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New season, new rules

The starting point for the 2012 car was a revised chassis design. Although 
the basic structure follows that of the current car with the carbon-fiber 

monocoque and tubular steel rollcage, six crash absorbers have been added 
around the driver cell. Located in front, to the rear and on each side, they offer 
additional protection for the driver, which is crucial given the high speeds and 
close racing within the series. The regulations specify that the side protection 
must be able to withstand an impact of 360kN, four times higher than before. 
The new chassis concept has been tested by DEKRA to ensure optimum 
performance.

Christian Schacht, secretary general for motorsport at the DMSB, said at the 
DTM safety concept’s July launch: “The new monocoque that will be used by all 
manufacturers next year is a quantum leap in terms of safety. The carbon-fiber 
crash absorbers protect the drivers and absorb a major part of the energy after 
an impact. Thus, the drivers are less prone to acceleration forces in the case of 
an accident. Moreover, the fuel cell is surrounded by huge amounts of carbon-
fiber.” Head of motorsport for Mercedes-Benz, Norbert Haug, added: “As we 
sat down together with the partners to work on the new DTM regulations, one 
thing was clear: there are no compromises when it comes to safety.”

www.pmw-magazine.com

Cost cutting

Like any race series, budgets in 
the DTM are constantly under 

pressure and despite manufacturer-
backed teams, there is no infinite 
supply of money. The 2012 DTM 
program has therefore also focused 
on cost savings for all teams 
involved, and the collaboration 
between manufacturers has allowed 
this to happen in a way not previously 
seen in the series.

“We worked very hard on the 
technical specification of parts 
that were not making a difference 
between Audi, BMW, and Mercedes-
Benz,” Dr Wolfgang Ullrich, head of 
motorsport for Audi, tells PMW. “We 
can then collectively purchase these 
parts for a better price, and set a new 
standard for racing car safety. The 

existing cars are already at a good 
level, but we wanted the new cars 
to make a big step forward. There is 
still a [styling] similarity between 
the road cars and the racing cars, 
though.”

BMW is returning to the series 
after a long absence, and a chance to 
have a say in future cost reductions 
was a prime factor in its decision. 
Jens Marquardt, head of motorsport 
for BMW (pictured), outlines the 
clear advantages for the company 
in 2012: “The new regulations with 
reduced costs, equal chances for all 
manufacturers, spectacular cars with 
a high standard of safety, and the 
international applicability of the 
regulations, was certainly a decisive 
factor for BMW joining the DTM.”

Speak to any of the 
manufacturer motorsport 
chiefs involved with DTM 

racing and they all mention one 
thing: Le Mans 2011. The two huge 
shunts for Allan McNish and Mike 
Rockenfeller were a timely reminder 
that however safe a race car is, 
the element of risk can never be 
removed.

Earlier this year, and with 
impeccable timing, DTM’s organizer 
ITR (Internationale Tourenwagen 
Rennen eV) announced the concept 
for the 2012 DTM car, a joint product 

between the German governing 
body DMSB; the three manufacturers 
Audi, Mercedes-Benz, and returnee 
BMW; and the ITR itself.

With input from all sides, the aim 
of the 2012 DTM concept was to 
increase the safety of the cars as 
much as possible and reduce costs 
for the teams, but without sacrificing 
the speed and close racing that 
has been a hallmark of the DTM 
for decades. PMW takes a closer 
look at the new car and how the 
changes will affect all the teams in 
the new season.

Improved safety, lower costs, and expansion into new 
markets overseas are the goals for DTM’s new rule 
package for the 2012 season
WoRDS By MATT Joy AND GRAhAM hEEpS

Audi’s 2012 
A5 DTM car in 
concept form
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Remote 
control
Remote service parks are an 
increasingly familiar part of 
World Rallying. PMW visited the 
Lahti service on Rally Finland 
to discuss the issues with 
organizers and competitors
WORDS BY GRAHAM HEEPS

With the World Rally 
Championship (WRC) 
seeking to introduce longer 

and more varied routes, and broaden 
the geographical reach of its events, 
the remote service park is becoming 
an increasingly common feature.

To ensure that separate service 
teams are not required and keep 
costs under control, the FIA has 
placed tight restrictions on remote 
service: 15 minutes per car (compared 
with 45 minutes for a full evening 
service); only four mechanics working 
on each car (half the number allowed 
in the main service park), plus the 
driver and co-driver, using only hand 
tools; and aside from a set of wheels 
and tires, any spare parts to be fi tted 
must be brought in the car itself, not 
in a support vehicle.

 In July 2011, Rally Finland – 
reckoned by many to be the 
organizational benchmark for the 
WRC – introduced a remote service 
for the fi rst time, in a picturesque 
lakeside location in the city of Lahti. 

www.pmw-magazine.com www.pmw-magazine.com

Mechanics from 
the MINI WRC 
Team get to work 
on Kris Meeke’s 
car at the remote 
service in Lahti

Stefano Domenicali is a master at 

withstanding the pressure of his job and 

appearing to do so without even thinking 

about it, but there is no doubt that Fernando 

Alonso’s victory in the British GP at Silverstone in 

July was crucial to the man who took over running 

Formula 1’s winningest team from Jean Todt in 2007. 

The last two seasons have seen the famed Scuderia 

make a poor start, and then have to play catch up 

with McLaren and the upstart Red Bull.

“For sure the start to the season was not at the 

level that we wanted and so it was not really good at 

all,” he says of 2011, where the ‘150th Italia’ F1 car 

was initially uncompetitive. “But I was pleased to 

see a team that was reacting straight away. As you 

know, we had to make some changes to the 

organization, to try to react. I think that from Valencia 

[in June] onward we have seen a much more 

competitive Ferrari, ready to fi ght for a podium or a 

victory. This is where we should have been.”

One of the most signifi cant changes was to 

replace long-serving technical director Aldo Costa 

with former Benetton and McLaren engineer Pat 

Fry. Reading between the lines, which is what you 

FERRARI’S F1 TEAM PRINCIPAL, 

STEFANO DOMENICALI IS 

RESHAPING THE STRUCTURE 

OF HIS FAMOUS TEAM FOR THE 

CHALLENGES THAT LIE AHEAD

WORDS BY DAVID TREMAYNE

have to do because Domenicali is reluctant to point 

a fi nger, Costa did a solid job, but his style of 

technical management caused logjams that have 

since been freed up, enabling individuals’ 

strengths to be better exploited.

“We needed to make the positive changes, not 

to cry or make complaints,” Domenicali continues. 

“What is important is that now this is the baseline 

for the second half of the season. Even if I think 

the Championship is diffi cult because the gap is 

quite big, the only thing we have to do is make 

sure we maximize the points and we will see at 

the end. It’s not too late. But for sure it’s not 

early, let me put it this way… Eight races is still 

a long way to go, but we need to be realistic. 

I still see Red Bull very, very, very strong, and 

also McLaren in the last few races has made a 

big step forward.”

What’s made the difference to Ferrari lately? 

Has Fry waved a magic wand, or is it a whole 

load of things coming together?

“It was both,” Domenicali says quickly and 

diplomatically. “We changed the organization 

to have a better dynamic approach. We had 

www.pmw-magazine.comwww.pmw-magazine.com

The theory that a good 
road car should make an 
excellent race car doesn’t 

always hold true, but in the case 
of the Mazda MX-5 the bare bones 
were so good that within a year of 
the original car’s launch in 1989, a 
one-make championship had sprung 
up in Japan.

In the UK such series have 
been popular for years. In 2008, a 
breakaway championship began 
for Mk1 MX-5s, with a parallel 
championship for the current Mk3 
cars beginning last year. Under the 
banner of Ma5da Racing, the twin 
championships attract sufficient 
interest for double- or triple-race 
weekends.

From a technical point of view, 
the showcase Mk3 championship 
demands little from a new entrant. 
The 2.0-liter Sport models are used 
exclusively, and the regulations 
mean that major components such 
as engine, gearbox, final drive and 
brakes remain unmodified. Outside 
of the expected safety provision, 
competitors can change camber, 
caster, and toe within the confines 

Caption (direction)

With the MX-5 being sold 
worldwide, it’s little wonder 

that there are MX-5 race series 
right around the globe. In the 
USA, where the road car has been 
a smash hit over the last 20 years, 
there are race meetings for Miata/
MX-5s virtually every weekend of 
the season. Established in 2006, the 
Playboy Mazda MX-5 Cup (pictured 
below) is one such series, where 
the Mk3 model runs in 200bhp-spec 
using parts from the official tuning 
arm Mazdaspeed. The Spec Miata 
series is open to all generations 
of car and has been well supported 
since it too began in 2006.

In Europe, Sweden, Switzerland, 
Spain, Portugal, and the 
Netherlands all have MX-5 race 
series running, with the annual 
Mazda Sport Club bringing together 
entrants from across the continent 
to compete on legendary circuits 
such as Monza and Imola.

In Australia the revered Bathurst 
circuit is opened up once a year 
for a time trial for all guises and 
specifications of MX-5. And on the 
vehicle’s home turf in Japan there 
are ‘party races’ designed more 
around community fun. But with 
eight of 10 MX-5 heading to Europe 
from the production line, it is 
inevitable that the competition 
is keenest there.

Four corners

www.pmw-magazine.com

With parallel championships, packed grids and regular TV 
coverage, the UK’s Ma5da MX-5 Championship has much 
to offer drivers and teams alike
WORdS by MaTT JOy

Famous five
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of the factory adjustment points, 
and both the suspension kit with free 
spring rates (GaZ Gold, PRO GHa
393 Race Kit) and the tires (Federal 
595 RSR 215/45 R17) are fixed.

With the minimum race weight of 
1,125kg being just 50kg less than the 
equivalent road car, the MX-5’s on-
track performance is modest, but this 
puts the emphasis on the driver and 
ensures very close racing. Qualifying 
at a damp brands Hatch, the MX-5 
certainly didn’t feel short of power 
and would slide out of the slower 
corners with misuse of the throttle, 
but it has a very benign nature 
and communicates clearly that it 
is approaching its limits.

a mercifully dry race allowed the 
opportunity to push harder, and even 
when driven beyond sensible limits 
the MX-5 is a faithful and willing racer. 
The standard gearbox works well 
and offers a fast shift, the informative 
steering is usefully light and quick 
to respond to driver inputs, and the 
overall balance is very neutral.

despite being a novice with the 
customary ‘X’ on my rear, I was 
pleased to find the racing competitive 

above: The author 
on track at Brands 
Hatch, where he 
finished 18th out 
of 23 runners

but not aggressive. My entire 
race was spent dicing with just a 
handful of cars near the back of 
the field, but each driver was giving 
sufficient space and there were no 
desperate lunges or unnecessary 
blocking moves.

as well as a line of drivers wanting 
to join the series, there were a few 
cars for sale in the pits at brands. 
but as the organizer points out, the 
owners of many of these are looking 
to build new cars and continue in the 
series, rather than race elsewhere. 
Given the appeal of the MX-5 as 
a race car to novices and more 
experienced drivers alike, it should 
come as no surprise that the 
popularity of MX-5 racing continues 
unabated, more than 20 years after 
the car’s launch. <
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Since the FOTA Resource 
Restriction Agreement came 
into force, Formula 1 teams 

have been restricted to the amount 
of ‘wind-on’ time they can operate 
in a season. It came on the back of 
an ever-escalating arms race where 
teams competed to increase the 
wind tunnel capacity and costs were 
spiraling. It soon became clear that 
the only way to limit expenditure and 
level the playing fi eld was a multilateral 
agreement between the teams. 

One might be forgiven for thinking 
that the resulting overcapacity would 
cause a huge slump in spend on 
wind tunnel technology. In fact, at the 
upper end, the reverse has been true. 
Prior to the agreement, some teams 
had aero programs that kept their 
tunnel running 24/7 and sometimes 
even supplemented by other tunnels. 
Now the pressure is on to do as 
much as possible in the tunnel within 
a limited amount of time. And the 
only way to achieve this is with more 
sophisticated systems and techniques.

Wind tunnel test time in Formula 1 has 
become more precious than ever due 
to testing restrictions, but technology 
has risen to the challenge
WORDS BY CHARLES ARMSTRONG-WILSON
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No 
time 
to 
lose

Toyota Motorsport 
GmbH has a pair 
of state-of-the-
art tunnels at its 
facility in Cologne

Production of the Jaguar E-Type 
was set to end but some 5,000 1974 

V12 models were still sitting on a dock in 
Baltimore, USA. I was running the Group 
44 team and had been soliciting Mike Dale 
(VP for sales and marketing at British 
Leyland and Jaguar USA) to use the E-Type 
in SCCA B-Production for some time. He 
decided racing could help sell those units.

It was a challenge setting up the car 
because the E-Type was never designed 
to be a production race car. The oil sump 
was a severe problem. We went to Summit 
Point (West Virginia) to test, and the 
fi rst time I hit the brakes at the end of the 
straight there was no oil pressure. The oil 
pan was totally inadequate but [engineer] 
Brian Fuerstenau was a genius at fi xing 
that sort of problem. 

The SCCA wouldn’t allow us to put a 
tire on the rear that was wide enough to 

actually help. The car always had a ‘polar 
moment’, as we called it back then. The 
Vettes had a much wider tire and stance. 
I won fi ve races in 1974 and had a big lead 
in the SCCA Runoffs, but the rear tires 
went away and I got beat on the last lap.

In 1975, it was no competition. I won 
seven races and took the championship.
The only problem we really had that year 
was the Jaguar from the west coast. Jaguar 
wanted to hedge its bets and sponsored 
Joe Huffaker’s car with driver Lee Mueller. 
The only ‘team orders’ we had for the 
Runoffs at Road Atlanta were that if we 
got to racing too hard and did something 
dumb, we would both be out of business. 

We qualifi ed one-two, then Mueller fell 
back at Turn 5 on the pace lap. I pulled 
away from the pack to break the start on 
purpose, hoping to give him a chance to 
catch up. But his rear end had locked up 

when a ring-gear bolt fell out. When the 
fi eld came around again, I saw his car on 
the hook and they were towing it away!

The success of racing the E-Type in 1974 
and 1975 had a solid impact on Jaguar 
in that the company became aware that 
motorsport – as well as sales fi gures – was 
signifi cant to its heritage. Jaguar had won 
Le Mans fi ve times in the 1950s but had 
done little since and had never raced in the 
USA. By the end of 1975, every last E-Type 
had been sold.

The E-Type was a design marvel, but it 
had a terrible reputation for reliability. 
When we started racing, that picture 
began to change. We had only one DNF 
with the car. Later, we continued racing 
with the Jaguar XJS and won two Trans-Am 
championships, including the fi rst ever 
manufacturer’s championship for Jaguar, 
and also took Jaguar back to Le Mans. <

BOB TULLIUS SPOKE TO MIKE MAGDA
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Graham Heeps
Some rallying stories 
this time around for the 
editor, who visited the 
superb Rally Finland 
(p52), and got to grips 
with a new grassroots 
car in the form of the 
Chevy Spark (p6)

Matt Joy
Matt used his guest 
drive in a recent round 
of the Ma5da MX-5 
series to check out 
one of the world’s most 
popular entry-level race 
cars. Turn to page 20 to 
discover how he got on

Joe Saward
One of the world’s most 
experienced Formula 1 
writers, Joe is also 
a motorsport business 
expert and will be 
PMW ’s regular writer 
on the subject starting 
from this issue (p16)

0 0 2   R O L E  C A L L

A note from the editor
For years the junior single-seater formulae constituted 
international motorsport’s most crowded marketplace. 
Now it seems the battleground is shifting to the unlikely 
realm of V8 touring cars. 

What were once strongly regional championships, 
increasingly have designs on overseas expansion. First in 
the ring is Superstars, coming out of Italy with the backing 
of FG Group, the brains behind World Superbikes. The 
Australian V8 Supercars series already races in the Middle 
East, and wants to stage up to six annual events outside of 
Australia/New Zealand by 2015. And from 2013, DTM will 
export its own V8 touring car concept from Germany to the 
USA in concert with NASCAR and Grand-Am.

I understand the appeal of watching these V8 monsters. 
But is there really space for so many broadly similar 
players on the global stage? One issue with competing 
overseas is potential cost increases for the teams. 
Another is that, while the cars are technically different from 
series to series, I’m not sure the casual fan will notice, or 
care. And even if you do manage to export a formula to 
additional continents, that’s no guarantee of long-term 
success – witness the dearth of factory teams in WTCC.

I remain to be convinced that fans overseas, with 
motorsport touchstones of their own, will embrace these 
championships in the way that domestic audiences do. 
DTM and V8 Supercars in particular have passionately 
loyal local fan bases. And as someone who values regional 
differences and cultural diversity, I also feel a tinge of 
disappointment at the march of a generic ‘global’ vision.

Consider this: the English Premier League is soccer’s 
most commercially successful national competition. Here, 
money from wealthy foreign owners and global TV deals 
persuades many of the world’s top stars to slide about in 
the mud of an English winter. Yet a match ticket typically 
costs 50 (US$80) or more, making regular attendance 
prohibitively expensive for many English fans. Germany’s 
Bundesliga, by contrast, ensures that match highlights 
are primetime terrestrial viewing on a Saturday evening, 
and majority ownership in the hands of a single party is 
banned. The teams retain a stronger bond with the fans, 
who regularly pay no more than 25 (US$40) per ticket, 
and sponsors – major automotive OEMs among them – line 
up to get a piece of the league’s massive exposure to 
German consumers. It’s all about how you defi ne success.

Cologne’s biggest soccer team, 1.FC Köln, has made a 
lousy start to the new Bundesliga season. Perhaps it’ll be 
fi ring on all cylinders by mid-November, when Professional 
MotorSport World Expo takes place at the city’s Messe. 
On the weekend after the show, FC is playing Mainz; why 
not head down to the RheinEnergieStadion to catch the 
game and a glimpse of the club mascot, Hennes the goat!

Graham Heeps

Mike Breslin
Mike tracked down 
everybody from elusive 
sponsors to outspoken 
team managers to get 
the lowdown on Italy’s 
Superstars, which aims 
to repeat the success of 
World Superbikes (p14)

Brian Cowan
Christchurch, NZ-based 
Brian endured testing 
conditions to deliver 
our V8 Supercars story, 
his city suffering an 
earthquake and severe 
winter storms this year. 
That’s dedication! (p32)
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Whether in Formula 1, 
where regulations limit air-

on wind tunnel testing time, or 
elsewhere in global motorsport, 
the need for aero-data continues 
to grow while the time available 
to obtain it has shrunk.

This places significant 
emphasis on improving testing 
‘productivity’ – or generating 
more data of unquestionable 
quality in less time. Two of  
the ways this can be achieved 
are reducing the time to  
run a test sequence, and 
reducing the number of re- 
tests that result from bad or 
questionable data.

To drive improvements,  
users are increasingly looking  
to their supervisory control and 
data acquisition system – the 
‘mastermind’ facility system that 
provides automated sequencing 
of model positioning and wind 
tunnel test conditions while 
simultaneously acquiring (and 
managing) all data collected 
from force balances and vehicle 
model instrumentation.
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benefit of automating the test in 
this way is two-fold. Savings in 
execution time have proven to  
be significant, while data quality 
is enhanced – a true win-win 
yielding better data in less time.

To enhance the ease of 
integration into a wide range of 
facilities, Test SLATE has been 
developed to be hardware 
neutral. This means there is  
a large, pre-existing library  
of interfaces to diverse  
vendor devices and systems 
commonly employed in wind 
tunnel facilities.

For the project mentioned 
earlier, Test SLATE was actually 
installed in two different wind 
tunnels, each with its own 
generation of facility controls, 
model motion controls, and data 
acquisition components. From a 
user perspective, with Test SLATE 
as the common operational 
interface, both tunnels now 
operate identically – even though 
the hardware in the tunnels  
is significantly different. This 
enables operators to shift from 
tunnel to tunnel and provides 
common diagnostic tools for 
maintenance personnel to keep 
tunnels at optimum availability.

With the new Test SLATE-
based system now installed, 
Jacobs’ F1 case study has 
shown that test sequence 
execution times have been 
reduced by as much as 30%. 
This gain has been achieved  
by utilizing Test SLATE in a 
traditional test sequencing 
mode, with only limited time 
spent so far in invoking the  
self-optimizing capabilities of  
the system.

Further improvements are 
expected as sequences are 
further optimized and other  
Test SLATE time-optimizing 
capabilities (not cited here)  
are engaged. <
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TesT producTiviTy gains
The Test SLATE test automation software from Jacobs 
Technology provides wind tunnel users with a low-risk 
solution for increasing the productivity of their test process

Test SLATE’s sequence 
builder allows quick and easy 
configuration of test sequences 
without the need to write scripts 
or other techniques requiring 
software programming 
expertise. This module also 
includes the capability for Test 
SLATE to ‘self-optimize’ the test 
sequence as it is executed in 
terms of the time to perform the 
full set of desired test points.

Test SLATE allows the user  
to specify acceptable ranges  
(or allowable deviations) for 
independent test parameters. 
Data is acquired only when 
tunnel conditions and model 
positions have reached the 
desired settings, ensuring the 
resulting vehicle performance 
measurements qualify as good 
information. Data acquisition is 
initiated the instant the desired 
test conditions are achieved, not 
after a pre-defined time interval 
to allow for moving to the next 
point (a traditional approach).

Given the restrictions on air- 
on time in the wind tunnel, the 

The Windshear Rolling Road Wind 
Tunnel in Concord, North Carolina, 
USA, is among several facilities 
using Test SLATE as its control and 
data acquisition system

“WITh TEsT sLATE 
InsTALLEd, JAcoBs’ 
F1 cAsE sTudy hAs 
shoWn ThAT TEsT 
sEquEncE ExEcuTIon 
TImEs hAvE BEEn 
rEducEd By As  
much As 30%”

Recently, a Formula 1 team set 
about replacing the supervisory 
control and data acquisition 
systems in its wind tunnels to 
improve productivity. It wanted  
a product that could be highly 
customized to detailed test 
requirements and easily 
expanded to future requirements 
without resorting to substantial 
modifications to the system 
software. Following a 
competitive selection process, 
Jacobs’ Test SLATE software 
was chosen as the solution.
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