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Chicane is a media, content and creative consultancy that specialises in motorsports and their wider influence in society.

Founded in 2010 by Christopher Joseph, it is now in its ninth Formula One season.

Chicane has been the preferred media partner and consultancy at more than twenty-four international events involving Formula One teams, sponsors, circuits, suppliers, agencies, media and government organisations.

Chicane also produces carbon-neutral bespoke print and digital ‘special edition’ issues that focus on the four pillars of business, innovation, technology and sustainability, and seek to illustrate that Formula One is far more than a sport and much more than a business.

Chicane is based in Barcelona and London and its next project will be entitled The Fastest Lab on Earth. It highlights Formula One technology and how it is transferred and applied to our everyday lives.
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PROLOGUE

“THIRTY MINUTES TO LIGHTS OUT”
An Introduction to Formula One

The thirty-minute period before the start of a Formula One Grand Prix Race is undoubtedly one of the quintessentially unique periods in world sport. The short half-hour lead-up to the race is both tense and frantic but most importantly it is indicative of the complicated nature of the sport and all that lies beneath the surface of a complex spectacle.

00:30 At thirty minutes before the start of the Formation Lap (warm-up lap), the pit lane opens and remains so for fifteen minutes. The cars are allowed to leave the pit lane and complete a reconnaissance lap while team personnel are allowed to get out onto the grid with the necessary equipment needed to start the race.

00:25 At the end of the reconnaissance lap the cars must stop at the rear of the grid, cut their engines and be pushed through the assembled race personnel, media and VIPs to their starting positions on the grid. Here they must remain with their engines turned off.

00:24 The cars are plugged into data monitoring and cooling systems. The race engineer gives the “one minute to fire up” instruction.

00:23 The ignition is turned on while the rear wheels are removed but kept in their heating blankets and the engine is started. Temperatures are measured and monitored before the engine is turned off again.

00:17 A warning signal is given that the end of the pit lane is to be closed in two minutes.

00:15 A second warning signal is given and the pit lane is closed. At this point no car will be permitted to enter the grid and must start from the end of pit lane. The front wing flap settings are cross-checked both on the grid and on the spares in the garage. The mechanics perform a wheel gun check to test the hydraulics.

00:11 Another ignition test and the drivers are summoned to their vehicles.

00:10 The ten-minute signal is given. Everybody except drivers, officials and team technical staff must leave the grid. The drivers suit up, fit their helmets and HANS (head-and-neck safety) devices, and are strapped into the cockpit by one of the mechanics.

00:05 Four red lights are illuminated on the gantry and an audible warning is given five minutes before the start of the formation lap.

00:03 Three lights are illuminated on the gantry and the three minute signal is given. All cars must have their race tyres fitted by this point.

00:01 Two lights are illuminated on the gantry when the one-minute signal is shown and by this time engines must be started and all team personnel must leave the grid, taking all equipment with them before the fifteen-second signal is given.

00:00:15 There is one light left illuminated on the gantry and the launch map is initiated by the driver.

00:00:00 The red lights go out and the green lights are illuminated to begin the formation lap led by the pole sitter.

The cars return to the grid after the formation lap and stop within their respective grid positions with their engines running. The Safety Car takes up its position at the rear of the grid.

A standing start will be signalled by the permanent starter (usually Mr Charlie Whiting of the FIA) by activating the gantry lights.

Once all the cars have come to a halt, the five-second light will appear followed by the four-, three-, two- and one-second lights until five red lights are illuminated on the gantry. At any time after the one-second light appears, the race will be started by extinguishing all five red lights.

The race to the chequered flag begins . . .


INTRODUCTION

THE INSIDERS’ GUIDE TO THE
FASTEST SHOW ON EARTH

In the quest for ultimate speed, Formula One combines the human, the technological and the financial in an exciting and compelling global circus watched by half-a-billion avid fans around the world. As the ‘thirty minutes to lights out’ countdown in the prologue shows, within the confines of the three-day race weekend there are many intricate details, subtleties and minutiae to be explored in Formula One, and even more within the wider industry and its sixty-nine years of heritage.

Welcome to the fully revised and updated edition of The Fastest Show On Earth. In response to the popular success of the first edition, I have revised and updated my take on Formula One to create a more streamlined, though still comprehensive, guide to Formula One for the 2019 season.

I have divided this edition into six very different yet complementary sections. The popular Drivers and Teams In Their Own Words sections have been retained as has the Formula One in the US section with an additional chapter on new American owners Liberty Media. In the Technical section I have drawn on expert analysis from within the industry to examine the effects that engines, tyres, brakes, aerodynamics and fuel have on the new era of racing. This extensive guide also includes the official FIA Circuit Guides complete with diagrams, data and fast facts, as well as the most comprehensive glossary of Formula One terms ever printed.

At every opportunity I have allowed those closest to the action to express their thoughts and ideas from their own unique perspectives, while I have added my point of view from inside the confines of the F1 ecosystem.

It has not been physically possible to include every aspect of Formula One in this edition nor has it been my desire to be encyclopedic in approach. The glossary included towards the end of the book explains all of the crucial terms in use within the sport from A to Z.

Please note that while every effort has been made to ensure that all information in the revised edition is up to date and accurate, the fact that it has been compiled during the 2018 season means that certain aspects may not have been resolved at the time of printing.

For an excellent source of further information readers are referred to the ‘Understanding F1 Racing’ section of www.formula1.com, the sport’s official website. Here you will find in-depth information on topics such as logistics, suspension, testing, the steering wheel, the gearbox, race control, pit stops, flags, driver fitness, overtaking and the DRS, cornering and race strategy.

For those of you who wish to learn more about the rules and regulations—which change annually—referred to in the technical chapters, these can be found in their entirety at www.fia.com. In the ‘Regulations’ section you will be able to download the complete Sporting Regulations and Technical Regulations. Be warned, these documents run to fifty-seven and eighty-nine pages respectively.

You will also be able to view the first set of proposals from the F1 Commission, which advises on changes to both the Sporting and Technical Formula One Regulations for the 2019 season and beyond.

Much more than just a sport and far more than a business, Formula One is a world of fascinating sporting personalities and business-savvy individuals. I hope my approach will provide something for the casual observer being introduced to the sport, the race-going spectator, the avid fan wanting to know more, as well as the aficionados hungry to delve deeper into all that Formula One has to offer.

Christopher Joseph,
London, 2019


2019 F1 CALENDAR AND REGULATION CHANGES


FIA FORMULA ONE WORLD CHAMPIONSHIP

The 2019 FIA Formula One World Championship calendar is confirmed as follows:



	17 March

	AUS

	Grand Prix of Australia




	31 March

	BHR

	Grand Prix of Bahrain




	14 April

	CHN

	Grand Prix of China




	28 April

	AZE

	Grand Prix of Azerbaijan




	12 May

	ESP

	Grand Prix of Spain




	26 May

	MCO

	Grand Prix of Monaco




	9 June

	CAN

	Grand Prix of Canada




	23 June

	FRA

	Grand Prix of France




	30 June

	AUT

	Grand Prix of Austria




	14 July

	GBR

	Grand Prix of Great Britain




	28 July

	DEU

	Grand Prix of Germany




	4 August

	HUN

	Grand Prix of Hungary




	1 September

	BEL

	Grand Prix of Belgium




	8 September

	ITA

	Grand Prix of Italy




	22 September

	SGP

	Grand Prix of Singapore




	29 September

	RUS

	Grand Prix of Russia




	13 October

	JPN

	Grand Prix of Japan




	27 October

	MEX

	Grand Prix of Mexico




	3 November

	USA

	Grand Prix of USA




	17 November

	BRA

	Grand Prix of Brazil




	1 December

	ADE

	Grand Prix of Abu Dhabi







FIA FORMULA ONE WORLD CHAMPIONSHIP—2019 TECHNICAL REGULATIONS REGARDING AERODYNAMIC CHANGES

Following a presentation made to the F1 teams at the Bahrain Grand Prix regarding proposals aimed at promoting closer racing and more overtaking in the Formula 1 World Championship, the Strategy Group, the F1 Commission and the World Motor Sport Council approved a number of regulation changes for the 2019 season.

The changes, approved by e-vote, are as follows:

-   Simplified front wing, with a larger span, and low outwash potential

-   Simplified front brake duct with no winglets

-   Wider and deeper rear wing

The vote follows an intense period of research into the FIA’s initial proposals, which were made with the support of the F1 Commercial Rights Holder, conducted by a majority of the F1 teams. These studies indicated the strong likelihood of a positive impact on racing and overtaking within F1 and as such have now been ratified for implementation in 2019.

The approved changes are separate to the ongoing work being undertaken in regard to defining Formula 1’s regulations for 2021 and beyond.

In addition to the aerodynamic changes ratified the FIA is continuing to evaluate a range of other measures aimed at encouraging closer racing and boosting overtaking in F1.

2019 TECHNICAL REGULATIONS AND 2021 POWER UNIT

The Formula 1 Strategy Group and the Formula 1 Commission has met at the FIA headquarters in Paris, in the presence of Jean Todt, FIA President, and Chase Carey, Chief Executive Officer of Formula 1.

Positive and constructive discussions were held regarding the future of Formula 1.

Firstly, regarding technical regulations for the 2019 season, the following changes were agreed, subject to World Motor Sport Council approval:


• Increase the fuel allowance for the race from 105 to 110 kg, in order to be able to use the engine at full power at all times

• Separate the weight of the car from that of the driver

• Require all drivers to wear biometric gloves to increase safety and facilitate medical rescue.



Discussions will continue on proposals relating to aerodynamics, with a view to taking a decision once research being conducted by the FIA, in consultation with the teams, has been concluded.

Secondly, the FIA presented its proposals for the 2021 power unit regulations:


• 1.6 litre engine

• V6 Turbo Hybrid

• Deletion of MGU-H exhaust energy recovery.



The FIA Technical Department will now meet with current and potential power unit manufacturers to discuss in more detail, with a view to concluding the 2021 regulations.


THE NEW ERA UNDER LIBERTY MEDIA

‘We are excited to become part of Formula One. We think our long-term perspective and expertise with media and sports assets will allow us to be good stewards of Formula One and benefit fans, teams and our shareholders.’

—Greg Maffei, President and Chief Executive Officer of Liberty Media

‘I am thrilled to take up the role of Chairman of Formula One. I greatly admire Formula One as a unique global sports entertainment franchise attracting hundreds of millions of fans each season from all around the world. I see great opportunity to help Formula One continue to develop and prosper for the benefit of the sport, fans, teams and investors alike.’

—Chase Carey, Chairman of Formula One

‘I’m proud of the business that I built over the last 40 years and all that I have achieved with Formula One. I’m very pleased that the business has been acquired by Liberty and that it intends to invest in the future of F1.’

—Bernie Ecclestone

And so it was on 7 September 2016 that Liberty Media Corporation (commonly referred to as Liberty Media) agreed to buy a controlling interest in the Formula One Group responsible for the promotion of the FIA Formula One World Championship in a deal reported to be worth $4.6bn (£3.3bn). One of the most important moments in the history of Formula One and one of the biggest deals in sports history was approved by regulators and finalised on 23 January 2017.

The controlling interest in the racing business was purchased from a consortium lead by the Luxembourg-based private equity firm CVC Capital Partners and included taking on $3.4bn of F1’s debt giving the takeover of F1’s Jersey-based parent company, Delta Topco, an $8bn enterprise value. The Formula One Group is listed in the NASDAQ as a tracking stock under the ticker FWONK and controls the various rights, management and licensing operations of the Formula One World Championship.

Liberty Media is a major media conglomerate with stakes in several sports and entertainment businesses such as the Atlanta Braves MLB team, Live Nation and Sirius XM, and is one of a number of media and telecom conglomerates that are owned and controlled by seventy-seven-year-old American businessman, landowner and philanthropist John Malone. With a net worth of over $7.2bn, he shuns the limelight despite being one of the biggest media owners in the US.

This is in stark contrast to the man who turned Formula One from a relatively niche activity followed by a small group of aficionados, which was commercially an almost amateur affair, into an international sporting powerhouse. During his forty-year reign, Bernie Ecclestone ran F1 almost single-handedly or at least with the lowest head count I have ever encountered for an undertaking of such scale.

Idiosyncratic and mirthful in equal measure, he once insisted that I hand deliver a physical letter regarding a trademark permission for a book project even though I had emailed the details across. Ringing ahead to verify the Princes Gate address, I was greeted by the somewhat film noir-esque ‘Knightsbridge triple six eight.’ Upon arrival at the residential looking HQ, I was buzzed in to be handed an electronic scan of his handwritten response. Months later at the US GP in Austin Texas, the Warhole-like figure sidled past whispering quietly, ‘did you finish, then?’, knowing full well the book was published and sitting on his desk. It was such attention to detail that meant very little went on in Formula One without him knowing about it and even less without his approval.

There is no doubt that Bernie Eccelstone ruled over F1 with absolute authority as a master tactician but it was his dealmaking ability with presidents, princes and sheiks that turned F1 into one of the world’s biggest sports. However, despite his commercial success which created annual global revenues somewhere in the vicinity of $1.8bn (£1.4bn), it is fair to say that in recent years he was seen as being more and more out of touch as an octogenarian leader in the digital age. Declining audiences and haphazard decision making about the nature of the racing on show meant that more and more people within the sport thought he was past his sell by date with no long-term plan in place. His legacy is undeniable and formidable, but equally it is true that the takeover of Formula One by Liberty as a giant US media and sport conglomerate represents a seismic change in the direction of the sport, which will explore its huge potential and multiple untapped opportunities.

NEW OWNERS, NEW LEADERS

The desire of the new owners to change the way the sport was run became evident with three key appointments. Chase Carey, the former executive vice-chairman of 21st Century Fox and a trusted Rupert Murdoch adviser, who had already been confirmed as the new chairman, was also installed as the chief executive. The original aim to have a two- to three-year transition period in partnership with Eccelstone was quickly forgotten and he was given the unusual honorary position of chairman emeritus, as a source of advice for the new owners, far removed from the decision making process.

Liberty also brought ex-Mercedes team boss Ross Brawn back to Formula One to lead the sporting and technical side of F1. The former Ferrari technical director was tasked with rationalising the regulations to enable close wheel-to-wheel Racing, and to improve the prospects for overtaking.

Brawn was joined in his role as Managing Director Motor Sports by former ESPN executive Sean Bratches as Managing Director of Commercial Operations. Bratches was a driving force in building ESPN into one of the world’s leading sports franchises with expertise and experience in sales, marketing, digital media and distribution. The appointments gave Liberty an almost unprecedented opportunity to work together with the teams and promoters for a better F1 for them and, more importantly, for the fans.

TRANSITION AND EDUCATION

Liberty’s first year in charge in 2017 was a new start for the sport, and there was genuine optimism in the paddock as new ideas were put forward by the new owners to release the shackles of the Ecclestone-era as they strove to create a bigger and brighter future. Almost immediately social media rules were relaxed for teams in the paddock and fan festivals began which provided more entertainment, inclusion and access.

Merchandising shops were reopened at circuits and a massive live demonstration event took place on the streets of Central London just prior to the British Grand Prix. A new logo was unveiled and a new theme song commissioned as Liberty moved to larger offices in London establishing new commercial, marketing, research and digital departments. However many fundamental issues were left unaddressed with the enormity of the transformation task evident to Sean Bratches:

‘It is not something you just flick a switch and things happen. Things need to be invested in and nourished and brought to market. You will continue to see a cadence of announcements and changes. There is more to come.’

CONSOLIDATION, NEGOTIATION AND PROMOTION

2018 was a crucial year in charge of Formula One for Liberty in the post-Ecclestone era, and much was expected of them as they strove to take the sport into the twenty-first century. Having completely overhauled the organisation of the company, a proper business structure was created so that ideas could be researched and discussed before being implemented in an attempt to avoid the whimsy of the past.

The guarded enthusiasm that greeted the Liberty takeover soon turned to discontent when many of the ideas implemented seemed haphazard and not linked to the shared desire to increase revenues or popularity. When it was confirmed that revenues, and thus team payments, were down, relationships worsened and the spirit of cooperation was under threat.

The two major issues of 2018 were the 2021 engine specification and the inequitable payment of prize money to teams. While the five biggest teams and the engine manufacturers may understand where the commercial rights holder and the smaller teams are coming from, it will take skilled and detailed negotiations for Liberty to achieve consensus by the time the Concorde agreement that currently binds all parties expires in 2020. Prior to this, however, the issue of design became a major talking point in 2018 as Ross Brawn made it clear that every aspect of the cars are up for review in the quest to facilitate close racing. Getting the best twenty drivers on to the grid in an age of pay drivers was also an ambition that was expressed. On the commercial side Sean Bratches rolled out a series of new initiatives, including F1’s first ever global marketing campaign based on a detailed brand study; F1 TV, a live OTT broadband product available in forty countries; the engagement of one creative and two media agencies; an expansion of the F1 Live events to four different cities; the addition of a new race from 2020 in Hanoi, Vietnam; the growth of audiences on social media and the establishment of an Esports league. All of these initiatives were designed to reposition the sport from a pure motorsport entity to a media and entertainment brand.

A CONTINUED REVAMP

While it is too early to judge the success or otherwise of many of the Liberty initiatives, there is a need for them to continue their overhaul of Formula One as the major rules revamp of 2021 approaches. New car rules and plans for a budget cap must be pushed through by Liberty in the best interests of the sport and they need to be done sooner rather than later.

Formula 1 is a sport with a rich history, according to F1 CEO Chase Carey:

‘We want to preserve, protect and enhance that history by unleashing F1’s potential, by putting our fans at the heart of a more competitive and more exciting sport. We are driven by one desire: to create the world’s leading sporting brand. Fan-centred, commercially successful, profitable for our teams, and with technological innovation at its heart.’


FORMULA ONE IN THE US

THE HISTORY OF GRANDS PRIX IN THE UNITED STATES

The United States Grand Prix may have recently laid the foundations of a permanent home in Austin (2012), but the long history of Formula One races held in the US is a peripatetic patchwork tapestry; a legacy of tentative footholds tainted by circumstance (Watkins Glen, Indianapolis) and half-baked follies around concrete jungles (Detroit, Dallas, Phoenix).

Despite its status as an “emerging market” for Formula One, the United States has in fact hosted forty championship Grands Prix at eight different circuits during the sixty-nine-year history of the Formula One World Championship.

Indeed, the US has nominally played host to Formula One Grands Prix since the inception of the championship in 1950. From 1950 to 1960 the Indianapolis 500 counted towards the final championship standings, but the race was largely ignored by the F1 teams and drivers at that time and contested almost exclusively between American racers—making something of a folly of its championship inclusion.

It wasn’t until 1959 that the first “proper” United States Grand Prix was held, when the Formula One circus pitched up in Sebring, Florida, for the concluding and deciding round of that year’s world championship.

SEBRING AND RIVERSIDE—TENTATIVE FIRST STEPS

The Sebring International Raceway in Florida was a converted Air Force training base that had hosted motorsport since 1950. The first running of its most famous event, the 12 Hours of Sebring, took place two years later. By 1959, Formula One was searching for a genuine “American” race to supplement the Indy 500, and Sebring was chosen as the setting for the ninth and final round of the championship season.

The race, organized by Russian-born promoter Alec Ullman, saw an expanded roster of American entrants, with six of the nineteen-strong field racing under the stars and stripes. The American entry list included F1 regulars Phil Hill, Harry Schell, Dan Gurney and Masten Gregory—with reigning Indianapolis 500 winner Rodger Ward invited to add a genuine “American” flavour, only to be hopelessly outclassed at the wheel of a Kurtis Kraft-Offy Midget.

The real story of the weekend though was the three-man title shootout between Jack Brabham (Australia, Cooper), Stirling Moss (GBR, Cooper) and Tony Brooks (GBR, Ferrari). Cooper had revolutionized the sport since pioneering the rear-engined approach two years previously, and by 1959 rear-engined cars held a clear performance advantage in Formula One. Brabham held a substantial lead in the standings, with Moss requiring at least a second place and Brooks nothing less than a win to overhaul him.

In the event, the title battle was something of a damp squib. Moss led the early running from pole position, but retired with a gearbox failure on lap five. Brooks was hit by Ferrari teammate Wolfgang von Trips at the first corner and took a long pit stop to repair the damage. Brabham ultimately finished fourth after running out of fuel on the last lap and pushing his car over the line, securing his first World Driver’s Championship—and the first for an Australian—as well as the Constructors’ Championship for Cooper.

Despite the exciting climax to the season, the race was a disaster for Ullman. The attendance was barely half the size of that at the 12 Hours of Sebring, and after paying out the $15,000 purse (which included a plot of land for the race-winner, New Zealander Bruce McLaren), Ullman barely broke even. Sensing a need to enhance the commercial viability of the United States Grand Prix, Ullman switched coasts for the 1960 event.

The 1960 United States Grand Prix took place at the Riverside International Raceway in California. Again, the venue was an established setting for American sportscar racing, but was a completely new frontier for Formula One. Unlike the previous year, the United States GP would not play host to a championship showdown, with Jack Brabham having sewn up a second consecutive championship in Portugal two races previously.

British driver Stirling Moss romped to victory for Lotus, heading Lotus teammate Innes Ireland (GBR) and Bruce McLaren (NZ, Cooper) over the line. Of wider concern though was the fact that the race had once again failed to ignite public interest—and promoter Ullman was again left out of pocket once prize and appearance fees had been paid. Formula One wouldn’t return to California for sixteen years, but in the meantime the first permanent home for the race established the United States Grand Prix as a regular fixture on the Formula One calendar.

WATKINS GLEN—TRIUMPH AND TRAGEDY

In 1956, Cameron Argetsinger, a sports car enthusiast and head of the recently formed Watkins Glen Grand Prix corporation, purchased 550 acres of land outside the tiny village of Watkins Glen in picturesque upstate New York—with the intention of building an international-standard permanent racing facility to replace the temporary street circuit which had hosted motorsport of every class since 1948.

Within a couple of years of its construction, Watkins Glen was hosting Formula Libra road races and these attracted such luminary names as Stirling Moss, Jo Bonnier, Phil Hill and Dan Gurney. Argetsinger though had designs on the ultimate American road-racing event, and after the commercial disappointment of the first two United States Grands Prix was able to take the race to Watkins Glen for 1961.

The inaugural race would mark the start of twenty years of unbroken Formula One racing at The Glen. The circuit proved one of the most popular in Formula One history, playing host to an annual autumn jamboree among the fall foliage and bearing witness to championship coronations, classic races and shocking tragedies during its tenure as host of the United States Grand Prix.

The first configuration of the Watkins Glen Grand Prix Race Course was a short, 2.35-mile blast around undulating terrain, with just eight corners encompassing one of the quickest and highest-speed laps on the Formula One calendar.

By the time of the maiden race in 1961, the US had already achieved an important milestone: Phil Hill had been crowned the first American World Champion at the wheel of the dominant “shark-nose” Ferrari 156. Unfortunately, Hill’s Ferrari team declined to attend the United States Grand Prix after their driver Wolfgang von Trips and fifteen spectators were killed in an accident at the previous race in Italy, so the only chance the crowds would have to see their hero on track was during the pre-race parade as an Honorary Race Steward.

A total paying crowd of 60,000 fans across the weekend made the first race a guaranteed success from a commercial perspective, and the event brought about a popular conclusion on-track too, with the Briton Innes Ireland claiming his first and only Grand Prix success—which was also the maiden victory for the Lotus team.

The race quickly became tremendously popular with both the F1 fraternity and the paying public. The large starting and prize money on offer frequently exceeded the money available for all of the other races put together. The race was also well run and administered, winning the Grand Prix Drivers’ Association award for the best-staged GP of the season in 1965, 1970 and 1972, and by the mid-60s the United States Grand Prix was an entrenched staple of the Formula One season.

American successes through the early years were few and far between though. A podium finish for Dan Gurney’s Eagle in 1967 and Mario Andretti’s sensational debut pole position in 1968 aside, the United States Grand Prix remained very much the preserve of European racers during the 1960s.

Despite victories for such racing greats as Jim Clark, Graham Hill, Jackie Stewart and Jochen Rindt, Watkins Glen wouldn’t play host to a championship decider until 1970. The circumstances were laced with tragedy though, as Ferrari’s Jacky Ickx attempted to chase down the points advantage of Lotus driver Jochen Rindt—who had been killed during the previous race in Italy. By finishing fourth, Ickx failed to take the victory required to keep the title fight alive, and Rindt was crowned Formula One’s first, and only, posthumous World Champion.

The late 1960s and early 1970s was a treacherously perilous era for Formula One racing. Increasing speeds as cars became more powerful and aerodynamically sophisticated were not matched by improvements to the safety of the circuits—many of which were simply open roads bordered by trees, verges or other natural obstacles, with run-off areas and guardrails in their infancy. Between 1966 and 1970, eight drivers were killed at the wheel of Formula One cars. In an effort to improve both the safety and the spectacle of the Watkins Glen circuit, significant upgrades were made to the facilities ahead of the 1971 race.

The entire lower section of the track was torn up and redrawn, and a new “boot” section was added—lengthening the lap distance by over a mile to 3.4 miles. The improvements cost $2.5 million, and transformed the circuit into one of the most demanding challenges in racing: a gruelling up-and-down course where almost every corner was banked and long. Entries and prize-money hit record levels, with thirty drivers competing for a record race-winning pot of $267,000, and the first race on the new configuration was won by dashingly charismatic Frenchman François Cevert at the wheel of a Tyrrell as the popularity of the United States Grand Prix reached its zenith.

Unfortunately, tragedy would mar The Glen over the coming years. The 1973 event was dominated again by a narrative surrounding Cevert, but this time there was no happy ending. With his third World Championship sewn up and retirement due after the weekend of his 100th Grand Prix, Scotland’s Jackie Stewart was ready to pass the baton of Tyrrell team leader to Cevert by letting the Frenchman take victory at the US GP in return for his “obedient” support during the season. Neither Tyrrell would take the start though; Cevert was killed during a violent high-speed crash at The Esses during Saturday qualifying, and Stewart withdrew from what would have been his career swansong. Cut down on the cusp of his prime, Cevert’s death shocked the Formula One fraternity—and further catastrophe was to follow in 1974.

Against the backdrop of a three-way championship showdown between Jody Sheckter (South Africa, Tyrrell), Emerson Fittipaldi (Brazil, McLaren) and Clay Regazzoni (Switzerland, Ferrari), Austrian Helmuth Koenigg, in just his third Grand Prix, crashed at the fast, long Outer Loop—with the young Austrian killed instantly as his Surtees car split the Armco barrier in half. Fittipaldi took the title, but a second fatality in consecutive years cast a long shadow over The Glen.

Off-track, issues were beginning to mount too. The circuit and facilities were deteriorating from a lack of substantial investment, and increasingly rowdy spectators—who cared little for motor-sport —had taken to drunkenly setting fire to cars in the infamous “Bog” infield section. With Long Beach now hosting a rival “American Grand Prix” at a cosmopolitan street circuit in Los Angeles, The Glen’s reputation waned rapidly through the late 1970s.

In 1978, an ultimatum from the FISA European motorsport governing body forced belated safety improvements, but the momentum was irreversible. In 1980, against a backdrop of mounting debts, Watkins Glen played host to its final Grand Prix. The race was a thriller, with Australian World Champion Alan Jones charging through the field to win after falling as low as seventeenth at the start, but with the promoters unable to either repay debts or secure loans to put on a race in 1981 it would prove to be Formula One’s curtain call at The Glen.

LONG BEACH—THE WEST COAST MONACO

Set against The Glen’s declining popularity was the rise of the United States Grand Prix West at Long Beach. A small city within Greater Los Angeles, Long Beach had a vastly different appeal to Watkins Glen—that of a cosmopolitan, urban, sun-kissed jaunt alongside the Pacific waterfront in Southern California.

After a trial Formula 5000 race in 1975 proved a successful demonstration run, Formula One made its debut at Long Beach in 1976. As with many street circuits, Long Beach was narrow, gruelling and predominantly slow, with its 2.04-mile lap encompassing thirteen corners—of which twelve were tighter than ninety degrees.

Set in early spring to provide a counterpoint to the autumnal race at Watkins Glen, the United States Grand Prix West proved a success from the off. The Swiss Clay Regazzoni won the first event for Ferrari in 1976, although the most popular victory was claimed by Mario Andretti in 1977—becoming the first and only American to win a Formula One championship Grand Prix on home soil (excluding winners of the Indianapolis 500 in the 1950s).

Changes to the circuit throughout its lifespan resulted in the curious quirk of the race being run to seventy-nine-and-a-half laps due to the pits and start-line unusually being at opposite ends of the track, but for the most part the layout remained constant until 1982. Sweeping changes ahead of the 1982 edition shortened the lap, and further amends ahead of the 1983 race saw the circuit truncated almost beyond recognition.

However, 1983 did see one of Formula One’s most remarkable races, with Belfast-born John Watson recovering from qualifying twenty-second to charge through the field and take a scarcely believable victory—a drive that set a record for winning from a lowly starting position that stands to this day.

Watson’s win was to prove Long Beach’s swansong, however. Race organizer Chris Pook felt F1 was too expensive, and after an approach from CART (Championship Auto Racing Teams—known as Champ Car after 2004) decided to replace the Grand Prix with an Indycar race from 1984. The domestic series contained leading “home” drivers including Mario Andretti, and to this day the Long Beach Grand Prix remains one of the most popular motor races on the American calendar.

LAS VEGAS—A SHORT STAY ON THE STRIP

Perhaps Formula One’s most bizarre foray in the US came in the early eighties, with a Grand Prix in Las Vegas run around a makeshift circuit in the car park of the Caesars Palace casino. The loss of Watkins Glen was an opportunity for Formula One to expand its offering in the States to new frontiers, and Vegas, which had been a non-starter in 1980, was confirmed as a second west coast race to close the 1981 season.

Constrained by the tight confines of the Caesars Palace perimiter, the circuit was a bizarre-looking sequence of three repeating “fingers”, a short, flat, 2.2-mile anti-clockwise sequence of fourteen turns winding around a crooked “M” shape.

Although the track surface was relatively smooth, the circuit’s anti-clockwise configuration caused significant problems for the drivers—leading to a common complaint of “Las Vegas neck”. Combined with the dry desert heat, the Caesars Palace circuit became an ultimate endurance test for a generation of drivers whose notions of diet and fitness were far removed from the standards taken for granted today.

John Watson memorably described the circuit as “a racetrack made up of canyons of concrete”, and the high average speed of over 100 mph failed to alleviate the boredom for drivers as the course repeatedly doubled back on itself to make the best use of the available space. The circuit was as uninspiring for spectators and television viewers as it was for the drivers, with the barren backdrop of dust, sand and highways failing to convey any of the associated glamour of Vegas.

Another unique feature of the race was its nomenclature. It was the first bespoke Formula One Grand Prix not to be named after the host country, with the race instead officially known as the Caesars Palace Grand Prix.

One benefit for race organizers of assuming Watkins Glen’s slot on the calendar was that Caesars Palace played host to the season finale, and both editions of the race saw the title settled at the very last.

In 1981, Nelson Piquet (Brazil, Brabham) pipped Carlos Reutemann (Argentina, Williams) and Jacques Laffite (France, Ligier) to the title in a three-way showdown, overcoming exhaustion and severe neck strain—throwing up in his helmet during the race—to bring the car home in fifth place and beat Reutemann by one point.

For 1982, the equation was equally knife-edged, with Keke Rosberg (Finland, Williams) and John Watson (GBR, McLaren) battling for the Drivers’ Title. A fifth place behind maiden winner Michele Alboreto (Italy, Tyrrell) was enough for Rosberg, but a paltry crowd of 30,000 illustrated the extent to which the race had failed to capture the imagination.

Rosberg’s coronation was to prove the final act at Caesars Palace. The 1982 season had seen three street races in the US, at Long Beach, Detroit and Vegas, and many within the sport felt that this was a saturation point—especially given the fact that none of these races had proven as well attended or as popular as Watkins Glen. After hosting two title deciders that were enthralling in spite of the setting rather than because of it, the race was pulled ahead of the 1983 season.

DETROIT, DALLAS AND PHOENIX—CONCRETE JUNGLES

Perhaps the least remembered of the “glasscrete” urban circuits that adorned the US in the 1980s, Detroit was a notoriously tricky car-breaker set in the heart of Motor City.

A 2.5-mile, seventeen-corner “point and squirt” style circuit, renowned for being exceptionally bumpy, slower than Monaco and containing the only level crossing in F1 history, Detroit was a fixture of the calendar from 1982 to 1988, displaying remarkable staying power compared to Dallas, Phoenix and Las Vegas.

Organizational problems dogged the event from the first running in 1982, with Thursday practice and Friday qualifying cancelled before John Watson provided a stunning show to win the race from a lowly seventeenth on the grid.

The race though did at least prove popular, with over 70,000 fans enjoying Michele Alboreto’s victory in the 1983 event. A demolition derby in 1984 saw only eight finishers, but typically Detroit was unusually low on attrition for a street race during its lifespan. The race gained a reputation as a haven for street circuit specialists during the mid-eighties, with Nelson Piquet, Keke Rosberg and Ayrton Senna all tasting victory.

By 1988, the race was still attracting crowds of 60,000-plus, but the slippery track surface of the temporary circuit was proving troublesome—and the race organizers came in for fierce criticism from the drivers. Negotiations to upgrade the facilities and save the event failed, and the race was moved cross-country to Phoenix for 1989.

While Detroit may have had its problems as a destination for Formula One, the United States Grand Prix’s most inglorious folly was a one-off stop in Dallas in 1984.

The layout of the temporary circuit in downtown Dallas’ Fair Park was itself well-received, despite its tight and twisty nature, but the issues for which the Dallas Grand Prix are remembered were more deep-rooted.

A lack of run-off areas were and remain commonplace at street circuits, and the 100-plus-degree heat was an occupational hazard of scheduling a mid-summer race in Texas. The track surface, however, was a unique variable: a bubbling volcanic potion of metamorphic tarmac that flared and fractured throughout the weekend—much to the detriment of the low-ride height Formula One cars expected to traverse sixty-seven laps on raceday.

With rumours of cancellation abounding throughout the weekend, and a drivers’ boycott proposed on Sunday morning, the entire weekend operated under a cloud—a mood heightened by Martin Brundle’s leg-breaking accident during Friday practice.

Waved off by Larry Hagman and under the watchful eye of former President Jimmy Carter, when it eventually started the race itself was an attritional farce, with the unpredictable surface and abrasive conditions accounting for eighteen of the twenty-five-strong starting field.

Keke Rosberg won for Williams, attributing his success to a specially water-cooled helmet, allowing him to literally keep a cool head while those around were losing theirs—famously including pole-sitter Nigel Mansell, who unnecessarily tried to push his Lotus home after a late breakdown, ultimately collapsing onto the track with exhaustion and dehydration.

Citing the oppressive heat and farcical conditions, Formula One beat a hasty retreat from Texas after only one outing, replacing the Dallas Grand Prix with the infinitely more popular Australian race in Adelaide from 1985.

The last of Formula One’s concrete jungle tour of uninspiring urban landscapes across America saw the circus set up camp in Phoenix for three seasons from 1989–91. Bizarrely, considering local ostrich races were rumoured to attract more fans than the Grand Prix, Phoenix was chosen to ring in the new season with a whimper in both 1990 and 1991.

Despite the unpromising portents, the 1990 United States Grand Prix was an absolute classic, thanks to the career-making performance of a hard-charging French-Sicilian by the name of Jean Alesi. Driving for Tyrrell, Alesi remarkably challenged the supreme McLaren-Honda of Ayrton Senna—impetuously passing the Brazilian for the lead before ultimately falling back into Senna’s clutches and finishing second.

The 1991 race was a dismal procession, with Senna winning easily. Poor attendances and limited local interest (not a single American driver had started a race in 1990, no American team had entered a race since 1986, and no American had won a Grand Prix for more than a decade since Mario Andretti triumphed at the 1978 Dutch GP) saw Formula One beat a retreat from the United States—and the sport wouldn’t return for almost ten years.

INDIANAPOLIS—TO THE BRICKYARD

The 1990s saw Formula One’s global popularity and commercial power accelerate at an incredible rate. Although the decade was marred by the tragic death of Ayrton Senna, F1’s biggest star, at the 1994 San Marino Grand Prix, the sport as a whole grew to reach new audiences on new frontiers—with a generation of new drivers, headed by Michael Schumacher, becoming global stars in their own right.

The United States though remained a closed door. Various attempts at engineered cross-pollination, including Nigel Mansell’s intercontinental Indycar adventures in 1993–4, CART legend Michael Andretti’s doomed stint racing for McLaren in 1993 and the efforts of Formula One supremo Bernie Ecclestone to parachute in leading “American” talent such as Canadian 1996 CART champion Jacques Villeneuve, failed to set pulses racing in the US.

In 1998 however, a deal was brokered between Ecclestone and Tony George, President of the Indianapolis Motor Speedway, to bring Formula One to the spiritual home of motorsport in North America. Two years of renovation and construction followed to adapt the venue for Formula One, during which time a 2.6-mile course was built on the infield of the famous oval—although F1 cars would still run on the iconic banking for half of the lap. A further concession to Formula One was the direction of the circuit, with the Grand Prix becoming the first-ever race at Indianapolis to run in a clockwise direction (as per the general practice in F1). The scheduling of the event also played into F1’s hands, with the Grand Prix organized for early autumn to avoid any clashes with the major dates on the American racing calendar.

To the relief of all concerned, the event proved spectacularly popular. With American open-wheel racing disastrously split into the IRL and Champ Car factions, fans flocked to Indianapolis to see what had become unquestionably the premier open-wheel motor racing series in the world. An estimated 225,000 fans saw Michael Schumacher’s Ferrari take victory at the first United States Grand Prix in nine years, setting a new record for a crowd at a Formula One race in the process.

Although incredibly successful from an attendance perspective, the history of the race was unfortunately tarnished by external circumstances and internal controversies. In 2001, the race was the first international sporting event to be held in the US since the September 11th attacks, and a sombre event, marked by many drivers bearing messages of support on their helmets and flanks, saw double-World Champion Mika Häkkinen take his twentieth and final Grand Prix victory. In 2002, the dominant Ferraris of Michael Schumacher and Rubens Barrichello attempted a staged “dead heat” finish—with Barrichello taking a last-gasp win but the team accused of disrespecting fans by manipulating the race result.

The most contentious event of all though, and indeed one of the most controversial races in Formula One history, came in 2005. After several tyre failures in practice, Michelin, who provided tyres to seven of the ten teams, declared that their race tyre could only safely last for ten laps unless measures were taken to slow the cars at the banked Turn Thirteen. The sport’s governing body, the FIA, stated that any measures to slow the cars would present a competitive disadvantage to the three teams supplied by rival manufacturer Goodyear—who after all had arrived at the race with fully functional tyres.

The Michelin teams, unable to find a compromise with the FIA, were left with no choice but to withdraw from the race. The fourteen Michelin-shod cars peeled into the pitlane after the formation lap to howls of derision from the packed grandstands —who had not been kept informed of the developing situation. Soundtracked by a chorus of boos, the six Goodyear cars, led by the Ferraris of Schumacher and Barrichello, took the most bizarre start in Grand Prix history.

The race, won by Schumacher, was a sideshow to the PR disaster—with many questioning whether F1 could ever return to Indianaoplis after such a farce. Subsequent races in 2006 and 2007 passed off without incident, but the damage to Formula One’s reputation was irrevocable. After the 2007 race, Tony George stated publicly that he was unable to match Ecclestone’s financial demands, and the United States Grand Prix once again drifted off the F1 calendar—leaving behind it a familiar whiff of missed opportunity, greed and poor treatment of the most belittled group in sport: the fans.

AUSTIN—A FRESH START

The disgrace of 2005 may have lingered in the minds of fans, but to those with a commercial interest in Formula One the American market remained too important to leave dormant for long. In due course, 2009 and 2010 were soundtracked by a plethora of proposals, denials, plans and negotiations to restore the United States Grand Prix. Despite various statements from potential race venues including New Jersey and Weehawken and Monticello in New York, it was announced in May 2010 that Austin, Texas, had been awarded the Grand Prix on a ten-year contract, starting in 2012.

The purpose-built Circuit of the Americas (COTA), constructed on 800 acres of land to the east of Austin, opened its doors to Formula One in November. The late season Texan sunshine and Austin’s cool, youthful vibe and buzzing nightlife rendered the race an instant success with teams and fans alike.

Of the three races at COTA to date, the spoils have been shared by Lewis Hamilton (two wins) and Sebastian Vettel (one win). The circuit has been universally praised, offering iconography such as the dauntingly steep Turn One, an “esses” sequence of bends that recalls the famous Maggots and Becketts complex at Silverstone and a triple-apex fast 180-degree corner that apes the infamous Turn Eight at Istanbul Park.

Respectful touches such as the “tailgating” areas alongside the circuit and the cowboy hats sported on the podium have shown an awareness of what a United States Grand Prix has to do to genuinely connect with American audiences. For the first time in the history of the United States Grand Prix, the race has a purpose-built home and a commitment from all parties to making the event a long-lasting and commercially viable success on and off the track. The relationship between Formula One and the United States has long been a difficult one, but Austin’s fledgling success makes it seem as though the love might, finally, be reciprocally consummated.



 

AMERICA’S FIRST CHAMPION—PHIL HILL

Of the thirty-three drivers to have won the Formula One World Championship, only two have raced bearing the Stars and Stripes on their flanks.

While 1978 World Champion Mario Andretti is one of the most renowned figures in motorsport history, the charismatic head of a dynastic family who enjoyed popular success on both sides of the Atlantic, America’s “other” champion remains one of Formula One’s lesser-known legends.

Phil Hill may not be a name familiar to many Formula One fans, but he was a true titan of F1 and sportscar racing in the late 1950s and early 1960s—and a man fully deserving of his place on the roll call of Grand Prix racing history.

A LIFELONG PASSION

Phil Hill was a child of the Roaring Twenties, born into a prominent family in Miami in 1927 and subsequently raised in Santa Monica, California. The son of a postmaster general, from an early age Hill was distant from his parents and displayed tendencies towards social introversion and self-doubt—but his passion for automobiles saved him from an unhappy childhood.

At the age of twelve, Hill’s favourite aunt bought him a Ford Model T—which her chauffeur taught him to drive and Hill dissected repeatedly in order to understand how it worked. After graduating from high school Hill enrolled at the University of Southern California to study business administration, but he quickly tired of studying and dropped out to become an assistant mechanic in a Los Angeles garage.

The proprietor of the garage was an amateur racer, and Hill’s first exposure to auto racing came helping other drivers tune and set up their performance vehicles. In 1947, Hill bought an MG-TC two-seater, modifying it himself so he could start racing on the amateur circuit. He won his first professional race, a three-lap event at the Carrell Speedway in July 1949, and in the same year Hill’s skills as a mechanic took him to England as a trainee with the Jaguar racing outfit—but buoyed by on-track success his aspirations were increasingly turning to a career behind the wheel.

After both Hill’s parents died in 1951, he used his inheritance to buy a 2.6-litre Ferrari—beginning a lifelong love affair with the scarlet racers from Maranello. Although Hill was a regular winner, his emotional intelligence and preternatural introversion made him constantly worry about and question the dangers of racing—even leading him to quit driving for ten months after developing severe stomach ulcers.

Upon returning to full health, Hill forged a reputation as the best sportscar racer in America—winning a succession of races in Ferraris run and entered by their wealthy owners. Hill’s successes brought him to the attention of Enzo Ferrari, and he was invited to join the Prancing Horse’s roster for the 1955 24 Hours of Le Mans.

FIRST SPORTSCARS TO FORMULA ONE

Unfortunately for Hill, his promotion to the Ferrari race team could not have come at a worse time. The 1955 24 Hours of Le Mans saw the worst disaster in motorsport history, with eighty-three spectators killed when the car of Mercedes driver Pierre Levegh somersaulted into packed grandstands. For the sensitive Hill, the disaster caused fresh personal turmoil—but the American continued to race for Ferrari.

By now Hill had turned his aspirations to Formula One, but promotion to the Ferrari’s Grand Prix outfit was a long time coming as Enzo Ferrari felt Hill lacked the appropriate temperament for single-seater racing. As it transpired, Hill’s Grand Prix debut would come at the wheel of a Maserati, finishing a creditable seventh at Reims in the 1958 French Grand Prix.

Hill was subsequently elevated to the Ferrari Formula One team after the deaths of Luigi Musso and Peter Collins, and almost instantly proved his class with late-season podium finishes at the Italian and Moroccan Grands Prix.

By 1959 Hill was racing full-time for Ferrari, driving alongside a stable of thoroughbred teammates including Frenchman Jean Behra, Briton Tony Brooks and Hill’s countryman, Dan Gurney. Hill finished the season fourth in the standings thanks to a strong return of three podiums from five races finished, helping to establish Hill as one of the leading drivers on the grid.

In 1960 the Ferraris endured a frustrating year, racing an obsolete front-engined Dino 246 against the rear-engined Coopers. Hill could only finish fifth in the championship, but he took his first Grand Prix win at the Italian Grand Prix in Monza. Starting from his maiden pole position, Hill also claimed fastest lap as he led home compatriot Richie Ginther and Belgian Willy Mairesse for a rare Ferrari one-two-three. Hill’s victory was the first Grand Prix triumph for an American driver for over forty years, and the first win by an American in the “modern” era since the codification of the Formula One championship in 1950.

Hill would subsequently enter his home Grand Prix for Cooper after Ferrari declined to travel to the United States Grand Prix in Riverside, California. The American finished sixth on home turf, but much better was to follow in 1961.

1961: HILL REACHES THE SUMMIT

Hill’s 1961 season would see him claim the Formula One World Championship, and it was a victory as much indebted to Hill’s prodigious skill behind the wheel as his car: the iconic “sharknose” Ferrari 156.

The 156 was Ferrari’s first rear-engined effort, and the Maranello outfit’s response to the changing regulations for the 1961 season which reduced engine displacement from 2.5 to 1.5 litres. The “sharknose” epithet came from the dramatic air intake “nostrils” at the front of the car, and the 156 quickly became one of the most revered























MARIO ANDRETTI

















































ANDRETTI—CAREER HIGHLIGHTS
























































































	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	



	
	
	
	
	









THE BEST OF THE REST—OTHER NOTABLE US F1 DRIVERS
















“THE AMERICAN”—BOB BONDURANT
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