be and how to get there. And

Alex’s input will be crucial to
that journey — as will Nico’s
[Rosberg], whao I think will
have a good year, too.
When you took Alex on in
early 2005, he was in no-man’s
land at McLaren, testing but
never racing. It isn‘t the first
time you've rescued a driver's
career - you did it with Oiivier,
too [Panis had no race-drive
options for 2000, so Coton
placed him at McLaren as
third driver, from where he
relaunched his race career at
B.A.R-Honda and Toyota].
What'’s your secret?
There’s no secret — I do things
my way, that’s all. But Olivier,
like Alex, was and is very
professional, technical, quick
and open to new ideas.
Which of your other drivers
are on the cusp of F1?
Nicolas sustained an injury
at Monaco this year, which
meant he wasn'’t able to do the
excellent job in GP2 that I
know he’s capable of doing.
So he’ll do GP2z again next
year. As a part of Honda’s
young driver programme,
James has already had a taste

of F1 — in fact, he's tested
Honda's F1 car several times
this year. Honda are investing
in him, moulding him, and it’s
good to see. Both Nicolas and
James have real F1 potential.
What about Olivier?
Olivier has decided to quit
F1, having been a test driver
for Toyota for the past two
seasons, because he still aches
torace. So all I can say at the
moment is: watch this space!
Would you say the time you
worked with Mika at McLaren
in the late '90s, when he won
back-te-back championships
[in 1998 and 1999), is the
hiaghlicht of vour career o far?
ghlight of your career so far?
In a sense, yes — except that in
those days I was working with
Keke [Rosberg], and Keke was
Mika’s actual manager, not
me. But I worked with Mika
every day throughout that
time. And watching him
develop, and win, and guiding
him throughout that process...
well, it was marvellous. But, in
a different way, helping Olivier
and Alex find their way back
into F1 race drives has been
every bit as satisfying.
Was it ever possible that Mika
might return to F1 as was
rumoured in late 20047
Well, he was approached
by a team, ves, but I'd rather
not name that team [if was
Williams — ed]. At one point
Mika was very keen, and,
together with the team
concerned, we spent many
months discussing the
possibility, but it never
happened. And sowe
approached Mercedes — with
whom Mika, anyway, had an
excellent relationship, having
had so much success with their
engines in F1 — and he ended

up in DTM, which he loves. FO

Have you ever carried a
driver’s briefcase for him?
Of course!
) You‘re Belgian - so what's
L. your favourite Belgian
beer?
I don't drink beer. | prefer
wine every time.
Is it true that you used
to live in Wales?
Absolutely true - | lived
in Brynmawr for two-and-
a-half years.

M Whirk ic vaur favanrita
Ty s 15 YOUr Tavounse

city for a weekend break?
What with the amount of
travel | do, the answer has
to be my adopted home
city, where | can relax
with my family: Meonaco.
Do you believe in God?
No, | was never brought
up to do so.

Williams chassis engineer Frank

Dernie (left) confers with Coton
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BRAZILIAN

GrandPrix

Round 18

Interlagos 22.10.06

by Peter Windsor

aftr onelat so

Alonso took the championship, and Massa the race, but

Brazil 2006 belonged to one man: Michael Schumacher

took with him to Brazil those to whom he is

Into his last F1 race Michael Schumacher
very close — his wife, Corinna; his father, Rolf;

his former masseuse and trainer, Balbir Singh;

his manager, Willi Weber; a couple of friends
from the karting days in Germany (Peter

Kaiser and Heribert Fringeling); his mate Mick

Dochan and scme new friends frem his
second home in Norway. They stayed at
the Grand Hyatt, flush with the teeming dual
carriageway that is the road to Interlagos,
and for the most part, in between dinners
in the local churrascarias they sat around
the back of the Ferrari garage, playing
backgammon and avoiding the stares.

Team Michael. Team organisation. Team
leave-us-alone.

Team Ferrari.

You coulid see it in the eyes of Chris Dyer
and Nigel Stepney and Aldo Costa and the
engine guys and the mechanics and the
engineers. You could see the sadness as
reality broke — the reality of a Monday
morning afterwards and the harshness of an
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Massa led into ; dived up the

inside in a desperate bid to make up places

airport security check and a seat in the wrong

part of the plane. The reality of a Ferrari team

that no longer features Michael Schumacher.

He was fine, though. There were no regrets

as he was driven into Interlagos one more
time, through the infamous Gate Seven, past
that statue of José-Carios Pace, through the
tunnel, up by the Shell tribune and then right
up to the swipe gates. One more ‘Bong-
bing’. One more quick run through the
mélée. Let them chase Felipe! Local hero

on the pole! Rubens eat your heart out!

BRAZILIAN GRAND PRIX, LAP 47
TOP 10 TAKU

, Takuma Sato set the ninth fastest lap of |

the race; a perfect summary of a stunning
perfarmance by the Super Aguri driver ==
he headed for 10th place ahead of Red J
Bull, Torro Rosso and Spyker. “Thisisan |
absolutely fantastic result,” enthused
Sato. “This was another great team efforz |
| felt comfortable in the car. | was taking |
the corners side-by-side with the other
cars on the first lap and we overtook the
Red Bull and Spyker cars. We were really |
able to push and take it to the two Toro
Rossos, so for the whole time | was racing

ed it. Abig tharm=
to all the team; it has been a long and hars
season but this is so encouraging.”
Maurice Hamilton

Takuma Sato finished an excellent 10th
ahead of Red Bull, Torro Rosso and Spykes




DRIVERS’' CHAMPIONSHIP
. =fter 18 of 18 rounds

1 Fernando Alonso 134
2 Michael Schumacher 121
3 Felipe Massa 80
- Giancarilo Fisichella e
5 Kimi Raikkénen 65
8 Jenson Button 56
7 Rubens Barrichello 30
8 Juan Pablo Montoya 26
2 Nick Heidfeld 23
10 Ralf Schumacher 20
11 Pedrodela Rosa 19
12 Jarno Trulli 15
13 David Coulthard i3

14= Mark Webber
14= Jacques Villeneuve
16 Robert Kubica

17 Alirs Dachans
-

Mico Roskerg
18 Christian Klien

13 Vitantonio Liuzzi

20= Scott Speed

20= Tiago Monteiro

20= Christijan Albers

20= Takuma Sato

20= Franck Montagny

20= Yuji Ide

20= Robert Doornbos

20= Sakon Yamamaotao »
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CONSTRUCTORS’
CHAMPIONSHIP
after 18 of 18 rounds

1 Renault 206
2 Ferrari 201
a McLaren-Mercedes 110
4 Honda 86
5 Toyota 36
6 BMW-Sauber 35
7 Red Bull-Ferrari 16
8 Williams-Coswaorth 11
9 Scuderia Toro Rosso-Cosworth 1
10= Spyker MF1-Toyota [}
10= Super Aguri-Honda u}

His championship had ended, of course, in
Jzpan, with that valve failure in the V8. Was it
“he max revs spell in China? Was it the extra
ateral-g of that Q2 qualifying lap in Japan?
=e'd probably never know. It had happened.
That was all. Game over.

The following week, in Spain, he'd felt
=s good as ever. The Ferrari 248 had been
= gem of a car — a perfect, lovely racing car.
=nd thus he had stared at Brazil. At a
constructors’ championship to be won.

At the last grand prix of his life.

Long ago, it seemed, he had decided to
=top. He still loved driving, and driving for
“he team, but this year, as the races unfolded,
2= also loved the thought of driving until
=tirement, up until the moment when he
ould draw a line and stop. It was like driving

itself! It had an exactitude that no one could
imagine. You stared at it eye-to-eye but you
did not back away. You raced at it 100 per
cent. Right up until the moment.

It seemed from the outset, then, to be a
normal Michael weekend. Sit out most of the
first session while the track is cleaned by the
Friday rabbits. Try the car for a lap or two. P1.

More laps in the afternoon, checking the
tyres, remembering the bumps. Pé — or P3
among the racers. Trulli's Toyota is quicker
(on softer Bridgestones) but Jenson, in the
Honda, is a possible worry. The Renault, on
the hardest of the Michelins, is P10. In the
drivers’ briefing later that afternoon, Charlie
Whiting speaks nicely about Michael.
“Speech, speech,” respond the other drivers.
Michael declines bashfully. A good day.

catch the second

Button, top scorer over the last six races of the
season, ended 2006 with another podium finish

On Saturday, under a clearer sky, the

routine is familiar. Chat with Ross Brawn in

outh ST WILh nCSS orawn in

the back office. Watch the times. Wait for
somebody quick to venture out. Ah. De la
Rosa. And now Kimi. Itis 11.20. Walk into the
garage, turning to the right, towards the two
pristine Schuberth helmets (for this race
carrying the names of Michael’s 91 grand prix
wins). Select the lower one. Face the back of
the garage, thus avoiding the photographers
and possible flashbulbs. Ear plugs-cum-
headphones. Lick the tips and push them in.
Mask. HANS coliar. Heimet. into the car.
Belts. Timing screen. Wait. And then... tyre
covers off. Itis 11.27. Two flying laps. P1.
Two flying laps: three words, but a surface
hardly scratched. Out the back, into Turn 6,
Michael is absolutely the epitome of the
racing driver’s art, loading up the Ferrari into
that bumpy, tightening radius, fifth-fourth-
gear corner with razor-sharp placement and
exquisite feel for steering and throttle. Over
the past two days | have invited a number of
Michael’s peers to quantify his technique, >

PVO'S | N
L VOVEN | 2

BRAZILIAN GRAND PRIX,
SLOWING DOWN LAP

CHEERING A HOME WIN

A dream come true for Felipe Massa, the
first Brazilian to win at home since Ayrton
Sennain 1993. Massa got as far as the
second turn, where he saw a fan running
towards him with the Brazilian flag. “That
was one of the easiest races I’'ve ever
had,” said Massa. “I was screaming in my
helmet and remembered all the difficult
times. It’s easy to remember the good
times but also the hard times mean a lot.

| also remembered seeing Ayrton picking
up the Brazilian flag after winning at
Monaco and | wanted to do the same. |
thought the guy was going to climb into
the car with me! But | wanted to have that
flag so much. It was a fantastic feeling.”
Maurice Hamilton

Just as Senna had done before at Monaco,
saluted his win with the B
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BRAZILIAN Grand Prix
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“Michael hoped for a mirade, =2
but his gods were also
heading for retirement”
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Among Schumi’s many victims

MOMENTS

BRAZILIAN GRAND PRIX, LAP 71
FINISHNG ON A HIGH

Jenson Button finished the season having
scored more points than any other driver
during the last six races and rounded it of f
with a brilliant drive as he sliced through
from 14th on the grid to third. “The
season is 18 races long,” said Button. “But
it’s encouraging to finish it on a high note;
we’ve just been getting better all the
time. That was probably one of the most
enjoyable races I’'ve had. After the TC
[traction control]
problem in
qualifyving.
the team did
agood job to
sort things out. The
car and tyres were
really working
well, our strategy
was good and |
was able to pass
people on the
track rather

than during the

pit stops. Very
satisfying.”
Maurice Hamilton

Button had an enjoyable race, climbing from

14th on the grid to a fine third pﬁlva'ce finish
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to put it into a context of their own. Not one,
though, not one of those egocentric cretins is
prepared to admit that Michael is, above all,
the best at what they all do, which makes you
think, for the millionth time over the past
decade, that they should try some serious
Michael-watching from a place like Turn é in
Brazil. Instead. .. instead. Instead they stare at
their telemetry and talk about understeer. Or
oversteer. Or some other reason why they are
not going to beat Michael Schumacher.

Out of car. Helmet off. Cap on. Chat to
Dyer and to the engine guys. Felipe is P1.
Michael, despite a spin on old tyres at the
exit of 12 (the slow, crucial, uphill left-hander
that leads onto the final straight) — “so that’s
the bump not to hit on full power” —is P2.

Q1 and Q2 pass without incident —
assuming, of course, that you call Michael
Schumacher’s Tmin 10.313 lap of Interlagos
straightforward. Consider that this brilliant,
error-free lap was 0.3s faster than Rubens
Barrichello’s 2004 pole time with the 00bhp
V10 Ferrari; was 0.3s quicker than his team-
mate’s best; was a whole 0.8s quicker than
the first non-Ferrari guy (Fernando Alonso)
and that the Interlagos lap is one of the
shortest on the calendar, and you have a
measure of how well this old retiree was
driving on the second last day of his F1 life.
This final, light-fuel, new-tyre lap ever to be
driven by Michael was completed, for the
record, at precisely 1430:30, when the
weekend was at last was turning serious. It
was one to watch and never to forget.

Then it changed. Then the gods who have
watched over Michael for so long decided

ke Alonso

§ the youngest ever back-to-back F1 ¢ rampion

that he still might go out there and win it —
Suzuka engine failure or not — and that this
eye-staring business was getting out of hanz.
So they added something else: it could haws
been anything, but you can call it a glitch in
the fuel pump. Remember fuel pumps? You
last heard of them back in the Cosworth DFs
days, when fuel was contaminated and
metering units were as reliable as Brazilian
rental cars. No one has fuel pump problems
today — not in this double-click F1 era run by
guys you never see.

Yet fail they can — as any mechanical
component can and does. Ferrari number
five had been perfect at the end of Q2. Q3
it just stuttered round for a lap and never
improved. Michael sat there for a while in the
car, hoping for a miracle, but too quickly he
got the message: his gods were also headinz
for something called retirement. Their work
after all these years, was seemingly done.

Of course it was. A great, pushy start, in
which he eases inside both BMW drivers at
Turn 3, and charges up to Fisichella’s Renau=
A dink to the left, a dink to the right — befor=
suddenly and inevitably, a Renault right rea=
wing endplate carves into the Ferrari’s left
rear Bridgestone, puncturing it badly. Itis =
over... except that Michael is Michael. He
regains the lap lost to Fisi, he pushes Fisi in=
an error, he brilliantly passes Kimi down the
inside — “the pass of the year!” - he sets
another amazing fastest lap, he nurses soms=
slow-speed handling dramas with his usua
attention to diff, TC and brake balance, he =
only five seconds behind Fernando by the
end... and he finishes fourth, ahead of guys=
like Fisi and Kimi. Throughout, he has been
constant threat, despite the mountain to
climbed. His speed on a full fuel load, after
both stops, is spellbinding.

There is, too, an ending with music. The
race is won by Ferrari’s other driver — by
Felipe Massa — and Michael, in parc fermée
is totally and genuinely happy. As well he
should be. For this was Michael's Ferrari te==
that had won the Brazilian Grand Prix — the
Ferrari team that had given him five world
championships in addition to the two he
scored at Benetton. By the margin of an
engine blow-up, or a half-spin at Monaco o=
a missed test prior to Melbourne, he had
almost made it an eighth. FO
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BRAZILIAN

Grand Prix

RACE STATS

All the facts from Round 18

. PLACE  TOTAL

STARTING GRID h 4 RACE RESULT

_ FIRST DRIVER DRIVER , _
PIT STOP STARTING FINAL ~ AFTER RACE
. _ ON LAP POSITION POSITION , .  LAP1 TIME
1m10.680s (set in Q3) 24 1 Felipe Massa Felipe Massa Ferrari 248 (Bridgestone) 1 1h31m53.751s
1m11.299s Q3 21 2 Kimi Raikkdnen Fernando Alonso Renault R26 (Michelin) a +18.658s
1m11.328s Q3 - 2 Jarno Trulli Jenson Button Honda RA106 (Michelin) 10 +19.394s
1m11.5675 Q3 26 1 Fernando Alonso Michael Schumacher Ferrari 248 (Bridgestone) 7 +24.094s
1 £195 Q2 21 2 Rubens Rarrichello Kimi Raikkénen Mci aren-Mercedes MP4-21 (Michelin) 2 +28.503s
1m11.629s O3 21 1 Giancarlo Fisichella Giancarlo Fisichella Renault R26 (Michelin) 6 +30.287s
1m11.695s Q3 = 2 Ralf Schumacher Rubens Barrichello Honda RA106 (Michelin) 5 +40.294s
1m11.8825 Q3 28 2 Nick Heidfeld Pedro de la Rasa Mclaren-Mercedes MP4-21 (Michelin) 11 +52.068s
1m12.131s Q3 27 2 Robert Kubica Robert Kubica BMW-Sauber F1.06 (Michelin) ) +67.6425
no time Q3 9 1 Michael Schumacher Takuma Sato Super Aguri-Honda SAQ6 (Bridgestone) 15 1 lap
1m11.650s Q2 = 1 Mark Webber Scott Speed Toro Rosso-Cosworth STRO1 (Michelin) 14 +1lap
1m11.658s Q2 35 1 Pedro de la Rosa Robert Doornbos Red Bull-Ferrari RB2 (Michelin) 19 +1 lap
1m11.679s Q2 - 2 Nico Rosberg Vitantonio Liuzzi Toro Rosso-Cosworth STRO1 (Michelin) 13 +1 lap
1m11.742s Q2 25 2 Jenson Button Christijan Albers spyker MF1-Toyota M16 (Bridgestone) 17 +1 lap
1m12.861s Q2 32 2 Vitantonio Liuzzi Tiago Monieiro Spyker ViFi-Toyota iii6 {Bridgestone) 20 +7 iaps
1m12.856s Q1 33 1 Scott Speed Sakon Yamamoto Super Aguri-Honda SA06 (Bridgestone) 18 +2 laps
1m13.138s Q1 48 2 Christijan Albers Nick Heidfeld BMW-Sauber F1.06 (Michelin) 12 suspension — 63 &=
1m13.249s Q1 = 1 David Coulthard NOT CLASSIFIED CAUSE OF RETIREMENT
1m13.269s Q1 28 1 Takuma Sato David Coulthard Red Bull-Ferrari RB2 (Michelin) 16 gearbox — 14 lzz=
1m13.357s Q1 27 2 Sakon Yamamoto Jarno Trulli Toyota TF106 (Bridgestone) 3 suspension — 10 &=
no time Q1 39 2 Tiago Monteiro Ralf Schumacher Toyota TF106 (Bridgestone) 8 suspension — 9 ==
1m12.591s Q2* 35 1 Robert Doornbos Mark Webber williams-Cosworth FW28 (Bridgestone) 21 collision — 1 lap

*Engine penalty Nico Rosberg williams-Cosworth FW28 (Bridgestone) - accident — 0 laps

ST b ai e & Tl el s s SPEEDS AND Factect lap Michael Schumacher 1m12.162s onlap7

B RAZI L.LAN [JRAN U PRlX PIT STOPS Fastest pit stop Sakon Yamamoto 22.886s
Slowest pit stop Michael Schumacher 29.476s

Date October 22 2006 Weather Sunny, warm, 23C Track temp 30-46C Fastest through speed trap Michael Schumacher 197.595mg

Attendance (race day) 64,000 Number of laps 71 Slowest through speed trap Tiago Monteiro 184.981mph

#14 Formeie 1

®© 2006 Federation Curva do Sol
Internationale de I'Automobile,
8 Place de la Concorde,
75008 Paris, France

INTERLAGOS “1‘::,:—::»
= N
Circuit length = = ===
ing-gzszsglir'es Fernando Alonso 1 2122111 1525R28212
2005 V10s GiancarloFisichella R 1 5 8 6 3 6 4 4 3 6 6 R 6 4 3 3 &
Kimi Raikkonen 3 R2 54 5R33R53RRZ2Z2RS5S
Juan PabloMontoya 5 4 R 3 RR 2 6 RR - - - - - - -
Pedro de la Rosa = - - - - - - -iZR2 5R511S
MichaelSchumacher 2 6 R 1 1 2 5 2 2 1 118 3 1 1R &
Felipe Massa 9 S R4 34955 2327 19R21%
Ralf Schumacher 148 3 9 RR B8RRRA4 96 715R 7 ®
Jarno Trulli 16 9 R R 9101711 6 4 R 7129 7 R 6 ®
Mark Webber 6§ RR6R9RRI2RRRR1TM108 R E
INTERLAGOS LAP BY LAP Nico Rosberg 7RR1 711 R99R914RRRRII0RE
Lap 1 The BMW drivers run side by 10.6s from Alonso, Fisichella, Rubens Barrichello SR110 110 7 S i0 o T8 =S = © TN
side and wide at Turn 4, allowing M Barrichello and Button Jenson Button 4 397 R6IIRJIRRANL 445483
Schumacher to pass both. Rosberg Lap 25 Button pits to move ahead of David Coulthard 101483 RR14 3128 7 911515129 R &
hits the back of Webber, and crashes Raikkénen, but cannot usurp Alonso Christian Klien B RRRRI13R1411 R128 R 1111 - =8 =
heavily later that lap. Massa leads from Lap 40 Massa leads Alonso by 25s Robert Doornbos B BB B O O =
Raikkoénen, Trulli, Alonso, Barrichello, from Button, Raikkénen, Fisichella and Nick Heidfeld 12 R 413108 7 7 7 R 8 R 3148 7 8 &
Fisichella and M Schumacher Barrichello. M Schumacher is eighth Jacques Villeneuve R 7 6 12812148 R RMM R - - - - - -
Lap 2 Safety Car deployed Lap 47 Schumacher pits from seventh Robert Kubica - . . EX1232 139
Lap 7 Safety Car in and passes Barrichello SR TR SR PR R e e B O
Lap 8 R Schumacher retires; Trulli is Lap 63 Schumacher forces Fisichella e - . — ===
: ; ; Christijan Albers R 1210 R 13 R 1215 R R 15EX10 R 1715 R =
also out a lap later into a mistake and takes fifth : e
Lap 9 M Schumacher takes fifth from Lap 69 Schumacher takes fourth from Vitantonio Liuez| 1111814 R15 101345 8 1510 K R 1310 TRE
Fisichella into Turn 1 but is forced to Raikkénen Scott Speed 13 R111511 R 13 R 10 R 101211 13 13 14 18 =
the pits with a puncture, rejoining 19th Lap 71 Massa wins as Alonso holds off Takuma Sato 181412 R R17 R 1715 R R R 13NC16DQ1S W
Lap 20 Massa leads Raikkénen by Button and seals world championship Yuji Ide RRIBR - - . - - - . -. -8B
Franck Montagny - - - - RR1618R R 16 - : - - - =5
Sakon Yamamoto = - = -2 -=-2/--RRRR16TZS
128 F1 Racmg November 2006 KEY: R Retired; EX Excluded from resul
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ell, well, well. Now that I'm
closer to the punters, I'm asking
myself how this championship
ended up going to the wire. I
used to ask myself the same
thing when I was in the sport but never dared
come up with an answer other than... chance.

Back then, people used to put it in my
mind that Bernie pulled all the strings and we
were just puppets, but I'd dismiss that and
say [ made my own luck. Recently, though,
like some fans, I've been wondering whether
the puppet-master theory might hold water.

Back in June, Alonso was walking the title,
25 points ahead and it looked like another
predictable season. Not good for business.
Now, Bernie has a nose for turning things
around aud Créating Ly pe whiei it's nieeded,
and, to remain appealing, the sport really
needed to keep the championship on the
boil to the last race. Then, suddenly, Michael
won five races out of seven, making it without
doubt one of the most exciting seasons for
a long time — and everyone was wondering
whether Schumi could do it one last time.

So, is it possible that Bernie exerted gentle
influence over the stewards’ penalty decisions
this year? Maybe Michael got the minimum
in Monaco, while Alonso was treated harshly

harsh, but it had the desired effect.
I'd even go so far as to wonder
whether an engine in Suzuka could have
been controlled or stopped remotely to
help spice things up even more. It’s almost
unthinkable, but it is possible.,

This season was in decline; then suddenly
it became very exciting. And with Button
at Honda, Kimi at Ferrari and Alonso at
MecLaren, it’s a guessing game for next year,
too, which is also great for a business that
Bernie controls but doesn’t own (though he’s

sold it four times, according to Ken Tyrrell,
without ever owning it in the first place).

1 haven’t been to many races since I
sold Jordan, but I went to Brazil — I was
at Michael’s first race and wanted to be
at his last. We'll never know whether the
2006 championship was orchestrated by the
ringmaster, but for once I'm daring to ask.

at Monza. The same goes for the ruling on = : = e —
Renault’s mass dampers. Yes, it seemed Ew special, pl12

FROM OUR SPY ON THE INSIDE

Dear Lewis,

I et me acl von a corione question — but inst hetween vou and me, eh?
For God's sake don't let Uncle Ron suspect we've been chatting, but
I'd really like to know whether you think you’ve got a real prospect of
getting on terms with Ferdy when he finally rolls into sunny Woking
for his first day’s work. Alonso is a brilliant operator, but I'd also have
to say he’s shown himself to be a bit of a cry-baby just recently.

He clearly doesn’t yet understand how this business works — so you've
really got to be aware of one key aspect of F1 before you sign up. If
you're ever unlucky enough to find yourself within a mile of any Ferrari,
best pull in to the pits for a cappuccino before you find yourself parked
up on the hard shouider being grilied by the FIA's Thought Folice for
having the temerity to consider blocking one of Maranello’s finest.

This may be academic, of course, in 2007, as I've heard that Max
is proposing that the Kimster and Flip will be escorted by motorcycle
outriders in all next year’s races, so the best you can do is join the
queue and tuck in behind. After all that frightful bollocks at Monza
when the stewards had a senior moment and decided Massa had been
held up by Ferdy, even though the Benetton was almost half-a-lap in
front, it’s best to take care. It was all about as credible as the governing
body declaring that Max’s old F2 Brabham had been found on the moon.

Meanwhile, you'll find Macca’s a friendly enough place once you get
into the swing — one of the few remaining real bedrock F1 teams. Okay,
Ron may drone on a bit about “optimising every facet of your interfacing
potential”, but just take the Old Boy with a pinch of salt. I don’t know
what it means, either, so just smile sweetly and it’ll all be tickety-boo.

Enjoy the greyscape at your new job!

%ﬁf/’faf A?Erﬁ’_
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BORN TO RACE

BECAUSE JENSON BUTTON IS DRIVEN BY SPEED, HE NEEDS A WATCH DESIGNED FOR SPEED.

Sppor-Eoro ALARM CHRONOGRAPH. ION-COATED BEZEL AND
ANTI-REFLECTIVE SAPPHIRE CRYSTAL.

Honga sacing, 10 BAR WATER RESISTANT. OIL-RESISTANT URETHANE STRAP,

EDITION

Honda Racing
Tearnn

H PARTNER

SETKO
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