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WHO WE ARE...                     ...AND WHAT WE THINK

A great end to the title race...
Congratulations to Lewis Hamilton on his second World Championship. He won the 
title from the front and in style. If the title had gone to Rosberg with five wins to 
Hamilton's 10 it would would not have felt right. The man who wins the most races 
should really be the champion, particularly if there is such a large margin. We have 
criticised Nico Rosberg on occasion this year for his behaviour but we were impressed 
by his sportsmanship at the end. Although he was beaten he was not going to go out 
with a whimper. When the team radioed him and suggested that he might as well stop 
Nico showed his class and told them that if he was going to lose he was going to do it 
in his cockpit. Afterwards he congratulated Lewis on his victory. He did not whine nor 
sulk. he took defeat with grace. Good for him.
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ON THE GRID by Joe Saward

A LESSER KNOWN BENEFIT OF BEING AN F1 REPORTER
These are unsettling times in Formula 1 with all 
manner of political machinations going on. Don't 
be fooled into thinking that Bernie Ecclestone has 
lost his marbles. True, it's really not smart to say that 
the sport should be targeting old folks and ignoring  
kids, but I am absolutely sure that Mr E is playing 
games designed to create a new structure  in F1, to 
make him (and others) a load more money.
 One might shake one's head and chuckle 
at the games, but the sad thing is that all of this is 
damaging the sport that I love. And I hate that.
 However, I am also a great believer in trying 
to be positive and I am quite sure that sooner or 
later (probably the latter) the problems will be 
solved and things will settle down again. Hopefully, 
the damage will not be too great.
 Thus, I am not going to write about such 
distressing matters and instead I thought I would 
tell you about one of the more unusual benefits 
of being a Formula 1 reporter. We travel the world, 
watch motor races and get paid for it. One side-
effect of this is that we get to see a lot of the world's 
most dramatic new architecture.
 There is a connection, of course, between 
the world's most exciting new architecture and 

Formula 1. Both underline the desire of the cities 
to be noticed internationally; to have something 
different and exciting. To be bigger  and better and 
to have the all-important "Wow!" factor that will 
bring in tourists.
 Nowhere is this more evident than in the UAE 
where there is money to burn and huge ambition, 
embodied, I suppose, in Adrian Smith's 830-metre 
high Burj Khalifa, the world's tallest building at the 

moment. It is a work of art and a pleasure to see, 
but Dubai and Abu Dhabi and filled with other 
gems such as Tom Wright's wonderful Burj Al Arab, 
the celebrated hotel that is shaped like the sail of 
a ship, where last year David Coulthard showed off 
his cojones (Spanish for, well, look it up...) by doing 
doing doughnuts on the helipad that is just 24 
metres  wide - and 210 metres above the sea! If you 
haven't seen it click on the picture above.
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a string of great designs behind him: dating back 
to the 1980s when I remember first seeing his 
HSBC Building in Hong Kong. That was followed 
by designs such as "The Gherkin" in London, the 
magnificent Millau Viaduct, over which I drive each 
year on the way to Barcelona, the Great Court at the 
British Museum, the McLaren Technology Centre in 
Woking and, most recently, the new Monaco Yacht 
Club, the new building between the F1 track and 
the harbour, after the exit of the tunnel.
 Gehry's career has been spectacular since 
1997 when he hit the headlines with the  striking 
Guggenheim Museum Bilbao, which worked 

buildings by a trio of the greatest architects working 
today: Jean Nouvel's Louvre Abu Dhabi, Norman 
Foster's Zayed National Museum and Frank Gehry's 
Guggenheim Abu Dhabi.
 Nouvel made his name with the Torre Agbar 
in Barcelona,  a gherkin-shaped tower which lights 
up the night with bright colours. This idea was taken 
up at the Yas Marina circuit in Abu Dhabi where 
Asymptote Architecture designed the Viceroy Hotel 
(below) through which the F1 circuit runs, which 
provides a superb glittering backdrop for the Grand 
Prix.
 Foster is a man of extraordinary vision with 

 I cannot bullshit with the cocktail set about 
deconstructivism or post-structuralist design, but 
architecture is an interest, if not a hobby. 
 Not far down the road from the Burj Al Arab 
one can see the rather startling, twisted Cayan Tower 
(below), while there is interesting architecture too 
in  the Dubai Metro, which was done by the British 
company Atkins. The funny thing is that that very 
often the architects who design the iconic buildings 
in these ambitious cities are the same. Atkins, 
for example, was also responsible for Bahrain's 
signature World Trade Center..
 Soon Abu Dhabi will boast three new iconic 
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 Shanghai has a whole string of impressive 
skyscrapers, including Smith's Jin Mao Tower, the 
Oriental Pearl Tower, the Shanghai World Financial 
Center, the gorgeous Tomorrow Square and the 
soon-to-be completed Shanghai Tower, which 
twists on its way up to a height of 632 metres.
 Milan is a city filled with interesting new 
buildings, albeit on a smaller scale, while Budapest 
is always a joy with its many different styles of 
architecture from different eras. Barcelona boasts the 
strange work of the great Antonio Gaudí, including 
the strange but wonderful La Sagrada Familia Basilica. 
Monaco is pretty drab in some respects beyond the 
wonderful Belle Epoque casino and hotels, although 
the new Tour Odéon is a step forward.

wonders for tourism in the Basque city.
 The other day, while in Paris, I went to see 
Gehry's Louis Vuitton Foundation building in the 
Bois de Boulogne. It is an amazing construction, 
turned into a reality by Studios Architecture, which 
had to invent new techniques as they went along to  
turn Gehry's vision into reality. Sometimes it is the 
structures that impress most. Formula 1 itself does 
not have much great architecture of its own, but one 
has to be impressed by Hermann Tilke's "sky bridges" 
at the Shanghai International Circuit (above), which 
are extraordinary pieces of engineering.
 In the course of an F1 season of travelling, 
we get to see some truly spectacular buildings, 
 I absolutely love Moshe Safdie's Marina 

Bay Sands Singapore, the world's most expensive 
building, which cost an astonishing $4.7 billion. 
This  features three 55-storey tower blocks on top of 
which there is a vast "garden in the sky"
 It is interesting to note that Safdie also 
designed the Habitat 67 apartments which were 
part of Expo 67 in Montreal. We pass these every 
day when we go to the Circuit Gilles Villeneuve. 
Montreal may not have much that is new, but Jean 
Faugeron's Casino de Montreal was also part of Expo 
1967 and the Olympic Stadium of 1976 (above) is 
still a stunning piece of work.
 In Malaysia we have Cesar Pelli's Petronas 
Twin Towers in Kuala Lumpur and a string of designs 
in the new city of Putrajaya.
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 In the course of the year we always drop in 
at Osaka's Kansai Airport, designed by Renzo Piano, 
best known for the Pompidou Centre in Paris but 
also the man who designed the Ferrari windtunnel 
in Maranello.
 The races in the countryside: Silverstone, 
Nurburgring and Spa have little to commend them 
architecturally, although much has been spent on 
the facilities, notably Silverstone's Wing. From Spa, 
however, you can nip into Liege to see Santiago 

Calatrava's Guillemins station.
 I was reminded of Calatrava the other day 
when I was in New York, on the way back from 
Brazil. I was going to have lunch with a friend when 
I passed the place they call Ground Zero, where 
the new One World Trade Center (another Smith 
design) rises 540 metres into the sky. Next door is 
the new WTC Transportation Hub (below right), a 
stunning structure that reminded me of Calatrava's 
wonderful palaces in Valencia (below left), the best 

reason there was to go to the city.
 It was strange to think that 13 years ago, I 
was there, on my way to Indianapolis for the United 
States Grand Prix and saw the destruction wrought 
on 9/11 up, close and personal.
 And it struck me that Formula 1 really does 
not matter sometimes. It is a game for the rich and 
perhaps, rather than fighting over money, those 
involved should work together to build something 
that will live on after they are gone.           v

7



SNAPSHOT



SNAPSHOT



SNAPSHOT



SNAPSHOT



SNAPSHOT



SNAPSHOT



SNAPSHOTSNAPSHOT



SNAPSHOT



SNAPSHOT



SNAPSHOT



SNAPSHOT



SNAPSHOT



As the kaleidoscope of the 2014 season continues to fall into its true perspective, how will I remember Lewis Hamilton’s second 
championship season?

LEWIS HAMILTON: A WORTHY DOUBLE WORLD CHAMPION by David Tremayne

SNAPSHOTS IN A LIFE

I love it when drivers open up. After he had offered a 
moment of prayer in the green room prior to going 
on to the podium, wiped tears from his face, been 
congratulated by Nico Rosberg, Felipe Massa and 
Valtteri Bottas, and then thanked so many people as 
Martin Brundle thankfully conducted the podium 
interviews, Lewis Hamilton finally let himself relax 
after all the pressure began to ebb away.
 He talked about how he asked the team 
if he could turn down the power, so he could 
start looking after his car just in case, and then 
he admitted: “I had a couple of moments down 
the straight when I was rubbing the cockpit, and 
I was saying ‘Come on baby, we can make it. Stick 
with me.’ I really did. You won’t see it but I did. 
Several times.
 “I did that a few times but, to be honest, I 
had complete faith that things were going to go 
the right way today. But of course, you never know. 
But the car was feeling good and ultimately at the 
end I was able to push, I wanted to win, I wanted 
to have that battle with Felipe. And I managed to 
just keep him behind me.”
   He’d been genuinely relaxed on Thursday, but 
as the weekend progressed the tensions ramped up, 
and after being beaten in qualifying he had the mien 
of a boxer staring down an opponent in the ring. 
A man who had gone into that place from whence 
he would draw the wherewithal for greatness in 
adversity. Quiet. Calm. Infinitely dangerous.
 Now, in triumph, he let the true emotions 
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flood into his face, especially as the national 
anthem had played.
 “I’m a bit lost for words really,” he’d 
admitted. “I think one thing I want to say is a big, 
huge thank you to all the fans coming out all this 
way, all the flags, all the caps, everything, it made 
such a difference this weekend. Also to my family, 
thank you guys, thank you so much for coming, 
I really, really do appreciate it. To my mum back 
home. And my team, who throughout the year 
did an incredible job and without them I wouldn’t 
be here today. I can’t really explain how much this 
means. It means even more than the first one. It 
feels like it’s the first time. I feel so blessed.
 “It’s very hard to soak all this up. When 
you’re going through the race, when you’re coming 
here this weekend, there’s so much pressure from 
around you, you’re just trying to ignore it, trying 
to keep your eye on the ball. Coming in today… 
Niki was right, I didn’t sleep last night. I went to 
bed at about 1am and woke up at like 5am, and I 
went for a run and had a massage and I thought 
for sure I’m going to be tired when it gets to the 
race. But somehow I felt composed and my family 
came and surprised me at breakfast, which was 
really a great thing. I wanted them to be here but 
I just knew how intense the weekend would be 
and I didn’t know if I was going to have any time 
to give them. I didn’t want to finish the day or the 
weekend saying ‘I wish did this or I wish I did that’.
 “This has been an incredible year. I just 
cannot believe how amazing this has all been. 
Coming to this team last year, the decision to 
come here, when a lot of people said it was the 
wrong choice. The steps we took last year and 
then coming into this year, it was just unbelievable 
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and then again, as I said, the fan support has been 
phenomenal. I never in a million years thought I’d 
have that kind of support, so as I said before, this 
is the greatest moment in my life. It’s feels very 
surreal. It feels like an out-of-body experience. I 
feel like I’m back here watching this going on, it’s 
not really happening. So I’m going to really make 
sure I gift my thanks and count my blessings.”
   Of Nico, he said: “You know, he put up an 
incredible fight throughout the year. He was a 
phenomenal competitor. We met each other back 
in 1997 and we always said it would be amazing to 
be racing in the same team and he did an amazing 
job today and I’m very sad obviously to know that 
his car wasn’t quick enough so that we could fight 
in the end, but still he was graceful enough to 
come up to me just now.
   “He just come into the room, very, very 
professional, and I just said, ‘Fantastic.’ He said, 
‘You drove really well’. And the same to him, all 
year long he drove incredibly well, especially in 
qualifying, so hat off to him.”
   So those were the moments in which he 
savoured a thoroughly justified title. Indeed, had 
the result been anything but a second success for 
him, it would have seemed a travesty.
   But my abiding memory of this remarkable 
sportsman in 2014 is not of him sliding his Silver 
Arrow defgtly through corners, fending off his ever 
attendant team-mate, or watching incredulously 
as yet another setback had arisen for him to 
overcome.
   Instead, I think of the Mercedes office in 
Bahrain, where he began a heartfelt speech into 
my video phone and flicked his fingers and said, 
‘Shoot!’ when he got it wrong, and began it again. 

He was recording a message to Kian Cropley, a 
little friend of ours who was desperately ill. The 
moment he had heard of what Susie Wolff had 
already agreed to do, he had simply said, ‘I’m doing 
that.’ No coercion. He just did it because he wanted 
to help.
   Kian died in May, but his parents said that 
the two messages, from Lewis and Susie, had been 

his prized possessions. That they had given him his 
last happy moments.
   Many times in 2014 we saw Lewis’s qualities 
as a champion displayed fearlessly on the track. 
But just that once, in that private moment, I saw 
his qualities as a man, too. And he was a champion 
long before he crossed the finish line in Abu 
Dhabi.               v
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The boss of the Ferrari F1 team is rumoured to be out of the team. We examine the story...

A CHANGE AT FERRARI? by Joe Saward

IS MARCO MATTIACCI ON THE MOVE AGAIN?

The first suggestion of change came from the 
German publication Sport Bild, which reported on 
Saturday afternoon that Mattiacci was going to be 
replaced aftyer only seven months in his role by 
the Philip Morris executive Maurizio Arrivabene.
There was a fair amount of incredulity at the 
suggestion, not only because of the short time he 
has been in charge, but also because the news was 
broken by a German publication, when normally 
every Ferrari story comes from the Italians...
 The story of Marco Mattiacci at Ferrari 
Gestione Sportiva has always been rather odd. He 
had no background in the sport. He was a sales 
executive - and an extremely good one. He was so 
good, in fact, that rumour has it that Mattiacci had 
interviews with Aston Martin and McLaren before  
the Ferrari F1 job came up.
 What we do know is that Ferrari was not 
expecting Stefano Domenicali to depart. He had 
had enough and felt that he should fall on his 
sword and give someone else the chance to do a 
better job. That was in April and the decision as to 
a replacement was made at great speed.
 At the time it looked like Mattiacci was 
an interim solution to the problem. Even then 
there were strong rumours that Fiat boss Sergio 
Marchionne wanted to move Ferrari president Luca 
Montezemolo out of the way because he needed 
to float the company on the stock exchange and 
Montezemolo was completely opposed to the 
idea. There were various rumours about possible 
replacements.

23



When Mattiacci was announced it seemed an odd 
decision and the conclusion was that he would not 
be there for long. The logical place for him to go 
was into the role of CEO of the road car business, 
as Amedeo Felisa was close to retirement. But 
Marchionne and the Agnelli Family seem to have 
decided to give him a taste of the racing team 
before putting him into the role, while they looked 
for a more suitable replacement: a racing man, 
or at least someone with a solid knowledge and 
connections within the sport.
 The suggestion from Sport Bild is that 
Mattiacci’s position at Gestione Sportiva will now 
go to Maurizio Arrivabene, the Vice-President 
of Global Communications at Philip Morris 
International in Switzerland. It is a role he has had 
since 2007 and in that time he has been responsible 
for the team’s primary source of funding.
 Philip Morris has been in F1, with its 
Marlboro brand since 1972, when the tobacco 
sponsorship first appeared on BRMs. There was 
a dalliance with Frank Williams and then in 1974 
Marlboro became the title sponsor of McLaren, 
winning the World Championship that year with 
Emerson Fittipaldi. Marlboro’s involvement with 
Ferrari began in the late 1970s, paying the salaries 
of the drivers, and the backing gradually increased 
until 1996 when Philip Morris took the decision to 
ditch McLaren and switch to Ferrari. It was a huge 
deal with Philip Morris buying the advertising 
rights to the whole car and then selling the space 
at a premium to other sponsors. It was a clever 
deal because it allowed Marlboro to get the look it 
wanted while offsetting the costs involved.
 The power of Marlboro in F1 circles 
has been huge although tobacco advertising 

restrictions have meant less obvious coverage.
 The current deal between the two parties 
finishes at the end of next year and it may be 
that Philip Morris wanted to get a little more 
control over the business and with Arrivabene 
retiring from PMI there was an opportunity. 
Ferrari was keen to keep up the sponsorship, 
particularly as the team company will soon be 
floated and Arrivabene is a man well-versed in F1 
politics, having been a member of the Formula 
1 Commission (representing the sponsors) since 
2010, and he is also close to the Agnelli Family, a 
relationship that is underlined by his appointment 

as a non-executive director of the Juventus football 
club since 2012.
 The 57-year-old Italian was involved with 
Marlboro for most of his career, moving up to head 
office in Switzerland in 1997. He is not an extrovert 
but is seen as a safe pair of hands. 
 Ferrari says it will not comment on 
speculation, but one can see a certain amount 
of logic in the arrangement, particularly if it has 
cemented further backing from Philip Morris in 
the years ahead. One can see Mattiacci replacing 
Felisa, but perhaps we will also see someone else 
coming in as the public face of Ferrari in F1...        v
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Damon Hill knew exactly how Lewis and Nico felt ahead of their showdown in Abu Dhabi

INTERVIEW: DAMON HILL by David Tremayne

HOW TO LOSE AND WIN SHOWDOWN RACES

In 1994 Damon was turfed out of the Australian 
GP by Michael Schumacher, who had just crashed 
and apparently ruined his own chances and saw 
colliding with Hill’s Williams as his only chance. His 
ploy succeeded, as Hill was forced to limp pitward 
with broken front suspension, leaving Michael to 
clinch his first title by the one point lead he’d taken 
into the race. But two years later Damon emulated 
his father Graham by winning the crown in Suzuka.
   “I don’t care who you are or how cool you 
might think you are, the period before a World 
Championship decider is really difficult,” he says. 
“I think it’s always harder for the person who’s 
leading. I think the guy who’s hunting has kind 
of resigned themselves, partly, to the possibility 
of not winning. Whereas the other one’s got it all 
to lose. You see it in golf all the time. You try and 
hang on to a lead for the last four holes in a major, 
suddenly that makes you start thinking about 
what you’re doing. If you can relax, terrific. If you 
can actually enjoy it, then you’ve got, I think, more 
chance of performing well. That’s not to say you 
don’t focus as hard as you’ve ever done in your life. 
That’s also a part of this, too.”
   Often underrated, Hill has always been 
brutally honest with himself and remains one of 
the most intelligent and deep-thinking men to 
have won the crown.
   “A competition as big as the Formula 1 
World Championship brings out every last bit 
of whatever performance you have. It just does, 
because the occasion makes you perform. There’s 

no way in the world that I could have performed 
to that level for anything else, I don’t think. It just 
wouldn’t have happened. I couldn’t have made 
myself do it. There’s something that conspires in 
this mist that makes you soak up the moment and 
be a crucible for it all to take place.”
   Is it also possible because of that, that you 
can be too introspective about it, dwell on all the 
cracks in your character as well?

   “Absolutely. I think the quote, ‘A sport 
doesn’t build character, it shows character,’ is a 
good one because it shows our flaws, it shows 
our weakness. We’re all flawed, we’ve all got 
weaknesses.
   In 1994 Damon found himself following in 
his parent’s wheeltracks in many ways, leading a 
team shattered by the sudden death of its leader, 
and taking the title fight down to the last race after 



winning in the immediate aftermath of the tragedy. 
But where Graham won for Lotus in Mexico, Damon 
was on a roll after having his greatest-ever race in 
the rain in Japan despite having only three fresh 
tyres after the left rear wheel proved reluctant to 
come off, but got taken out Down Under in one of 
the most cynical moves this writer has ever seen.
   “Australia, I always thought, was like Japan 
part two,” he says. “It was like they stopped the 
race in Suzuka, put the cars on the plane, took 
them straight to Australia, and then we carried on. 
But without the rain.”
   So how did it really feel when he realised 
that the impact from Schumacher had broken his 
Williams FW16?
   “Well, it’s life and that’s what’s happening 
in that very moment. You’re positioned where you 
are, somebody else where he is. It’s easy to look 
at it afterwards and say, “If only he’d been here 
or I’d been there.” But that’s life, isn’t it? So what 
happened in Adelaide was the world was outraged 
and to be honest most of it was completely out of 
my control. What could I do? Obviously I’d given it 
everything.”
   Wasn’t he outraged himself?
   “No, because to be honest a part of me was 
thinking, ‘Was I an idiot for trying to pass?’ And 
every time I look at it I just think, ‘You idiot. Why 
did you try to overtake him there?’”
   But Schumacher’s car was damaged. Why 
wouldn’t he try to pass him?
   “Well, I didn’t know that his car was 
damaged. I arrived just as he was recovering after 
hitting the wall, which I hadn’t seen.
   “At that time I thought the way it worked 
is when something is so blatantly wrong, then 

the sport’s governing body would do something 
about it. That was part of my mistake, because I 
left it in their hands.
   “I’ve learned a lot since I stopped racing, 
that I wish I’d known while I was racing. But you 
don’t learn it then. Every generation looks back 
and thinks, ‘Oh I see where they went wrong, that 
won’t happen to me.’ So as you’re growing up 
you tend to think, ‘No, no, I'm indestructible. I'm 
not going to fall into that trap.’ I think you’ve got 
to have an open mind and you’ve got to take on 
board people you respect’s opinions and consider 

whether that’s applying to you. So yes, I think that 
you can overthink this.
   “But if you can somehow have understood 
certain fundamentals before you get to the crisis 
moment, or the moment you’ve been waiting for 
all your life, then you’re better prepared. I think 
someone like Jackie Stewart, I think the great 
drivers, they took on board advice from people 
they respected in their mind and they’ve always 
wanted to know where they can be better. They 
never went into it thinking that they knew it all, 
and I think the ones that do that come a cropper 
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somewhere. You can be over-confident. I think it’s 
not wise to think you don’t need to learn.”
   Sometimes, the way to relax when 
something so crucial to you is at stake, is to trick 
yourself into thinking that losing wouldn’t really 
matter that much…
   “I did quite a lot of research into how the 
mind works when I was racing in Formula Ford 
and Formula 3,” Hill admits. “When you’re leading 
a race and you’ve got someone breathing down 
your neck, how do you concentrate? All these 
things. So I think I’d understood that there were 
psychological factors and you can learn tricks to 
help you cope with those distractions.
   “Now it’s much more advanced than it was 
back then, but I remember reading something 
about David Hemery, the hurdler. He experimented 
with alleviating pressure by thinking of yourself 
as not having anything to lose and he lost a race 
because he thought himself into the mindset of 
someone to whom it actually didn’t matter if he 
lost! So you can go too far.
   “It always does matter. So to say to yourself, 
‘It doesn’t matter if I lose,’ that’s not a good way. It 
will matter, it will matter more than anything, but 
at the same time you’ve got to be prepared for the 
possibility. I would say I realised that losing was a 
possibility but if I’d done everything I could and I 
tried my hardest and gave it 100%, then if that did 
happen I wouldn’t feel so bad about it as if I hadn't 
given everything I’d got. That’s the position I got 
myself to.”
   So were things better for him in 1996, 
the second time around? Or was it more difficult 
thinking, ‘I'm in the same position and I didn’t win it 
last time, oh my God what if I don’t win it this time?’
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   “When I found out earlier in the year that 
I wasn’t going to be driving for Williams in 1997 
I just thought, ‘This is my car. At least I’ve got this 
car.’ And I’d had a terrible 1995. Oh God, the wheels 
completely came off there!”
   But then he went to Adelaide and kicked 
everyone’s butt. How did he get his head straight 
for that?
   “It was like press reset, when I went 
windsurfing before that race. I think Michael had 
got under my skin, I let him get under my skin in 

’95. He was brilliant at psychologically crushing 
everyone around him. He knew how to wind 
somebody up and he knew what would upset 
them if he was where that person was, and so he 
did it and he was brilliant at it. He was brilliant at 
wobbling you and just making you focus on him.         
   “But regarding 1996, of course I went to 
Japan wanting to win, and believing that I could. 
And I feel very proud of having won on such a 
challenging track as Suzuka, which was more 
difficult because there was a high penalty for 

any mistake. There was more satisfaction in that 
circuit. It was a big deal, a major race, of course. 
You negate it to some degree when you put it into 
the context of things that happen in the outside 
world and things that you can do which are really 
truly heroic, but that’s not how it works. What it’s 
about is setting a challenge and then seeing how 
you’re projecting yourself in that challenge, and we 
know that this is one of the toughest challenges. 
So okay, it might not produce the goods in terms 
of world peace, but…”
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   It’s what’s in your heart, isn’t it?
   “It’s about the human spirit, yes, and how 
much we want to survive and how much we want 
this thing at the end. And so that’s why it’s brilliant.”
   As Hamilton and Rosberg went down into 
the arena for the last time in 2014, both had been 
asked a thousand times how they were feeling 
and whether they would win, to the point where 
they were sick of it. Hill acknowledges that there is 
no way to insulate against that.
   “You can’t insulate yourself, especially in 
this environment because you’ve constantly got to 
feed the media and the interest. I got to the point 
where I was enjoying being in the moment, do you 
know? It’s a good trick to learn. There’s always a bit 
of luck but there’s also what you did for yourself in 
preparation for what’s coming up.”
   He laughs. “I’ll tell you a story, which I think 
it highlights the way you feel. When the astronauts 
Neil Armstrong and Buzz Aldrin came back from 
the moon they were put in an isolation box 
because NASA didn’t know if they had any bugs 
on the moon and stuff like that. And to keep them 
entertained they gave them the video tapes of 
their mission, and they were watching these tapes 
of themselves landing on the moon and Aldrin 
turns to Armstrong and says, ‘Hey, while we were 
away we missed the whole thing!’  Do you get it? 
When you’re in that situation, you can’t see what 
everyone else is seeing. You’ve got a perspective 
that’s totally different. You’d love to go home and 
watch it on TV but you’re doing it, you can’t.”
   So how should contenders approach a final 
showdown?
   “You reset the task. The task is to become 
World Champion. If either were to have a 

mechanical problem, there’d be nothing you 
could do about that. It happens. I think the right 
approach is to just look at it as a race to become 
World Champion. Win this and become World 
Champion.”
   The way things worked for him, Damon 
knew he was the World Champion come what may 
just after the half distance point of that Japanese 

GP, after title rival and team-mate Jacques 
Villeneuve had retired when a wheel fell off his 
Williams FW18 on the 37th of the 52 laps.
   “So I said, ‘Can I come in now?’ They’d 
already opened the champagne and yet there I 
am, still working for the next half an hour… So for 
me it was a nice Sunday afternoon drive to become 
World Champion.”              v
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It was somewhat unwisely scheduled to clash with 
the Formula 1 World Championship showdown 
in Abu Dhabi, but many observers believe that 
Formula E’s  second race, on the streets of Malaysia’s 
Putrajaya, would be a far greater acid test for the 
bold new all-electric series which, mystery of 
mysteries, FIA president Jean Todt has chosen to 
promote considerably more than he has F1.

Does Formula E really have a long-term future, or has everyone just got their wires crossed? Karun Chandhok offers his views

FORMULA E by David Tremayne

CURRENT AFFAIRS

   The first race took place in Beijing in 
September and was a qualified success, making 
world headlines only because of a spectacular 
last-corner crash in which Alain Prost’s son Nicolas 
turfed Nick Heidfeld into a dramatic rollover in 
the final corner. The German was mighty lucky to 
escape unscathed.
   The brainchild of former politician and 

QPR chairman Alejandro Agag, the man behind 
A1GP and the Barwa Addax GP2 team, Formula 
E features single seaters built by Spark Racing 
Technology using chassis by Dallara, motors 
by McLaren, battery systems by Williams and 
Hewland gearboxes, so the basic equipment has 
credibility. There are even some diehards who fear 
that its green credentials might even ultimately 
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pose a threat to F1.
   Former Caterham F1 driver Karun 
Chandhok races for the Indian Mahindra team, 
and laughs at the very idea.
   “Formula E is absolutely not intended to 
supplant F1. It doesn’t compare with F1, Indycars 
or Le Mans, and that’s far from its purpose,” he 
chuckles. “It’s totally different. It will benefit a new 
type of motoring and attract 16 year-olds with their 

iPads. I was at the Frankfurt Show recently, and 
all of the major motor manufacturers have some 
sort of electric hybrids which will be introduced 
between now and 2018. Formula E will accelerate 
the development of this technology, the batteries 
and motors, the whole drivetrain. You can have the 
world’s biggest battery, but it needs to be efficient, 
so it’s a combination of things.”
   Specification is currently frozen, but 

developments will be permitted in the future 
with the proviso that any manufacturer must be 
prepared to supply three teams. The jury is out 
on whether electric cars really are the future, but 
Chandhok says: “At least until 2018 they will be 
relevant, so companies such as Mahindra will be 
looking for that hidden new technological step 
forward.”
   There are 10 teams, each running two 
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drivers, as the field comprises a high-quality mix 
of former F1, Indycars and Le Mans pilots.
   Virgin Racing has Sam Bird and Jaime 
Alguersuari; Mahindra Racing Karun Chandhok 
and Bruno Senna; Dragon Racing Oriol Servià and 
Jérôme d'Ambrosio; e.dams Renault Nicolas Prost 
and Sébastien Buemi; Trulli GP Jarno Trulli and 
Michela Cerruti; Audi Sport ABT Lucas di Grassi 
and Daniel Abt; Venturi Grand Prix Nick Heidfeld 
and Stéphane Sarrazin; Andretti Autosport Franck 
Montagny and Charles Pic, with Matthew Brabham 
as reserve; Amlin Aguri Takuma Sato, Antonio Felix 
da Costa and Katherine Legge with Fabio Leimer 
as reserve; and China Racing Nelson Piquet and 
Ho-Pin Tung with Antonio García as reserve.
   But despite that depth, they all needed 
an embarrassing six minutes to complete their 
warm-up lap in Beijing as they conserved precious 
electrical energy. As Indy winner Gil de Ferran 
pointed out in Interlagos recently, “By the time 
they got to the grid at that speed the tyres would 
still be cold anyway!” We understand that there 
wont be warm-up laps in future.
   Worse, however, is the need for every 
driver to make a pit stop to switch to another, fully 
charged, car in similar livery. In Beijing that meant 
that each car did around half of the event’s 25 laps 
or 53.5 miles before its charge was spent. That 
brutally highlighted the biggest shortcoming of 
any electric car: its range.
   “It’s a reason why people don’t buy them,” 
Chandhok admits. “But that’s why development 
will be crucial. If in three or four years Mahindra 
or Andretti or DAMS can sell on things such as 
their own batteries that they have developed 
to Honda, or Toyota or whomever, like Prodrive 

does with things right now, that’s the way to do 
it. That will make it a very relevant formula. I can’t 
ever see the current 1.6-litre turbo engines in F1 
cars appearing in road cars. And the good things 
is that Alejandro has crested the rule that if you 
do your own development you have to supply at 
least two other teams at a similar price to other 
technologies.”

   Agag is a typical politician, with a smooth 
answer to many of Formula E’s more controversial 
or problematic issues, but he’s also an engaging 
fellow and there is no doubt that the series 
has been extremely well thought-out and the 
marketing puts F1 to shame.
   “After Beijing he circulated us all with an 
email seeking feedback on the format, tv coverage, 
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reliability, safety, the circuits,” Chandhok reveals. 
“That’s something I’ve never experienced from a 
promoter before. He listens. He wants to engage 
with us, and besides the warm-up lap there won’t 
be any more of the kerbs that proved unpopular 
in Beijing. He’s certainly not closed-minded. I think 
he figures that because most of us have raced in 
either F1, Indycars or Le Mans that we must have 
learned something.
   “I quite like things, though I do question 
the basic format of a single race with drivers using 
two cars. I think we’d be better off with two short 
races.”
 Now, to streamline the communication 
process, Chandhok and Servia have been 
nominated as drivers representatives.
   Agag (left) himself says of his baby: “I’m 
a big fan of all motorsports, especially Formula 
1 and GP2. Formula E is ‘disruptive motorsport’. 
Absolutely everything is new and pioneering. 
We’re trialling the unknown – the beginning of the 
electric motor sports era.
   “We race in new venues - in city centres not 
existing racetracks. We’ve produced 100 percent 
electric racing cars from scratch and watching 
40 electric cars racing around city centres on a 
Saturday afternoon – is unprecedented.
   “We’re also merging social media and 
motorsport in a way that’s never been done before 
– making Formula E a fusion between a real race 
and a video game. Fans will be able to vote directly 
for their favourite driver and potentially influence 
the outcome of the race, via Fanboost.
   “On the sustainability front, we aim to 
become the first carbon neutral motorsport 
championship. And finally, Formula E is aimed at 
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a new younger motorsport fan – the smartphone 
millennial generation.
   “Formula E has a unique, futuristic and 
entertaining sound. I think it’s a cool sound; it’s the 
sound of an electric motor. I think it’s the sound 
of the future of racing. I think it’s loud enough 
to make fans excited but low enough to allow 
us to race in city centres – without causing noise 
pollution. So it’s the ideal noise level for us.”
   The need to recharge the cars has upset 

the greenest critics, but Agag has an answer to 
their declamation, too.
   “In some cities we will charge from the 
[electricity] grid but we have to make sure that 
electricity comes from renewable sources. In 
other cases we’ll use Aquafuel generators – which 
obtain their energy from glycerine obtained from 
sea algae. We think that is a completely new 
technology that has extremely low emissions, 
no smoke and no noise. It also shows that the 

championship is committed to sustainability – not 
only by promoting electric cars but also all the 
other aspects in the championship as a whole.”
   So what are Formula E cars like to drive? At 
890 kg with driver they are a lot heavier than an F1 
car, with only F3 performance, one of the reasons 
why they have to race on street circuits where the 
lack of sheer pace is less apparent than at, say, 
Silverstone or Sepang.
   “They’re fun in some ways. But the first 
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thing is that the lack of sound spooks you 
initially because suddenly you’ve lost 
one of the senses you most use to judge 
speed and are therefore fully reliant on 
your bum to feel what the car’s doing. 
When it oversteers, for example, it takes 
a while to figure out how much to lift off. 
It’s a bit strange. You need a couple of 
laps to get the hang of that. And they’re 
heavy, so you have to hustle them. But 
the torque is fun; with any electric motor 

it’s instant, without any lag, it just kicks into 
life instantly, and with a five-speed gearbox 
you can keep that going. And qualifying is 
fun.
   “With the quality of the drivers - 
outside of F1 I think it’s one of the highest 
quality fields – it’s challenging. They’re 
proper drivers, people like Trulli, Sarrazin, 
Sato… And we’ve all pretty much raced 
each other at some time by this stage of our 
careers, and we’re all in something that’s 

FORMULA E CALENDAR
1 Beijing ePrix  China 13 Sep 2014
2 Putrajaya ePrix  Malaysia 22 Nov 2014 
3     Punta del Este ePrix Uruguay 13 Dec 2014
4 Buenos Aires ePrix  Argentina 10 Jan  2015
5 Miami ePrix  USA 14 Mar 2015
6 Long Beach ePrix  USA 04 Apr 2015
7 Monte Carlo ePrix  Monaco 09 May 2015
8 Berlin ePrix  Germany 30 May 2015
9 London ePrix  UK 27  Jun 2015
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slower than what we’ve been driving recently. So 
everyone is pushing very hard. You can be top five 
on a good day, but on a bad day you can easily be 
outside the top dozen.
   “But there’s no external telemetry. The 
biggest challenge isn’t the speed, it’s that there 
is no onboard technical feedback during a race, 
so you need to work out for yourself when to 
regenerate power by recharging, and to read the 
data on the dashboard to make sure you don’t 
exceed the 28 Kw per hour limit on the amount of 
energy you’re allowed to use. You’re doing all these 
things by feel, with one sense missing because of 
the lack of noise, trying to work it all out. You’re 
doing all the maths and trying to remember what 
all the numbers should be while simultaneously 
racing, and because the whole event, practice, 
qualifying and the race, is packed into a single day, 
it’s tough. Seriously, you’re mentally destroyed at 
the end of it.”
 Virgin’s Sam Bird triumphed in Putrajaya, 
heading home Audi Sport Abt’s series leader Lucas 
di Grassi who started 18th, and e.dams’ Sebastien 
Buemi.
   Crashes eliminated FanBoost favourites 
Katherine Legge who tangled with Michela Cerruti, 
and Bruno Senna who went off at the end while 
charging after Buemi for the final podium slot.
 So will it succeed?
   “I think the audience was good for the first 
race, because of the novelty factor. I know from my 
involvement with the Indian GP how that works. 
It’s the second and the third races where we’ll see 
what the story actually is. I don’t think it helps that 
there’s been a two-month gap between the first 
and second races, either, but the rest of them are 
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closer together. And the series runs through the 
winter, when the rest of the racing world is shut 
down, so that’s a positive. It’s also sensible to run 
them on street tracks; the lap time comparison 
wouldn’t be good on normal tracks!”
   How long the series keeps running is also 
open to debate. Agag says that he has funding in 
place for at least two years, and one should never 
underestimate the influence of the FIA on its 
welfare. The feeling within Formula E is that Todt 
will find a way to bail it out if things start to get 
sticky. Elsewhere, there have been suggestions 
that CVC might deem it a good financial risk to 
purchase it, just in case… Given the manner in 
which it extracts huge profits from GP2 and GP3, 
that would not be a surprise. There may also be a 
Hong Kong financier lurking in the wings waggling 
his cheque book. Time will tell.
   Cost containment is critical, too, and there is 
talk of a GP2-style budget for sub-F3 performance, 
but at the same time that technical development 
is one of the series’ stated cornerstones. Agag has 
partly covered the risk of a cost hike by mandating 
that developers must supply their own team, and 
two others. The trick will be to handle that, while 
restricting the usual cost driver – aerodynamic and 
chassis development.
   “We have two growth avenues for formula 
E – geography and technology,” says Agag, who is 
working to a five-year plan. “Geographically, we 
would like to be racing all over the world. We would 
like to be in Africa and Australia or New Zealand, 
we would like to expand in Asia and Europe. We’re 
planning on adding one or two more races per 
year – until we get to a calendar of between 16-
18 races. In terms of number of races – that’s the 

objective. We have a lot of demand from different 
cities.
   “Technologically, the growth will come from 
the manufacturers that design and prepare cars for 
the championship, especially electric power trains. 
We are talking to different OEMs. From year two 
we’d like to have new manufacturers coming in, 
not necessarily making the whole car, but making 
the powertrain – battery, electric motor, etc.”
   There’s as much chance of Formula E 

taking over from F1 as there is of the big teams 
caring a jot about the minnows, but in this case 
that’s actually a good thing. The trick is to see it for 
what it is. There’s a whiff of snake oil salesmanship 
to the whole thing but, Bernie Ecclestone’s recent 
disdain for a younger audience aside, if it attracts 
a fresh audience to motor racing while gaining 
credible traction for technological development 
of value to road cars, then Formula E gets the GP+ 
vote.               v
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It is hard to say where ans when the first beach 
races happened, but the first such event to attract 
attention was in 1902 at Ormond Beach in Florida, 
where two rivals in the automobile business - 
Ransom E. Olds, later to found the Oldsmobile 
company, and his friend Alexander Winton, of the 
Winton Motor Carriage Company (later to become 
a part of General Motors) found themselves staying 
in the same hotel one winter. They wanted to see 
who had the faster automobile and agreed to go 
head-to-head on the hard-packed sand. For the 
record, Winton edged out Olds by a small margin.
 With the idea having been proven, Ormond 
Beach became the venue for further races and 
speed records in the years that followed, some of 
them recorded on early newsreel footage. Later 
the activities would move further south to the 
town of Daytona Beach, where a series of famous 
beach races would be held, marking the beginning 
of what would later become NASCAR.
 Over in Europe the idea was also tried a 
number of seaside resorts in France and England. 
The most famous of these was La Baule, the only 
beach race to be graced with the title “Grand Prix”.
 At the time the phrase was used for a variety 
of different kinds of races, including voiturettes, 
Formule Libre and even sports and touring cars, 
but La Baule, to its credit, did feature Grand Prix 
cars, although in the earlier years the cars were 
generally cyclecars and voiturettes. The drivers 

Back in the 1920s there were not as many permanent racing facilities as there are today. There were fewer aerodromes as well and that 
meant that racers generally had to use road courses. Unless there a long beach - with nice hard sand...

GRAND PRIX DE LA BAULE by Joe Saward

THE BEACH BOYS (AND GIRLS)
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were also a mixed bunch, but La Baule attracted a 
lot of big names.
 Why? Because it was chic. The prize money 
was good and drivers liked to visit. It was the right 
kind of place to be. The idea of holding a Grand 
Prix was actually part of a bigger plan to create 
a La Baule Automobile Week, with a concours 
d’élégance (right) held at the tennis club and a 
race on the beach at the weekend.
 The automobile was still a luxury and 
only the rich and famous could afford to spend 
the money required to become a car owner. The 
middle classes were still travelling by train.
 La Baule originally an area of land covered 
by a few sand dunes and some low pine trees. This 
divided the ocean from the salt marshes named 
after the village of Guérande. The sel de Guérande 
was top class and those who worked the marshes  
were able to make large sums of money. Out on the 
spit of land between the marshes and the ocean, 
there was little of value. There was a small port 
at the tip of the peninsular, known as Le Croisic, 
where a few fishermen eked out a meagre trade, 
otherwise there was nothing.
 It was not until 1876 that one of the local 
salt magnates - Jean Benoit - decided to build a 
villa out on the spit of land, to enjoy the delights 
of Atlantic waves crashing onto a perfect curling 
beach, four miles long.
 At the time La Baule had a population of 
exactly 11 people.
 The salt manufacturers were also 
supporters of the construction of a railway line 
from the port of Saint-Nazaire, at the mouth of the 
River Loire, to Le Croisic, which was completed by 
1879. This, they believed, would help the business 

by providing them with an easy way to get their 
salt to the city of Nantes, and from there to Paris. 
It was a journey of at least 12 hours to the Gare 
Saint-Lazare in Paris, but it was deemed to be a 
good idea.
 In reality, while salt did get to the city more 
rapidly, the primary impact of the railway proved 
to be the inverse. People discovered the beach at 
La Baule and very soon more and more villas were 
being built. By 1881 the population of La Baule 
had risen sharply to 129. Each year new villas were 
built and it was not long before the first hotels 
were built. By the summer of 1890 there were 
sufficient visitors to warrant the construction of 
a tramway that ran the length of the beach. That 

summer 30,000 tramway tickets were sold.
 The first market followed, then a garage 
and by 1895 the first shops began to appeared. A 
census in 1901 revealed that La Baule’s population 
had soared to 4,391.
 The new residents were generally wealthy 
people and they were very keen that the town 
remained an exclusive sort of place. To ensure that 
they needed certain high-end facilities: a casino, a 
hippodrome and grand hotels. By 1909 La Baule 
had its first paved roads (for those who drove there 
from Paris) and two years later the census revealed 
that  the permanent population had risen to 6,390, 
with many more coming each summer to enjoy the 
beach and its pleasant surroundings. World War I 
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brought an aerodrome and by 1920 there was a 
tennis club and before too long a golf course. The 
hotels grew bigger and more impressive, notably 
the imposing 200-room Hermitage and the Hotel 
Royal, just behind the Casino. By 1933 one could 
fly from Paris to La Baule. That summer the resort 
attracted no fewer than 35,000 seasonal visitors.
 La Baule had developed a reputation for 
exclusivity and so it was natural that it would 
attract the rich and famous. Before long the 
visitors included the film stars Sacha Guitry and 
Mistinguett, performers Joséphine Baker, Edith 
Piaf and Charles Trenet all followed, as did Charlie 
Chaplin and the author Georges Simenon. The 
Sultan of Morocco sent his son to La Baule for the 
summer holidays.
 La Baule had horse racing, a casino, tennis, 
golf, shooting, marshes and woods for riding, 
bicycling and walking, a beach for the children 
and impressive hotels, bars and luxury shops.
 But a Grand Prix sounded like a good 
idea and the town of La Baule approached the 
Automobile Club de l’Ouest and asked if the club 
would like to organise a race.
 The ACO was a forward-thinking 
organisation. The previous year it had inaugurated 
a 24 hour race at Le Mans. The club had, of 
course, also played a role in the first Grand Prix 
de l’Automobile Club de France at Le Mans, back 
in 1906, although in that era it was known as the 
Automobile Club de la Sarthe.  This was run by an 
insurance magnate called Gustave Singher, who 
was the managing director of the Mutuelle du 
Mans company.
 The ACO liked the idea. There was money to 
be made and wealthy people to be impressed. The 

circuit was also promising. The beach was long and 
relatively wide. It ran four miles from Pornichet in 
the east to a small river, known as the Grand Etier 
du Pouliguen in the west and the entire course 
could be viewed from the raised promenade, 
which meant that spectators would be able to see 
all the action and not just a few corners, as was the 
case at most of the other circuits. The ACO planned 

a track that ran up the beach for 2.5 km and then 
ran into a tight hairpin from where it returned on a 
parallel course to another hairpin. The start-finish 
line was on the land-side of the course, close to the 
massive Hotel Royal and the Casino. The western 
hairpin was close to the Hermitage. The timing 
had to be thought about carefully to allow for the 
tides coming in. And in case the course broke up 
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at the hairpins, there was a contingency plan to 
move the hairpins a few metres while the race was 
on to get to fresh sand!
 Putting together a good field was largely 
dependent on the prize money that was on offer 
to the contestants and clearly in the first year there 
was not much to attract the big names. The race 
would be for a mixture of different cars, primarilty 
the lightweight cyclecars. The race was over 100km.
 The first event featured a relatively small 
field but was it achieved what the town and the 
ACO wanted to achieve. It was won by a cyclecar 
called a EHP (Établissements Henry Precloux). This 

was powered by a Ruby engine.
 The winning driver was Maurice Benoist 
was a 34-year-old former cavalryman, who 
walked with a limp having been shot in the knee 
while serving with the elite Chasseurs d’Afrique 
regiment in Morocco in 1912. His younger brother 
Robert was already a rising star in French racing 
circles and would go on to become the country’s 
leading Grand Prix driver with Delage in the years 
that followed. Maurice was charming and well-
connected at the Touring Club de France and as a 
result had access to many influential people. It was 
a good result.

 The second race, the following summer, 
was rather less successful, being won by an 
unknown local Bugatti owner called Béjot (his first 
name does not appear anywhere), but in 1926 
things improved thanks to the Delage factory 
team sending a factory Grand Prix car to La Baule, 
to be driven by the celebrated veteran Louis 
Wagner. Not surprisingly, Wagner was completely 
dominant and won the 100 kilometre race by 
nearly five minutes. It served Automobiles Delage 
to have one of its cars so dominant in front of the 
La Baule crowd... and it served La Baule to have a 
top car and a star driver.
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 Unfortunately the Delage factory shut down 
its operations at the end of that year and so the La 
Baule Grand Prix called upon the services of British 
driver Captain George Eyston, who owned a Bugatti 
Type 35B Grand Prix car. Eyston duly dominated the 
event, winning by more than six minutes.
 In 1928 the event was repeated again but 
the field was again undistinguished, with victory 
going to an unknown Bugatti privateer called 
Pierre Blaque-Belair.
 The widespread use of the Bugatti Type 35 
and its derivatives would help to keep the race alive 
in 1929 and it did no harm that Bugatti privateer 

Philippe Etancelin, a wealthy wool merchant, 
who had established himself as one of the fastest 
drivers on the French national scene, won the race.
 It was not enough to keep the race going 
in 1930, but fortune favoured La Baule. One of 
the top Grand Prix drivers of the day, who raced 
under the name of “W Williams”, had visited the 
La Baule area with his life and liked what he saw. 
His success had made him wealthy and he and his 
wife Didi wanted to change their lifestyle a little. 
“Williams” was in reality an Anglo-Frenchman 
called Willy Grover, who had been born in France 
and had grown up as a Frenchman. Once a 

chauffeur, he had seen how the other half lived 
and when he became successful he married his 
employer’s former mistress. Racing provided them 
with the money to live a life of luxury and they 
both liked the idea of land-owning. They found a 
large manor house with a pair of elaborate gates 
that opened on to a driveway that went through 
a small wood and then opened up in front of the 
house, which boasted its own private chapel, a 
bar donwstairs for parties and, hidden from the 
main house by trees, a cottage and outbuildings 
that they decided would be turned into kennels. 
They intended to breed Aberdeen terriers. There 
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was plenty of land around the house and a farm 
and woodland where Willy could go shooting, as 
country gentlemen did. The couple even began 
using the name Grover-Williams.
 Early in 1930 “Williams” (right) had had a 
heavy crash at a race in Rome and had been out 
of action for five months as a result of his injuries. 
There were many in the racing world who believed 
that Willy became a much more cautious driver 
after the crash in Rome.
 His presence in La Baule gave the town the 
incentive to run the Grand Prix again, although it 
did not take place until September, by which time 
the holidays were over. The entry was not bad 
although Etancelin was unable appear after he 
blew an engine at Monza the previous weekend. 
The primary competition was between “W Williams” 
in his Bugatti and Biarritz’s Jean de Maleplane in a 
2.5-litre Maserati. There were also Bugattis entered 
by Jean Gaupillat and Marcel Lehoux, in addition 
to the glamorous “Helle Nice”, an exotic dancer 
who had taken to racing with some success. In 
the end Williams was largely untroubled as the 
Maserati broke a piston and Lehoux had trouble 
with the salt water spray that was thrown up by 
the cars. By the end of the event the local hero had 
lapped everyone but the second-placed Gaupillat.
 In an effort to attract bigger crowds the 
race moved to mid-August in 1932 and the 
entry was a little better with “Williams” being 
joined by Guy Bouriat, who was the manager of 
the Bugatti showroom in Paris when he was not 
racing in Grands Prix. Unlike “Williams” he had 
never managed to win a Grand Prix, but had come 
close in 1930 when he led the Belgian Grand Prix 
by more than a minute before pulling over to let 

Louis Chiron catch up and win.
 The mid-August date seemed to work well 
and so it was repeated the following year and 
once again it was “Williams” who was the man to 
beat with a Bugatti Type 54, featuring a powerful 
5-litre engine. The opposition came from Lehoux 
with Benoit Falchetto taking third. By the end of 
the race Lehoux was just over half a minute behind 
the three-time winner of the event.
 Perhaps by 1934 the race had served its 

purpose. La Baule was the place to be seen in 
the summer. Perhaps it became too popular. At 
the end of 1933 “Williams” sold his house to a 
hairdresser who had won France’s first national 
lottery and, with money from the sale, bought a 
villa in Beaulieu-sur-Mer, a couple of bays along 
the coast from Monaco. He announced that he 
was retiring from the sport, although he would 
be seen again in the years that followed, driving 
Bugatti sports cars and in record attempts.
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 From 1934 to 1937 there was no Grand 
Prix at La Baule but in 1938 the race was revived, 
on the last weekend of August. To spice up the 
event it was named as the final round of the French 
National Championship, which had begun the 
previous year with Raymond Sommer and Rene 
Dreyfus fighting for the title, although it was all 
rather an anti-climax as Sommer won the title after  
Dreyfus was refused entry for the Tourist Trophy at 
Donington on the grounds that his Delahaye was 
not a production-based car, while Sommer’s Talbot 
was considered as racing version of a road car.
 Dreyfus went to La Baule keen to win. he 
had a big lead but Eugène Chaboud and Jean 
Trémoulet were both in with a chance. There was 
a field of 11 cars but the crowds were huge with an 
estimated 200,000 spectators turning up to watch.  
Dreyfus took off into the lead in his Delahaye with 
Switzerland’s Armand Hug in hot pursuit in his 
Maserati, followed by a similar car driven by Herbert 
Berg. It would not last, however, as Dreyfus’s car 
hit trouble, although he would still manage to 
win the title because Trémoulet could not find the 
performance needed to move up the order.
 The timing of the race proved to be rather 
flawed on this occasion as the tide was coming in 
rapidly and those watching the race from the sea-
side of the course found that they had to move to 
avoid getting their feet wet. as the sand became 
wetter and wetter it was decided to finish the race 
three laps earlier than planned. It made no real 
difference as Hug was uncatchable by that stage.
 There were high hopes for the race in 1939 
with the Bugatti factory intending to send one 
of its spectacular 57G sports cars for Jean-Pierre 
Wimille to drive. The car was late being prepared 

and so Jean Bugatti, Ettore Bugatti’s son, took it 
for a run on a stretch of public highway near the 
factory in Alsace. The roads were closed off a local 
cyclist who had had a few drinks forgot that he was 
supposed to stay off the road. The Bugatti arrived 
at 125mph. Jean swerved, missed the bicycle but 
lost control and ran straight into a plane tree. Jean 

Bugatti was killed instantly.
 The race at La Baule was called off in any 
case as the world descended into war once again.
 Racing on the sands at La Baule was over. 
There was an attempt to revive the Grand Prix on a 
circuit at the airport in the 1950s, but that did not 
catch on.             v
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SAMBA & TANGO CALENDAR

A PERFECT CHRISTMAS GIFT FOR F1 FANS
Each year our photographer Peter Nygaard puts together a calendar of classic Formula 1 photography. 
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This year's calendar focusses on some of the great  
Latin American drivers through the history of the 
sport, not simply the Argentines and Brazilians, but 
also the likes of Colombia's Juan Pablo Montoya, 
Venezuela's Pastor Maldonado and the Rodriguez 
Brothers from Mexico. The drivers pictured include 
Juan Manuel Fangio, Ayrton Senna, Nelson Piquet  
and, of course, Emerson Fittipaldi, but also the 
nearly men: Rubens Barrichello, Jose Carlos Pace 
and Carlos Reutemann.
 The glorious photographs 
from the golden ages of 

Formula 1 come from Peter's amazing F1 archive, 
which includes not only his work but that of 
photographers who passed on their archives to 
him. The calendar features photographs that will 
bring back memories for those who cherish the 
sport, and text for those who want to learn more 
about the history of motor racing.
 “Rule Britannia” is available at $15.95 + 
shipping & tax from Saison 73 in California.

 For more details and to order, go to 
www.saison73.com.  v
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PETER NYGAARD’S 500th GRAND PRIX

GP+ has its first member of the 500 GP club... There are more to come...

PETER NYGAARD - PRINTS OF DENMARK

Peter attended his first Grand Prix in Anderstorp, 
Sweden in the summer of 1974, when he was just 12 
year old. He was mad about the sport but Denmark 
was too small a country to have its own Grand Prix 
and so went with his father across to Sweden on the 
Helsingor-Helsingborg ferry.
 When he explained to his career advisor a few 
years later that he wanted to become a Formula 1 
photojournalist, it was suggested that a more sensible 
path would be to become a lawyer.  During his studies 
he took six month off at one point and did his first 
Grand Prix with a press pass at Zolder in 1982 - an 
event marked by the death in qualifying of the great 
Gilles Villeneuve.
 Peter turned his back on the legal profession 
and headed off to Rio de Janeiro to begin his career 
as a professional F1 photo-journalist in 1987  (right) 
although he did not attend every race every year until 
Jan Magnussen appeared in F1 in 1997.
 Today Peter is now one of the few true photo-
journalists in F1. He writes for Danish and international 
media and with his assistant photographers takes 
pictures for his Grand Prix Photo company. This is one 
of the largest F1 libraries in the world, Peter having 
acquired the work of Italian Giancarlo Cevenini, France’s 
Dominique Leroy and Australia's Nigel Snowdon.
 Peter is a mad fan of Bruce Springsteen, 
attending as many concerts as he can each year. At 
52 he is the youngest of the GP+ principals, but going 
straight into F1 without serving an apprenticeship in 
other formulae put him in the lead in the race to 500!v
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THE LITTLE I UNDERSTAND ABOUT THE CRISIS ISN'T PRETTY

THE HACK LOOKS BACK by Mike Doodson

Long, long ago, before discovering that I could 
make a modest living by travelling around the 
world, mixing with racing people and writing about 
their glamorous activities, I trained to become a 
chartered accountant. Honest injun, no kidding. 
I was not a very good chartered accountant, you 
understand, and hilariously unsuited to the rigours 
of the profession, but I served the required five 
years' grind as an articled clerk in Manchester at 
30 shillings a week before scraping through some 
tough exams, albeit only at the second attempt.
   Some of the things that I was taught about 
accountancy half a century ago remain in my 
memory, so when I learned of plans for Caterham 
(a complex financial confection of which various 
components are irredeemably insolvent) to race 
in Abu Dhabi this weekend, my eyebrows almost 
went into orbit. While company law has developed 
greatly since my day, and I haven't kept up, the 
procedures being employed by the stricken 
outfit's administrator seem to me to conflict with 
the interests of the creditors, not to mention 
being wildly impractical. I note that hundreds of 
ex-employees and creditors who are the innocent 
casualties of the Caterham mess share my views 

and that some of them intend to have their day in 
court.
   The free advice which I offer to these 
unfortunates, learned from my tutor as I absorbed 
the intricacies of the 1948 Companies Act, is that 
only a fool sues a man who hasn't got any money.
   The recent collapse of two F1 teams, with 
the possibility of others to follow, is all part of the 
grotesque crisis that is consuming our sport. Eight 
months ago, even I was forecasting catastrophe, 
so nobody can possibly claim not to have seen 
it coming. Yet in spite of having riffled through 
dozens of expert analyses, I readily confess that 
I still don't understand how things have been 
allowed to get to this pass.
   I think we can agree that one essential 
quality that's been in short supply in the 
paddock is good old-fashioned commonsense. 
One can sympathise with the team principals 
who committed themselves to joining the F1 
juggernaut on the basis of Max Mosley's promises 
back in 2009 that there would be a $40 million 
cost cap. But when the limitations proved to be 
unworkable, what on earth possessed them to 
plough on, in the depths of a world recession, when 

the cost of the hybrid engines for 2014 leaped from 
a 'difficult' $6 million to an impossible $40 million? 
Did the Russian chap behind Marussia seriously 
believe that his start-up company could profitably 
design, build and bring to market a new sportscar 
which would instantly be able to compete with 
the products of Ferrari, McLaren and Porsche? And 
how did Tony Fernandes expect to keep Caterham 
afloat when its running costs exceeded the yearly 
net income of his airline by tens of millions?
   Cock-eyed optimists, the lot of them, as 
time has now conclusively proved.
   But I don't see much commonsense 
on the wealthy side of the paddock either. It's 
understandable that the three or four prestige 
teams sitting on budgets of hundreds of millions of 
dollars each should wish to protect their positions, 
but surely they must realise that unless they have 
someone against whom to race, they won't have 
those budgets for very long. TV audiences for F1 
are dropping off in several important markets, and 
not even the ingenuity of Bernie's cameramen 
can disguise the empty grandstands at about 
half the GP venues. Sponsors notice these things, 
even when they're being shown a good time on 
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indulging in a diet of food that has proved to be 
too rich.
   The embarrassment extends to Bernie 
Ecclestone, seemingly caught with his pants down 
by the German authorities who put him through 
the indignity of a long-winded trial for bribery that 
came to an interesting conclusion when he signed 
that famous cheque for $100 million in favour of 
his persecutors. It was Bernie himself who chose 
to confess that it was money well-spent, as well he 
might, considering that a full guilty verdict would 
have cost him his job with the blood-sucking 
bankers who employ him to run the sport's 
commercial affairs. The question has to be asked, 
then, if F1 would be in a stronger position if he was 
no longer in charge.

be no more to you than a matter of commercial 
wrangling, to the millions of fans who idolise a 
sportsman, it's a serious matter when their hero 
gets the chop because he happens to have more 
talent than money. In case you've forgotten, let 
me remind you that you meddle with the loyalty 
of the fans at your peril.
   For the past 40 years or so, F1 has sailed 
serenely over the billows, suppressing the 
occasional inconvenient bits of turbulence, and 
maintaining the clichéd image of the swan that's 
paddling like hell under the surface. Today, we see 
a much uglier picture. It's as if someone has thrown 
open the bathroom door and unveiled the sight 
of our beloved sport sitting on the lavatory in the 
throes of an alimentary upset, the consequence of 

someone's floating gin palace in Monte Carlo.
   You don't need a disillusioned hack to point 
out that F1 no longer enjoys the commercial lure 
that paid for all the yachts and private jets over the 
sport's three golden decades. Dare I mention that 
we are still waiting for McLaren, surely the most 
marketing-savvy of all F1 teams, to reveal its 2014 
title sponsor? An announcement was promised 
for December last year, then in March there was 
a muffled note from Woking that it would be 
delayed. We are still waiting. It is not possible, is it, 
that some would-be benefactor got cold feet and 
actually stiffed Ron Dennis? 
   While the bankruptcies have been bad 
enough, some of the recent paddock goings-on 
have been a disgrace to the image of the sport. 
There's been talk of the big teams running three 
cars, a concept which my colleague Joe Saward was 
able to dismantle in a couple of sentences because 
he had a grasp of the rules that various team 
bosses clearly lacked. I saw both Toto Wolff and 
Christian Horner admit to the world on television 
that they didn't know what the minimum number 
of cars had to be before emergency measures 
came into effect. It's possible, I suppose, that they 
were deliberately dissimulating because the exact 
figure is a Concorde Agreement secret, but that's 
not what their facial expressions were telling me.
   Then we've had the unedifying spectacle 
of would-be drivers being juggled in the air, 
with three admirably capable chaps all declaring 
that they've got Sauber contracts for 2015, while 
their employer blithely brushed off journalists' 
questions by declaring it to be an 'internal matter.' 
No, it isn't, Monisha Kaltenborn, this is Formula 1, 
and while the destination of a racing driver may 
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   On balance, I would answer 'No.' It is 
probably better for the sport to have its familiar 
ringmaster still in post, rather than a less skilled 
manager, although Bernie hasn't exactly risen to 
the challenge presented by the crisis. Okay, I can 
understand his motivation when he threatens to 
get rid of journalists he doesn't like (even though he 
doesn't have the power to do so), but I am baffled 
when he starts saying negative things about the 
show that has made him rich. At the beginning of 
the season he was criticising the lack of noise from 
the new powerplants. More recently he has made 
the proposal, in all apparent seriousness, that the 
old V8s be reintroduced.
   While Bernie is noted for outrageous 
declarations that will guarantee him a few 
headlines, he must surely be aware that he's cutting 
himself off at the ankles by demanding technical 
changes which could easily result in the departure 
of car makers like Mercedes whose participation in 
F1 gives it the prestige which allows him to put an 
eye-watering price on his product when he goes 
to sell it to race promoters and TV broadcasters. 
I'm not a great fan of the coffee-grinder engines 
either, but one thing I do know is that if we went 
back to V8s, then F1 would find itself stuck forever 
in a technical rut.
   Having analysed what ails Formula 1, and 
identified some of the chumps responsible for 
its ills, I suppose you would like me to offer some 
solutions for the mess. Well, I certainly don't have 
any faith in the concept of a two-level F1, with 
hotted-up GP2 cars filling the ranks, because that 
would cheapen the image of the sport. I'm old 
enough to have been covering the GPs in 1987, 
when there was a non-turbo division at the races, 

and Jonathan Palmer won the Division 2 title 
with a works Tyrrell-DFV thanks to one fourth 
place and a couple of fifths against the unreliable 
turbos. It was an uncomfortable feeling to have 
the non-turbos interfering with the plot and the 
experiment was not repeated.
   Then there's the nuclear option. As Joe tells 
it, that would be for another team or maybe two 
to go to the wall, reducing the number of entries 
below a secret figure (as I mentioned, there's a 
rule on the matter hidden away somewhere) and 
triggering a provision that would automatically 
cancel the infamous 100-year agreement of 2001 
under which the Formula One group acquired the 

commercial rights to the sport for 100 years. The 
unfortunate reverse side to this scenario would 
be the misery inflicted on the hundreds of people 
who would lose their jobs and the disappearance 
of two F1 well-established entities whose prestige 
would be obliterated. I think this would be 
extremely harmful to the image of the sport.
   The one solution which nobody seems 
brave enough to mention would be for the FIA to 
step in. Yes, it's true that the federation, under the 
2001 agreement, is obliged not to get involved in 
commercial matters. But I am sure that there is an 
emergency provision buried somewhere in the 
statutes which permits it to step in and knock heads 
together. Now is surely the time for the secrecy of 
the Concorde Agreement to be waived so that the 
world can see exactly what the stumbling blocks 
to a solution are. It is possible that European law 
forbids the Concorde secrecy. Assuming that court 
time can be found, and quickly, it is certainly worth 
testing the matter in law.
   All this points to an initiative being taken 
by one man. He is the President of the FIA and his 
name is Jean Todt. Seemingly unassailable, Todt 
sits on his throne and stays silent. Yet this is the 
man who back in March declared, "Sometimes 
Bernie says, 'we have to be a dictator.' Myself, I'm 
against dictators, unless I have to be."
   The time has come for Todt to dictate the 
hard solutions which F1 requires: a cost cap, strict 
enforcement and meaningful negotiations with 
the engine suppliers which will reduce costs, even 
at the expense of some of the fuel-conserving 
measures that most fans hate.
   Is he up to the task? I have my doubts. But 
the future is in his hands.           v
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FIGHTING FOR
THE FAMILY

SILVER
Nico took pole position in 
Abu Dhabi... but what would 
happen on Sunday?

QUALIFYING REPORT  by Joe Saward
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When Nico Rosberg and Lewis Hamilton arrived in 
Abu Dhabi, they were separated by just 17 points, 
despite the fact that Lewis had won 10 times to 
Nico’s five. The idea that Rosberg might win the 
title seemed somehow wrong. The man who 
wins most shou,d be the World Champion, but 
Rosberg’s consistency meant that he was still in 
with a chance of the title, even without the double 
points. Ironically, the title would have been settled 
in Abu Dhabi one way or the other...
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 The only slight problem was that this was 
a double-points race, the first in Formula 1 history 
(and possibly the last as well). It was designed to 
ensure a grandstand finish to boost the TV viewing 
figures and, to that extent, it worked. But it was not 
popular with the fans...
            So the story was this: if Lewis won the race 
he would be champion no matter what. If Nico 
won with Lewis second, Hamilton would still be 
champion. So all Rosberg could do was hope for 
divine intervention: a mechanical failure or an 
accident (but not involving him). Lewis would just 
need to avoid trouble and follow Rosberg and the 
title would be his...
            Rosberg has been better in qualifying this 
year but in the races Hamilton has had the upper 
hand and one could expect the same pattern to 
be repeated in Abu Dhabi. Lewis led the way in Q1 
and Q2 but in Q3 Rosberg was suddenly ahead.
            “I don’t know how many mistakes Nico made,” 
Lewis said, “but I generally didn’t have the best of 
laps but it was still a really good qualifying session, 
I really enjoyed it. The car was fantastic.
            “I’m not particularly disappointed with it,” he 
went on. “Of course you always want to be on pole, 
that’s what we work for. I’ve had very good pace 
throughout practice and particularly the long runs 
which is comforting and then in Q1, Q2 was good, 
Q3 just wasn’t...  It wasn’t really lots of mistakes or 
anything, it just wasn’t a great lap. Nico did a great 
job...”
            Rosberg was delighted with a job well done, 
but he knew that Sunday would not to be easy.
            “I was really happy with the set-up.” he said. 
“It all worked out well. I got a good lap together 
in the end; I’m pleased with that. But, of course, 
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it’s only one step, a very small step. It would have 
been great if somehow there could have been 
a Williams between the two of us, but that can 
always happen tomorrow.”
 It was interesting to that one had the 
impression after qualifying that Williams was 
closer to McLaren but the truth was that little had 
really changed. Because of Hamilton’s poor lap, he 
was only 0.159s behind Lewis, but the gap from 
pole to Valtter Bottas was 0.545s, which was pretty 
much the norm at a track with  a long straight. And 
as usual the Williams boys were not confident of 
being able to keep pace with the Mercedes pair in 
race trim.
 Felipe Massa seemed confident and 
punchy for most of the build-up but in Q3 Bottas 
leapt ahead, as he often does. The gap was tiny, 
just 0.09s
         “Felipe was really quick today,” the Finn 
admitted, “so it was not easy to beat him.
 Inevitably Massa was disappointed with 
the result and reckoned that he could have done 
better on his final run.
            “I didn’t put together my final lap after I locked 
up,” he said. “The car is showing good performance 
for tomorrow and another second row lockout is 
encouraging.”
 Behind Team Willy was a big gap back to 
Daniel Ricciardo’s Red Bull, In F1 these days 0.626s 
is a lot.
 Ricciardo said that he was “really happy with 
quali” and explained that this was the happiest he 
had been with the car all weekend.
 “We are fairly close to the Williams and not 
too far off at least one of the Mercs, so not a bad 
session.”
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 Vettel was next and not very happy.
 “I realised immediately in qualifying that 
we wouldn’t really get the grip out of the super 
soft tyre which we were able to do this morning 
and yesterday,” he said. “We tried to change the 
car between sessions. When we went out on the 

used tyres in Q3 it looked as though we had found 
something, but it wasn’t to be.”
 The story was not over however as in the 
post-qualifying scrutineering the two cars failed a 
front wing deflection test. Both drivers were thus 
excluded from the qualifying session and it was 

decided that they would be allowed to start from 
the back of the grid. The team, as usual, tried to 
play the role of victim, issuing a statement saying 
that they were “disappointed that we have been 
singled out for a front wing deflection test when it 
is clear that other teams are interpreting the rules 
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in a similar fashion”.
 This was typical behaviour from Red Bull 
which is constantly blaming its faults on others 
when you screw up or are caught cheating. It is 
graceless. Knowing how to lose is something that 

would gain the team respect. Whining does not.
 The good thing about having two teams is 
that if one lot mess up there is always another to 
step up to the plate and thus it was that when the 
Red Bulls were scratched from the third row, one 

of the places was taken by Red Bull’s sister team 
Scuderia Toro Rosso, with Daniil Kvyat moving 
up from seventh to fifth. Further back Jean-Eric 
Vergne from 12th to 10th.
            “I did a good lap in Q3 and I am happy” Kvyat 
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said, “even if we could have done a little better.”
 Vergne was less happy, complaining that 
the car had been difficult to drive throughout the 
meeting. In the end he was happy to have got 12th 
out of it and to move up to 10th was a real bonus.
 “All things considered, it gives me the 
possibility to start the race with the tyres that I want 
tomorrow and I’m really convinced that our car will 
perform much better,” he said. “Our race pace has 
been looking good for the whole weekend. With 
a good strategy, we should definitely be strong 
tomorrow.”
 McLaren also benefited from Red Bull’s 
crash-landing, which was good news because the 
team had rather underperformed, with Jenson 
Button eighth and Kevin Magnussen 11th. The 
penalties moved McLaren up to sixth and ninth, 
which made it look a little better.
 The real disappointment was that the team 
had been very excited about a new aero package 
on Kevin Magnussen’s car, including a front wing 
produced under the guidance of the team’s new 
designer Peter Prodromou. On Friday evening this 
looked very good with Kevin third fastest overall, 
but 11th on the grid was really disappointing. 
            “There was a bit of traffic out there, “ he 
expalined, “but more importantly in Q2 I struggled 
quite a bit with the rear of the car – it just didn’t 
have much grip. It felt a bit better yesterday, so 
we’ll have to look at why that was.”
 Jenson Button was happy to have beaten 
his team-mate and reckoned that it would have 
been possible for him to leap from eighth to sixth 
because the difference was just 0.07s.
 Ironically he got that place in the end.
 Friday had been spoiled for Jenson by  a 
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rear suspension problem, followed by an hydraulic 
problem and so catching up had not been easy 
which meant that Button was probably happier 
than one might expect.
            Ferrari drivers Kimi Raikkonen and Fernando 
Alonso ended up seventh and eighth. Fernando 
had a pretty miserable time, beginning with an 
engine fire on Friday. That meant he could only 
recover to take 10th, but moved up thanks to the 
Red Bull troubles.
            “Changing the engine after the final free 
practice session created a few extra problems and 
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it took until Q2 for the car to perform consistently,’ 
he said. “Tomorrow, I expect an uphill struggle, 
partly because, over the past two days, we haven’t 
done any practice starts and I have never run with 
a full fuel load.”
            Kimi was happier, but seemed resigned to 

another poor weekend.
 “We knew this track would not favour our 
car and all weekend, we never managed to find a 
set-up that worked well at every corner,” he said. 
“Today, in qualifying, I felt more comfortable, but 
it wasn’t simple putting a good lap together. I was 

always on the limit and on some parts of the track 
the car worked well and in others it tended to slide.
 Thirteenth and 14th for Force India became 
11th and 13th after Red Bull’s public flogging and 
Sergio Perez (newly-confirmed for 2015) beat Nico 
Hulkenberg was a small margin.
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            “Today wasn’t an especially difficult day, 
but we simply didn’t have the pace to extract a 
better position from qualifying,” Perez said. “We 
expected this, which is why our set-up is more 
geared towards the race. We hope this will give 
us some advantage tomorrow. In any case, the 
strategy choices are quite limited so I don’t expect 

any adventurous choices.”
            The Hulk also felt that the car would be much 
better in the race.
            The team had only a small chance of catching 
McLaren for fifth place in the Constructors 
Championship because with overtaking very 
difficult around the Yas Island circuit, Sunday was 

going to be tough.
            Initially Adrian Sutil and Esteban Gutierrez 
ended up 15th and 17th in their Saubers by these 
positions would become 13th and 14th because 
of the Red Bull penalties, and the because of a 
20-place grid penalty (and a stop-go) for Romain 
Grosjean’s Lotus. Sutil had missed the FP1 on 
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Friday, having to hand over his car to Hong Kong 
driver Adderly Fong. Thus Sutil started what might 
be his final Grand Prix weekend on the back foot.
            Gutierrez said that he was not able to get the 
best out of his car.
 Lotus put Esteban Ocon (an oddly-

named Frenchman) into Romain Grosjean’s car 
on Friday morning and he was immediately 
impressive, getting to winthin three-tenths of 
Pastor Maldonado. Grosjean’s weekend was 
screwed anyway because of a sixth sixth internal 
combustion engine, turbocharger and MGU-H. The 

penalty for the changes would have amounted to 
a drop of 20 grid positions, but as this is the final 
race of the season, any grid penalty which is not 
used cannot be carried over to the next race and 
so the remaining grid positions were added in the 
form of a drive-through penalty as well in the race.
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             Maldonado was a tenth slower in qualifying 
and so took 18th place, but moved up three places 
on the grid as a result of all the penalties imposed.
             “We didn’t expected to be very competitive 
this weekend as Yas Marina is a very particular 
track with slow speed corners and long straights, 
neither of which favours our car,” he said. “We did 
the best we could but in the end it wasn’t enough.”
 Down at the back was Caterham (or the 
remains of it, anyway). With Marussia failing to 

get to Abu Dhabi, Caterham hoped to be able to 
pick up points by running around at the back, with 
Kamui Kobayashi and new buy Will Stevens. They 
qualified 19th and 20th, Stevens just half a second 
down on Kamui and were then bounced up the 
grid to 16th and 17th.
            “We will fight like we always do,” Kobayashi 
said, “and I hope we can end the season with a 
good result to thank all the fans.”
           Stevens reckoned he might have done 

even better than he did but he made a mistake 
on his final lap and so could not quite match the 
Japanese driver. It was a very decent effort for the 
youngster.
 “Obviously I’m disappointed because I 
could’ve done better,” he said, “but overall it’s been 
a positive day. I feel comfortable and I just need to 
keep a cool head and enjoy my first ever Formula 
1 race tomorrow.”
        And so to Sunday...            v
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SATURDAY - FREE PRACTICE 3
1 L Hamilton Mercedes 1:41.424 
2 N Rosberg Mercedes 1:41.793
3 F Massa Williams 1:42.429
4    F Alonso Ferrari 1:42.653
5 S Vettel Red Bull 1:42.679
6 D Ricciardo Red Bull 1:42.768
7 J Button McLaren 1:42.773
8      V Bottas Williams 1:42.794
9 D Kvyat Toro Rosso 1:42.809
10 K Raikkonen Ferrari 1:43.038
11 K Magnussen McLaren 1:43.112
12 J Vergne  Toro Rosso 1:43.352
13 S Perez Force India 1:43.360
14 N Hulkenberg Force India 1:43.501
15 E Gutierrez Sauber 1:43.643
16 P Maldonado Lotus 1:43.718 
17 R Grosjean Lotus 1:43.778 
18 A Sutil Sauber 1:44.022
19 K Kobayashi Caterham 1:45.044
20 W Stevens Caterham 1:45.959

FRIDAY - FREE PRACTICE 2
1 L Hamilton Mercedes 1:42.113 
2 N Rosberg Mercedes 1:42.196
3 K Magnussen McLaren 1:42.895
4 S Vettel Red Bull 1:42.959
5     V Bottas Williams 1:43.070
6 D Ricciardo Red Bull 1:43.183
7 K Raikkonen Ferrari 1:43.489
8 J Button McLaren 1:43.503
9 D Kvyat Toro Rosso 1:43.546
10 F Massa Williams 1:43.558
11 S Perez Force India 1:43.746
12 P Maldonado Lotus 1:44.005 
13 N Hulkenberg Force India 1:44.068
14 J Vergne  Toro Rosso 1:44.157
15 E Gutierrez Sauber 1:44.316
16 A Sutil Sauber 1:44.763
17 R Grosjean Lotus 1:44.986 
18 K Kobayashi Caterham 1:45.505
19 W Stevens Caterham 1:47.057
20   F Alonso Ferrari No time

1 L Hamilton Mercedes 1:43.476 
2 N Rosberg Mercedes 1:43.609
3     F Alonso Ferrari 1:45.184
4 S Vettel Red Bull 1:45.334
5 D Ricciardo Red Bull 1:45.361
6 J Vergne  Toro Rosso 1:45.718
7 D Kvyat Toro Rosso 1:45.835
8     V Bottas Williams 1:45.913
9 S Perez Force India 1:45.983
10 N Hulkenberg Force India 1:46.030
11 K Magnussen McLaren 1:46.049
12 K Raikkonen Ferrari 1:46.131
13 F Massa Williams 1:46.549
14 E Gutierrez Sauber 1:46.556
15 P Maldonado Lotus 1:46.711 
16 E Ocon Lotus 1:47.066 
17 J Button McLaren 1:47.235
18 K Kobayashi Caterham 1:47.971
19 A Fong Sauber 1:48.269
20 W Stevens Caterham 1:50.684

FRIDAY - FREE PRACTICE 1
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1 L Hamilton Mercedes 1:41.207 
2 N Rosberg Mercedes 1:41.308
3 F Massa Williams 1:41.475
4 K Magnussen McLaren 1:42.104
5 J Button McLaren 1:42.137
6 D Ricciardo Red Bull 1:42.204
7 D Kvyat Toro Rosso 1:42.302
8      V Bottas Williams 1:42.346
9 J Vergne  Toro Rosso 1:42.413
10 K Raikkonen Ferrari 1:42.439
11   N Hulkenberg Force India 1:42.444
12   F Alonso Ferrari 1:42.467
13 S Vettel Red Bull 1:42.495
14 S Perez Force India 1:42.654
15 A Sutil Sauber 1:42.746
20 R Grosjean * Lotus 1:42.768 
14 E Gutierrez Sauber 1:42.819
15 P Maldonado Lotus 1:42.860 
16 K Kobayashi Caterham 1:44.540
17 W Stevens Caterham 1:45.095

QUALIFYING 1 QUALIFYING 2

1 L Hamilton Mercedes 1:40.920 
2 F Massa Williams 1:41.144
3      V Bottas Williams 1:41.376
4 N Rosberg Mercedes 1:41.459
5 D Ricciardo Red Bull 1:41.692
6 J Button McLaren 1:41.875
7     F Alonso Ferrari 1:41.940
8 D Kvyat Toro Rosso 1:42.082
9 S Vettel Red Bull 1:42.142
10 K Raikkonen Ferrari 1:42.168
9 K Magnussen McLaren 1:42.198
10 J Vergne  Toro Rosso 1:42.207
11 S Perez Force India 1:42.239
12   N Hulkenberg Force India 1:42.384
13 A Sutil Sauber 1:43.074

QUALIFYING 3

1 N Rosberg Mercedes 1:40.480
2 L Hamilton Mercedes 1:40.866 
3      V Bottas Williams 1:41.025
4 F Massa Williams 1:41.119
DQ D Ricciardo ** Red Bull 1:41.267
DQ S Vettel ** Red Bull 1:41.893
5 D Kvyat Toro Rosso 1:41.908
6 J Button McLaren 1:41.964
7 K Raikkonen Ferrari 1:42.236
8     F Alonso Ferrari 1:42.866

Grid positions appear in white
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He got beaten on Saturday, but on Sunday he was a champion again
 

DOUBLE, TROUBLE

RACE REPORT by David Tremayne
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Lewis Hamilton loves Maya Angelou’s famous 
poem Still I Rise, and perhaps its lines that best 
summarised his ascent to a second World Drivers’ 
Championship in the twilight of Abu Dhabi – and 
Mercedes’ first since the legendary Juan Manuel 
Fangio back in 1955 - were these:
 ‘Just like moons and like suns, with the 
certainty of tides, just like hopes springing high, 
still I'll rise.’
 He had been thrashed by title rival Nico 
Rosberg in qualifying, and admitted that he’d had 
a sleepless night. But when the chips were down 
he was dominating his rival even before Rosberg 
slid helplessly from his mirrors with technical 
troubles, and then fended off a mighty challenge 
from Felipe Massa, whom he had beaten for his 
first championship crown in 2008.
   “Lewis, you are a legend,” Prince Harry 
told him on his slowing down lap. “Thanks for not 
making the British public sweat.”
   Never was a start more keenly anticipated. 
Nico had to win to stand a chance of the title, with 
Lewis no better than third. And with Valtteri Bottas 
in his Williams third on the grid and, like Nico, 
starting on the cleaner side, there were threats all 
around the Englishman. Until the lights actually 
went out and he took off like a rocket into a lead 
he only surrendered during tyre stops.
   “We have a sequence that we have to 
go through and we have to perform at the right 
time, making sure that you prepare the clutch 
throughout the weekend, prepare your tyres 
when you get to your spot,” he explained. “I work 
very closely with the engineer who works with my 
clutch. He came to my room before the race and 
asked ‘How do you want to approach this?’ I said: 
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‘The same as every time. We don’t need to do any 
more or any less.’
   “When you do the formation lap, you get 
a feel for how good the clutch is at that point. You 
have to guide them or give them feedback whether 
you need more torque or more slip. Anyways, we 
hit it spot on. The second part, when you let out 
the clutch and you feed the throttle, that’s when 
the driver comes it. But for sure it felt like the best 
start I’ve ever had. Absolutely phenomenal.”
   His 11th win of the season made him only 
the fourth multiple British world champion, after 
greats Graham Hill, Jim Clark and Jackie Stewart, 
and prompted rival Fernando Alonso to remark: 
“The best man won.” The sentiment was widely 
echoed, and Lewis’s old boss Ron Dennis, who had 
nurtured his career said, “The right man won.”
   And so he did. Nico has been the faster 
qualifier this year, but Lewis had won 10 races 
to his five as their cars lined up on the grid, and 
had so often had to recover after misfortune. But 
Nico proved a worthy challenger and when things 
began to go wrong he called upon a champion’s 
spirit and refused to go down without a fight. 
There was grace there as well as resolve, as he was 
one of the first to congratulate a man who more 
than once has proved his nemesis since they first 
began racing one another back in 1997.
   Even had Nico’s F1 W05 Hybrid not lost 
its energy recovery system, Lewis was always in 
control, keeping the gap around two and a half 
seconds. As his car slipped from second place, 
then down through each of the (double) points 
scoring positions until it was a lapped 14th, Nico 
many times asked his crew whether he might still 
be in contention should Lewis’s car strike trouble, 
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but the news only got worse. How soul-destroying 
must it have been to feel his dream slipping 
away with every second lost? Yet when Mercedes 
eventually advised him to bring his car into the 
pits with two laps to go he was resolute. “I’d like to 
go to the end,” he said simply and, respectfully, the 
reply came: “Please continue.”
   While he said he had the greatest day of his 
life and Nico, most likely, the worst of his, the Abu 

Dhabi GP smile on four more of the sport’s good 
guys.
 Even after Nico’s demise, this was no 
easy run for Lewis as Felipe Massa was hungry 
for Williams’ first success since Barcelona 2012. 
After a 30-lap middle stint on Pirelli’s soft tyres he 
gambled on a set of supersofts and began to slash 
the gap with 12 laps left, but as his tyres began 
to lose their vital grip he didn’t quite have enough 

to challenge the Mercedes. Lewis made it home in 
front by 2.5s.
 “First of all, congratulations to Lewis, 
he deserved it,” the Brazilian said. “This was an 
incredible race for us. I didn’t expect to have that 
pace, but I was able to keep the tyres almost to 
the end and I talked to the team about trying to 
finish on the supersofts. Why not, because we had 
a big gap to Valtteri in third place. So we tried it, 
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but unfortunately Lewis a little bit too far ahead. 
I so much wanted that victory. I was more than a 
second a lap quicker, and if the tyres had stayed 
like that I figured I could win. But then they started 
degrading and over the last four laps I didn’t have 
enough grip.”
   Valtteri agreed. “My start was compromised 
by clutch slip, which we never get,” he said, “but 

after that I was able to push really hard. It’s always 
good to be on the podium, and the higher the step 
the better. But second and third will do for now.”
   The result put the Finn fourth in the 
drivers’ points table, ahead of Sebastian Vettel and 
Fernando Alonso. Not bad for a sophomore.
   Fourth place was like a victory for smiling 
Daniel Ricciardo who started his Red Bull from the 

pitlane after front wing irregularities cost him fifth 
place on the grid. He drove another stormer to 
thread his way through.
   “I think it was pretty much a faultless 
race from all sides, from the strategy, to myself 
and the pit stops, everything was good so we 
did everything we needed to,” he said. “I had fun 
passing, it wasn’t boring out there, so it was pretty 
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much what I asked for. One spot better would 
have been nice, but fourth is really cool from the 
pit lane. It’s been pretty much a perfect season, as 
perfect as it can be without holding a world title, 
so no real regrets, no complaints.”

 In what could have been his last Grand Prix, 
Jenson Button staked valid claim once more to a 
2015 seat as fifth place again comprehensively 
overshadowed his rookie team-mate Kevin 
Magnussen, who was only 11th.

 “That was tough!” Jens said. “I think we 
made the best of what we had this evening: in 
terms of strategy, we did the right thing, but we 
never really had enough pace to attack the cars in 
front. So fifth was as good as it was going to be. 
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Getting the maximum from the car is all that can 
be asked of a racing driver, and I think I’ve proved 
this year that I’m still at the top of my game.
 “It’s been a good day for me, but a 
much better day for my old team buddy Lewis. 
Winning two world titles is an absolutely amazing 

achievement. Congratulations to him – he 
deserves it.”
   Force India had a great run, with Nico 
Hulkenberg recovering from a first-lap brush 
with KMag which teed him off mightily as it 
earned him a five second stop and go penalty 

for reasons he didn’t get, and Sergio Perez taking 
seventh, though their 28 points were insufficient 
to dislodge McLaren from fifth place. Nico was 1.8s 
behind Jenson, Sergio just 0.9s ahead of Sebastian 
Vettel.
   “I’m very happy with this result,” the Hulk 
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said. “After struggling with the car on Friday and in 
qualifying, I think we can be proud of today’s race 
and our performance is a good sign for next year 
as well. The car performed at its best; I had a good 
balance and I had the confidence to really push. 
There were just a few laps after the pit stops when 
I was managing the tyres, but other than that it 

was flat out all the way. The long final stint on the 
supersoft tyres was brave, but it turned out to be a 
great strategy by the team and it really worked out 
well.”
   “The points today helped me to finish 
in the Top 10 of the championship, which is an 
important achievement after a great year,” Checo 

said. “I think we could have been even higher up 
today, but we probably stopped too late for the 
final pit stop. If we had been on the supersofts a 
bit earlier then maybe we could have been closer 
to Button at the end of the race. Looking back at 
the season overall I think everyone in the team has 
done a tremendous job and we should feel very 
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happy about what we have achieved. I’ve enjoyed 
this season and now that I know the team I’m 
looking forward to coming back stronger in 2015.”
   It was a less satisfactory for either Seb 
or Fernando, whose last races with Red Bull and 
Ferrari respectively yielded only eighth and ninth 
places.
   “I felt there was more, but once I got stuck 

behind Kevin at the beginning it was quite tough, 
so I can’t be completely happy with today,” Seb 
said. “When you race you want to finish as high up 
as you can and today I think we had the pace to 
finish higher.
   “I think the last six years have been an 
incredible journey, obviously we didn’t expect that 
when we started working together – you can never 

expect four Driver titles and four Constructors’ 
Championships in a row. You get to know some 
people in a very good way and build friendships 
that will last a long time. You go through happy 
days and sad days, you go through them together 
and I think I learned a lot. I’d like to thank Red Bull 
and the Team for everything they did and I will 
miss them. I feel ready for the next step.”
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   Fernando was philosophical.
   “Today, my time with Ferrari comes to an 
end, as does a very tricky season, in which, even if 
we were unable to do much against the technical 
dominance of our rivals, we fought all the way to 
the very end, all of us did our utmost, putting our 
hearts into it. Today’s race was difficult to manage 
but at the same time it was very emotional for 
me; after five years it’s not easy to say farewell to 
a team with which I have grown so much over the 
past five years, both as a driver and as a person. I 

thank all the Ferraristi for their support. I will miss 
the team, the fans and Italy. Even though we are 
going our separate ways, I feel I have lived through 
a unique experience which any Formula 1 driver 
would have loved to have had.”
   But the world did learn from an impeccable 
source where the Spaniard will race in 2015.
   Driven away on a golf cart by the former 
champion, ex-King Carlos of Spain asked him 
where he was headed and, when Alonso confided 
in him, he turned to live television cameras and 

proclaimed: “He’s going to McLaren.” Oops.
   Kimi Raikkonen took the final points for 
10th, two seconds off his outgoing team-mate. “It 
was a very difficult race but we knew right from 
the beginning that this track would be tough for 
us. The start was good but then, at the first stop, 
I already lost a few places and from then on I 
couldn’t move up the order. The car handled well 
and I had no particular problem, but today we 
lacked the speed we needed to attack.”
   Kevin got duffed up not only by Hulkenberg 
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on that opening lap but also by Adrian Sutil who 
inadvertently clobbered him hard with his Sauber.
   Jean-Eric Vergne was Toro Rosso’s sole 
finisher in 12th after Daniil Kvyat’s car lost power 
early on and stopped.
   With Grosjean leading the bitterly 
disappointed Rosberg home, Esteban Gutierrez 
and Sutil ended their Sauber careers with unhappy 
15th and 16th places, completing the Hinwil team’s 
first pointless season since it started in 1993.
   Will Stevens was the final finisher for 
Caterham after a steady debut, as team-mate 
Kamui Kobayashi’s vibrating car joined Kvyat and 
Pastor Maldonado, whose Lotus caught fire after a 
piston shattered, on the retirements list.
   “We completed the objective of the day, and 
that was to finish the race, which is good not only 
for me but also for the team – we can be pleased. 
I struggled quite a bit during my first stint on the 
Option tyre, trying to keep it up to temperature 
at the start during the formation lap, so I had a 
lot of graining on the front. But the middle stint 
wasn’t too bad and I was able to get into more of 
a rhythm. Towards the end I was feeling good in 
the car and it feels really good to have completed 
my first Formula 1 race! I want to thank all the fans 
once again for giving this team another chance to 
race, this is where we belong.”
   And so a fabulous season of F1 came to its 
end. Lewis had always said that this title would be 
sweeter than the first, and so it proved.
   “2007 was a very bad experience losing the 
world championship in the last race,” he admitted. 
“I fell to a low over which I had no control. In 2008 
I came back and won the championship. While 
that was great, my emotions were shot. I wasn’t so 
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think of all the negative things that could happen 
but I tried really hard bring all the positives into it.
   "This is the great day of my life. 2008 was 
a special time, but the feeling I have now is way, 
way past that, above and beyond. It's the greatest 
feeling I've ever had. This is like an outside-the-
body experience.”
   Defeat brought out the real Nico, for there 

was no sign of the sometimes condescending 
character who likes to play mind games. In its 
place was a fighter taking it on the chin, with his 
head held high.
   "I'm very disappointed, a good chance was 
there today," he said. "It didn't work out, but in 
the end my race didn't make a difference because 
Lewis won fair and square anyway. It was a great 

mature, I didn’t have the knowledge I have now.
   “Normally before a race you have 
butterflies in your stomach and are nervous, but 
today I felt extremely calm. It was weird; was that a 
good thing or a bad thing? Obviously it was good! 
Last night I kept thinking that tomorrow is the big 
day, something could happen to the car and that 
would be the championship done. Naturally you 
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battle between us, and that's what I race for.
   "He deserved to win today and he 
deserved to win the championship. He was this 
year that little bit better. He was the best driver 
on the grid.”
   Besides winning the drivers and 
constructors’ championships, 16 of the 19 races 
and setting a new record for 1-2 finishes, Mercedes’ 
greatest racing season also set a new high for 
sportsmanship, and perhaps that was the greatest 
of all their achievements.
   And as Lewis and his family and fans 
celebrated, somewhere, far away yet as close as 
a parent’s heart, a small boy called Kian will have 
been applauding too.
   Oh, the right man won, all right.                 v

FASTEST RACE LAPS
1 D Ricciardo Red Bull 1:44.496
2 F Massa Williams 1:44.826
3 S Vettel Red Bull 1:45.552
4 L Hamilton Mercedes 1:45.599 
5 J Vergne  Toro Rosso 1:45.686
6      V Bottas Williams 1:45.727
7 N Hulkenberg Force India 1:45.777
8 S Perez Force India 1:45.808
9 J Button McLaren 1:46.739
10 K Magnussen McLaren 1:46.824
11 N Rosberg Mercedes 1:46.869
12   F Alonso Ferrari 1:47.424 
13 K Kobayashi Caterham 1:47.431
14 A Sutil Sauber 1:47.508
15 E Gutierrez Sauber 1:47.698
16 K Raikkonen Ferrari 1:47.736
17 R Grosjean Lotus 1:47.897 
18 W Stevens Caterham 1:48.398 
19 D Kvyat Toro Rosso 1:48.748
20 P Maldonado Lotus 1:48.933 
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ABU DHABI GRAND PRIX, Yas Marina, 23 November 2014

DRIVERS
1      L Hamilton Mercedes   384
2      N Rosberg  Mercedes   317
3      D Ricciardo Red Bull   238
4      V Bottas  Williams   186
5      S Vettel  Red Bull   167
6      F Alonso  Ferrari    161
7      F Massa  Williams   134
8      J Button  McLaren   126
9      N Hulkenberg Force India          96
10   S Perez  Force India          59
11   K Magnussen McLaren   55
12   K Raikkonen Ferrari          55
13   J Vergne  Toro Rosso   22
14   R Grosjean  Lotus   8
15   D Kvyat  Toro Rosso   8
16   P Maldonado Lotus   2
17   J Bianchi  Marussia   2

1 L Hamilton   Mercedes 1:39.02.619 - 184.982 kmh
2 F Massa   Williams  1:39.05.195  -  2.576
3 V Bottas   Williams 1:39.31.499  -  28.880
4 D Ricciardo  Red Bull 1:39.39.856  - 37.237
5 J Button   McLaren 1:40.02.953  -  60.334
6 N Hulkenberg   Force India  1:40.04.767  - 62.148
7 S Perez   Force India 1:40.13.679  - 71.060
8 S Vettel  Red Bull  1:40.14.664  -  72.045
9 F Alonso   Ferrari   1:40.28.432  -    85.813
10 K Raikkonen   Ferrari  1:40.30.439  -  87.820
11 K Magnussen   McLaren 1:40.32.995  -  90.376
12 J Vergne   Toro Rosso  1:40.34.566  -  91.947
13 R Grosjean   Lotus     - 54 laps
14 N Rosberg   Mercedes    - 54 laps
15 E Gutierrez  Sauber     - 54 laps
16 A Sutil    Sauber     - 54 laps
17 W Stevens  Caterham    - 54 laps
R K Kobayashi   Caterham  Vibration - 42 laps
R P Maldonado   Lotus   Engine  - 26 laps
R D Kvyat   Toro Rosso   Engine  - 14 laps

RACE DIStANCE:  55 laps -  305.355 km

CONSTRUCTORS
1   Mercedes AMG Petronas F1 Team    701
2   Infiniti Red Bull Racing    405
3   Williams Martini Racing  320
4   Scuderia Ferrari      216
5   McLaren Mercedes   181
6   Sahara Force India F1 Team    155
7   Scuderia Toro Rosso   30
8   Lotus F1 Team   10
9   Marussia F1 Team   2
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GP2 Feature Race

Vandoorne has made a mockery of more 
experienced drivers and under the lights at the Yas 
Marina Circuit his performance was stunning.
 He secured his fourth successive pole 
position – a GP2 record – and eased away from 
top spot at the start as Palmer had to contend 
with 2015 Sauber driver Felipe Nasr. The Brazilian 
started from fifth but surged up to third after 
squeezing between the DAMS cars. Palmer held 
on – but his advantage was not to last. Nasr came 
from a long way back into Turn 11 to snatch the 
position and inflict a mugging on Palmer not seen 
before in 2014.
 Racing was briefly interrupted when Rene 
Binder’s unusual approach to the chicane left Jon 
Lancaster in a spin and delayed Marco Sørensen; 
the Safety Car was deployed while Binder’s Arden 
was recovered.
 Nasr hung to the back of Vandoorne at 
the restart and crossed the line just 0.3s behind 
with Prime-shod Palmer and Mitch Evans in close 
contention behind.
 However, the Belgian’s first lap was an 
exhibition. He romped away from Nasr and set 
a lap two seconds faster than any of his rivals. 
Vandoorne continued to pull away on the next 
lap and opened up a lead of five seconds before 
pitting at the end of the fifth lap for fresh Primes. 

Jolyon Palmer has entered the record books as GP2’s 10th champion but few can argue that McLaren youngster Stoffel Vandoorne has 
been one of, if not the, most impressive drivers this season.

STOFFEL LEAVES THEM FOR DUST

GP2/GP3 ABU DHABI by Phillip Horton

Further back, both Palmer and Evans got by the 
struggling Nasr, leaving Carlin to bring their man 
in for new tyres.
 For much of the race Palmer and Evans 
circulated at a similar pace, separated by two 
seconds, as they tried to eke as much life and 
speed as possible out of their Primes. Vandoorne 
circulated at a strong pace on Primes half a minute 

further back as he made his way past yet-to-pit 
rivals. Artem Markelov was easy meat, but he 
made contact when battling with Lancaster along 
the pit straight. A stewards’ investigation deemed 
neither party at fault.
 Palmer and Evans stopped with nine laps 
remaining but DAMS serviced the champion in a tardy 
fashion and he emerged from his box only marginally 
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for seventh, ahead of Arthur Pic, Rio Haryanto and 
Daniel de Jong.
 
GP2 Sprint Race

Pic started the Sprint race from pole position but 
not before a scare prior to the formation lap when 
his Campos machine struggled to getaway.
 He managed to assume his position at the 

head of the pack but was immediately challenged 
by Richelmi. Pic squeezed his rival to the inside of 
the track and as he did so, Coletti swopped around 
the outside and made the most of the extensive 
run-off to take the lead.
 Richelmi slipped behind Nasr and Cecotto 
and it was the Brazilian who made the move next, 
taking advantage of a tardy few corners for Pic to 
slot into second.

ahead of Evans. Another stewards’ investigation was 
required but thankfully sense prevailed.
 Vandoorne inherited the lead and held 
an eight second advantage, which Palmer 
immediately sought to reduce. Palmer set purple 
sector times and lowered the gap to 5.5 seconds 
but as soon as Vandoorne matched him after a few 
laps the game was up. Palmer had extracted the 
best from his fresh Options and Vandoorne pulled 
clear, eventually winning by 12.1 seconds. Second 
place for Palmer was nonetheless sufficient for 
DAMS to secure the teams’ title.
 “It was good - when you win it’s always 
good,” said Vandoorne. “I think the way we did it 
was even better, 12 seconds ahead of Jolyon, so 
I couldn’t really hope for more. I knew Jolyon had 
the opposite strategy, so did Mitch, and you’re 
always hesitating a bit before the start and I knew 
Jolyon was going to do something a little different 
because he’s the champion already, he can take 
the risk. Finally our strategy worked out: we started 
on the supersofts, we had a clean start, not perfect 
but managed to keep the lead, and then there was 
a safety car fairly early and after that I had a good 
restart and managed to make a big gap behind, 
which was fairly useful for us in the pitstop. Once 
I passed them [backmarkers] I had a clear track 
ahead and could push hard to decrease the gap 
with Palmer, and everything worked out nicely..
 Palmer finished comfortably clear of Evans 
to take yet another podium finish, while Nasr 
recovered to fourth after a late pass on Johnny 
Cecotto Jr, the Venezuelan also overtaken by 
Stephane Richelmi.
 Stefano Coletti made a late stop for 
Options and almost made it by Cecotto but settled 
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 From there it was static at the head of the 
pack as Coletti held a gap of around two seconds 
before eventually beating Nasr by 3.7 seconds, 
with Pic 1.5s further back in third.
 The most exciting part of the race was the 
battle for fourth place, which sprung into life when 
Cecotto started to struggle.
 Richelmi sized him up and dived up the 
inside, while Evans used the slipstream from both 
to try and claim the positions.
 Evans and Richelmi both went wide but 
whereas the Kiwi conceded the spot to Cecotto, 

Richelmi soldiered on and took fourth.
 Evans made light work of Cecotto on the 
next lap and the Venezuelan soon lost another 
position to Vandoorne. The ART driver took sixth 
position and with it managed to secure second 
place in the championship behind Palmer.
 Cecotto was harried to the line by Raffaele 
Marciello but the Ferrari junior fell half a second 
short of demoting his rival.
 One name missing for only the second 
time in 2014 was champion Palmer. As in Russia, 
his Sprint race didn’t go to plan. He was involved in 

the thick of the fight on the opening lap but spun 
under braking for Turn 11 and was forced into 
retirement. It was a disappointing way to end his 
lengthy and successful GP2 career.

GP3 Race 1

If ever there was an example as to why points 
shouldn’t be handed out for qualifying, it was in 
Abu Dhabi as Alex Lynn wrapped up the title when 
his only rival, Dean Stoneman, was unable to take 
pole position.
 Stoneman and ART’s Marvin Kirchhöfer 
exchanged times at the top of the time sheets 
on Friday afternoon, though Kirchhöfer’s rapid 
late lap put an end to the battle, with Stoneman 
slightly held up by debutant Ling Kang.
 Stoneman thus missed out on the four 
points he required to stand a chance of beating 
Lynn and his compatriot duly wrapped up the 
championship with two races to spare.
 “When I think back it’s been a long journey 
since Estoril in March at the pre-season test,” he 
said. “It’s such a stressful thing to try and win the 
title; you’re always under pressure and always 
trying to respond to everything. I’ve been really 
proud to lead the Series from the first moment in 
Barcelona right until the end. I’ve been working so 
hard all year and to be honest it does feel like a big 
relief to get it done.”
 He now follows in the footsteps of Esteban 
Gutiérrez, Valtteri Bottas, Mitch Evans and Daniil Kvyat.
 “Everybody who has gone on to win this 
title has gone onto great careers. For everybody 
who wins it; it’s fantastic. It is such a difficult Series 
to win especially with the way the format works, 
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it’s very tough. It takes an intelligent driver to win 
this and I think and hope that’s what I’ve shown 
this year.”
 However, Stoneman redeemed himself in 
Saturday’s first race.
   Having taken the lead from Kirchhöfer off 
the line he hammered out an advantage after an 
early Safety Car period – the result of an errant 
Patrick Kujala hitting Matheo Tuscher.
   Kirchhöfer came under pressure from a 
fast-starting Dino Zamparelli but soon pulled clear 
to close down on Stoneman. The gap came to as 
low as 0.8s but Kirchhöfer was unable to seriously 
trouble Stoneman, who eased to his fifth win of 
the campaign.
   Zamparelli was a lonely third for ART, while 
Emil Bernstorff beat Lynn to fifth. Alex Fontana 
finished in sixth place, while Patric Niederhauser, 
Nick Yelloly, Kevin Ceccon and Jimmy Eriksson 
completed the points scorers in a race where 
action was a rarity.
 
GP3 Race 2

The second race featured perhaps even less action.
 Niederhauser took the lead off the line 
from Yelloly and his progress was interrupted only 
when Luis Sá Silva tipped Ryan Cullen into a spin, 
leaving his Trident stranded.
 At the restart, Niederhauser pulled clear of 
Yelloly and eventually won by 4.9 seconds, with 
Lynn rounding out his title-winning season with a 
podium finish.
   Bernstorff took fourth for Carlin, ahead of 
Zamparelli, Ceccon, Eriksson and Richie Stanaway.
The fight for second in the championship ended 

on a damp note as Kirchhöfer stalled on the 
dummy grid and recovered only to 12th, while 
Stoneman was hit by Fontana at the start and 
had to retire. With neither securing points, the 
position went to Stoneman. Later Niederhauser 

was excluded from the results after his car was 
found to not conform to the rear upper wing 
angle specification required.
 This meant that Status Grand Prix driver 
Yelloly was promoted to victory           v
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THE LAST LAP by David Tremayne

V6,V8 - WHAT NEXT, V12s, V16s OR H16s AGAIN?
Moves may finally and secretly be afoot to help 
the smaller teams with their budget problems, 
but some of the suggestions doing the rounds in 
Abu Dhabi left me despairing over the paucity of 
thought processes currently being applied to F1.
   During the Saturday press conference the 
vexed subject of engines was again raised. And 
Red Bull’s Christian Horner started banging on an 
old drum.
   “The costs are too high,” declared a man 
whose development budget would keep a Third 
World country going, let alone a Caterham or a 
Marussia. “And I think one of the crucial aspects 
in those costs is the power unit. That’s something 
the strategy group, as well as the other players 
within Formula 1, have a duty of care to look at 
very carefully and whilst probably not a lot can be 
done for 2015, I think an awful lot can be done for 
2016.”
   Spoken like a man with a duff motor who 
wishes he had a Merc behind his drivers… Or that 
others didn’t. But then he came up with a fresh 
suggestion that took one’s breath away.
   “Maybe we need to even go as far as 
looking at a different engine, y’know, a new engine. 
Maybe still a V6 but maybe a more simplified V6 

that controls the cost. Cost of development, cost 
of supply to a team and to the privateer teams. I 
think that’s something we need to have a serious 
discussion about during the next strategy group.
   “I think the scenario is such that it’s 
unsustainable for manufacturers, any of the 
manufacturers, to keep spending at the level 
that they are, and therefore, rather than perhaps 
going backwards with the V8, maybe we should 
potentially keep the basis of what’s been 
achieved but look at simplifying it because if the 
development costs stay at where they are, we will 
not attract new manufacturers into the sport and 
we may well drive current manufacturers out. So 
we have to think, not just about today but about 
the future.
   “For 2015 there’s very little that can be 
done with the regulations but for 2016, an awful 
lot can be done and I think that the teams, 
together with the FIA and the promoter, have to 
have that responsibility to ensure that those issues 
are addressed and the sport is sustainable and 
attractive to new manufacturers to come in.”
   Is that the same responsibility that was 
bandied about when the engineers came up 
with the current 1.6-litre eco-F1 engines that all 

the manufacturers wanted and everyone signed 
up to? The one that was okay by them until a) 
some decided that they didn’t like the noise the 
new motors made and b) some realised that their 
suppliers hadn’t done as good a job as those teams 
using Mercedes power?
   Therein lies the problem with F1 in its 
current guise. One minute there’s the ridiculous 
suggestion to revert to the old V8s, now it’s 
some sort of mongrel V6. When manufacturers 
have invested millions of dollars creating the 
very engines they asked the FIA for, and which 
clearly benefit and will continue to benefit the 
automotive industry for years to come because 
they are in line with the way roadcar development 
is going? If Jean Todt cared to give the FIA a voice, 
the world would know that, and be applauding 
the sport for its technical ingenuity that will have 
genuine application to enhance favoured causes.
   In the days when he worked in Formula 
1, with Jaguar and later with the FIA, I had a lot 
of time for my old mucker Tony Purnell. I was 
thus interested when he recently suggested, as 
Marussia and Caterham fell into administration, 
that right from the start the governing body 
should have put a cost cap on the new breed of 



turbo V6 eco-engines.
  “We were probably too ambitious,” 
admitted Tony, who had a hand in shaping the 
new formula. “One policy would be to set the sale 
price of these new engines. It’s a very small move, 
and people wouldn’t really notice it, but it would 
be hugely important.
   “Without doubt, the engine bill used to be 
one of the biggest headaches for any small team 
and I’m sure it still is. To me it is crystal clear that it 
is the FIA’s job to do it.”
   It’s generally estimated that the new motors 
cost around £20.5m ($32.8m) for the Mercedes, 
£24.5m ($39.2m) for the Renault, which is about 
twice what the previous normally aspirated 
2.4-litre V8s cost. That’s a big chunk of change 
when the smaller teams are trying to operate on 
£60m ($100m) annual budgets at a time when 
it is impossible to find the big £25m ($40m) title 
sponsors of old.
   The new power units have come in for 
plenty of criticism this year, mainly led by Bernie 
Ecclestone who slammed them for not making 
sufficient noise at the start of the season and 
recently declaimed: “The biggest problem we have 
is this current power unit, which does nothing for 
Formula 1. It’s expensive and this is probably what 
has caused most of the problems.”
   I have to say that I agree about the level of 
noise, which is now way below that of GP2 and GP3 
cars and have ensured that F1 has lost its signature 
wail. But I do believe that it was prescient for F1 
to engage with the movement towards more 
environmentally friendly engines which have 
more direct relevance to future development 
programmes for roadcars. And when you think 

about how powerful lobbyists killed off tobacco 
advertising, it’s worth reflecting what could 
happen if they decided to get their teeth into 
something so apparently profligate as car racing.
   It’s funny, isn’t it, how teams can be 
concerned to keep the manufacturers, while so 
many don’t give a toss about the small teams… 
Self interest comes wrapped in many guises.
   Back in the day, when the Cosworth DFV 
was king, teams could buy the Keith Duckworth/
Mike Costin brainchild for upwards of £7500 
($12,000) apiece and go racing and their easy 
availability was one of the cornerstones of the 

sport’s growth in the Seventies and Eighties.
   Fundamentally, I think the big car 
manufacturers Mercedes, Renault and Honda - and 
Ferrari – got what they asked for. But the problem 
is that they sought to ameliorate the costs by 
passing some of them on the initial development 
costs to the end users. Yes, I do understand the 
laws of supply and demand, I have a degree in 
economics. But they drove the change and stand 
to make the most of it in their roadcar marketing 
and development programmes. The FIA should 
have made them supply the new engines at the 
same cost as the V8s.            v

BRM H16

84



PARTING SHOT

A good year for Britain: Lewis Hamilton is F1 World 
Champion. Alex Lynn (left) is GP3 Champion and 
Jolyon Palmer is GP2 Champion.



IT’S ALL ABOUT  THE PASSION

THE NEXT GP+
WILL BE PUBLISHED
IN DECEMBER
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