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Description
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Description
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Description
An aerial view showing a Formula 1 car driving on a track alongside a marina filled with numerous large luxury yachts. The track barrier features a 'QATAR AIRWAYS' sponsorship.
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Brawn became technical director at Benetton in 1991.




Description
A close-up, color portrait of Ross Brawn looking off to the left. He is wearing round wire-rimmed glasses, a white collared shirt, and a lanyard around his neck.
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FOREWORD

BY ROSS BRAWN

The most striking change in Formula 1 since I became involved in an active role has been the increase in the professionalism and resources of the teams. I had it brought home to me recently at an event in Canada. I was part of a forum and they pulled up photographs of my career at different stages. One image that really struck home was of my first job in Formula 1, working with the newly constituted Wolf team in 1977. A team photograph showed there were about 15 of us. I was a machinist at the time. There were a couple of mechanics, one or two fabricators and a few gophers. Not only was that the entire team, the Wolf then won its first race!

That seems incomprehensible now. Fifteen people can’t provide the catering for a Formula 1 team these days! That’s a massive change; the biggest I’ve seen. In its own way, the success of Formula 1 has brought that change. A top Formula 1 team such as Mercedes, including their engine division, has somewhere in the region of 1400 people involved – which is a credit to the success and commercial growth of Formula 1.

Looking back, I was very fortuitous getting involved when the teams were small because, when there are only 15 people, you get to do everything. You sweep the floor, drive the truck, make the parts and fit them. That gave me a terrific rough and tumble education in Formula 1. It expanded quite rapidly from there. When I moved from Wolf to Williams, Frank was rebuilding his team and it was quite small. By the time I left in the mid-’80s, however, Frank had won two championships and, almost overnight it seemed, he had 200 people working for him.

The other dramatic change I’ve experienced is within the safety of Formula 1. You had to be pretty brave to drive the cars from the early eras. The teams were totally focused on performance; there was almost no consideration for the safety of the driver. Everyone would try to be sensible – but, the problem was, safety wasn’t mandatory. The cars were built as light as possible and we’re also talking of a period when the driver’s legs were sticking out beyond the front axle and into the nose of the car. Any frontal impact was going to break the driver’s legs - or even worse.

The introduction of mandatory safety standards was a major change in the history of Formula 1 and in my career. I’m proud that all the engineers in Formula 1 committed themselves to what was needed. That meant dealing with crash tests, strength tests and a huge amount of research into impact testing. The cars are relatively safe now but, because of the nature of the sport, they can never be 100 per cent. Nonetheless, they are remarkable vehicles.
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Ross Brawn brings his vast experience to the role of managing director and technical director of Formula 1.




Description
A photograph of a younger Ross Brawn wearing glasses and a bright yellow collared shirt.
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Brawn began his successful liaison with Michael Schumacher at Benetton in 1991.




Description
Michael Schumacher in a yellow Camel racing suit, looking forward, with Ross Brawn beside him wearing a headset.


The concept of the survival cell was a huge turning point in Formula 1 history. This went hand-in-hand with the work of people such as Professor Sid Watkins, who saw the weaknesses in the safety and medical facilities at circuits. Charlie Whiting, Race Director of F1 for many years, was also a big influence. They carried on the work of Jackie Stewart, who was not afraid to make himself very unpopular when he was driving in the 1960s and early ‘70s and banging the drum about the need to recognise safety. We take a lot of these aspects for granted now but, 30 or 40 years ago, that wasn’t the case. You would, for instance, turn up for a test session somewhere and there was no safety helicopter, but the test would go ahead regardless. We wouldn’t dream of doing that now.

The process has continued in recent years with the introduction of many prescriptive safety components. The Halo, for example, is one and it was pretty controversial. But now that’s a standard component that every team must fit to their car – and nobody thinks about it any more even though some people became quite testy when it was introduced! In truth, no one likes change – unless it’s to their obvious advantage.

With regard to performance, F1 engineers will examine each regulation and look at extracting the maximum out of it within the conventional interpretation. They will then look for the alternative interpretation. I know from experience there’s quite a buzz that comes from taking a completely different interpretation that’s valid – no one else has thought of it – and suddenly you have what you hope will be a performance advantage. If I look back over cars I’ve been involved with, a good example is the Benetton with which we won the World Championship with Michael Schumacher in 1994. We did it thanks to a fantastically deep and diligent application of the regulations all the way through – and the Benetton was a great racing car as a result of it.

With the complexity of challenge of Formula 1 and the scope, there’s no doubt a good big team will always beat a good small team. There is no way around that. They are just able to do everything much more effectively whereas, in a small team, you’re looking for the revolutionary success. You’ll never succeed with the evolutionary process because a big team is just evolving so much more effectively. They’re doing things every day to find a better material, find a better way of using it, find a better way of designing it.

Saying that, competent small teams are very important to Formula 1. If I had an ambition now it would be to have a good midfield team scoring points, getting on the podium, winning a race – perhaps in slightly fortuitous circumstances – and also making a profit. Once you do that, you’ve got a sustainable system. You’ve got a good reason for owning a Formula 1 team over and above the passion that drives most of these midfield teams. We are fortunate that we have their drive and ambition because it’s difficult for the small teams on a commercial basis. Owners such as Lawrence Stroll, Finn Rausing and Gene Haas have a lot of passion for the sport, which is wonderful to see. But we shouldn’t rely only on that; we have to make the teams commercially sustainable.
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Brawn (pictured with Jean Todt and Rubens Barrichello) masterminded the technical side of Ferrari’s impressive resurgence.




Description
Two images. The left image shows Ross Brawn smiling in a red Ferrari team shirt, alongside Jean Todt and Rubens Barrichello. The right image shows Brawn wearing a headset, in a black shirt during his time with Brawn GP.
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Running his own F1 team in 2009.




Description
Two images. The left image shows Ross Brawn smiling in a red Ferrari team shirt, alongside Jean Todt and Rubens Barrichello. The right image shows Brawn wearing a headset, in a black shirt during his time with Brawn GP.


When it comes to the championships, priority varies between drivers and teams. The teams tend to value the constructor’s championship but I’d say externally, particularly now I’ve been on this side of the business, the driver’s championship clearly is the strongest and gains the most exposure. People are talking about Lewis Hamilton having six World Championships. They know how many races he’s won and they know Michael Schumacher has got seven World Championships. Our research has shown that’s what people talk about; it’s what they measure.

On the commercial side of Formula 1, a major change has happened more recently following Liberty Media taking ownership. Previously, Bernie Ecclestone did an incredible job in pulling everything together because the F1 teams made a pretty disparate group before then. But Bernie recognised the potential. He was the architect of putting together the commercial platform that Formula 1 has thrived off during the last 30 to 40 years. I think the time had come to move into a new era. Bernie’s style was very successful, but it was quite confrontational. It was team against team and he was very smart in recognising that dissent was the best way of him managing it all. He was never slow in encouraging a bit of conflict between the teams!

We are in a new era which has a different philosophy; a different approach which effectively says we should all be working very strongly together to lift the sport to the highest possible level. The integrity of the sport is absolutely vital. It is a competition between drivers and between teams. The integrity of that competition has to be sacrosanct otherwise we lose the value of the sport.

But there is plenty of scope within that to make the sport more engaging with the fans and more commercially successful for the participants. The philosophy of Liberty Media is that we’re in this for commercial reasons, but we are willing to invest the money to make the sport as great as it can be. We are not a venture capital company with the single intention of extracting the maximum profit from the sport. We are making a healthy profit – but we are putting it back in.
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Jenson Button became World Champion with Brawn during an extraordinary season in 2009.




Description
Jenson Button in a white racing suit and Ross Brawn celebrating with their arms around each other.


This organisation we now have within our London headquarters is focused on reinvestment by Liberty Media into the sport. This is presenting a tremendous new opportunity and I think most of the teams understand and appreciate that. Sean Bratches, who was our commercial director – he is retired now from Formula 1 – has been a breath of fresh air. One of his favourite sayings is that when the tide goes up, all the boats rise with it. This is a fundamental tenet that we need to get the participants and the promoters in Formula 1 – in effect, the whole Formula 1 family – to recognise. Do that, and we can raise the entire sport to even greater heights and hopefully everyone, from the teams to the fans, will gain.

We are an amazing and unique sport. For example, you can talk to a driver five minutes before he gets in his car and competes. You can even hear him communicating with his team in the race. You couldn’t do that in football; you couldn’t do that in any other sport I can think of. We’ve got this fabulous opportunity of engagement that fans can have with the sport and we’ve got to sensibly maximise that and fully recognise the unique sport we have.

Many of the things we are doing in Formula 1 have not been done before. We are achieving that by studying the fans and having a deeper understanding of their profile and what they want. Of course, as well as bringing new fans into the sport we mustn’t alienate the ones that we’ve built up over the years. We need to protect what they enjoy.

My enjoyment of Formula 1 started with my Dad taking me to races. He ran the racing division of a major tyre company and, through that, I found myself in a privileged position. I remember meeting Graham Hill – I never met Jim Clark unfortunately – but I recall the drivers and everyone involved seemed to have a pretty good lifestyle; there was a lot of fun going on! It was nowhere near as sophisticated as today, the teams were working out of rudimentary trucks parked in gravel paddocks at Silverstone or Brands Hatch. There were no motorhomes and certainly there was no strong security; everything seemed free and easy-going.

That was definitely the catalyst for me to engage with motor racing and try to understand it. I loved the engineering side and it became an ambition to be able to use that in motor racing. But I must admit, when I started, I thought it would be for a year or two and then I’d go back to a proper job! And now, more than 40 years on, here I am, welcoming in the 70th anniversary of a sport that has changed immeasurably, changed my life immeasurably, and yet remains as captivating and challenging as it always was.
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Ross Brawn played a major part in establishing the Mercedes team between 2010 and 2013.




Description
Ross Brawn smiling, wearing a white Mercedes-Benz team shirt with sponsor logos.
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King George VI shakes hands with Prince Birabongse Bhanudej Bhanubandh of Siam prior to the start of the 1950 British Grand Prix.




Description
A black and white photograph showing King George VI, wearing a suit, shaking hands with drivers lined up on the grid at Silverstone. The drivers are wearing light-colored racing overalls.
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50s:

A RIGHT ROYAL OCCASION

The FIA Formula One World Championship™ began on a high note when King George VI and Queen Elizabeth attended the FORMULA 1 BRITISH GRAND PRIX at Silverstone.


[image: 1950s Formula 1 cars racing on a track]


The 1950 British Grand Prix gets underway at Silverstone, and with it a new chapter in the history of motorsport.




Description
A black and white photograph showing multiple 1950s-era Formula 1 cars driving down a race track, with grandstands and spectators in the background.


1. A RIGHT ROYAL OCCASION

The birth of the FIA Formula One World Championship was as grand as you could wish for in 1950. The presence of King George VI and Queen Elizabeth at Silverstone may have conferred a sense of regal approval but, behind the bunting and the banners, the staging of the British Grand Prix was incredibly rudimentary by any standard.

It did not matter in the slightest. Paraphrasing the proverb about the great dancing bear, the marvel was not the manner of running a Grand Prix on a converted airfield, but the fact that there was a motor race at all.

This had come just five years after the end of the devastating war in Europe and less than three years since motor sport fans in Britain had faced the continuing prospect of never seeing a race, let alone taking part in one. In May 1950, however, not only was there an international event receiving royal patronage, but the race had also been given the singular honour of inaugurating a championship with world status. Such apparent global acknowledgement was actually as tenuous as Silverstone’s claim to join the ranks of Monte Carlo and Monza as an atmospheric motor racing arena.

Grand Prix races had existed for five decades, the term ‘Grand Prize’ having been given to marathons run between major cities as car manufacturers, such as Renault and Mercedes, used competition to prove their worth while battling through the dust on rough and rutted roads.

As Europe regrouped following the war, the newly formed Féderation Internationale de l’Automobile (FIA) took it upon themselves to unite the jumble of racing series and vague championship definitions by laying down sets of regulations for various classes, calling them Formula A, Formula B and Formula C (quickly to become Formula 1, 2 and 3) and instigating an official World Championship.

While the rules were clearly defined, the series title was more ambiguous, thanks to all of the designated races actually being in western Europe (at least until 1953, when Argentina was included). In order to make the championship as global as its name suggested, the Indianapolis 500 was nominated as a qualifying round. This absurdity would last for 11 years before it was admitted that the 500-mile race on a banked oval, for all its unique and colourful challenges, had no connection whatsoever with Formula 1.


[image: Leader board from 1950 British Grand Prix]


The Autocar-sponsored leader board, with 56 of the 70 laps completed at the 1950 British Grand Prix.




Description
A black and white photograph of an Autocar-sponsored leaderboard structure showing car numbers and positions in the race, with 'LAPS COMPLETE 56'.



[image: First lap crash at 1950 Monaco Grand Prix]


Fangio managed to pick his way through the carnage during the first lap of the 1950 Monaco Grand Prix.




Description
A black and white photograph showing a multi-car pileup during a race in Monaco. Several cars are tangled together near the harbor.


The FIA Formula One World Championship, however, was up and running, starting at Silverstone on 13 May 1950. The venue, straddling the border between Northamptonshire and Buckinghamshire, had run motor races before. The first – the RAC Grand Prix in October 1948 – had attracted race-starved spectators in their thousands. Traffic had queued for several miles in the country lanes surrounding the airfield’s flat expanses. The fans had come to see proper racing cars – Maseratis from Italy, Talbot-Lagos from France – driven by Luigi Villoresi, Baron Emmanuel de Graffenried, Prince Bira and other “foreign” drivers with romantic-sounding names.

A combination of the perimeter road and runways had been mapped out to create a 3.8-mile track. By 1950, the circuit had been switched completely to the perimeter road to mark the beginning of what would become a classic high-speed layout. In the beginning, however, there was nothing elegant or memorable about the facilities – if you could call them that. Once they had managed to get through the gates, spectators were faced with haphazard parking, basic lavatories, barbed wire and mud everywhere with ropes and straw bales defining the boundary between the enclosures and the race track.

Such discomforts, initially considered an irrelevance by spectators when looking forward to the thrill of a full-blown Grand Prix, were elevated to matters of crabby consequence when the race turned out to be a dull procession. The Alfa Romeo team filled the top three places, finishing six miles ahead of the grandly named Yves Giraud-Cantabous in his rumbling Talbot. There were just six cars running at the end of two-and-a-quarter hours of so-called racing. It had not been captivating enough to prevent the likes of a disgruntled Mr. A. P. Bird from writing to Motor Sport magazine to claim: “The lavatory accommodation was nothing short of disgusting.” It could only be assumed that the visiting Royal party had no such concerns despite their viewing platform being made of scaffolding, albeit tastefully disguised beneath drapes and carpets.

A regal theme continued at the second round of the championship in Monaco. Prince Rainier enthusiastically supported the Grand Prix, first run through the streets of the Principality in 1929, but it was struggling to make ends meet to such an extent that the race planned for 1949 had been abandoned. The announcement of a World Championship quickly motivated the Monegasques’ desire to be a part of it, even though their race would continue to be on an unsteady financial footing.

Helping the cause, however, would be the addition of Ferrari to the entry, the Italian team having missed the British Grand Prix in an attempt to regroup during one of the many periods of change within their structure. The 1950 Monaco Grand Prix would be memorable, not so much for a multi-car accident, but more for one driver’s perceptive method of dealing with it.


[image: Alberto Ascari driving a Ferrari]


The Ferrari of Alberto Ascari during the 1950 Swiss Grand Prix, held on the fast and dangerous Bremgarten circuit.




Description
A black and white photograph of Alberto Ascari driving his Ferrari race car around a corner, with trees and spectators in the background.


FANGIO: DIGNIFIED AND FAST

Juan Manuel Fangio had claimed pole at Monaco and taken the lead on the first lap. Coming through Tabac corner on the harbour front, the Argentine driver noticed that the wind had carried spray onto the road. Giuseppe Farina, following closely in his Alfa Romeo, did not see the hazard and spun across the track, only to be hit by another competitor. Some cars got through but several did not, each collision blocking the race track even further. All of this was out of Fangio’s sight as he accelerated towards Tabac for the second time. He seemed destined to crash into the mayhem yet, for no apparent reason, he backed off, motored gently round the corner and picked his way through the disaster area.

In the absence of warning flags that would later become de rigueur in motor racing, how had he known? Fangio had noticed something unusual about the crowd overlooking Tabac. There was movement but the general colour of the scene did not seem right. Then he realised he was seeing the backs of the spectators’ heads; they weren’t watching him and yet he was leading the race. Something was holding their attention. So, he backed off. This, the world was about to learn, would be the mark of one of the greatest drivers of all time.

When he arrived in Europe in 1949 to make his name, Fangio was 38 (21 years older than Max Verstappen when the Dutchman made his F1 debut in 2015). Age was clearly no obstacle as Fangio won six of the 10 races he entered and signed for Alfa Romeo in 1950. He raced alongside Farina, a haughty Italian who had won the inaugural race at Silverstone. Fangio’s victory in Monaco would put the team-mates on a level footing that would continue through the year as they won three races each. Farina, however, would earn the privilege of becoming the first-ever World Champion thanks to scoring additional points with a third place in the Belgian Grand Prix. Fangio would have his day; five times over, in fact.

The first would come the following year at the end of a memorable battle with the Ferrari of Alberto Ascari, the Italian who would then take his turn and dominate the championships in 1952 and 1953. For a man who pursued a profession riddled with risk, Ascari was incredibly superstitious, so much so that a fear of black cats would cause him to turn around and drive in the opposite direction rather than pass one on the street. Such a contradiction would reach an unnerving and mysterious level during and following the Monaco Grand Prix in 1955. A combination of oil on the road and failing brakes on his Lancia had sent the dark red car through a flimsy barrier and into the harbour. The Lancia sank to the bottom, but Ascari had surfaced with nothing more than a cut nose.

Four days later, he appeared to fly in the face of such good fortune by arriving unannounced at his local track, Monza, and asking to drive a Ferrari sports car he was due to share in an endurance race the following weekend. Not only was this on the 26th of the month – a date on which he swore never to compete because of the death of his father in a race on 26 July 1925 – but he also borrowed a white crash helmet rather than use the lucky light-blue helmet he always insisted on wearing. Ascari crashed mysteriously – and fatally – three laps later.


[image: Driver sitting in a race car before a race]


1950 British Grand Prix, Silverstone. Juan Manuel Fangio prepares for the start of the World Championship in his Alfa Romeo 158.




Description
A black and white photograph of a driver sitting in the cockpit of his car, wearing a white cloth helmet and goggles. Men in suits and overalls stand around him.



[image: Juan Manuel Fangio in a Mercedes-Benz W196]


Juan Manuel Fangio overcame stifling conditions to win the 1955 Argentine Grand Prix in his Mercedes-Benz W196.




Description
A black and white photograph of Juan Manuel Fangio sitting in his Mercedes-Benz W196 race car, surrounded by team members and spectators.


Fangio, meanwhile, had switched to the Mercedes team, the German marque having made a comeback to motor racing after being a front-runner in the 1930s. Mercedes would redefine F1, the silver cars taking the breath away with their streamlined looks (for the fast tracks) and the very latest in engine and chassis technology. Political necessity required the use of German drivers, but they made an exception in the case of Fangio – which said as much about the management’s pragmatism as it did about the South American’s unsurpassed skill. Fangio, having won the championship after starting the 1954 season in a Maserati, rewarded Mercedes by taking the title in 1955. But it was not as straightforward as his four victories would suggest.

In the 1950s, Grands Prix were about endurance, the 300-mile races placing as much emphasis on survival as speed. The opening round of the 1955 championship in Argentina was a classic – if not shocking – example.

The temperature on that January afternoon reached 36°C. Inside the cars, with the heat surging in unrelenting waves from the front-mounted engine, it was much worse. The rules permitted a car to be shared by more than one driver; an option all but two of the 21 starters were only too happy to accept. Fangio, and another Argentine, Roberto Mieres, chose to go it alone for the three hours and two minutes it took to complete 96 laps of the Buenos Aires Autódromo. Several drivers returned to the pits and collapsed with exhaustion long before the finish; others, disorientated by the mirage effect of the shimmering heat, spun off the road as if under the influence of alcohol.

Short and stocky he may have been, but Fangio’s sturdy build was put to a supreme test, particularly when a chassis tube inside the cockpit became overheated by the twin exhaust pipes exiting from the right-hand side of the car. Fangio was in excruciating pain as his right leg was constantly pressed against the red-hot pipe, thanks to the bulky central transmission forcing him to sit with his legs wide apart. Fangio’s flesh, protected only by cotton overalls, was burning. He would carry scars on his calf for the rest of his life.

With 400,000 adoring fans having flocked to the track on the outskirts of the city, their hero was not about to give up. “I was at the end of my tether,” Fangio would admit later. “I won that race simply by staying in the car. My body seemed to be on fire and my leg was burning so badly I could smell it. To stop myself passing out, to avoid cracking up, I tried to imagine I was sitting in a bath of ice. When it was all over, they had to lift me out of the car. They laid me on the floor of the pits and gave me an injection.”


[image: Grandstands at Aintree circuit]


Motor racing fans enjoyed use of the permanent facilities at Aintree when the Grand Prix was held on the site of the famous horse-racing course for the first time in July 1955.




Description
A black and white photograph showing a large crowd of spectators filling the grandstands at the Aintree circuit, looking out over the track.


THE BOY MOSS

Finishing fourth, two laps behind Fangio, came another Mercedes, shared by three drivers. A 25-year-old Englishman, Stirling Moss, counted himself lucky to be among them for reasons other than this being his first Grand Prix drive with a major works team. Moss had been running second when his Mercedes stuttered to a halt with fuel vaporisation. As he stepped slightly unsteadily from the car, watching medics assumed Stirling was another victim of the searing conditions. Before he knew it, Moss was bundled onto a stretcher and taken to the medical centre, the volunteers sure in the knowledge that this man’s angry protests in English were the work of another driver deranged by the heat. Once an interpreter had been found, Moss was free to return to the pits where the team manager, Alfred Neubauer, threw a bucket of water over his driver and had him take over another Mercedes. It was as close to a baptism of fire as it was ever likely to be.

Stirling Moss had been building a reputation as a thrusting young driver who adopted professional standards in a sport that remained cheerfully amateur in levels beneath F1. That alone was not enough for Neubauer, the imposing and authoritarian team manager did not consider Moss as a driver for Mercedes in 1954 because of his lack of F1 experience. Moss, with the help of his father and a few supporters, found the £5,500 (a considerable sum at the time) needed to buy a Maserati 250F from the Italian firm and go racing as a private entrant.

Moss did enough that year to warrant a place alongside Fangio in 1955, and he later described the experience as the best schooling a young driver could wish for following in the wheel tracks of his hero. Moss would have his moments, most notably when racing at home in July 1955.

Silverstone had continued grow as a permanent race track good enough to stage the British Grand Prix in successive years. Meanwhile, the associated popularity of motor racing caught the eye of Mirabel Topham, owner of the Aintree horse racing course. At a cost in the region of £100,000, Mrs Topham made ready a three-mile track in the vicinity the famous steeplechase course and overcame various problems with licences, roads, footpaths and parish councils. A date was set for July 1955.

From the moment of arrival, spectators were struck by the massive uplift in comfort, the permanent grandstands and facilities associated with horse racing making the tents and scaffolding of Silverstone seem second-rate. This came at a cost, one correspondent complaining to Autosport magazine that the admission and grandstand seat charge of two pounds and five shillings (now £2.25) was 15 shillings (75p) more expensive than Silverstone. Mrs Topham duly responded that admission to the paddock had been free and spectators had the benefit of fixed assets worth more than £1 million (then considered to be a massive sum of money).


[image: Stirling Moss drinking from a bottle]


With his helmet and goggles removed to reveal the grime of a Formula 1 race, Stirling Moss enjoys a drink after sharing his winning Vanwall with Tony Brooks during the 1957 British Grand Prix at Aintree.




Description
A close-up black and white photograph of Stirling Moss, his face covered in soot and grime, drinking thirstily from a glass bottle after a race. His goggles rest around his neck.



[image: Aftermath of the 1955 Le Mans disaster]


The awful aftermath of one of motor racing’s biggest tragedies, when a car went into the crowd and killed more than 80 spectators during the 1955 Le Mans 24 Hour race.




Description
A black and white photograph showing thick smoke rising from a fiery crash site near the grandstands, with people running and debris scattered.


Whatever the cost, 150,000 spectators received good value on a glorious summer’s day as Moss, closely followed by Fangio, won his first (of an eventual 16) Grand Prix, the Englishman never entirely sure whether Fangio’s basic sense of decency had allowed the home hero to have his moment in the sun.

There had, however, been dark clouds on the horizon for the previous few weeks following a terrible tragedy in the Le Mans 24-hour race. A Mercedes 300SLR struck the back of an Austin Healey that had pulled out to avoid another car slowing for a pit stop. The Mercedes flew into the crowd and killed more than 80 spectators. The devastating effect would be far-reaching, Mercedes pulling out of motor racing at the end of the season and Switzerland – which had staged five Grands Prix on a fast and dangerous road circuit at Bremgarten – banning motor sport within its borders.

Fangio accepted an offer from Ferrari for 1956 and was in the running for another championship when the season reached its final round in Italy in September. A fourth title seemed to have gone away after a broken steering column had forced Fangio into the pits and retirement. Enzo Ferrari encouraged rivalry between his drivers but Peter Collins put that to one side as he handed over his Ferrari to allow Fangio to continue. In the process the young Englishman ended his slim chance of taking the title. Fangio was deeply touched by such a selfless act.

Collins was not alone in being in awe of the maestro. He would receive confirmation – not that it was needed – of such greatness the following year as Fangio had his finest season, culminating in a breathtaking performance at the Nürburgring. This 14-mile monster, snaking through the Eifel mountains south-west of Bonn, had been built in the 1930s as a means of showing off German automotive superiority. Fangio used the relentless undulations and more than 150 corners to demonstrate his innate skill, particularly at the wheel of a Maserati 250F, a car he could bend to his will.

A lengthy pit stop meant he not only lost the lead but also dropped 51 seconds behind a pair of Ferraris driven by Collins and his fellow-countryman, Mike Hawthorn. Thinking they had the race sewn up, the Englishmen did not allow for what would be Fangio’s greatest drive among many. Pulverising his own lap record by almost half a minute, Fangio caught and passed the Ferrari drivers before they knew what had happened. He had driven on the edge like never before and swore never to do it again. Fangio retired the following year. His record of five world titles seemed unlikely to be beaten.

ONLY RIGHT AND PROPER

Moss was struggling to win just one World Championship. He had finished second for three years running and would be runner-up yet again in 1958, largely because of an act of extraordinary selflessness that would be unimaginable today.


[image: Tony Brooks driving a Vanwall]


Left: Understated class. Tony Brooks heads for victory in his Vanwall during the 1958 German Grand Prix on the Nürburgring Nordschleife.




Description
A black and white photograph of a Vanwall race car driving along a track, with hills and a building in the background.


The previous year, Moss had switched to Vanwall, a move that suited the intensely patriotic Englishman since this eye-catching green car was the product of British engineering at its best. The industrialist, Tony Vandervell, had established his team with the sole intention of, as he put it, “beating those bloody red cars.” Ferraris and Maseratis would continue to be the bane of his life (particularly when driven by Fangio) but that did not prevent an exceptionally proud moment at Aintree in July 1957 when Moss, sharing a Vanwall with Tony Brooks, became the first Briton to win his home Grand Prix in a totally British car. There seemed every reason to be hopeful going into 1958, knowing that Fangio was about to retire and the Ferrari effort would be split between Hawthorn and Collins with their Italian team-mate, Luigi Musso, also in with a shout.

In fact, there would be fifth contender as Brooks showed his understated class by winning at two of the most demanding tracks, Spa-Francorchamps and the Nürburgring. Victory at the latter was tinged with sadness after Collins crashed fatally while giving chase to the Vanwall. It was yet another blow for Ferrari, Musso having been killed a month earlier following a crash during the French Grand Prix at Reims.

The championship, however, was boiling down to a fight between Moss and Hawthorn, the Vanwall driver helping his case by winning on the streets of Oporto – and then damaging it by coming to the aid of his rival. Hawthorn, heading for second place, had spun and stalled on the last lap. The Portuguese officials had tried to exclude Hawthorn on the grounds that he had motored along the track in the opposite direction while restarting his car on an incline. Moss, without prompting, argued that Hawthorn was not on the track at all, but on the pavement. The officials relented and Hawthorn collected the points that kept him in championship contention. Moss was genuinely taken aback in subsequent years when questioned about the apparent folly of helping a rival. “I had no hesitation in doing it,” he said. “Mike did go up the escape road and that was penalty enough in my view. I can’t see how this is open to debate. He was not on the circuit when restarting his car. The officials were wrong.”

Another victory for Brooks, this time at Monza, did little to change the two-way championship fight going into the final race in Morocco. The mathematics were simple; if Hawthorn finished second or higher, the title would be his, no matter what his rival did. Moss drove brilliantly, won the race and set the fastest lap (for which there was one point awarded). But Hawthorn finished runner-up and became the first British World Champion.

Having lost his mate, Collins, an already difficult year for Hawthorn got worse when Stuart Lewis-Evans succumbed to bad burns inflicted when the promising young Englishman crashed his Vanwall in Morocco. In the same race, a Belgian driver had suffered chest and rib injuries after overturning his Ferrari; a Frenchman had sustained a fractured skull and a British privateer had been fortunate to walk away from massive accident. Any one of those incidents today would be the cause of widespread debate and criticism across social media. In October 1958, these were no more than footnotes – if mentioned at all – in most race reports.


[image: Two Ferrari cars racing]


The Ferraris of Phil Hill and Mike Hawthorn on the Ain Diab circuit during the Moroccan Grand Prix, the final round of the 1958 World Championship. By finishing second, Hawthorn would become the first British World Champion.




Description
A black and white photograph showing two Ferrari race cars driving closely together on a track.



[image: Mike Hawthorn in a suit and bow tie]


Mike Hawthorn, with his good looks and trademark bow tie, cut a dash in the paddock.




Description
A black and white portrait of Mike Hawthorn standing outdoors, wearing a suit and his signature bow tie.


A few days after the race in Casablanca, Hawthorn announced his retirement. Three months later, the reigning World Champion lost control of his Jaguar road car near Guildford in Surrey and smashed into a tree. Hawthorn was killed instantly. He was 29.

FRONT TO BACK

Almost unnoticed in January 1958, the Cooper Car Company in Surbiton, Surrey, had revealed a new car. Cooper was not new to F1, having raced Formula 2 versions of their cars, usually in the back half of Grands Prix as the less powerful machines struggled to keep up. The most significant detail, however, was the fact that the engine was in the rear rather than at the front. This offered a lighter and more nimble car, Stirling Moss making good use of a privately-entered version when he ran non-stop and won the 1958 Argentine Grand Prix despite his rear tyres being worn to the canvas. Moss won again in Monaco, but it was felt to be a one-off on the tight, twisty street circuit.

Sensing the potential, however, Cooper asked their supplier, Coventry-Climax, to produce an engine to the maximum 2.5-litre capacity permitted by Formula 1. Three Coopers, to be driven by Jack Brabham, Bruce McLaren and Masten Gregory, were made ready for 1959. When Brabham won the first Grand Prix of the season at Monaco, the writing was on the wall. He would arrive at the final round at Sebring in the United States knowing that fourth or higher would be good enough to defeat both Moss in a privately-entered Cooper and Tony Brooks, now driving for Ferrari. This showdown followed the hoped-for script when all three were on the front row of the grid. Or, they were until a cheeky move by Harry Schell came into play.

Something of a practical joker, the Franco-American had spotted an internal road part way round the airfield circuit. Feigning a problem with his BRM during timed practice, Schell had pulled off the circuit, entered the service road and then gently motored to a point where it reached the return leg of the 5.2-mile race track. Choosing a moment when the track was empty, he rejoined and finished his lap to record a time good enough for the front row and several places ahead of where he really ought to have been.

Confronted by the seemingly irrefutable evidence of their stopwatches and no reports to the contrary from the amateur marshals on the track side, the time keepers felt they had no option but to meet Schell’s voluble demand that he should be placed third, thus demoting the hapless Brooks to fourth place on the second row. The Ferrari team manager, sensing a rat but unable to prove it, went berserk – to no avail.

Schell started alongside Brabham, with Moss on pole at the opposite side of the front row. With every movement of every car measured to the millimetre by thousands of sensors and a driver being observed if he so much as changes his mind these days, such an episode seems absurd. But it happened in December 1959 and would have a knock-on effect - in every sense - for poor Brooks.


[image: Jack Brabham driving a Cooper]


Jack Brabham leads the rear-engine revolution as he heads for victory in the 1959 Monaco Grand Prix.




Description
A black and white photograph of Jack Brabham driving a small, rear-engined Cooper race car around a corner in Monaco.


He was now directly in front of Wolfgang von Trips, who we will meet again in the Sixties. At this stage in 1959, however, the German was fighting to retain his place in the Ferrari team – and took that desire a bit too far when he ran into the back of his team-mate during the first lap.

This put Brooks in a personal dilemma. His Ferrari felt okay, but he couldn’t be sure. Having continued to race a sports car that was damaged at Le Mans, Brooks had suffered bad accident as a result. A deeply religious man, Brooks felt he owed it to himself to protect a life that was precious. He duly pulled into the pits to have the Ferrari checked over, knowing such a move was going to seriously reduce this rare chance to become World Champion. The car was found to be without serious damage. But his championship had gone. As it had – yet again – for Moss when his gearbox failed after six laps.

Brabham looked set to reap the reward – until the last lap when the Cooper ran out of fuel. Brooks had been recovering at a respectable pace and rushed past the stuttering Cooper to assume third place. Desperate to score the necessary points, Brabham pushed his car uphill towards the chequered flag. He duly became 1959 World Champion and collapsed with exhaustion at one and the same time.

Bruce McLaren finished first, the New Zealander becoming the youngest Grand Prix winner at 22 years, three months and 12 days. That record would be undercut several times in the coming decades but the winner of the last race of the Fifties would be 21 years younger than the winner of the first on another airfield circuit in May 1950.

McLaren would also be representing a new wave of F1 teams. The first year of the World Championship had been all about the magnificent works teams from Italy. By comparison, the British at the beginning of the Fifties were a bunch of happy amateurs, taking pleasure from keeping their out-of-date machinery running and simply happy to be racing. There appeared, however, to be one very grand exception as the World Championship got under way in May 1950.

ALL NOISE AND NO ACTION

The flamboyant Schell possessed a strong sense of humour. He would have needed it 10 years
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