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

TIME TO BE POSITIVE
We think that far too much energy is being expended by the Formula 1 industry to find 
solutions to problems that are not really there. The sport is still great entertainment; still 
has a colossal audience; still has some great characters and some amazing technology 
that is not only interesting, but also of value to the world. There are two major problems 
that need to be addressed: the lack of leadership from the governing body, which is 
supposed to be the rulemaker; and a commercial rights-holding company that takes too 
much money out of the business, talks the sport down and does not produce a good 
enough TV show. And which has utterly failed to engage with fans in a modern way, via 
social media, while trying to squeeze money out of them at every turn.
 There are minor problems as well: drivers need to be allowed to be themselves 
and not be controlled by repressive, 'gatekeeping' PR practises. The drivers also need to 
play their part too. The teams need to think of the sport before their own self interest. 
And the media needs to remember that the sport belongs to everyone and should not 
always be viewed in whatever negative terms happen to be fashionable at the time.   v

DAVID TREMAYNE  is a freelance motorsport writer whose clients include 
The Independent and The Independent on Sunday newspapers. A former editor 
and executive editor of Motoring News and Motor Sport, he is a veteran of 25 years 
of Grands Prix reportage, and the author of more than 40 books on motorsport. 
He is the only three-time winner of the Guild of Motoring Writers’ Timo Makinen 
and Renault Awards for his books. His writing, on both current and historic issues, 
is notable for its soul and passion, together with a deep understanding of the 
sport and an encyclopaedic knowledge of its history. David is also acknowledged 
as the world expert on the history of land and water speed record breaking and is 
also passionate about Unlimited hydroplanes. He is the British representative on 
the FIA Land Speed Records Commission, and the driving force behind the STAY 
GOLD speed record jetcar programme. 

JOE SAWARD has been a motorsport writer for 30 years. Initially travelling 
from race to race with a tent, he learned the trade with Autosport magazine, for 
which he was Grand Prix Editor. His wide-ranging experiences led him to write 
the best-selling “The World Atlas of Motor Racing”. He then became a freelance 
and pioneered electronic media in motorsport. He launched the award-winning 
Business of Motorsport e-newsletter in 1994, followed by www.grandprix.com. 
He has since moved on to GP+ and his Joe Blogs F1 blog. Trained as an historian, 
Joe is also an acknowledged expert on the Special Operations Executive (SOE). 
His 2007 book “The Grand Prix Saboteurs” won the Guild of Motoring Writers’ 
Renault Author of the Year Award. His latest non-F1 book is “The Man who Caught 
Crippen”. He is a Visiting Fellow of Cranfield University. 

PETER NYGAARD began taking photographs at Grands Prix while studying 
law at  Copenhagen University. After graduation in 1982 he established the Grand 
Prix Photo company and has since attended more than 350 Grands Prix. Today 
he not only takes photographs but also writes and commentates about F1.The 
company covers every Grand Prix and many other events and with contacts all 
over the world can supply photos from almost any motor race. In addition to 
current photography the Grand Prix Photo archive is one of the biggest in the 
world, Nygaard having acquired the archives of a number of F1 photographers, 
notably Italian photo-journalist Giancarlo Cevenini and France’s Dominique 
Leroy plus a portion of Australian Nigel Snowdon’s collection. Grand Prix Photo 
has 25,000 photographs on its website and millions more in its offices, which are 
decorated with a Tyrrell 021, which Peter acquired from Ken Tyrrell in the 1990s.
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ON THE GRID by Joe Saward

BEING QUICK IS ONE THING... BUT BEING CONSISTENT IS BETTER
It is a little known fact that anyone can nominate 
someone else for a British honour, although you 
cannot say which specific award you think that 
they should be given. There are thousands of 
such nominations and a body called the Honours 
Committee - which comes under the control of the 
Cabinet Office - trawls through them.
 I believe that there are nine different sub-
committees that look at different activities, such 
as sports, arts and media, community service, 
the economy, education, health, political service, 
science and technology and these decide who 
should be forwarded to the main committee.
 All I can tell you is that Lord Coe of Ranmore 
(otherwise known as Sebastian Coe, the athlete) is 
the chair of the Sports Sub-Committee and other 
members include men from the worlds of football, 
cricket and tennis, a former paralympic athlete, and 
the man who is head of something called the Sport 
and Reaction Alliance, which is “a representative 
body for national sporting organisations”.
 All nominations should come with at least 
two letters of support from people with a first-
hand knowledge of the nominee, who can endorse 
their contribution. All nominations are treated in 

the strictest confidence and those nominating are 
warned not to tell the nominee, in order not to raise 
expectations. If, after two years, the nominee has 
not been successful, they say that one can assume 
that the nomination has failed.
 I explain all of this because while I am 
delighted to see Patrick Head being knighted for 
his services to motorsport, I do feel that there are 
a bunch of people who have not been given the 
recognition they deserve.
 However, he is also the first F1 engineer 
to be so honoured, which is something of a 
breakthrough.
 “I think it is important,” said Paddy Lowe 
of Mercedes. “The engineers are the people who 
have really build the British motorsport industry 
and I don’t think that they have had anything like 
the recognition they deserve.”
 He has a point. There are reckoned to be 
4,500 motorsport companies in the UK, with an 
annual turnover of £6 billion, more than half of which 
is in exports. There are 25,000 qualified engineers 
involved and around 75 percent of motorsport 
R&D takes place in Britain. It’s impressive stuff.
 Thus far, there have been only four racing 

knights. Sir Jack Brabham (1978), Sir Frank Williams 
(1999), Sir Stirling Moss (2000) and Sir Jackie Stewart 
(2001).
 The honours system is complicated, but in 
real terms it is a ladder involving an order of chivalry 
of the splendidly-named Most Excellent Order 
of the British Empire. There are Members (MBEs), 
Officers (OBEs) and Commanders (CBEs). After that 
the higher ranks are only really for government 
types, but for the rest of the population the next 
step is Knight Bachelor, which means you become 
Sir. Originally this was given by the King (or Queen) 
for great service in battle and was conferred with a 
tap on each shoulder with a sword.
 The lower ranks have been awarded to 
other racing people with at least eight racing 
people that I can track down, starting in 1970 with 
Colin Chapman (Lotus). He was followed by BRM’s 
Raymond Mays in 1978, the Ford Motor Company’s 
Walter Hayes in 1982, March’s Robin Herd in 1986, 
Frank Williams in 1987 and then no-one until 1999 
when John Cooper of Cooper Cars was recognised 
for his role in motorsport history. The same year 
Ron Dennis was given a CBE and six years later they 
were joined by David Richards of Prodrive.
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 OBEs are more common and usually a 
World Champion is made an OBE or an MBE, in 
addition there are people like Adrian Newey and 
Ross Brawn, John Surtees, Keith Duckworth, Murray 
Walker, Sid Watkins, Malcolm Wilson and Christian 
Horner, all of whom have achieved great things in 
the sport.
 However, there are always anomalies. I find 
it hard to accept, for example, that Ron Dennis has 
yet to be knighted. It is 16 years since he was made 
a CBE and in that time the McLaren organisation 
has become a leading supercar maker, in addition 
to all its activities in racing.
 Similarly, if one is knighting Patrick Head, 
one really should recognise the achievements of 
John Barnard (right, with Dennis and John Watson) 
who designed McLarens and Ferraris that won a 
string of World Championships in the 1980s. One 
thinks also of Peter Wright, who has been a major 
figure in F1 as a designer, as a talent spotter, as a 
team owner and in recent years as a safety engineer 
as well. As much as I love Murray Walker OBE , I find 
it hard to think that his impact on the sport was 
more important than a Barnard or a Wright. 
 Another gap, as far as I am concerned, is 
the lack of a knighthood for John Surtees, who is 
the only man who has won World Championships 
on both two and four wheels, an amazing  
achievement, not to mention the fact that he ran 
his own Formula 1 team and a production racing 
car business and in recent years has been heavily 
involved in a charity in memory of his son Henry, 
who was killed in a Formula 2 accident in 2009.
 Watson won five Grands Prix in his career 
but never a World Championship in any discipline, 
but he was awarded an MBE, while Tony Brooks, 

who won six Grands Prix and was an important 
figure in inspiring British racing success in the 1950s, 
has received no recognition. At 83, it is getting late 
for him.
 It is too late for others. James Hunt was the 
only one of the 10 British F1 World Champions not 
to be recognised, presumably because of his “bad 
boy” image in the stuffy 1970s. Ken Tyrrell also 
deserved recognition for his achievements but 
when he died in 2001 at the age of 77, his efforts 
had been overlooked by the British government.
 There are a few non-F1 awards such as  the 
MBEs for Derek Bell, who won Le Mans five times 
and was twice World Sportscar Champion; Dario 

Franchitti, a four-time IndyCar champion who won 
the Indy 500 three times; and three-time World 
Touring Car Champion Andy Priaulx (MBE). Allan 
McNish, a three-time Le Mans winner has not been 
recognised. Martin Brundle and Derek Warwick 
have achieved great things, not only in racing - both 
were World Sports Car Champions and Le Mans 
winners and Martin has had a hugely successful 
career in TV, while Derek has led the British Racing 
Drivers’ Club with much energy.
 The Honours Committee could (and 
should) fix some of these problems, but then again 
it is really down to people to nominate their racing 
heroes...                          v
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Sir Frank Williams and Ron Dennis

SNAPSHOT
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New Honda President Takahiro Hachigo

SNAPSHOT
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The Bund at night

Lewis passes Lewis

SNAPSHOT
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SNAPSHOT

Turbo cars of the 1980s and the World Champions who drove them: Alain Prost, Nelson Piquet and Niki  Lauda
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There was a lot of bull in Austria
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SNAPSHOT

Racing dads: Carlos Sainz Sr and Jos Verstappen
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Austrian humour
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The French car company was a big player in the 
very early years of the sport, famously winning 
the very first “Grand Prix” in 1906, but three years 
later company boss Louis Renault called a halt to 
competition activities, because of the high cost of 
building racing cars and the company would be 
absent from Grand Prix racing for the next 68 years.
 The car company was government-owned 
after World War II and, perhaps inevitably, it took 
some serious persuasion to get the firm back into 
competition. That process began in the late 1940s 
when Jean Rédélé, the son of the Renault dealer 
in Dieppe, began rallying a converted Renault 4CV. 
By 1951 his conversions had turned into a business 
which was named Automobiles Alpine and after 
that he began to build his own prototype cars. In the 
same era Amédée Gordini, who had kept France’s 
hopes in F1 alive in the early years of the  Formula 
1 World Championship, gave up and in 1957 joined 
Renault as an consultant engineer and disbanded 
the F1 operation. Inevitably, Alpine chassis and 
Gordini-tuned engines were used together.
 The motive force for change in French 
motorsport in the 1960s was the government-
owned oil company Elf, which was the snappy 
new name for the Société Nationale des Petroles 
d’Aquitaine (SNPA). This wanted to be seen as new, 
dynamic and technology-led and its management 
decided that motorsport was the way to achieve 
that goal and so Elf first began to sponsor Matra, 
but when the car firm formed an alliance with 

Simca, which insisted on the use of Shell products 
in its cars, Elf turned instead to Alpine and quietly 
moved the programme towards Formula 1. In 1968 
Gordini’s operations were merged into Renault 
and  in the 1970s Elf-funded Renault and Alpine 
machinery was very successful in Formula 2 and in 
sports car racing, winning Le Mans ultimately in 1978 
with Didier Pironi and Jean-Pierre Jaussaud. In 1974 

Alpine was merged into Renault and the following 
year Jean Terramorsi, the head of production at 
Renault, quietly instructed Alpine chief designer 
Andre de Cortanze to design a Renault-engined 
Formula 1 car, using a turbocharged engine that 
had been designed by engineers Francois Castaing, 
Bernard Dudot and Jean-Pierre Boudy. The first EF1 
engine ran in secret tests in the back of the Alpine 

RENAULT CONSIDERS ITS OPTIONS - OR THE LACK OF THEM...
For nearly 40 years Renault has played an important role in Formula 1 history, but what now?

RENAULT’S F1 FUTURE by Joe Saward
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A500 early in 1977 and Renault admitted that it 
was planning an F1 programme. Elf was quietly 
in the background, paying the bills. The team first 
appeared in the middle of 1977 but it was two years 
before the first Renault victory and  by 1981 the 
Renault Sport team was in a position to challenge 

for the World Championship, with drivers Alain 
Prost and Rene Arnoux.
 The programme, however, failed to deliver  
the title and the team began to break up. By the 
middle of 1985 Renault decided to close down its 
own team and to withdraw as an engine supplier 

at the end of 1986.
 Although the engine staff was cut back, the 
designers under Bernard Dudot worked quietly on 
a new V10 engine and the management agreed to 
try F1 again as an engine supplier only, partnering 
with Williams in 1989. This was the start of a 
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celebrated alliance that won Renault its first World 
Championship, ironically with British driver Nigel 
Mansell (below). It was followed by a string of titles in 
the 1990s, but the law of diminishing returns meant 
that eventually victory was expected and Renault’s 
only publicity came when the engines failed. The 
company was being privatised at that time and in 
1996 the decision was taken to withdraw from F1 

at the end of the next season and the engines were 
sold to sub-contractor Mecachrome, an engine firm 
that supplied the engines to F1 teams and agreed 
to pay Renault for R&D services. The programme 
was not a great success but it later emerged that 
this was simply a holding strategy for a full-blown 
Renault F1 team, which kicked off in 2000 with the 
purchase of the Benetton team.

 This led to World Championship success 
with Fernando Alonso in 2005 and 2006, before 
a gradual decline and then the disastrous race-
fixing Singapore scandal in 2009, which led the 
company to dump the team to try to escape the 
fallout. Renault remained as an engine supplier 
for various teams and won four consecutive World 
Championships with Red Bull Racing and Sebastian 
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Vettel between 2010 and 2013.
 The problem with this strategy - which was 
rather forced upon the company by the Singapore 
Scandal - was that Renault seemed to be rather 
frightened to use its successes and as a result 
Red Bull decided to take the initiative and did a 
sponsorship deal with the Infiniti car company, 
which is related to Renault inasmuch as it is a 
subsidiary brand belonging to Renault’s alliance 
partner Nissan. The problem with this is that Red 
Bull and Infiniti enjoyed most of the reflected glory 
of the team’s successes, while Renault’s important  
efforts went largely unnoticed.
 The company confidently invested in a 
new 1.6-litre hybrid turbo engine for the new rules 
in 2014, but it was not a success and struggled to 
compete with the dominant Mercedes and even 
with the similarly outgunned Ferrari. Attempts to 
improve the engine this year seemed to have little 
real effect, although to be fair to Renault there is 
clearly something wrong with the Red Bull chassis 
as it is being beaten some of the time by its sister 
team Toro Rosso, which should not be the case 
given the relative budgets of the two teams.
 The situation has not been helped by a 
great deal of public criticism of Renault by Red Bull 
people, which if nothing else is graceless given 
the success that Red Bull has enjoyed thanks to 
Renault. There is no hint of sticking together in the 
bad times, Red Bull has simply being sticking the 
boot in. Renault’s situation has weakened with the 
loss of Lotus and Caterham as customers because 
it means that, in addition to losing, Renault is now 
spending more in F1 than Mercedes, which has 
three customer teams to offset its expenditure. 
 What is clear is that the current situation is 

we’ll have to review the situation from a marketing 
and strategic perspective and see if there is 
anything better to do than we are doing currently.
 "I don’t think we are that miles away or 
doing that bad, let’s see how the season is panning 
out. Clearly last year was not at the level that we 
wanted, but apart from Mercedes we were the 
only one to be capable of winning races."

not sustainable. The question is what can Renault 
do? Back in April the boss of Renault Sport F1, Cyril 
Abiteboul explained the strategy.
 “The first priority is to get the engine right," 
he said. "It was not really the start of season that 
we were expecting, both on track and off track. We 
need to get the engine under control, so that’s the 
priority for the time being. Then if we can do that 

21



 There were a lot of changes at Renault Sport 
F1 over the winter but the engines this year have 
been less competitive, particularly in comparison 
to Ferrari. Renault has a consultancy agreement 
with Mario Illien, which may help, but the fruits of 
that collaboration have yet to be seen.
 As the season has developed more and 
more Renault board members have been quietly 
appearing at races, taking a look at the situation 

and trying to figure out the best course of action.
 Inevitably Carlos Ghosn has kept a low 
profile. He likes to be around when Renault does 
well, but is happy to skip the failures.
 The point that people forget is that Ghosn 
is a clever corporate player and it is highly unlikely 
that he is going to go to the board and recommend 
stopping F1, after the company has invested 
perhaps half a billion Euros in the new engine 

programme. The goal, therefore, is to find money 
- perhaps from Nissan - to get the engine fixed and 
to rebuild the team.
 “I can confirm that we are looking at a lot of 
options, including getting out of F1," said Abiteboul. 
"Obviously we think that we are a credible player 
in the sport, but we want to compete amongst the 
best brands. We need to think about what else can 
we do. And if you do that, this is an open market, 
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we have the capacity to have discussions with lots 
of parties. But as I’ve said, for the time being the 
focus is on the engines."
 The best option is probably to buy the Lotus 
team, which has all the necessary elements that 
one needs, but is not in the best situation because 
of its debts. We hear that Genii Capital, the owner 

has found a way to "park its debt" elsewhere and 
that discussions for a deal are well-advanced. This 
makes sense for Renault. Having a Renault team 
again will raise the company profile and taking 
the team back to the front will make it clear that 
Renault is responsible for the improvement.
 And as for Red Bull, oddly enough Renault 

doesn't much care. If Red Bull ends up with a 
customer Ferrari engine it will simply get rid of a 
potential rival.
 Red Bull may talk of quitting F1 but that 
is largely blather. It has given the Formula One 
group a pledge to stay until 2020 and to break that 
promise will cost about half a billion dollars.           v
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NICO HULKENBERG by Joe Saward

WINNING LE MANS... AND OTHER STORIES
Earl Bamber, Nico Hülkenberg and Nick Tandy did not start out as favourites to win Le Mans for Porsche - but they did.

The Le Mans 24 Hours is one of those races that 
every racing drivers wants to have on his CV: the 
Monaco Grand Prix, the Le Mans 24 Hours and the 
Indianapolis 500 are the great classics of the sport. 
To win one of these is a great achievement. Less 
than 20 drivers have attempted to win all three 
and the only one to have succeeded in the trio 
of races - sometimes known as The Triple Crown - 

was Graham Hill, back in the 1960s. The only active 
driver to have won two of the three is Juan Pablo 
Montoya.
 Hulkenberg is a guy who respects the 
history of the sport and the ambition to compete  - 
and win - at Le Mans was always there. This year he 
had the chance to race for Porsche and Force India 
boss Vijay Mallya agreed to let him try. Fernando 

Alonso was also offered a driver by Porsche, but 
that was blocked by McLaren.
 Porsche teamed The Hulk with New 
Zealander Earl Bamber of Britain's Nick Tandy. The 
three drivers - average age 27 (which is young in 
endurance racing terms) - had never sat in the 
cockpit of an LMP1 prototype before the Le Mans 
test day on May 31, but they quickly adapted to 
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the Porsche 919 Hybrid.
 The fight was between Porsche and Audi - 
both brands of the Volkswagen group -  and the 
cars while very different in terms of technology 
had fairly similar pace, although the Porsches 
were a little more efficient and that meant that 
they could gain an advantage over the course of 
a long race. The deciding factor, however, was that 
the third Porsche ran without any problems and 
the drivers did not put a foot wrong , while all the 
rival cars ran into one form of trouble or another - 
even if it was not of their making. Winning Le Mans 
is about sustained pace and Hulkenberg, Bamber 
and Tandy provided that and, when the last of the 
Audis ran into trouble after 252 laps, they took a 

lead that they would never lose.
 The other two Porsches also had problems 
with the early leader, driven by Mark Webber, Timo 
Bernhard and Brendan Hartley being given a one 
minute penalty for overtaking under yellow flags, 
but they were still lurking in the final hours of the 
race, just a lap behind the winning car.
 Bamber and Hulkenberg are not the first 
rookies to win the Le Mans 24 Hours, but it is a 
very exclusive club of drivers through the ages, 
including such great figures as Tazio Nuvolari and 
Jean-Pierre Wimille. The last man to achieve that 
honour was 17 years ago when France's Laurent 
Aiello was a member of the last Porsche crew to 
win the race. A year earlier Tom Kristensen won at 

his first attempt and in 1996 Alexander Wurz did 
the same becoming - at 22 - the youngest winner 
in the history of the race.
 It was Porsche's 17th Le Mans victory and 
the first of the current era and it ended a five-year 
run of success for Audi. The Hulk also became the 
first active F1 driver to win the French event since 
1991, when Johnny Herbert and Bertrand Gachot 
were team-mates with Volker Weidler in a factory 
Mazda.
 Le Mans is always a popular event with 
the French, who no longer have a Grand Prix to 
watch and tens of thousands of British fans go 
every year, a tradition that dates back to the days 
when Bentley and later Aston Martin were the 
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dominant forces. This year's crowd was reckoned 
to be 263,500.
 For Hulkenberg it was a busy month with 
the Monaco GP on May 24, the Le Mans Test Day 
the following weekend and then the Canadian GP. 
It was then straight back to Paris for the start of the 
Le Mans week
 "It has been a very intense and long 

week," he explained after the victory. "I flew from 
Montreal to Paris and then straight to Le Mans. But 
yeah, to come there, first attempt, and to win it 
with my team and my team-mates has just been 
incredible. I enjoyed every moment.These cars are 
great fun to drive and then to be on a huge track 
like this one. The pace was really high, and not 
what you would expect from endurance racing. Of 

course, I didn’t think I would come here and win 
this race, this would be silly because there are so 
many challenges."
 A lot of people have been comparing Le 
Mans and F1 in recent days but Hulkenberg thinks 
it is waste of energy to do that.
 "It’s a bit like comparing apples and pears," 
he said. "The race is 24 hours and not just 300km, 
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so it’s a completely different game."
 Hulkenberg has been in F1 since 2010 
and  it has been a case of waiting for the right 
opportunity to come up. It looked like he was 
well-placed when he landed a Williams ride but 
the team needed money and had to drop him to 
put Pastor Maldonado into the car - a decision that 
pained Sir Frank. Nico bounced back with Force 
India in 2012 and has been waiting for his chance 
in a big team ever since.
 When you look back through his career, 
you see an impressive string of successes. He was 

the German kart champion in 2003, the Formula 
BMW champion of 2005. He was the A1 Grand 
Prix champion of 2007, the Formula 3 Euroseries 
champion of 2008 and the GP2 champ in 2009. It 
is a serious string of success, but he still waiting for 
glory in F1.
 "It's about timing," he says. "It's a time 
where we have a lot of good drivers on the market 
and there are only a limited number of seats in 
the top teams. It is not easy for them to change 
because their drivers are doing a good job. It is 
just how things fall. I just have to wait and see 

what happens. I will keep on fighting and I think 
eventually I will get my opportunity."
 Hulkenberg is not a man who looks back, 
but it is clear that he has been unlucky in his team 
choices.
 "Every career is different," he says. "We 
made the decisions we made for good reasons at 
the time. It hasn't worked out perfectly, but on the 
other hand, I think I'm still a lucky guy—I'm still in 
F1, doing what I love..."
 And he now has a Le Mans victory to his 
name...               v
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40 years ago, tyre failure in the morning warm-up for the Austrian GP took the life of one of America’s finest racers

MARK DONOHUE by David Tremayne

SUPERMAN IN BLUE

Mark Donohue sat dining with friends in the run-
up to the Austrian race, discussing his recent world 
closed-course speed record with the famed CanAm 
Porsche 917-30 at the Talladega Superspeedway 
on August 9th. He had averaged 221.120 mph 
round the steeply banked 2.66-mile oval.
   As he smiled weakly at his dinner companions, 
he remarked: “It’s the only thing I have accomplished 
this year.” The comment spoke volumes for what he 
felt about his final racing season.
   For this was ‘Captain Nice.’ ‘Superman in 
Blue.’ A man well used to winning in all sorts of 
genres, and at the highest level.
   Born in Summit, New Jersey on March 18th, 
1937, the 38 year-old held a degree in mechanical 
engineering which, complemented by his skills at 
the wheel and mentorship from talented sportscar 
star Walt Hansgen, had led him to the legendary 
partnership in 1966 with Penske after Hansgen 
had been killed in a Ford GT at the test day for the 
Le Mans 24 Hours.
   Throughout their storied alliance, he and 
team owner Roger Penske (pictured right) had 
sought, through diligent design, engineering and 
testing what they called The Unfair Advantage. 
Mark, for instance, was a devotee of the skid pan as 
a means of achieving the right mechanical set-up, 
for he was not just a racing driver but also a racing 
engineer. His autobiography, appropriately titled 
The Unfair Advantage, didn’t merely tell his life 
story but detailed what he did as he worked on each 
of his race cars, imparting many of the technical 

secrets behind their success. That was the way his 
mind worked, and he simply couldn’t have told it 
any other way. Like Jim Clark and Mario Andretti 
he was one of the greatest genuine all-rounders 
the sport has ever seen, but his engineering nous 

added a unique extra dimension.
   His neat and tidy driving style 
complemented his engineer’s cerebration, and 
was all order and method. He drove the way he 
thought, like an engineer assessing a puzzle rather 
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than a guy in a hurry bending a vehicle to his will. 
“I would always ask myself, ‘What is happening?’” 
he explained. Where an  Andretti or a Parnelli 
Jones might bully a car into doing what their skill 
demanded of it, he would think why it was behaving 
as it did, and do something to change that. To have 
done it any other way was anathema to him.

   With Penske’s  Lola T70 spyders 
he dominated the 1967 and 1968 USRRC 
Championships. In 1969 he and Chuck Parsons 
took a Lola T70 MkIIIB to victory in the Daytona 24 
Hours in 1969. In the brutal arena of the TransAm 
at its zenith, he won with a Chevrolet Camaro in 
1967 and ‘68 and an AMC Javelin in 1970 and ’71, 

on his way to three titles. In the CanAm he won 
races in Penske’s McLaren M6B and the Porsche 
917-10, before his 1973 title season with the 
mighty Sunoco Porsche 917-30 (below) which he 
had painstakingly developed. In the IROC he was 
the inaugural champion after winning twice in a 
series which pitted the likes of Emerson Fittipaldi, 
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Denny Hulme, A.J. Foyt, Richard Petty, Peter 
Revson and Bobby Unser against one another in 
identical Porsche Carrera RSRs. In Formula 5000 
he won in a Lola T192 at Mosport and Sebring in 
1970. In NASCAR with an AMC Matador he won 
the Winston Cup Series season opener at Riverside 
in 1973. And, the jewel in the crown, at the 1972 
Indianapolis 500 he gave both Penske and McLaren 
their first victories at the Brickyard (above), having 
won at Pocono and Michigan the previous season.
   The tribulations of 1975, however, were 

preferable to the blues he’d experienced during a 
brief retirement at the end of 1973. Back in 1972 
he’d been forced on to the sidelines for a time after 
a massive accident while testing the Porsche 917-
10 that he and the factory had been developing 
to challenge McLaren’s enduring supremacy in the 
CanAm Championship. Modifications to the brake 
ducts had compromised the attachment of the 
bodywork, and at Road Atlanta the car lost its engine 
cover at 150 mph. The aerodynamic disruption 
threw the white and red car into multiple rolls but 

miraculously left him with nothing worse than a 
broken leg. But that meant sitting out most of the 
championship and being forced to watch stand-in 
team-mate George Follmer capture the crown.
   “It just doesn’t feel right,” he grumbled. 
“Seeing another man driving your car, a car you 
know so well. I imagine it must feel like watching 
another man in bed with your wife.”
 After he had decimated the opposition in 
the 1973 CanAm and then the 1974 IROC he called 
a halt, on his own terms. Several things informed 
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that decision. Perhaps he was burned out or was 
experiencing the race driver’s equivalent of a 
midlife crisis, but he had also been saddened 
by the carnage of that year’s Indianapolis 500, 
which saw the hugely popular Art Pollard killed in 
practice and his own close friend Swede Savage 
die of poisoned plasma during rehabilitation from 
a devastating accident in the race.
 Roger Penske offered him the job of 
president of Penske Racing, organising the team’s 
race programmes, and he decided the time was 
right to take it. But he did not stay inactive for long. 
Retirement just didn’t suit him, notwithstanding 
the demands of his new job. This was the period 
in which some came to call him ‘Dark Monohue’, 
for now the habitually smiling and good-natured 
racer had become introspective and unhappy, 
as friends spoke quietly of his uncharacteristic 
mood swings. Penske could see that all too clearly. 
When he initially formulated his plans in 1974 for 
a fulltime attack on Formula 1, Penske had his eye 
on Peter Revson. When the Californian was killed 
testing a Shadow at Kyalami in March, he visited 
Dijon during the French GP, on the lookout for a 
replacement. Donohue, meanwhile, had come to 
realise as a result of his introspections that the 
driver really still did make a difference and that he 
had not, as he once suspected, been just “another 
donkey on the team” who banged in the pole- 
and race-winning laps to order when they were 
required of him. And that he was not “simply a 
mediocre driver with valuable engineering skills.”
 The idea of racing in Formula 1 began to 
fascinate him, though it was potentially fraught 
with all manner of things, not the least of which 
would be embarrassment should he fail. But once 

a racer, always a racer…
 “After a year in the real world, I found out it 
wasn’t for me,” he admitted. “I’m a race car driver. 
That’s what I do best.”
 Penske, meanwhile, was happy to see his 
talented friend and employee again wearing the 
right sort of suit to work – one that was fireproof. 

He welcomed his engineering expertise and driving 
skills as they embarked on the adventure to challenge 
the Europeans with the chisel-shaped Penske PC1 
(below) designed by Englishman Geoff Ferris, who 
had formerly penned the Formula 2/3 Brabham BT38. 
The problem was the car was woefully uncompetitive, 
no matter what they did with it.
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 The team entered for the two final races of 
the season, in Canada and America. Donohue was 
only announced as the driver a week before the first 
race and was rusty. He qualified 24th at Mosport 
and finished 12th; at Watkins Glen he qualified 
better, in 14th, albeit thoroughly overshadowed 
by Mario Andretti’s third place on the grid in the 
also-new Parnelli, but retired after 27 laps when a 
suspension bracket broke. Had anyone but known 
it, somebody had already been scribbling nasty 
things on the wall.
 The early races of 1975 were little better. He 
was seventh in Argentina, eighth in South Africa 
and 11th in Belgium, interspersed with retirements 
in Brazil, Spain and Monaco. Then Sweden yielded 
the first points, two for a hard-fought fifth. That 
prove a false dawn, however. It was back to eighth 
in Holland, then another retirement in France. The 
PC1 just didn’t have it. Over the course of the first 
nine races it was an average of 2.6s off the pace in 
qualifying, and even Sweden had been a survivor’s 
result. He was 91s adrift of winner Niki Lauda and 
lucky to hang on to the lead lap after the Austrian 
champion-elect had eased off. He’d also spun out 
of the non-championship Race of Champions at 
Brands Hatch after qualifying seventh, and then 
finished sixth in the International Trophy race at 
Silverstone after starting 11th.
 Never one to be too proud to change 
course, Penske ordered a new March 751, informed 
to an extent by some strong performances from 
the works car of Vittorio Brambilla even if the 
Italian’s pole position in Sweden had only come 
after designer Robin Herd had swung his pit board 
across the timing beam before his driver actually 
crossed the line. The team prepped the brand new 
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car in just five days, and Mark loved it. “It’s sensitive 
to tuning,” he told Autosport’s Pete Lyons with the 
evident relief of a man used to getting a chassis to 
do what he wanted it to and utterly frustrated by the 
PC1’s refusal to comply. “When you do something, 
you can feel the difference. It’s got the right 
aerodynamic properties. It’s simple. And it’s light.”
   At Silverstone he was only 1.14 off poleman 
Tom Pryce, but more encouraging was the fact 
that he was only 0.87s off Brambilla’s works car 
once a missing 500 rpm had been reclaimed. In 

the rain-spoiled race he was one of many to spin 
at Woodcote, but was classified fifth when the race 
was backdated a lap.
 Things were less promising in Germany; he 
qualified on the 10th row and then, in a race infamous 
for track debris which punctured several drivers’ 
tyres, he was one of the stricken. Interestingly, in 
light of what lay ahead, the left front Goodyear let 
go, and after he’d toured back for a replacement the 
right front failed. He retired after a lap.
   Which took the Penske team to Austria. 

Despite everything, Mark went there with his tail 
up after the closed-course record run, but not 
because of that. He and the team were convinced 
that they had discovered a set-up tweak on the 
March that would put them right in the ballpark. 
In Talledega he told Associated Press journalist 
Jerry Garrett: “I can’t wait to get back to work on 
our Formula 1 programme. We think we’ve made a 
major discovery. If we’re right, by next season we 
could be the dominant team.”
 But the Osterreichring brought only 
further frustration. Once again he was on the 10th 
row after qualifying, but this time it was because 
of a problem with the fuel metering unit on Friday 
morning and then a split driveshaft boot in the 
afternoon, on the day when the quick times were 
set; on Saturday it had rained.
   All of this was hugely frustrating to a man 
who had startled the F1 fraternity back in 1971 by 
doing in the Canadian GP at Mosport what Lewis 
Hamilton would be lauded for doing so many years 
later and taking a podium finish with third place in 
his first-ever Grand Prix. Back then, Donohue’s test 
work with McLaren’s troubled M19A had identified 
one of its problems as the complex rising rate 
suspension, and in a car painted Penske dark 
blue and sponsored by Sunoco and Philadelphian 
businessman Kirk F. White he had qualified eighth, 
behind Jackie Stewart, Jo Siffert, Francois Cevert, 
Emerson Fittipaldi, Chris Amon, Ronnie Peterson 
and Reine Wisell, but was quicker than regular 
team driver Denny Hulme who lined up 10th. In 
the wet race he drove impressively to that third 
place despite a spin and a pit call for fresh goggles, 
the only driver on the same lap as winner Stewart 
and runner-up Peterson, as Denny took fourth.
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   When Sunday, August 17th, dawned cold 
but dry, Donohue couldn’t wait to get down 
to business in Austria. In those days they had a 
45-minute warm-up session on race morning, and 
he wanted to use that to get the March set-up 
properly. Accordingly, he was pushing hard all the 
time he was out on the track.
   Jackie Stewart has always said that the old 
Hella Licht chicane at the Osterreichring was one 
of the most demanding corners in racing. It came 
at the start of the lap, at the top of the hill as the 
pit straight swept upwards. “You had a completely 
blind apex to hit,” Jackie explained, “and it was one 
of those corners you just had to commit to before 
you got into it and saw the apex.”
   Donohue was totally committed to it 30 
minutes into the session, approaching at 150 mph, 
when the Penske’s March’s left front Goodyear tyre 
burst again. It was the sort of failure that had led 
to Roger Williamson’s death at Zandvoort in 1973. 
But this time it was not a poorly installed barrier 
that precipitated the end, it was catch fencing. 
This was rolls of chicken wire stretched on upright 
mounting poles, the intention being that layers 
of it would arrest an errant car before it hit any 
barrier mounted behind the fencing. But in Austria 
the fencing was tightly packed, and instead of 
restraining the March it rolled up and acted as 
a launching pad, sending it over the barrier. A 
marshals’ post and a large advertising hoarding 
were situated right in the car’s path and one of 
the latter’s steel support pipes struck his helmet, 
knocking him out. Two marshals, Manfred Schaller 
and Richard Huettner, were struck by debris; 
Schaller would die the following day of his injuries.
 A medic administered an adrenaline shot 

that revived Donohue by the side of the track, 
where several drivers had stopped. BRM’s Bob 
Evans stood by with a fire extinguisher just in 
case, while Fittipaldi, Hans Stuck and James Hunt 
all reported that the American was able to move 
his limbs. Having been erroneously informed 
by an over-excited marshal that Mark was dead, 
Emerson spoke with him, and said he was lucid.  
Mario Andretti also spoke with him in the medical 
centre, and told Donohue’s biographer Michael 
Argetsinger: “He was in obvious shock but was 
talking and I figured, ‘Well, okay, he’s going to have a 
headache but he has survived this.’ I gave him some 
words of encouragement and when I left him I felt 

pretty good. I thought, ‘Mark, you’ll be all right.’”
   Later that day, Brambilla won the Austrian 
GP, in the wet in the works March 751.
   Meanwhile, Donohue’s condition began 
to deteriorate rapidly, as he complained of a 
major headache. He had been flown by military 
helicopter to hospital in Graz, where noted 
neurosurgeon Dr Fritz Heppner operated for four 
hours to remove a blood clot after a cranial bleed 
had been diagnosed. When Donohue’s wife Eden 
asked after his health, she was told that he was in 
serious danger. He had been placed on life support 
upon arrival, and never regained consciousness. 
Respiratory and heart function problems occurred 
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several times in the intervening hours before, 
shortly after midnight, Austrian time, on Tuesday, 
August 19th, he died.
   What kind of man was Mark Neary 
Donohue? The Unfair Advantage, co-written 
with motorsports writer Paul Van Valkenburgh, 
gives deep insight into his modus operandi as 
an engineer and race driver, but Argetsinger’s 
biography gives a closer insight into his psyche 
and character as a man. At his funeral, a 14 year-
old called Paul Glessner was an altar boy; he and 
Donohue had been corresponding since Glessner 
was six, and Donohue - fiendishly busy with all the 
various Penske projects - had religiously replied to 
every letter he had received.
   Roger Penske took the decision to carry 
on. “Mark was a complete realist in this regard,” he 
said. “He would want us to go on with our racing 
programme, that I know.”
   And Donohue was proved right after he 
had told Garrett that summer day in Talladega 
the previous year when he said that he believed 
combining the best of the Penske PC1 and the 
March 751 would enable them to create “a really 
hot concept,” by the following season. Penske 
hired the hugely talented Ulsterman John Watson 
to race a modified version of the 751 in the 1975 
US GP at Watkins Glen. They continued with that 
chassis for the first part of 1976 until Geoff Ferris’s 
elegant new lowline PC4 was ready by mid-
season. In one of those twists of motor racing fate, 
a year to the race, Wattie sensationally dominated 
the Austrian Grand Prix to score Penske’s sole F1 
success before it closed its F1 doors at the end of 
the year. It was vindication for the team, for Ferris 
– and for Captain Nice.             v
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MAX MOSLEY: ENLIGHTENMENT DILUTED BY SELF-INTEREST

THE HACK LOOKS BACK by Mike Doodson

My friend and colleague Joe Saward took to his 
blog to describe his drive to the Red Bull Ring via 
Salzburg and over the mountains into the province 
of Steiermark (Styria). It struck a nostalgic twang in 
my heart strings because it is a trip which I used 
to make by road every year with my mother, of all 
people, joining me for part of the way. She took 
the view that since I was so busy flitting between 
races in the summer time, the only way to see her 
son would be to sit alongside him on his travels 
out of England. Having dropped her off to stay 
with a friend in Salzburg, I would then mentally 
rub my hands together at the prospect of that 
thrilling dash over the Salzkammergut, skirting 
the various historic sites which the infuriatingly 
knowledgeable Joe mentioned in his piece.
   Some of the roads on that route would 
have made a great rallying special stage, and over 
the years I learned every hairpin. The car which 
gave me the greatest driving pleasure across the 
mountains was an early Ford Fiesta (willing engine, 
snappy gearshift), while the least satisfactory was 
a glamorous but overweight convertible kindly 
loaned to me by Mercedes (lazy four-cylinder, 
even more slothful automatic). Arriving in the 

press parking area, however, the Merc definitely 
had the edge in oneupmanship. The Fiesta, by 
contrast, when I returned it to the car pool of the 
magazine where I was employed in those days, felt 
considerably less fresh back in London than it had 
when I set off the previous week.
   Joe mentions the shortage of decent 
accommodation in the area around Zeltweg. Back 
in the day, I was lucky to have digs with a local 
family who provided me with a comfortable room 
in a village about 15 minutes' drive away from 
the circuit. The father was a man from Northern 
Ireland who had arrived in the area in 1945 as a 
soldier in the occupying British Army following the 
recent unpleasantness. Having fallen in love with a 
local girl, he never went home. He and his wife had 
a daughter still living with them, and they seemed 
to think she would make a perfect companion for 
me. A devout church-goer and very handy in the 
kitchen, according to her dad. So. Not The Hack's 
type, really.
   One of my most wistful Austrian memories 
involves the 1970 race and Jochen Rindt, whose 
burgeoning F1 successes had inspired the 
local municipality to abandon the bumpy old 

airfield circuit and build the magnificent new 
Osterreichring that we all loved until its demise 
for F1 in 1987. Jochen put his Lotus 72 on pole 
position but made a poor start and then retired 
when his Cossie V8 expired, bringing a four-race 
Championship-winning sequence of wins to an 
end. It would be the last GP of his life.
   Soon after the race, the paddock gates 
were opened and thousands of fans flooded in, 
looking for Jochen, their adopted countryman. 
He grabbed a handful of stickers for one of his 
sponsors (Auspuffen Sebring, a company which 
made fancy exhausts) and climbed on to the roof 
of the pits to throw them at the fans.
   Seeing me hovering with my notebook, 
Jochen invited me to join him, and somewhat 
rashly I did so. With people grabbing at us from all 
sides, we had a rather frantic chat about the race 
until the Lotus mechanics came to rescue him. You 
can share some the memories of the fallen prince 
by acquiring a copy of the superbly researched 
biography ('Jochen Rindt: Uncrowned King' - 
Haynes - ISBN-10: 1844254720) sensitively penned 
by our colleague David Tremayne. On publication 
four years ago it was priced at £40, but Amazon 
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and going on to his beloved son Alexander, a 
talented mathematical economist who died of a 
drug overdose in 2009.
   Inevitably, the article concerns itself with 
the sex scandal that engulfed Max in 2009 after 
a tabloid newspaper published smudgy but lurid 
photographs of an orgy in which Max had taken 
part. The event was, of course, entirely private 
and should have remained so, but the newspaper 
idiotically attempted to justify its prurience by 
loftily, and falsely, suggesting that the events had 
a Nazi theme. To cut a long story short, Max and 

the others from his point of view."
   This view appears to coincide with the 
shrewd assessment of Carole Cadwalladr, who as 
part of the promotions for the book was allowed 
to put a typically willing Max through the wringer 
in an excellent interview for The Observer. Ms 
Cadwalladr hardly mentions motor racing in her 
piece, which is understandable in view of the 
fact that Max hasn't attended a GP since quitting 
the presidency of the FIA in 2009. Instead, she 
concentrates on his family, starting with his 
parents, Oswald and Diana (née Mitford) Mosley, 

has new copies for considerably less. Unmissable!
   In his reminiscences on past GPs in Austria, 
Joe blogged about the unexpected victory in 
the soaking wet 1975 race of Vittorio Brambilla, 
who lost control of his March when he saw 
the chequered flag and promptly crashed. Joe 
erroneously suggested that Brambilla had started 
the race from pole position, thereby prompting 
the ever-punctilious DT to point out that the 
only race which the notoriously unwashed Italian 
(1937-2001, 74 GP starts, one win and eight non-
podium points finishes) had started from pole 
was not the Austrian one but in Sweden, also in 
1975. [Even more punctiliously, MGD, I didn’t point 
that out at all, but corrected Joe’s belief that Max 
Mosley had swung his pitboard across the timing 
light, thus aiding the Monza Gorilla; in fact, it was 
Max’s partner Robin Herd who admits that he thus 
assisted said simian to pole in Sweden - DT].
   This yarn neatly allows me to switch the 
theme of this column to Max Mosley, Brambilla's 
team manager at the time.
   It happens that Max himself has been 
making some small headlines recently following 
the publication of his own long-awaited biography 
(Formula One and Beyond: The Autobiography 
by Max Mosley - Simon & Schuster - £25). Joe, 
who claims to have lost half a day speed-reading 
his review copy, seems to have enjoyed it, up to 
a point. "It was an interesting read," he blogged, 
"particularly the early stuff and some of his insights 
into Bernie's negotiating techniques, himself and 
his family. It was just what one would expect from 
Max, filled with amusing anecdotes, understated, 
clever and utterly self-serving... it glosses over the 
bits he does not want remembered and explains 
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his lawyers obtained satisfaction (and £30,000) 
from the Murdoch press. The newspaper has 
since been closed down, while Max has had 
further legal successes in cases against other 
media organisations, albeit - one suspects - at 
considerable financial cost to himself.
   Insofar as Max has chums, I like to think 
of myself as one of them, albeit on a professional 
basis. I've known him since 1968 when he was 
racing in Formula 2, driving a Brabham managed 
(sort of ) by my colleague and friend Andrew 
Marriott under the auspices of the grandly self-
styled London Racing Team, based in a decrepit 
railway arch.
   Max has always down-played his own 
racing ability ("I never raced against Jim Clark, 
but I did take part in events in which he was 
competing") and although he was obliged while 
in office at the FIA to be painfully discreet, he 
did not hesitate to deflate stuffed shirts when 
the opportunity presented itself, as Rupert 
Murdoch would eventually discover. Back in 1968 I 
particularly remember him taking the Brabham to 
a National race on the Club circuit at Silverstone, 
with the sole aim of beating a well-heeled driver 
who specialised in winning club races galore 
aboard a purpose-built single-seater with a big 
Ford V8 in the back. Against the odds, Max won 
quite handily.
 I part company with Max, however, in his 
campaign to compel the media to notify people 
or corporations in advance before publishing 
potentially damaging pieces. We know only too 
well how some wealthy litigants in civil cases 
(and even in some criminal prosecutions) exploit 
their advocates' lawyerly skills to spin out what 

are clearly open-and-shut cases to their own 
advantage. If Max got his way, that process would 
inevitably be used by wrong-doers. Justice delayed 
is justice denied, and all that stuff.
 We can sympathise with him that his sexual 
adventures should have been splashed all over the 
front pages, on two successive Sundays, because 
publicity like that - intrusive and damaging as it 
was - cannot be crammed back into the bottle. 
Nevertheless, if I had the opportunity, I would 
whisper in his ear (he uses far more effective 
hearing aids than I can afford) that one of the 

obligations that redounds on a figure in the public 
eye, such as the president of a large sporting 
federation, is to conduct himself or herself, even 
privately, in a manner which will not give himself 
or herself cause for regret if revealed to the world.
 It is all very well for holders of high office, 
trend-setters and cultural leaders to complain that 
are unfairly picked upon by the gutter press. There 
was some sympathy for this when Princess Diana was 
killed in a car crash while allegedly being pursued 
at high speed by photographers in Paris, and one 
consequence was an immediate declaration by the 
self-important editor of a leading British tabloid 
that he would no longer use photographs supplied 
by paparazzi photographers.
   That resolution lasted, as I recall, only a 
couple of days. If you now look at the website 
of the newspaper in question you will find it 
awash with snatched photographs of so-called 
celebrities tumbling out of nightclubs or falling 
out of their bikinis on the beach. I like to think 
that such intrusion should be forbidden by law, 
as in theory it is in France. But the reality is that a 
high percentage of those 'snatched' shots are set 
up in advance by publicists for the people whose 
images are published, in order to promote their 
ghastly new films or horrible TV soap opera.
   Max is fighting an unwinnable battle. Much 
as we may detest the misbehaviour of the tabloid 
press, the fact is that a surprising number of its 
so-called 'victims' are in league with it. And if we 
permit the villains to respond to allegations before 
we publish them, the beneficial role of a free press 
will be destroyed overnight.
   Sorry, chum, but our policy here is to 
publish and be damned.            v
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People say that Formula 1 is not very interesting - but life was full of surprises  for Mercedes in Austria

QUALIFYING REPORT  by Joe Saward

MERCEDES SPINS A GOOD YARN
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It was all going rather swimmingly for Mercedes in qualifying for the Austrian 
Grand Prix at the Red Bull Ring, but then everything went haywire. It is fairly 
safe to assume after 18 consecutive pole positions and five qualifying 1-2s 
in  seven races that the pattern is probably not going to change. And yet in 
Austria the World Champions had a decent attempt at dropping its basket 
full of eggs.
 “That was probably one of the strangest ends to qualifying I have ever 
seen,” said team boss Toto Wolff. “We had two drivers who both spun and 
thought they had lost pole position - and we still ended up on the front row. 
If nothing else it does show everyone how hard Lewis Hamilton and Nico 

40



Rosberg are pushing these days.
 It all happened in the last minute or so. Up 
to that point Lewis Hamilton was fastest, with Nico 
Rosberg second, two-tenths down. That’s a pretty 
average story in recent times, but then suddenly 
things started going wrong and the commentators 
began screaming. “Off! Auf! Ouf!” they all yelped, 
with their eyes out on stalks. If Murray Walker 
had still been in action he would have said “And 
it’s ab-so-lute-ly in-credible!”. He would then 
have confused the two cars and blamed it all on 
Walter Wolff and Arthur Lowe, but there was a lot 
going on before the realisation sank in that BOTH 
Mercedes had gone off - without crashing into 
one another. Fortunately Dr Z (Dieter Zetsche, the 
chairman of Daimler) was not there to see it for 
it would undoubtedly have made his impressive 
moustache twitch at both ends at the same time.
 And yet, almost instantly, it became clear 
that despite the debacle, the two men were still 
1-2 on the grid, even if they both looked a little 
sheepish after they had been rounded up and 
stuck in front of the F1 photographers...
 “That was a bizarre ending for a session,” 
said Paddy Lowe. “To have both cars spin off: one 
at the first corner and the other at the last corner! 
That shows that qualifying in Formula 1 is all about 
ultimate pace - pushing driver and machine to the 
very limit. Our plan had been built around getting 
secure lap times on the board with the first run in 
Q3 - fortunately so, as it turned out.”
 The problem for the team was that with 
the weather in Austria everyone was having 
trouble getting heat into their tyres and most of 
the drivers were doing a couple of warming laps 
and then going for it. But to fit all that into the Q3 
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session was a real juggling act.
 Rain had chucked down during the 
morning session and the track was still pretty wet 
when the Q1 session began and so it was a real 
scramble to get everyone up to speed. As the track 
dried so teams began to switch to dry tyres and 
then it was a question of who was going to be 
in the right place at the end of the session when 

each lap was quicker than the last.  There was 
plenty of drama as both Sergio Perez and Kimi 
Raikkonen, both deemed likely to be in the mix in 
the top 10, found themselves unable to progress 
to Q2. The drying process continued through the 
second session and we lost Dan Ricciardo in the 
scrambling.  The teams did not waste time in Q3 
because of the need for the extra warming up and 

soon we had Nico Rosberg fastest, but then Lewis 
Hamilton beat him, so ti was all down to the last 
runs.
 Rosberg was ahead on the road but as 
Hamilton went sailing off the road at Turn 1, the 
cameras went to him.
 “It was really quite a bad qualifying session 
all around for me,” he said. “I was off Nico’s pace by 
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three or four tenths each session.  I just didn’t have 
the confidence in the balance and the temperature 
of the tyres and the brakes. I was grateful that I got 
my third lap in on the first run in Q3. I was pushing 
for a bit extra on the next run and I just locked the 
rears..”
 Lewis’s bolt was shot and he thought he 
had blown it and set off to tour around to the 
pits. At the same time the TV cameras cut to the 
other Mercedes spigging down the road at the last 
corner.
 “I knew the gap to Lewis was two-tenths,” 
Nico explained. “I was exactly two-tenths up, so I 
was equal with his lap time but I knew he still had 
another lap so I had to take a little bit more risk and 
I just overdid it. Maybe the tyres got wet on the 
astroturf because I went too wide in the second-
to-last corner. Maybe that put some moisture on 
the tyres. I’m not really sure. I just lost it.”
 Nico walked in...
 Mercedes admitted that despite the result, 
they were worried about the pace of the Ferraris in 
the race, or rather the pace of the Ferrari, because 
Kimi Raikkonen was effectively out of the game 
after a screw-up by Ferrari...
 “Ferrari has really shown some great pace 
this weekend,” said Hamilton, “as has Williams. That 
means that tomorrow’s going to be a tough race.”
 Raikkonen was none too impressed and 
with chatter in the paddock once again that Kimi’s 
career at Ferrari could be coming to an end, he did 
not hesitate to tell the world that the team had 
made a mistake in Q1.
 “When I went out for my last run, the team 
told me that I could do three timed laps, but 
then the plan was changed and I did not get the 
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information,” Kimi said. “So I was sent out too late 
and I was knocked out.”
 Sebastian Vettel did not have a perfect 
weekend, but when it came to Q sessions, he was 
solid but he said that he felt that the Mercedes-
engined cars are able to turn up their power for 
qualifying much more than Ferrari is able to do.
 “They were a bit too quick,” he explained. 

“We tried everything and I think it looked good 
throughout practice and preparing qualifying. Q1 
was a bit tricky for all us, but I think we settled into 
the groove nicely.  For the last bit of qualifying the 
Mercedes-powered cars seem to be able to turn 
up the performance quite a bit, so I’m happy with 
third, but I think we should have a good car in the 
race. We’re very competitive. We’ll push hard and 

try to put some pressure on the Mercedes.
 The result of this is that Vettel lined up with 
two Mercedes cars ahead and three behind.
 Felipe Massa was the best of the customers 
in his Williams in fourth and Valtteri Bottas sixth, 
bth said that they could have done better.
 “My best lap could have been quicker,” 
Felipe explained. “I made a mistake. I would also 
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have been quicker on the final run, because we 
would have had less fuel but there were yellow 
flags. I am not saying that we would have been 
good enough to have taken third place, but it 
would have been closer. But we have good long 

run pace for tomorrow so I am very confident that 
we can score a good result.
 Bottas agreed.
 “Sixth isn’t totally representative of the 
pace of the car,” he said. “ I am a little disappointed 

but we have a very quick car in race trim and so 
can still have a good fight.”
 Between the two Williams drivers was 
the Force India of Nico Hulkenberg andhe was 
delighted with that. Hotfoot from his victory ay Le 
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Mans, he was confident and chirpy.
 “Q1 was fun on the drying track,” he said. 
“Then I found a really good rhythm in Q2 and 
Q3 and so I was able to deliver the laps when it 
mattered. I’m feeling happy and confident in the 
car at the moment.”

 One might have expected to see Sergio 
Perez in the same vicinity of the grid, but it had all 
gone wrong for the Mexican.
 “With the track getting faster and faster 
towards the end of Q1, the last lap was the one that 
had to count,” he explained. “I found myself right 

behind Fernando Alonso and I spent the whole 
lap behind him. I couldn’t get any closer and I had 
Kimi behind me, so I couldn’t drop back...”
 The disaster was slightly mitigated by the 
fact that there were a trolley-load of grid position 
penalties for the teams that have struggled with 
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the Salzburgring,” said a wag.
 The problem was that from a morale point 
of view, having to absorb such a penalty is tough.
 This had no real effect on Scuderia Toro 
Rosso’s Max Verstappen, who lined up seventh on 
the grid, which was far better than was expected 
from a Renault-engined car.
 “Today’s wet conditions were positive 
for us and we knew this would help us because 

it neutralizes the track a bit,” said James Key, the 
team’s technical director. “Both drivers did very 
well in Q1. We were hopeful of getting both cars 
into Q3 and Max Verstappen did a very good job 
to get through with a competitive time but Carlos 
Sainz missed his first timed lap and then got some 
traffic. To have Max seventh is great. We weren’t 
expecting that.”
 Verstappen was diplomatic about the 

engine reliability this year and decided to take 
the pain in Austria, at a track where they had little 
chance of success.
 It is a bit daft when McLaren was given 
penalties of no fewer than 50 grid positions: 25 
for Jenson Button and 25 for Fernando Alonso. 
The two Red Bulls both took 10-place penalties for 
using a fifth power unit.
 “Maybe they should be made to start from 
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engines, saying that it would be “a difficult race on 
the straights.”
 “I’m happy with that,” he said. “It’s a good 
result. Q1 was very difficult. We started on the 
Intermediate tyres and then we switched to 
the Super Softs even though the track wasn’t 
completely dry. I took it easy, avoided making any 
mistakes and got through to Q2. The track was dry 

then and the car was working very well.”
 Sainz was less happy
 “We’ve chosen the wet set-up for today 
which will make tomorrow’s race complicated 
unless it rains,” he said. “It’s a shame, because I 
have been quick throughout the whole weekend 
and the first part of qualifying, but when it came to 
the moment that counted I got stuck in traffic and 

that ruined my lap. I hope it rains tomorrow.”
 Red Bull Racing was beaten on the track by 
Toro Rosso, even before the penalties nobbled the 
home team completely.
 Daniil Kvyat qualified eighth on paper but 
penalties dropped him to 15th.
 “We did all we could today,” he said. ‘We got 
the most out of the car and the session that we 
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could, which is positive.”
 Daniel Ricciardo was 14th but fell to 18th 
because of his penalties. He blamed his poor 
qualifying on brake temperature problems and he 
had some trouble with downshifting as well, but it 
did not matter much.
 “We’ll try and do what we can in the race 
tomorrow,” he said.

 Sauber looked competitive with Felipe 
Nasr ninth fastest in Q3, but eighth on the grid.
 “It was a good qualifying for us,” said 
Monisha Kaltenborn. “Both drivers showed strong 
performances in qualifying, and they also move 
up one position each on the starting grid. So it is 
promising for scoring points in the race.”
 Marcus Ericsson qualified 12th but would 

start 11th.
 The Lotus F1 team  were up ninth and 10th 
on the grid, despite that fact that neither took part 
in Q3. Pastor Maldonado failed to get through Q2, 
but gained a position thanks to Kvyat’s penalty,w 
while reckoned he could have been higher up the 
grid if he had not had an hydraulic problem at the 
moment it mattered.
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 “We thought we could fix it,” he said, “but 
sadly we just missed out on going out again.”
 Pastor complained that he had not been 
able to get a clean lap in Q2.
  Further back in 16th and 17th on the 
grid were the Manor Marussias, still well off the 
pace but promoted from 19th and 20th but the 
penalties for Red Bull Racing and McLaren.

 “I think we’re in good shape and ready for 
a race that could end up being very interesting,” 
said John Booth. “The weather forecast is for 
mixed conditions and again today we have seen 
that even the cars at the front of the field have 
ventured off track in the first and final corners. Our 
aim is to have a good strong race and resume our 
previous run of two-car finishes.”

 Kvyat’s decent qualifying run meant that 
he was 15th on the grid, ahead of the two Manors, 
but Ricciardo was behind them in 18th and the two 
McLarens were on the back row with all manner 
of grief that is not worth explaining. Suffice to say 
that this would mean some serious charging in the 
race. It was unfortunate that the team had a new 
aerodynamic package and the cars looked better .
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 “It’s really a learning weekend for us,” 
said Fernando Alonso. “We’re running the cars in 
different configurations – but hopefully that will 
increase our learning. Hopefully we’ll get a lot of 
answers in the race tomorrow.”
 Jenson Button admitted that he had actuall  
enjoyed himself in the car.
 “When the surface was tricky and 
unpredictable, I was looking pretty good, but once 
the circuit dried – and other people found their 
feet – I was only able to do what the car could do.”

 The team is making progress but sometimes 
one does wonder what is going on. According to 
a media statement. Eric Boullier said the following, 
which sounded a lot unlike Eric Boullier...
 “When you embark on a qualifying session 
saddled with the discouraging foreknowledge 
that your two drivers will be given a combined 
total of 50 grid places by way of penalties, it’s not 
easy to keep one’s chin up. But McLaren-Honda is 
one team, and our esprit de corps is truly edifying.
 “Moreover, despite the fact that we’ll start 
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tomorrow’s race from the back of the grid, and 
notwithstanding the certitude that our drive-
through and stop-go penalties will disadvantage 
us further, there are in fact reasons to be cheerful 
today, tricky to spot though they may be.
 “It’s a fact, for example, that our aero 
upgrades have delivered a useful performance 
step, and in future we can expect that positive 

increment to translate into track position and 
indeed world championship points. But that won’t 
eventuate tomorrow, obviously. Nonetheless, 
both Fernando and Jenson will race their hearts 
out tomorrow, as they do always, which sterling 
efforts will in my view be rendered all the more 
admirable by the inevitable fact that they will go 
unrewarded when it comes to allotting the scores 

on the doors at the end of the afternoon.”
 It all read like suspiciously like a McLaren 
Press Officer who has swallowed a dictionary of 
long and flowery words. This does not add to the 
team’s credibility...
 Anyway, words are cheap. Sunday would 
bring action.
 Ah, but what would that be?           v
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SATURDAY - FREE PRACTICE 3
1 S Vettel Ferrari 1:09.994
2 L Hamilton Mercedes 1:10.011 
3 K Raikkonen Ferrari 1:10.177
4 S Perez Force India 1:10.221
5 N Rosberg Mercedes 1:10.332
6 F Massa Williams 1:10.408
7     V Bottas Williams 1:10.417
8 M Verstappen  Toro Rosso 1:10.436
9 P Maldonado Lotus 1:10.576 
10 R Grosjean Lotus 1:10.863 
11 N Hulkenberg Force India 1:11.009
12 M Ericsson Sauber 1:11.058
13 C Sainz  Toro Rosso 1:11.139
14 D Kvyat Red Bull 1:11.139
15   F Alonso McLaren 1:11.168
16 D Ricciardo Red Bull 1:11.819
17 F Nasr Sauber 1:11.906
18 J Button McLaren 1:12.616
19 W Stevens Marussia 1:13.328
20   R Merhi Marussia 1:13.960

FRIDAY - FREE PRACTICE 2
1 S Vettel Ferrari 1:09.600
2 N Rosberg Mercedes 1:09.611
3 K Raikkonen Ferrari 1:09.860
4 P Maldonado Lotus 1:09.914 
5 L Hamilton Mercedes 1:10.137 
6 N Hulkenberg Force India 1:10.160
7 R Grosjean Lotus 1:10.267 
8 M Verstappen  Toro Rosso 1:10.356
9 F Nasr Sauber 1:10.495
10 S Perez Force India 1:10.585
11 C Sainz  Toro Rosso 1:10.631
12 D Kvyat Red Bull 1:10.686
13 M Ericsson Sauber 1:10.744
14   V Bottas Williams 1:10.746
15 F Massa Williams 1:11.011
16   F Alonso McLaren 1:11.517
17 D Ricciardo Red Bull 1:11.676
18 J Button McLaren 1:11.919
19 W Stevens Marussia 1:12.522
20   R Merhi Marussia 1:13.094

1 N Rosberg Mercedes 1:10.401
2 L Hamilton Mercedes 1:10.709 
3 K Raikkonen Ferrari 1:11.028
4      V Bottas Williams 1:11.452
5 F Nasr Sauber 1:11.633
6 D Kvyat Red Bull 1:11.642
7 D Ricciardo Red Bull 1:11.724
8 M Verstappen  Toro Rosso 1:11.825
9 F Massa Williams 1:11.890
10 S Perez Force India 1:11.905
11 C Sainz  Toro Rosso 1:11.948
12 P Maldonado Lotus 1:12.004 
13   N Hulkenberg Force India 1:12.031
14 J Palmer Lotus 1:12.050 
15 M Ericsson Sauber 1:12.159
16 J Button McLaren 1:12.920
17   F Alonso McLaren 1:13.272
18 W Stevens Marussia 1:13.937
19   R Merhi Marussia 1:15.459
20 S Vettel Ferrari 1:15.684

FRIDAY - FREE PRACTICE 1
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1 N Rosberg Mercedes 1:10.976
2 C Sainz Toro Rosso 1:11.158
3 S Vettel Ferrari 1:11.184
4 M Verstappen  Toro Rosso 1:11.307
5 N Hulkenberg Force India 1:11.319
6 P Maldonado Lotus 1:11.661
7 R Grosjean Lotus 1:11.821
8 F Massa Williams 1:11.830
9     V Bottas Williams 1:11.894
10 D Ricciardo Red Bull 1:11.973
11 F Nasr Sauber 1:12.001
12 D Kvyat Red Bull 1:12.092
13 L Hamilton Mercedes 1:12.218
14 M Ericsson Sauber 1:12.388
15   F Alonso McLaren 1:12.508
13 S Perez Force India 1:12.522
20 J Button **** McLaren 1:12.632
14 K Raikkonen Ferrari 1:12.867
16   R Merhi Marussia 1:14.071
17 W Stevens Marussia 1:15.368

QUALIFYING 1 QUALIFYING 2

1 N Rosberg Mercedes 1:08.634
2 L Hamilton Mercedes 1:09.062
3 S Vettel Ferrari 1:09.392
4     V Bottas Williams 1:09.598
5 N Hulkenberg Force India 1:09.604
6 M Verstappen  Toro Rosso 1:09.631
7 F Nasr Sauber 1:09.652
8 F Massa Williams 1:09.719
9 R Grosjean Lotus 1:09.920
10 D Kvyat Red Bull 1:10.187
10 P Maldonado Lotus 1:10.374
11 M Ericsson Sauber 1:10.426
12 C Sainz Toro Rosso 1:10.465
18 D Ricciardo ** Red Bull 1:10.482
19   F Alonso *** McLaren 1:10.736

QUALIFYING 3

1 L Hamilton Mercedes 1:08.455
2 N Rosberg Mercedes 1:08.655
3 S Vettel Ferrari 1:08.810
4 F Massa Williams 1:09.192
5 N Hulkenberg Force India 1:09.278
6     V Bottas Williams 1:09.319
7 M Verstappen  Toro Rosso 1:09.612
15 D Kvyat * Red Bull 1:09.694
8 F Nasr Sauber 1:09.714
9 R Grosjean Lotus No time

Grid positions appear in yellow

*       Kvyat was given a 10-place grid penalty for using a fifth power unit element
**     Ricciardo was given a 10-place grid penalty for using a fifth power unit element
***   Alonso was given a 25-place grid penalty for  using   fifth power unit elements and for changing a gearbox
**** Button was given a 25-place grid penalty for using a fifth and sixth power units elements  

54



Has Nico Rosberg found what he was lacking in races last year?

NO STOPPING NICO

RACE REPORT by David Tremayne

Certainly the man himself thinks so, after closing to 
within 10 points of the World Championship lead 
with a commanding victory in Austria that for once 
left team-mate Lewis Hamilton firmly in his dust.
   The World Champion was slow away from 
pole position, enabling Nico to push up alongside 
him on the climb to Turn One and snatch a lead that 
he only surrendered for three laps after making his 
sole tyre stop on the 33rd. That enabled Lewis to 
take the initiative until his own stop on the 35th 
lap, and after that all Nico had to worry about was 
a severe tyre vibration over the final laps.
   “It’s great to win again here,” he said, having 
won here last year when the race returned to the 
calendar. “I don’t know if there’s a trend on this 
track or anything. It’s just today was a great day. 
Good start and then good pace – and that’s what 
I’m most happy about. The car felt good, I was able 
to push from the first lap onwards all the way, so 
that’s cool. I think this year I found what I needed to 
find last year in terms of just doing a little bit better 
in the races, and that’s really working out for me.
   “The start was the key to my race, and I 
managed to defend in the first couple of corners 
then just tried to push flat out all the way. I was 
happy to see the gap opening up to Lewis.”
   Having insisted that his engineers keep 
“all eyes” on the problem, he explained of his tyre 
worries: “It was just a vibration on the right front 
and I was telling them to keep an eye on it. It came 
from tyre wear rather than from a flat-spot, and it 
just feels uncomfortable when that happens. I’d 
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line on the pit exit, something he initially said 
he hadn’t noticed doing. Later, he realised that 
he’d been doing it all through the weekend – on 
this occasion hampered further by a twitch of 
oversteer which he held his hands up to – and said 
he should have picked up on it sooner.

   “But it didn’t actually make any difference, 
because Nico was just so quick today.” Though he 
kept pushing hard, he had no answer to his team-
mate this day.
   “I made a bad start and that lost me ground,” 
he admitted. “I had a problem with the revs, and 

had some graining on the right front tyre before 
my pit stop, but I’d been confident then that I could 
still maintain the gap and keep pushing again on 
my new tyres.”
   Lewis added five seconds to his race time 
when he was penalised for crossing the white 
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when I took my foot off the gas the throttle was 
still on, so I just had to dump the clutch like that 
and had lots and lots of wheelspin. That’s not the 
best way to start the race.
   “Nico did a fantastic job today, and at the 
end of the day he was quicker in the race. At first I 
could keep up with him, and I was really enjoying 

the fact that the way the tyres were here it was 
like the old days and you could push hard every 
lap without doing them any damage. That’s how 
racing should be. I thought it was a fantastic race 
up until then. But in the second stint he generally 
had better pace. I pushed as hard as I could, but for 
me that second stint became just about making 

the distance, that was all I could do.”
   If he couldn’t hold a candle to Nico this time, 
at least nobody else could challenge Mercedes.
   On Father’s Day, Felipe Massa was delighted 
to fulfil his young son Felipinho’s prediction that 
he would finish third, but his first podium since 
Abu Dhabi owed everything to Sebastian Vettel’s 
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I had in mind. I was trying hard and managed not 
to let him overtake.”
   Seb was philosophical about fourth, which 
must have been gutting given that Ferrari didn’t 
show the slightest sign of challenging the Mercs.
   “The issue during the pit-stop is something 
that can happen,” he said. “I had a problem, but 
generally the guys are the quickest on the pit lane 

   “I’m very happy that my son was correct!” 
he smirked. “As I had expected, Sebastian got very 
close with 10 laps to go and it was possible he 
could have overtaken because Ferrari manage very 
well the tyres. I expected him to be strong and he 
was, but you never know. I had to defend myself! 
In those circumstances you need to do your best 
and make no mistakes and that was the only point 

misfortune.
   The German grabbed the place at the start 
but lost it when his Ferrari’s right rear wheel stuck 
during his pit stop on the 36th lap. That dropped 
him behind Massa’s Williams, and his chase after 
the Brazilian was one of the race’s highlights. Over 
the final laps he was within striking distance, but 
Felipe held on by six tenths of a second.
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from the Finn’s head. That brought out the safety 
car until lap seven, but mercifully neither driver 
was hurt.
   Fernando suggested that Kimi had caused 
the shunt by losing control on the opening lap.
   “I started very good today,” Ferdy said. “I 
made up a lot of places in Turn One and by Turn 

   “In the last part of the race I tried to stay 
close to Felipe, but he was very quick on the 
straights.”
   Ferrari lost its other car in a violent and 
nasty-looking accident exiting Turn Two on the 
opening lap, which left Fernando Alonso’s McLaren 
parked atop Kimi Raikkonen’s Ferrari – only inches 

so there’s nobody to blame.
   “The car was very good; I think we made 
another step ahead and we had great pace. This is 
a very short lap so there’s not so much to create, 
but in the next races there are more high-speed 
corners and we can better show that we’re a bit 
closer even if today’s result doesn’t show so well.
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Two I was 14th or something. Kimi was on the soft 
tyre, he exited Turn Two with a lot of wheelspin, 
and we were all overtaking him left and right.
   “At one point he lost the car to the left. I 
was on the left, so we went both into the wall and 
I was lucky not to hit him on the head because 

looking at the replay I was obviously braking but 
my wheels were in the air. So I was close with him, 
but luckily we are both fine.
   “It was a very strange incident because he 
lost the car in fifth gear, something like that. Very 
low grip.”

   Kimi said: “I got some wheelspin and then 
went left, which was unusual, so it’s hard to say. 
It was poor, but it’s how it was. It’s one of those 
things.”
   The stewards, who included former F1 
racer and Indianapolis 500 winner Danny Sullivan, 
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stop and penalty within the first three laps (Alonso 
should have done a drive through in the same 
time span, but of course never got that far). Jens 
did his stop and go on the third lap, changing on 
to the soft-compound Pirellis in the hope of going 
all the way to the finish on them. But his car lost 
power and was retired on the eighth lap.
   “Nothing was broken, but something 

was wrong,” he said, “and the switch-changes 
didn’t make any difference. So the team took the 
decision to retire it. We’d fitted a brand new engine 
this weekend, and we didn’t want to unnecessarily 
damage it, so we decided to stop.
   “Silverstone will be another step forward. 
Hopefully, we’ll have got rid of our issues so I can 
have a stronger race in front of my home crowd. 

investigated the collision after the race and 
decided that it was a racing accident and that no 
further action was warranted and that neither 
driver was at fault.
   The race was also another disaster for 
Alonso’s team-mate Jenson Button. He too started 
his McLaren Honda from the back because of his 
25 grid place penalty, and also had to serve a 10s 
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race interviews, and both Fernando and I want to 
keep everyone motivated. We’re in a good place, 
because we know what this package can achieve, 
so hopefully everyone will continue to stay strong.”
   Behind Seb’s Ferrari, Valtteri Bottas had 
a tough fight with Nico Hulkenberg. Initially, the 
second Williams was behind Max Verstappen’s 

Toro Rosso until the 15th lap, and thereafter the 
pursuit of the Hulk began. Valtteri finally got by 
the Force India when Nico made his pit stop on 
the 25th lap, then stopped himself a lap later and 
found himself back behind it for another 10 laps 
before finally making a move stick.
   “I was hoping for a bit more from the race,” 

And, after that, Hungary is a circuit that should suit 
us, so we can get a good result there.”
   The team has struggled for much of the 
season as Honda has encountered developmental 
problems with its new powertrain, but Jens added: 
“In times like these, you’ve just got to stay positive. 
Everybody back at the factory listens to our post-
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maximum we could achieve. I had some good 
wheel-to-wheel battles with him and we swapped 
places a few times, but it was hard to match their 
absolute pace.
   “Overall it’s been a great weekend: I found 
a nice rhythm and I have been very happy with the 

season so far with sixth (and the VJM08B to look 
forward to next time out).
   “I’m very satisfied with sixth place today,” 
he said. “Going into the race we always knew it 
would be difficult to keep Bottas behind me, so 
bringing the car home in sixth was probably the 

Valtteri said. “I enjoyed the overtaking that I made, 
it was just a shame it wasn’t further up. Midway 
through the race I had a brake issue which I had to 
manage a bit.”
 Nico held on to celebrate last weekend’s Le 
Mans victory by scoring his best result of the F1 
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performance of the car. With Checo in the points 
as well, it’s been an excellent weekend for us and 
we can be proud of what we’ve achieved. It’s an 
important boost ahead of Silverstone where we 
hope to make another step forward.”
   In one of the most exciting battles of the 
race, Pastor Maldonado headed VMax home by 
just eight-tenths of a second after a wheel-to-

wheel fight. But the Venezuelan, often the bad boy 
himself with plenty of contact with other drivers 
to his credit, criticised the 17 year-old rookie.
   They had several interesting moments, one 
when Pastor nearly lost it exiting Turn 1 on lap 65, 
another in Turn Three when Max held him wide, 
and a third approaching Turn One on lap 69. As 
Max covered the inside, Pastor swerved to the left 

and nearly lost it. As he recovered, Max ran straight 
on, so finally the Lotus moved ahead.
   “My tyres are completely gone!” Max told 
his team, but that didn’t stop him from nailing his 
STR10 to the E23’s gearbox until the end.
   Of the lap 69 moment, Pastor said: "It was 
just the tow - and maybe we had the headwind as 
well so maybe the front took more grip than the 
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rear because of the DRS. Then as soon as the DRS 
closed I recovered the grip so it was a bit scary but 
okay. Good control!"
   Max said the battle had gone on far 
longer than he expected, since the Lotus was on 
supersofts and his own softs were well past their 
prime.
   "With the pace he had I thought maybe 

two laps and he's gone, but I kept him behind for a 
few laps and it was really enjoyable."
   Pastor wasn’t entirely happy, however.
   "He was, let's say not aggressive, but he 
wasn't really respecting the rules. You must leave 
some space for the other car and he was not 
respecting that. But when I saw him doing this I 
said I need to be more careful, but more aggressive. 

He was a bit on the limit a few times but it's okay. 
If the stewards don't say anything, then I say okay, 
they allowed us to race and that's great."
   The stewards did not see anything wrong 
in the much-needed excitement of their battle, 
and Max simply said, "I was enjoying it."
   Fans worldwide, often critical of Formula 1 
of late, doubtless felt the same.
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   Ninth fell to Sergio Perez, who like 
Maldonado, Raikkonen and Daniel Ricciardo, had 
started on new softs. He couldn’t match his team-
mate this weekend, and suffered severe vibrations 
from a flat-spot late in the race, but a double points 
score was sufficient to hoik Force India two places 
to fifth place overall.
   Ricciardo went a whopping 50 laps on his 
softs, then switched to supersofts and charged 
after Felipe Nasr, who had been hoping for a point 
for Sauber but could see the writing on the wall 
as his softs began to lose grip. They switched 
places on the 60th lap, but with Kvyat delayed by 
a first-lap stop for a new nose after a brush with 
Perez and finishing only 12th behind Nasr, a single 
point did nothing to assuage Dietrich Mateschitz’s 
mounting frustration with the sport which has 
done so much to publicise his energy drink.
   “I was pleased with the car during the race,” 

    FASTEST RACE LAPS
1 N Rosberg Mercedes 1:11,235
2 L Hamilton Mercedes 1:11.475 
3 S Vettel Ferrari 1:11.499
4 F Massa Williams 1:11.613
5 D Ricciardo Red Bull 1:11.689
6 P Maldonado Lotus 1:11.785 
7      V Bottas Williams 1:12.248
8 D Kvyat Red Bull 1:12.316 
9 M Verstappen  Toro Rosso 1:12.349
10 S Perez Force India 1:12.377
11 M Ericsson Sauber 1:12.516
12 N Hulkenberg Force India 1:12.541
13 R Grosjean Lotus 1:12.881 
14 F Nasr Sauber 1:13.050
15 C Sainz Toro Rosso 1:13.234
16   R Merhi Marussia 1:14.939
17 J Button McLaren 1:52.208
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cannot lose such opportunites.”
   Verstappen was a little peeved with his 
Russian stablemate after losing a lot of time 
behind the Red Bull for couple of laps as Daniil was 
running further before his pit stop. “It's a shame 
with him because he cost me a few seconds, 
maybe what I needed to secure P7," Max said 
Verstappen. "Normally if it's the other way around 

some useful work done before Silverstone.”
 Meanwhile, Felipe said: “I’m disappointed 
with this result. I struggled a lot with overheating 
brakes. I was not able to brake properly, therefore 
it was difficult to defend my position. Looking 
back from where we started, we expected to be in 
the points today, and I did everything I could to 
make it happen. We need to find a solution, as we 

Daniel said. “I was trying to push as much as I could 
towards the end to catch Perez but the boys behind 
me were fighting for the podium and I had to 
respect that. I was really happy with the option tyre, 
the balance of the car worked well. To finish 10th is a 
good result from where we started today. I’m staying 
on here for a day’s testing this week and I hope that 
despite the bad weather forecast we’ll be able to get 
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we don't make it too difficult for them. I didn't say 
anything on the radio, there's no point."
   Marcus Ericsson had a frustrating race, and 
on two occasions had to press Control, Alt, Delete 
or a Hinwillian version thereof to reset his C34’s 
electronics.
   “It began at the start with me being too 
eager and jumping the start,” the Swede said of 
his disappointing afternoon. On lap one I went 
over debris, which destroyed both my front and 
rear wings. I had an early first pit stop to get a new 
front one, but we saw on the data that my pace 

was compromised. Then I had the electronic issue, 
so the car switched off twice, which forced me to 
restart it again.”
   Robert Merhi was the final finisher in 14th, 
after team-mate Will Stevens’ Manor dropped out 
early with an oil leak. Debris, most likely from the 
Alonso/Raikkonen shunt, had punctured the oil 
radiator.
   Joining the dead car park, Carlos Sainz lost 
time with a rear wheel problem in the pits and 
then suffered loss of power, and Romain Grosjean’s 
Lotus lost gears.

   Hamilton still leads the drivers’ 
championship with 169 points to Rosberg’s 149 
and Vettel’s 120, while in the constructors’ stakes 
Mercedes have 328 points to Ferrari’s 192 and 
Williams’ 129.
   But the message from Spielberg was this: 
Nico Rosberg doesn’t plan to be blown away this 
season and, on this showing, can really get the 
job down when the chips are down. As we head 
for the seasonal midpoint at Silverstone, thing are 
heating up even without Ferrari yet bridging the 
gap to the Silver Arrows.            v
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AUSTRIAN GRAND PRIX, Red Bull Racing, 21 June 2015

DRIVERS
1     L Hamilton  Mercedes   169
2     N Rosberg  Mercedes   159
3     S Vettel  Ferrari   120
4     K Raikkonen Ferrari   72
5     V Bottas  Williams   67
6     F Massa  Williams   62
7     D Ricciardo Red Bull   36
8     D Kvyat  Red Bull   19
9     N Hulkenberg Force India          18
10   R Grosjean  Lotus   17       
11   F Nasr  Sauber   16
12   S Perez  Force India          13
13   P Maldonado Lotus             12
14   M Verstappen Toro Rosso   10
15   C Sainz  Toro Rosso   9
16   M Ericsson  Sauber   5
17   J Button  McLaren   4

1 N Rosberg   Mercedes 1:30.16.930 - 204.040 km/h
2 L Hamilton  *  Mercedes 1:30.25.730  - 8.800 
3 F Massa   Williams  1:30.34.503  -  17.573
4 S Vettel  Ferrari  1:31.10.534  -  18.181
5 V Bottas   Williams 1:31.21.005  - 53.604
6 N Hulkenberg   Force India     -   64.075
7 P Maldonado   Lotus     -  70 laps
8 M Verstappen   Toro Rosso     -  70 laps
9 S Perez   Force India    -  70 laps
10 D Ricciardo  Red Bull    -  70 laps
11 F Nasr    Sauber     -  70 laps
12 D Kvyat  Red Bull    -  70 laps
13 M Ericsson  Sauber     -  69 laps
14 R Merhi  Manor Marussia   -  68 laps
R R Grosjean   Lotus   Gearbox -  35 laps
R C Sainz   Toro Rosso   Engine  -  35 laps
R J Button   McLaren  Sensor failure -   8 laps
R R Stevens  Manor Marussia Oil leak -   1 laps
R K Raikkonen   Ferrari   Accident -  0 laps
R F Alonso   McLaren  Accident -  0 laps

RACE DISTANCE:  71 laps -  307.020 km

* Includes five second time penalty for crossing the line at the pitlane exit

CONSTRUCTORS
1   Mercedes AMG Petronas F1 Team    328
2   Scuderia Ferrari      192
3   Williams Martini Racing  129
4   Infiniti Red Bull Racing    55
5   Sahara Force India F1 Team    31
6   Scuderia Toro Rosso   29
7   Sauber F1 Team   21
8   Lotus F1 Team    19
9   McLaren Honda      4
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GP2
FEATURE RACE

Stoffel Vandoorne continued his domination of 
GP2 Feature races with another perfectly-judged 
victory for ART by 11.7s over Rapax’s Sergey 
Sirotkin.
   Both had opted for the same strategy of 
an early stop to switch from supersoft to medium 
Pirellis. The Belgian led the Russian from the start, 
as the opening two laps were run with the Virtual 
Safety Car because of debris on the pit straight in 
the form of a chunk of somebody’s front wing.
   As Vandoorne’s team-mate Nobuharu 
Matsushita then kept them company they sprinted 
away from the medium-shod pack when racing 
resumed on the third lap, leaving DAMS’ Pierre 
Gasly fending off the impressive supersoft-shod 
Nick Yelloly and Rio Haryanto, chased by Alex Rossi 
and Raffaele Marciello, as Gasly’s team-mate Alex 
Lynn began a long climb from ninth on the grid.
   Vandoorne and Yelloly dived in for 
mediumss on the sixth lap, the latter having set 
fastest lap on the fourth tour, then Sirotkin and 
Matsushita followed suit on lap seven. As they 
dropped back into the midfield, Rossi, who had 
moved up to pass Gasly on lap six after clawing by 
Arthur Pic, Marciello and Haryanto in succession, 
also pitted for mediums.
   That left Gasly in charge, but clearly he was 
doomed as Haryanto, Lynn, Marciello and Russian 

RED BULL RING GP2 AND GP3 by David Tremayne

Stoffel Vandoorne continued to show his class with victory in GP2’s Feature race, but Rio Haryanto was the star of the Sprint; in GP3 
Trident saw both Luca Ghiotto and Oscar Tunjo take their maiden successes

HARYANTO ON A WING AND A PRAYER
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Time’s Artem Markelov were queued up behind his 
Red Bull-backed car. At Dietrich Mateschitz’s track 
Lynn had something to prove, and after a fight 
with Markelov he hunted down his team-mate 
before pulling off a great move for the lead on the 
19th lap. Now it was a matter of how hard he could 
get the hammer down to open up the gap he’d 
need for his pit stop for supersofts, as Vandoorne 
was still mired in midfield traffic. At one stage that 
enabled Sirotkin to slash the deficit to the ART 
car to less than two seconds, but Vandoorne was 

driving beautifully, picking his moments to pass 
slower cars without risk. Soon he was safe again.
   Up front, Lynn continued to look good in 
the lead, proving that he can race hard as he set 
fastest laps while keeping clear of Markelov, who 
was having a great race and keeping ahead of 
Haryanto. Further back, Gasly had dropped behind 
Markelov’s team-mate Mitch Evans and Racing 
Engineering’s Jordan King, who were locked in a 
racelong battle.
   By the 29th of the 40 laps, King, Gasly 

and Marciello had all pitted for supersofts, then 
Markelov did likewise on the 30th and Haryanto 
on the 31st. Lynn made his mediums last until the 
32nd and actually got out of the pits in third  place 
behind Vandoorne and Sirotkin. But the duelling 
Rossi and Matsushita had momentum on him and 
breezed by before the Terra Firma car could get 
back up to speed.
   It took Lynn until lap 36 to pass Rossi, which 
he did easily, then he jumped Matsushita on the 
final tour to take a deserved podium alongside the 
unstoppable Vandoorne and Sirotkin, who did a 
fine job to keep himself in play all through the race.
   Markelov was fifth ahead of Rossi, with 
Haryanto taking seventh from Yelloly.
 
SPRINT RACE

It all went wrong from the start for poleman Yelloly 
as he bogged down slightly and had Haryanto 
alongside him all the way up to Turn 1. Rossi was 
also there, however, on Yelloly’s left, after taking 
advantage of the Briton’s lost momentum, but as 
they went three-wide into the braking area Yelloly 
got pincered and tagged Rossi. The American 
made a great catch as the Racing Engineering car 
slid one way and then the other gong through 
the corner, but he fell to 13th as Haryanto led 
Markelov, Vandoorne, Matsuhita, Sirotkin, Evans, 
Gasly, Campos’s Arthur Pic and King. Yelloly 
dropped down to 23rd, and pitted at the end of 
the lap to retire.
   As he was coming in, Alex Lynn had just 
left, having stalled in his sixth place on the grid. 
The Briton’s chances were doomed, but he would 
do himself a lot of good by driving a great race 
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ahead of the leaders and pulling away as he set a 
series of fastest laps and left the final benchmark 
at 1m 15.963s on the 24th of the 28 laps.
   Up front, this would be a very high-speed 
train, as Haryanto continued to fend off Markelov’s 
persistent attention and the two ART drivers kept 
a watching brief.
   Markelov finally made his move in Turn 3 on 
the 14th lap, nipping inside Haryanto. But he had 
gone in too tight and slid out wide into the gravel, 

immediately dropping from his momentary first 
place to sixth, behind Evans.
   In the process of overtaking Haryanto 
he had clipped the Indonesian’s right front wing 
endplate, so with Vandoorne now a solid second 
and being pushed along by his team-mate, it 
seemed only a matter of time before the Campos 
car was overwhelmed. But Haryanto had other 
ideas… Lap after lap he maintained a small but 
conclusive lead, and in truth Vandoorne never 

quite got close enough actually to consider a 
move. Ditto Matsushita, who nevertheless kept 
his partner honest. For a while they dropped 
Sirotkin, but after cooling his tyres the Russian 
came back strongly from the 20th lap to make it 
a quartet disputing possible victory. Haryanto 
had it all sussed, though, and finished 0.4s ahead 
of Vandoorne as Matsushita and Sirotkin were 
similar distances behind. It was a fine win for the 
Campos driver, under pressure all the way but 
most particularly in the closing stages from the 
best driver in the category.
   Behind them, Evans was a solid fifth, well 
ahead of Gasly, who had King only three-tenths 
behind at the finish as Rossi was virtually alongside 
Markelov for eighth place as they crossed the line; 
their gap was an official 0.0s, but the Russian got 
the nod.
   Robert Visoiu took 10th for Rapax, after a 
moment in Turn 8 had dropped Pic back.
   The result left Vandoorne with 155 points 
to Rossi’s 78, with Haryanto coming back into the 
picture with 70.

GP3
FEATURE RACE

Nobody had an answer for Trident’s Luca Ghiotto, 
once he had blasted past ART’s Esteban Ocon on 
the sixth lap.
   The first three laps were run behind the 
Safety Car, with drivers being diverted through 
the pitlane, as the mess on the startline was 
cleared up following a coming together between 
Carlin’s Mitchell Gilbert, Arden’s Kevin Ceccon and 
Campos’s Samin Gomez.
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   In the end Ghiotto took a great maiden victory 
by a whopping 11.9s after making it look easy, but 
Ocon was unable to hang on to second and lost it to 
Carlin’s Antonio Fuoco on the 18th of the 24 laps. The 
Frenchman just clung on for third ahead of Arden’s 
charging Emil Bernstorff, who passed ART’s Marvin 
Kirchhofer on the 21st lap. Jann Mardenborough 
drove another of his trademark finely judged races 
for Carlin to climb to fifth after passing the German, 
while behind Kirchhofer, Status’s impressive rookie 
Sandy Stuvik and Jenzer’s Ralph Boschung led home 
Trident’s Oscar Tunjo, Status’s Alex Fontana and 
Jenzer duo Pal Varhaug and Matheo Tuscher. Matt 
Parry had been strong early on, running as high as 
sixth and battling with Koiranen team-mate Jimmy 
Eriksson, but got shoved down from ninth to 13th on 
the final lap.
 
SPRINT RACE

The race provided Trident with its second win of 
the weekend, this time courtesy of Oscar Tunjo 
(pictured right).
   Boschung started from pole and led initially 
before losing the lead to Kirchhofer on the fifth 
lap. But Tunjo was on a charge after conserving 
his rubber in the early laps. The Colombian began 
pushing hard from sixth place on the 10th lap. First 
he passed Boschung that lap, then Bernstorff on 
the seventh and team-mate Ghiotto on the eighth 
as he moved up to third.
   On the ninth lap he chased Ocon down in 
Turn 5 to climb to second but it took him another 
six laps to pull off the pass on Kirchhofer that gave 
him his first GP3 win. That came in Turn 2, as he 
kept it neater and won the drag race down the 

next straight after getting a better exit.
   Kirchhofer and Ocon held on to their places 
to round out the podium, but fourth was sufficient 
for Ghiotto to maintain the points lead he had 
taken the previous day. As Bernstorff took fifth and 
Tuscher sixth, Status’s Seb Morris put in his best 
GP3 performance to date to take seventh after a 
determined climb from 19th on the grid and thus 
score his first points. Fontana, Campos’s Alex Palou 
and Boschung completed the top 10. Then both 
Ocon and Tuscher were excluded for having illegal 
undertrays, promoting Bernstorff to fourth and a 

delighted Morris to fifth. Ghiotto thus left Austria 
with 66 points to Kirchhofer’s 47, Ocon’s 44 and 
Bernstorff’s 41.
   Fuoco, one of the heroes of Saturday’s 
race, became a villain when he outbraked himself 
going into Turn 1, vaulted over team-mate 
Mardenborough, and landed on the equally 
innocent Stuvik. For sure it wasn’t the Italian’s finest 
moment, and as he retired his team-mate was left 
15th after a pit top for attention to the resultant 
damage. Fuoco was later given a three grid place 
penalty for Silverstone.            v
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THE LAST LAP by David Tremayne

We live in an age where everyone is encouraged 
by the internet to believe that their views are 
so crucially important that they must be aired, 
regardless of coherence, accuracy or relevance. 
Many, emboldened by the safe hiding place of 
anonymity behind an alias, behave like snipers, 
picking off those who are actually down in the 
arena, fighting for whatever cause it is in which 
they believe, actually doing something, while their 
critics sit at home, believing they have an expert 
view despite only watching from afar and learning 
secondhand.
   If we have the moxie to look into ourselves, 
each of us knows whether we fit that description 
or not.
   It’s easy to forget what the people at the 
centre of the action have gone through, have 
fought for, and have achieved, to get where they 
are on the world stage. Some inevitably have had 
an easier ride than others. But it can be upsetting 
to see the lack of respect the worst of the web 
‘experts’ espouse from their risk-free perspective. 
Regular readers will understand why it vexes 
me when I hear Lewis, for example, dismissed 
disrespectfully. We aren’t bosom pals – these days I 
count only Felipe Massa as a genuine mate among 

COURAGE IS ALSO THIS
regardless of his oft-criticised foibles.
   I’ve never believed that as a journalist one 
should be hagiographic; positive criticism, made 
from a base of commonsense and acquired and 
informed knowledge, is good for all of us, even 
if we don’t always see that first time around. But 
if there’s a balloon of pomposity or arrogance 
that needs pricking…  But for me, while the 
technology of all motorsport – cars, boats or bikes 
– is fascinating, it’s the people that create it and 
activate it that are the real interest. Motorsport is a 
wonderful platform, and I am indeed blessed that 
most of my inner circle friends are people I met 
on that stage. And it’s the humanity that makes it 
all so special, even if that inevitably brings pain at 
races when those special people go missing.
   A year ago, when we were in Austria, a 
young man in Maggiora, to the west of Lake 
Maggiore, had an accident that has left him 
paraplegic. I haven’t met Joel Roelants yet, but the 
23 year-old Belgian was a rising motocross grand 
prix star. And he has come to occupy a special 
place within the Tremayne family.
   So at a time when all we seem to read 
about is negative, often abusive and ill-informed, 
here’s a story of genuine heroism.

the current crop of drivers – but because I know 
enough about him to know that fundamentally 
he is a good man and a decent human being, 
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   Deciding how many milli-seconds longer 
than the next man to stay on the gas round Monaco; 
climbing into a car and seeking to venture into 
unchartered supersonic territory; passing Ayrton 
Senna going into the fastest corner in F1; laying a 
MotoGP bike over at 67 degrees…
   These are the things that thrill us, things 
that we remember and laud. But such moments 
of sporting derring-do on the track are only one 
side of the coin. On the other are things such as 
returning to the scene of an accident where you 
lost both legs, and driving a hand-controlled 
car fast enough to have qualified fifth and then 
completing your ‘missing’ laps; racing after a team-
mate’s shattering death even though an accident 
of your own has left you with burned hands that 
split open again the moment you clench them 
around a steering wheel; diving again and again 
off Monaco to try and rescue a rival, a princess’s 
husband whose racing powerboat has crashed…
   All of these examples should inspire us all, 
not just because they concern people we admire, 
but because the human spirit lies at the root of 
everything that we do in life that is good. These 
things transcend anything negative that the 
internet can generate.
   So make yourself a cuppa or pour yourself 
a nice stiff drink, turn off the teevee, sit yourself 
down in your favourite armchair, don’t worry 
that you might not know anything about the FIM 
Motocross World Championship and click on this 
link and take 15 or so minutes to watch this movie 
from HRC’s A Life Behind The Bars series. Because 
at its root, this is what racing is really also about. 
Dignity, determination, humility, heroism and 
hope. And because courage is also this.            v

75

https://www.youtube.com/watch?v=d04TzbINU7E - 
https://www.youtube.com/watch?v=d04TzbINU7E - 


PARTING SHOT

Sir Patrick Head, Kt,  FRENG
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THE NEXT GP+ WILL BE
PUBLISHED FROM THE SILVERSTONE ON JULY 5
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