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BMW Sauber F1 Team

1. Team.
Fresh start.

From zero up to race speed in 262 days.

Munich. It was set in concrete as the day dawned on 22" June 2005:

BMW would for the first time be running its own team in the FIA Formula One
World Championship, starting the very next season — 2006. On the

afternoon of that same day in June, the Board of Management’s decision was
announced to the public at large. It was the starting signal for the race

before the race: with just 262 days to go, the combined pulling power of

a 600-strong team had to get things moving from standstill up to race speed.

On 12" March 2006 in Bahrain, the BMW Sauber F1 Team will launch its
first season with the BMW Sauber F1.06, driven by Nick Heidfeld and
Jacques Villeneuve.

As Professor Burkhard Goschel, BMW Board Member for Development

and Purchasing, points out: “This project represents a strong, long-term
commitment to Formula One on BMW’s part. For the BMW Group,

Formula One acts as a high-tech laboratory and technology accelerator.

This synergistic effect has already had a very positive impact in our six years as
an engine partner. But you can’t win races with an engine alone, which

is why we wanted to be involved in all the success factors. In keeping with that,
we have now taken on overall responsibility. Formula One seems tailor-made
for BMW’s brand values, and there’s no other sporting event that generates so
much attention on such a regular basis worldwide. In 2006 we will primarily

be building up experience. In 2005 Sauber came eighth in the Constructors’
World Championship. That is our starting point, and | can see plenty of upside
potential.”

“To set up a new team is a huge challenge”, says Professor Mario Theissen,
who as BMW Motorsport Director oversees all of BMW's racing involvements.
“Our concept includes boosting staff numbers, expanding the facility in Hinwil,
an intensive development programme and the networking of all activities in
Munich and Hinwil. The division of labour is as follows: Munich is in charge of
the powertrain and electronics, Hinwil is responsible for the chassis and race
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deployment. We will be recruiting more than 100 new staff in Switzerland.
The key priorities will be to convert the wind tunnel from single to three-shift
operation as well as setting up an autonomous test team. The Hinwil

wind tunnel is outstandingly good. Overall, the factory is good but not yet big
enough. The extension plans, which include new offices as well as
development and production facilities, have been drawn up and we expect
planning permission to come through in spring of 2006. All measures

will be fully implemented by the end of 2007. The 2006 season will be a year
of development. That also applies to the technical package, whose

concept was already largely established in Munich and Hinwil before the
takeover. In 2006 we aim to grow together and maximise our potential.”

After 13 years as a team principal in Formula One, Peter Sauber has stepped
back from the operational side of the business. Now 62, he will act as
advisor to the new team. “| was delighted that Sauber is to remain part of the
team name. | shall be keeping a close eye on the progress of the

BMW Sauber F1 Team. I'm especially pleased for the staff in Hinwil, who will
now have the opportunity to demonstrate their skills with the support of
their colleagues from BMW.”

Two adoptive Swiss in the cockpit.

They’ve long known each other, they've both raced for Sauber before,

they both live in Switzerland — but they've never before been team-mates.
Drivers Nick Heidfeld and Jacques Villeneuve can look back on a combined
tally of 250 grands prix.

Heidfeld (28) made his Formula One debut at the start of the 2000 season
and competed for the Swiss racing team from 2001 to 2003. His best results
so far are the two second places he claimed for the BMW WilliamsF1 Team
in the 2005 season. He also took a pole position in the same year. The man
from Mdnchengladbach, whose daughter — and first child — was born in July
2005, has 98 race starts under his belt.

“I'm really looking forward to the new season and the new team, many of
whom | already know from years past”, says Heidfeld. “Besides, | can get to
Hinwil in 15 minutes by car, which is a real advantage. It's natural for a racing
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driver to be impatient when it comes to achieving success, but we need
to be realistic. For me the most important thing is that we’re moving in the
right direction. We have to work hard and make steady progress.”

No other driver in Formula One has risen to World Champion status as rapidly
as Jacques Villeneuve. In 1996, his debut year, the Canadian already finished
as runner-up behind his then Williams-Renault team-mate Damon Hill.

Then in 1997 he beat Michael Schumacher to the title for Williams-Renault.
In 152 grands prix he has taken eleven victories and claimed pole 13 times.

After five years with the BAR team, it seemed his F1 career was over in 2003.
But then he was given the chance to compete in the final three races of
season 2004 for Renault. In 2005, the son of the famous Ferrari driver Gilles
Villeneuve was signed up by Sauber.

“Building up a new team is a very complex task”, says Villeneuve looking
ahead to 2006. “I've already been through it in the past. But | think

we've got a number of good prerequisites coming together here. I'll be doing
my very best to help the BMW Sauber F1 Team achieve success.”

New regulations.

The most radical technical changes for 2006 affect the engines:

Formula One is switching from three-litre V10 engines to V8 units with
2.4 litres’ displacement. The rules governing the new engines are far more
tightly regulated and the scope for engineers has shrunk. The switch

to the more compact V8 powerplants also brings with it noticeable
modifications to the chassis. Among other changes, the cars will feature
pared-down sidepods as the radiators can now be designed smaller

than before.

Racing fans can again look forward to the spectacle of tyre changing in the
pits, which has the go-ahead again as of 2006. The qualifying format is also
new: for the 2006 World Championship, grid positions will be determined in a
shootout. From 14.00 to 15.00 hrs on Saturday, the fast laps will be driven in
three time sections, with the slowest drivers in the first two 15-minute periods
taking no further part in qualifying, leaving the remaining drivers to compete for
the best starting positions in the final session.
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Warm up.

Tentative talks led to gentle bonds being forged. A decision
began to ripen. Then in June, things started happening. By January,
the new BMW Sauber F1 Team was ready to present itself.

January 2005

Spring 2005

May 2005

21% June 2005

22" June 2005

13" July 2005

July 2005

First concrete discussions between BMW and
Sauber regarding engine supplies for 2006.

Discussions become more involved.
Both sides discover shared concepts and goals.

The first-specification BMW P86 V8 engine
is trialled on the test rig in Munich.

Negotiations go on far into the night.
The realignment of the BMW Formula One venture
is signed and sealed.

At a press conference in Munich, BMW Board
Member Professor Burkhard Goschel,

BMW Motorsport Director Professor Mario Theissen
and Peter Sauber announce that BMW has

acquired a majority stake in the Sauber team.

Credit Suisse extends its sponsorship by
a further three years and signs up as an official partner
of the BMW Sauber F1 Team from 2006.

The BMW P86 engine embarks on its first track
testin Jerez.

Joint working groups are created and the first
meetings held in Munich and Hinwil. The integration
process begins.
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September 2005

16" September 2005

End of September

13" October 2005

28" October 2005

14" November 2005

15" November 2005

November 2005

22" November 2005

24" November 2005

28" November 2005

Workforce requirements are laid down and applicants
are invited for more than 100 new jobs in Hinwil.

BMW announces a three-year contract with Nick
Heidfeld as a team driver.

The concept for the 2006 chassis is signed off.

At the Chinese GP there are celebrations in honour of
Peter Sauber. It is his 62" birthday and he is
withdrawing from his operational responsibilities at the
end of the season to become a team advisor.

Nick Heidfeld arrives in Hinwil for a seat fitting in the
interim chassis.

The team name is announced.

The first BMW V8 engine for joint winter testing is
delivered to Hinwil.

The race car receives its new livery.

The BMW V8 is fired up in the interim chassis in
Hinwil.

The BMW Sauber F1 Team and Petronas agree

to a four-year contract in Kuala Lumpur, making the
Malaysian oil and gas company the team’s main
SPONSOr.

Nick Heidfeld sets out on the first winter test
in Barcelona in the Sauber C24B driven by the
BMW P86 V8 engine.
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30" November 2005  The first 2006 monocoque emerges from the
autoclave.

1% December 2005 Jacques Villeneuve is confirmed as a team driver.

mid-December 2005  Nick Heidfeld and Jacques Villeneuve
sit in the 2006 chassis for the first time for a seat
fitting.

BMW and Intel announce a comprehensive
partnership. Intel becomes a new official partner
of the BMW Sauber F1 Team.

27" December 2005  Construction of the first 2006 chassis is launched.

13™ January 2006 The BMW V8 runs in the 2006 chassis for the first
time at the Hinwil factory.

14" January 2006 The BMW Sauber F1.06 chassis heads for Valencia
for the rollout of the new race car.

16"17™ January 2006 The BMW Sauber F1 Team presents itself to the
public in Valencia. The BMW Sauber F1.06 embarks
on its first outing.

End of February 2006 Planning application for the extension of the Hinwil
facility is submitted.

1% March 2006 Around 30 tonnes of freight are loaded up in Hinwil
and transported to the grand prix in Bahrain.

12" March 2006 The BMW Sauber F1 Team races in the Bahrain GP.
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Who's who.

BMW Motorsport Director

Prof. Dr.-Ing. Mario Theissen

Driver number 16 Nick Heidfeld
Driver number 17 Jacques Villeneuve
Technical Director Chassis (Hinwil) Willy Rampf
Technical Director Powertrain (Munich) | Heinz Paschen
Project Manager Walter Ried|

Head of Aerodynamics Seamus Mullarkey
Team Manager Beat Zehnder
Chief Race Engineer Mike Krack

Chief Mechanic Race Team Urs Kuratle

Head of Sponsoring
and Business Relations

Guido Stalmann

Head of BMW Motorsport
Communication

Jorg Kottmeier
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Pit stop in Munich.

At the Munich site, 300 employees from a wide range of departments are
involved in BMW’s Formula One venture.

Anton-Ditt-Bogen is the road where the pulse of the project beats.

It is the home of BMW Motorsport. Here, in the north of Munich, is where the
Formula One engines are developed, tested and built. The latest expansion
phase saw state-of-the-art test rigs and laboratories introduced at the end of
2005. It also allows transmission development to be based in Munich.

Formula One component manufacturing occupies a building of its own, along
with the attached quality control department. Thanks to the electronic
systems also being developed and manufactured here, the entire powertrain is
integrated in a single location.

The road in this industrial district is also home to numerous offices, including
those of BMW Motorsport Director Mario Theissen and Heinz Paschen,

the Technical Director responsible for the entire powertrain. The Sponsoring
and Business Relations division is also based here, and the logistics
department is run from the same site. Any motor racing fan would regard the
materials warehouse as an Aladdin’s cave — it houses the clothes

depot with the gear worn by the F1 crew, as well as a wide range of exhibits.

Knorrstrasse in Munich is home to the BMW Forschungs- und
Innovationszentrum (BMW Research and Innovation Centre), or FIZ for short.
For the Formula One engineers it is just a few hundred yards to the

FIZ specialists for face-to-face consultations on material analysis or rapid
prototyping. Landshut, around an hour’s drive northeast of Munich,

is where the Formula One foundry is located, next-door to its series
production counterpart.

BMW has been manufacturing high-performance engines since 1917.

Today, the BMW Group embraces the BMW, MINI and Rolls-Royce brands.
With the objective of becoming the most successful premium manufacturer in
the motor industry, the company launched a product and market offensive
with an unprecedented number of new models. BMW Group sales are set to
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rise to 1.4 million by 2008 (2004: 1,208,700 cars sold). The BMW Group
employs around 106,000 staff in some 50 countries worldwide. As the Board
Member for Development and Purchasing, Prof. Dr. Burkhard Géschel is also
responsible for the group’s motor sport projects. BMW’s Formula One history
goes back to the year 1952. The greatest success to date came in 1983 when
Nelson Piquet won the Drivers’ World Championship in a Brabham BMW.
Ahead of season 2006, BMW can look back on 200 starts, 19 grand prix wins
and 32 pole positions.
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Pit stop in Hinwil.

As of January 2006, the facility in the tranquil uplands around Zurich numbers
around 300 employees. By the end of 2007, the workforce at Hinwil will

swell to more than 400. To cope with the challenging development and testing
programme, staff numbers in all departments will be ramped up, with

the aerodynamics division receiving the biggest boost to allow for 24-hour
operation of the wind tunnel in due course.

The Hinwil complex embraces three buildings. The main building in
Wildbachstrasse 9 houses the management, chassis concept and
construction, and the administration. Along with the quality control
department, the system and vehicle engineers as well as the race and test
team are also housed here. The four-storey office and factory complex
covers more than 6,800 square metres and also accommodates carbon-fibre
production, chassis assembly and storerooms.

Sauber had already moved into today’s annexe in Wildbachstrasse 3b back in
the era of the World Sports Car Championship. When the planned
involvement in Formula One put space at a premium in these premises, the
company relocated to the new block in 1992. Today this is the main building,
while mechanical production remains at the former company headquarters.

The state-of-the-art wind tunnel right next to the main building went on
stream in spring of 2004. The structure measures 65 metres long, 50 metres
wide and 17 metres high and is particularly striking for its glass facade.
Working here alongside the technicians who operate the wind tunnel are also
the model designers and constructors, the CFD specialists and

other employees in the aerodynamics department. “Albert”, the 18-tonne
supercomputer for CFD calculations and one of the most powerful

machines in Formula One and the motoring industry as a whole, was put on
the ground floor. An event area rounds off this technological and architectural
tour de force.



'sde| pawli} oM} Jo a1ebaibbe syl Uuo paseq Sem GOOZ JO SO XIS 141} 8Y3 1o} dnaul| pub 8y | 4

BMW Sauber F1 Team

Media
Information
1/2006
Page 12

uw ccoelil ulw /g6l SIYy 062'60:CE L

lielioH BPUOH Hv'g uale oA sde| 0/ SIYyOO'LL epeue)

(7002) oj|eyduleg o uonng USUOXMIEYH "M W 0/2'S0E wy |9EY Sy 00 €L '90°'Ge 6
uw eg/81L:L Uil Goe'61L:L SIYy 88G'6C:vC L

LiesH Jneusay ualeoIN sde| 09 SiIyQo'zL urejug jealn)

(#002) J8yoewnyas |\ OSuoly o BAOJUOIN ' Wy GGE'80E Wy |y71'G [SIY00'EL 90°'LL 8
uw ey Ll LUIW £2E°0E¢ SIYy 9GG'GL:Gr:L

lielioH usJeoN uale oA sde| g/ SiIyoozl OJBUOI|

(7002) Jeyoewnyas |\ USUOXIBY "M UsSUOYMIEH ™™ WX 02G'09¢ Wy OpE'e SIY00vL 'G0'8¢ /
uw Ly9GlLiL «UIW L ey’ LEC Sy 0e89L:LciL

1jneusy uale o ualeoIN sde| 99 Sy Qo'zL uledg

(S002) elpyaIsi4 "D UsuOMMie ™y USUOYMIEH ™M WX 9G2'G0E Wy /291 [SIY 0071 GOl 9
Ul 89¥'6¢2:L ui 180°0¢e: L SIY 899 LEL

LielieH LAswelimy MING ljneusy sde| 09 Siyoocl adoing

(#002) Jeyoewnyas |\ PlRIPIBH ‘N OSuoly 4 Wy £98'80E WX 871G SIY00vL ‘G020 G
uiw | L0c:L £UIW 088'¢hi¢ SIy Lee'LylciL

LielsH uale o 1jneusy sde| z9 SIyQozL oule| ues

(#002) J8yoewnyos |\ usuoOMMie ™y OSuoly o WX 609°G0E WX €E6'17 [SIY 0071 70'€C 14
uiw Gel'veil «UIW 091'LO€E SIyoge'/LLiveiL

LiesH }neusy 1jneusy sde| g SIY 00°€0 ellensny

(#002) Jeyoewnyas |\ B|[eYdIslq "D B|[dyaIsi{ ' Wy 7/G°/0E Wy £0¢'G Sy 00vL 70°¢0 9
uiw geeveil LUW 2/97/0:€ SIy9g/LeeiLel

SOpPadIBIN-UBIeoI Jneusy }jneuay sde| 9G Siy 00°20 eiskele|n

(700¢) eAOJUON A’ OSUOlY 4 OSuoly 4 WX 801°0LE Wy 3G [SIY00'GL ‘€06l c
ulw ¢Ge'0e:L «UW 206°L0€ SIy LEG'8L6C L

LiesH Jneusy 1jneusy sde| /G SIYOELL ulelyeg

(#002) J8yoewnyos |\ OSuoly o OSuoly o Wy £25'80€ Wy /L'G [SIYOEVL ‘eoclL L

aouejsip yibua| | L IND/1e20j
piodaiden G00c¢ dlod G00¢ JSUUIpy aJey HN2II) | awnuelg aleQ 9002 d9
‘GO0 Jequiada(] 1e sy

‘uolewlojul xud pueln

"uoseasg g




Media
Information
1/2006

Page 13

ulw geeee:L Uil 080 e L SIY8LI9'ea6e: L

LielieH }Ineusy 1|neuay sde| 9G SJY 0090 eulyn

(#002) Jeydewnyas |\ OSuoly 4 OSuoly 4 Wy 990°G0E wy |GG SIY00vL 0L'Lo Ll
ulw 80 L'GyiL uiw L6 9v:L SIYy G62'LO0E L

SOpPadIsIN-UBIeoI ualeoN uale oA sde| 1 Siy o0zl wnibjeg

(7002) UsuOsiey "M eAOJUOIN JT USUOYMIEH ™M WY 776°90E WX 9/6'9 [SIY 0071 '60°/1 91
uiw 9y0'LeiL uiw g8/80¢:L SIYy 6G9'8C 1L

lielieH UaJeoN uale oA sde| £G Sy 0ozl Ay

(#002) ol|eyoLleg UsuOMMie ™y BAOJUOIN ' WX 0c/'90€ WX £€6/°G [SIY 0071 '600L Gl
uw oLl vel ulw /6/9¢:1 SIY ySyveve L

SOpPadIBIN-UBIeoI ualeoN uale oA sde| gG sSiy oozl Aasn|

(S002) BAOUON 4 USUOXIBY "M USUOXMIEYH "M W 0c/'60€ Wy OpE'Q [SIY00'GL '‘80°/¢ vl
uw /06l Uil 288'61L:1L SIYy ¢GG'G2 /e

Lielia Liela usJe o sde| 0/ Siy o0zl KebunH

(#002) J8yoewnyas |\ JaYyoewnyos A USUOMIEH ™M Wy £99°90¢ Wy | 8E'1 [SIY 0071 ‘8090 el
uii082elL:l ulw Oge Ll SIYy 665'82:9¢:L

SOpPadIBIN-UBIeoIA ualeoN 1Neusy sde| /9 sSiy oozl Auewan)

(7002) Usuosiey M USUOXIBY "M OSuoly 4 Wy 8G90 WX 7/G'Y SIY00vL '/0°0€ ¢l
uw //eGLiL uweLy'vl:il Sy geeeelel

lesisq }neusy }neusy sde| 0/ Sy 00zl aouel

(#002) J8yoewnyos |\ OSuoly o OSuoly o WX 98G'80€ WX | L'y [SIY 001l /091 Ll
uiw 6ee 0L L Uil G2o0lL-L SIy L8L'Ev6cL

liessH Bl10A0| llesiaq sde| g/ SIYy 008l VSN

(7002) ol|eyduleg o i r Jaydewnyos |\ WX 91L0'90¢€ WX ¢6Ll'v Sy 00 €L '/0°¢0 oL

aouejsip yibua| | 1ND/Ie20]
piodaiden G00c¢ dlod G00¢ JSUUIpy aJey HN2II) | awnuelg aleQ 9002 d9
'G00Z Joquiada(] 1e sy

‘uoljewloul xuud pueln)




Media
Information
1/2006

Page 14

uw e/ LLiL Ul 886'L L:L SIU¥/G'02:62:L
SBPB2IB|N-UBIETOIN }Ineusy uale oA sde| L/ SIyQo'LL |Iizeig
(¥00g) BAOYUON AT Osuoly o eAOJUON ' | WX 606'G0E WY 60EY | /SIYOOYL | ‘OL'2e 6l
ulw oG LE!L Ui 901 9v:L slygleeoeeL
S8pPadIB|N-UBIeTO|N Bl10A0| usJeoN sde| £G SIYy 0g'S0 ueder
(G002) usuosiey M aydewnyds 'y usuosdiey M | WY £/G°L0€ Wy 208G | /SIYOSTL | '0L'80 8l
aouessip yi1bua| [ LND/1ed0]|
plodai deq S002 3lod S00g 42uuip adey HNoJIg | swnyels | ajeqg 9002 d9
'GO0Z Jaquiadtaq 1e sy

‘uoljewloul xuud pueln)




,'9sIloJdwoD 1ybu 8yl puly 03 spadxs suibus
pue sigaulbus solueuApolae ayl JO Ysel

BU} SJ| 'SIUSA ISNEYXS J0 Sen|} ‘sy|s Jo adeys
8y} Ul sainuade se |jem se ‘spodapis syl

Ul sayeul Buijooa-iie 1ebbiq Jo |euoiippe aney
[lIM SWes) 8u} || "S|9A8| [ed1140 0] 8Sl) 0S|e
salnjesadwal [eny pue Buedas ul SUOIHIPUOD
10y Ajpwiaiixe pueisyim o) eney seuibus ay | ,,

. 'SPeo| awauxs Japun salhl ayy bumnd ‘ybiy
Allewlou ase sainjeladwial pue sAiSelge 81inb
S Jleydse 8y | 'SOIU0II8[ BY} UO HIOM JO 10|
e 0p 0} J0adxe Ued pue dn-}8s Jed yyim [njaied
AKJan 8q 01 pasu NOA ‘nsal e Sy "UOI1eI8|8d0e
[eaie| Aneay Japun Jaulod 8y} Ojul 8xelIq

01 Buiney si1anup ayy ‘Aol Apeinoiued aie | |
pue g suin| ‘Alljigels winwixew Buinbal
SU0N98s 1se) pue dub wnwindo Buipuewep
SJBUJ0D MOJS JO aInixiul poob e s| Buedss,,

AY|108) | | UB pUB B.3UBD

sa|es sued e ‘Auedulod seles e Bulysiigelss
apnjoul 8say | ‘sieak uadal ul eishefe|)

ul saniaioe sy dn paddasis sey dnodo pANG
oy} ‘ADaieis eIsy Si JO Led Sy 'SIaMO| UIM|
SeUO0J18d 8y} 1e $a0p 1 se dn Buizefb YndwinT
eleny| se Auedwiod s|buls e Aq pajeuiwop

0S ale SaI0 Auew JON "8oBJ BWIOY ,SBUOiSd
0] pJemuoy Buoo| yonw AieA aie ap\,,

WA ¢

. 'Sainjeladwial 1UBj00D

BaNISSa0Xe AQ pasned abewep aulbus palayns
wea} 8yl GOOZ U] "PUIM H8Sep ay3 uo Ul
UMO|g puUes sy} yum [eap 03 djay ‘ejiymuesi
‘sJo11y JIe paysaw-Apul) alojy "e|gissod

Se Jle |002 yonwi Se ul melp 0} dn Jed ayi 18s
M pue Snis|a)) seaibap ziy Sem ainjesadwisl
Jle 8y} Jeak 1se] ‘pues pue 1eay :aulbus sy}
UO Jeam JO $30.N0s Jendiped omy Joj asedaud
0} 8neY OS[e ap\ auIbua 984 MIAG Y3 1o} 8l
JOo wisndeq e aq ||Im ulesyeg Ut adel ay |,

«'SUBJ 8Y3 YlIM [[om umop sa0b jey) pue

— 9Ye1Ian0 0] SIBALIP 8y} Sabeinodua Yoel} 8y}
JO UIpIM B1Xe 8y | "ybBlens ysiulers syl Jo
N0 Buipes| Jaulod ayy ul Juepodwi Ajejnoied
SI UOIORI} POOH pue 82J0JUMOP WNWIXeW
SpuUBWIBP 1INJIID SIY | IBaM BIA} JO [OA9

yBiy e 10adxe ued oM 1By} SuesW pues ay |
"MIOMBUWIOY N0 8UOP BA8M JBYIBYM 1IN0 pul)

|| @M pue S[eAll Jno 1sulebe dn yojew am moy
99s 0} Ayunpoddo 31si1yuno aq ||Im 49 SIY L,

. Uteiyeg uijuadiad Gz 8Os JO Ss|es Ul
9sea.10U| Ue papiodal dnoln) AAAIG &Yt GO0Z U
"uolBal |y} ul BUQ BINWIOH JO [eALLIE BU}

woly uleb 03 yonw sey pAAY ‘sled

wniwa.d JO Jainjoejnuew e Sy 'Jooyds Buioey
MING enuuIo4 pue swuwelboid Bulules|
Janug MG SH Yum Y81ua)) aoueuliopad
MING 8U} sasnoy osje YaIym Ajlj1oe} Le-au}-jo
-9]e3s e JO 8281daljuad 8y} S| 1INdIID 8y ‘7002
Ul 8iay} 4o 181} 8y} 82UIS Jepusied | 4 ayj 0}
uonippe a|jgenjeA e 8q 0} panoid sey ulelyeg,,

aHd |

uayosed zuisH

jdwey Ajim

uassiay ] ouep

do

Media
Information
1/2006

Page 15

‘peaye BuMoOoT




Media
Information
1/2006
Page 16

. Indino s,auibus ue Jo uadiad auo . Punodwiod 4os AjgAiejal e uni 0}
puNOJe INO SYINS JIe BulUUIY} 8y} ‘|aA8] BBS | SN SMO|[e YdIYMm ‘Duislixs 00} JoU S| Jeam Jaqan. '8IN10811Y2Je 1INJUID Le-ay3-Jo
B0Je S8J18W palpuny auo AIans 104 ‘|ans| pue dub Jo sjaAs| poob siayo oes1ay | 'dn-18s | -81e1S Yum 11 Buioueyus ajiym 1oeiul yoely Buioel
B9S 9A0de Sal18W 009 Poob e paledo) si 8y} 0} SUOIEDLIPOW [edlueydaW Jo Buloueleq 21I0ISIY e daay 01 Moy JO ajduiexs Buluiys
yolym Yoeil ayi Jo spniie syl Aq paroaye |e olweuApolse ybnodyl N0 pausns aq Ued Josals e — BuLBinguNN 8y} uo SaLI01OIA Jed Bulnoy
aJe saulbus 8y | '8|eds |4 ayidn Aem-piw | -Japun Siy | ‘dn-18S Jed syl YIMm puiw Ul Jesq 0} SNoLI0|0 BUIoS paleIgaled sey puelq ay |
aJle BuubINQINN 8y3 1e pep.odal spaads aney am Buiyy uiew ayj s,1eyl pue 1INaJ1o Siy} 1e "MIAG 1o} 8oueoyiubis [eloads e pjoy Ajjeinieu
wnwixew pue sbejusdlad a[3104yl-|Iny 8y, J831S1apun WOl Jayns 0} pus) sied a8y, Auewien) Ul sedel suQ ejnuio4 omiay |, | 4N3 G
J8sIel-ulepnd ueadoin3 sy} Joj Seale
oL Bueisno axew sauediyo 3o0pped 1s9|[eus 8y} JO 8UO OJUI 8zaanbs 0}
10 Jequunu able| 8y ‘snid ‘uoisuadsns pue aney ||Im abe||In |4 8yl 4enamoH ‘Ul Buiies 0}
SISSeYD 8y} U0 Speo| [ediueydswl 8|qeiapisuod plemio) Buyoo| ale pue Jeak siyl swoy mMau e
sooe|d sy | “ewil de| poob e 18S 0} WYl Jon0 | aney ||Im SAA UeaA 8y Ul awill 1S4l 8yl 1oy dn 18s
1ybieis aAup 0} 8|ge 8 01 8ABY SISALIP 8Y) pue SBWIOYIOI0W 8Y} YUIM ‘SISUMO-8W0Y 8u028q
L aInssaid alow Usns Japun ybiy Ajliey ale ejow| Ul SsU0lS gJsy 8y adel suea) syl ‘edoing 031 186 am UBYAA Uenaq
Sleuslew ayi Ind yoiym suonoss ||iydn osje SIY3 Joy uoneoloads axelq winwiido ayl pue ale yoopped 8y} Ul SUCIIPUOD Buom ay}
ale a1ay | 'speo| Aneay Japun MIOm Bu1j002 a3elq WNWIXew asn am Aym s jey | pue — [9AeJ} 0} 8ouUelSIp SS8| Bulney sjelisiewl
0] &My SauIbus 8y ‘ejowl] 18 82I0JUMOP 'Seyelq 8y} uo sainssald abny saoeid osje pue sjdoad Y10g yiim — uoseas ueadoing
8|geJapISU0D YiMm uni S1ed ayl sy, 11 “92J0JUMOP JO 10| B SpuBLUSp AJuo 10U ejow|,, 8y} JO Jels ayy 01 piemuoy syoo| Apoghiang, | HINS 17
’auInoqa| Ul urebe pou sy}
180 ||Im ejow| Ul 8sn em sBumas ay | ‘Bunss) 900z ul
. duibus sy Joj suoneledaid uosesas-aid |eul} N0 BABY ||, 8M 8I8UM S Jeyl uleBe wiselsnyjua snoiosjul Buizoo aqg 0} ains
[e1oads pueulap Ydlym saulaiixe [eal Aue pUE ejoul| 0} Jejilis AJSA S| 1IN2JID 8Y3 JO IN0A.) SI pue 8UQ BJNWLIOH J0} BWOD[SM JuBIagNXa
1,UdJe 818y | 'SUOIIPUOD padueeq-||em ay | ‘Aljgels Bupelq asiuoud am AYm si ydiym ue sanes sAemje A110 ay | ‘uwnine uelensny
1o} &ew pinoys 186 03 Ajay1| 81,8M Jayieam ‘seyelq Yy uo piey Aian 0sje si suInoge| BY} 01Ul Xoeq Jayun} yiuow e paysnd usaq
BU} pUe 1IN2JID Mled 1aqg|y 8yl JO InoAe) 'sde| ma} e a1inb Jayje sanoidwi Ajuo dub Buiney “eak siyy uosess sy} Jo aoel 1sJi) 8y Jou
B} ‘pauladuod si Jeam sulbus se Jej sy, pue Auip Aj1a.d ||1s si ¥oes ayy ‘AepliH syl uQ,, S.1 '900Z Ul JusIayip Jayiel aq [IIm sunogigin, | SNV ©
uayosed zuidH jdwey AjIM uassiay | oue\ do
‘peaye DuoOoT




«/Wdi 000G Mojeq

18} SO LA 8U3 818ym Jepusied |4 8y} U0 Jauiod
AJUo 8y} sem uidiiey Sma0T 8y | ‘aouslayip
By} sexew 1eyy Alljigesaup auibus poob sl
‘peslsu| *8SIN0d 0. 81UON A1SiMm] pue 1ybi
8y} uo Jey Auan noA 186 1 useop Jamod mey,,

Pua ue 01 8deJ INoA

Buliq ued 101J8 1S8|[BWS 8y} Se ‘asay asioaid
Ajpwaixe aq 01 aney sasuodsal s Jed ay |
"dn-18s 0} SBW0D 1l UBYM aJewlybiu e — Apjim
a1enon|} Ued sjaAs| dub ‘uolssas ao1oeld
yoea usamiaq olest olignd o3 pauado-al

S1 8SIN0J Y} SY 1010y A8y B 0S|e S| uojoel|
*AousIo1l8 DiueuApolae I8N0 aduspadald
Soye) 81018y} 82I0UMO(J "MO| AjaAie|al

ale a1ay spaads ‘syoel} Jayio 03 1Sesjuo9 U,

obewl

S, 1440 Led ||le s31Inqg ‘91sel Jo Joyew e St |l

JO 8pIS INOWe|B 8y | "oel} 8d.) UISPOW B YHm
UOWILUOD Ul 8[3H] Sey HN2IID 8y} ybnoyle
‘UMOID S,8UQ BINWLIOH Ul [amaf 8y} siuasaidal
Aljediound ay) punole adel 8y | 4o

81 10} 0OBUO|/| UO 8Je pIom 8y} Jo Saks ay |,

OO

. 'SauIbua g/ Mau ayy uo pajpiwlad

10U ale — Ajljigeanup suibus pue Juswudojensp
anbioy asiwindo 03 pasn Ajsnoina.d

aJaM Yolym — siadwinly exejul a|gelen

1Byl Sl wisjqold a8y ‘900z Ul Joljas swodem
apinoid ||Im 4ed ayy uo speo| abesane Ajuo
90e(d 8SIMIBYIO YDIYmM ‘BUO SIY} 8YI| SHNUID
*9S4N02 JO “emod splemal 1ybiens buoj ay |,

' Sluswisn(pe JueIsuod axew

0} Pa3auU a10jaI18Y) Swesa} ay | ‘||em se sawi} dej
ay1 Ul Apuanbasuod pue sjns| dub ul pajos|el
SI yoIym ‘suorjenionyy ainjesaduua) 03 AjBuois
S10B8J 1INDJID By | 1eak 1Se| Jaggnl Jeyos

B 8SN 0} 8|ge 8lam am pue {,00g 4O pud 8y}

1e plej-al sem Jjeydse ay1 INg Jax0aim-aiA} e Jo
BuIyiBWOos paispIsSucd ag 0} Pasn INIID 8y |
'810} 8Y} 01 8UI0D S81A} 8Y} JO 8ouewIOMad

BY} pue sJ1ed a8y} Jo Aousioiys dlweuApolse sy}
‘a1 "SWea} 8y} ||e 01 UMOUY ||oM 8i0eIay} S
pue Bunss) 4o} anusa Jejndod e S| euojgdleg,,

«~Rem siyy

Ul 4o Uae) sey |4 Ul 3salaiul Jey paybiiep
ale am pue pMIAG 405 1axew yimolb jueoiiubis
e S| uledg "Auunod awoy sy ul palabbLy

Sey 0SuUO|y opueula eloydne ay) onsejue)
S}| 'PMOID INO-|[8S B PEOUNOUUE SJaSIUEBIO
8y} Yanemoy ‘GO0¢ U| "Suej ayy 1oeipe

01 pa|le} UaYo sey utedg ‘Aq suob siesA uj,,

dS49

uayosed zuisH

jdwey Ajim

uassiay ] ouep

do

Media
Information
1/2006
Page 17

‘peaye BuMoOoT




. abeljo] Ag paxo0|q Buiwooag Ajises Jojelpel
1ed 8y} yum ‘epis anjebau e sey 0sfe pues!
PaIaN02-981] U} UO UOIeI0| JI||Ap! S} “Hwl|
8y} 01 auibus 984 ayi ysnd siybiens Buoj ay |
181Se} [anel] SIed 8y} op sijodeuelpul

pue BzUOJ Ul AlUQ Jepusied ayj uo spaads
doi 1saybiy-pliyi ay1 Buipiodal Yoely

L BUIYdBW pue Uew Usamiaq 1sni) Alessedau
31 818810 0] JBPIO Ul [B)IA S JED PAOUB[E]-|[OM
B sueaw SIy | ‘|lem 81840u0d ay3 Buole 1ybu
HIYS SISALIP 8Y} ‘U01198S %oeq ay3 ybnoay |
[EIUBSSS BJe S|eualew axelq aouewllopad
-ybiy Jo asn sy pue Buljo0d 8yeIq WNWIXB|A|
JBPUBIED | o BY} UO 1IN JBY10 Aue uey)
Seyelq 8y} Uo Japley SIIng ‘@210jumop

. JUBAS B} 10} JJO po|ess sI 19811S
e alaym ‘a11us0 Ao ayy u IybIN N MING
5)eIQ8[80 Pue 2.l By} Yydlem 0} aUI0d

suej MG 4O 10] VY "aUQ enuwiio4 INoge pew
Aluienso ale alay sjdoad ay | "ain|je |e1oads

e 11 SonIb — saulen) J1ldwA|O 8yl pue odxg

ue paisoy OS[e SeY YDIYM — JOAIY 8oUIMeT
1S 8U} Ul PUBISI 8Y1 UO U0IIe20| anbiun Sy

pue MaIA JO Julod BUIALP pue [e21uyd8] e Woly

Media
Information
1/2006

Page 18

paads-ybly e SI 8Anaua||IA S9||ID 1N 8y |, JO JUNOWE 8]eIspow B spuewsp [EaJIUO|A,, yoel) Buipuewap Ajswalixe ue si [eanuoly, | NVO 6
« INIIN ®U3 104 SHEYD
. Punoduwiod JapJey e 1o} 1do 01 pus) sweal | Sajes syl sdoy pue Auewllan) pue SN ayl Jaye
8} 0S ‘salA} U0 piey SI 80eLNS Yoel} 8y} dnoi pAAG U3 40} 18Jew 1sabe|-paiy) 8yl S
1nQ 1ealb 1eyy Ajjessuab 10U sI alay pajelsusb ulelg 1eain) *||leH sweH ul ssuibus Jed pIAYG
ABisus Buinelq JO JUNoWe 8y | ‘sainsesw PUE POOMPOOX) Ul S1ed 82A0Y-S||0Y ‘PIOIXO
olweuApoise Ag Ajsiyo pauiuisiep s u13|ing St NI Y.L "Spuelq s,dnoln) ayl
. S1yblens aaiyl 8yl umop Jed ayy Jo Alljigels pue adueleq ay | 'siyblens JO 98143 ||e Jo} Sanijioe) uoionpoid sey yoiym
pJey paysnd ale sauibus sy} pue uosess syl BY} OJuI SIBUI0D 1SB} 8Y1 JO 1IN0 8|qIssod dnoin pIAG 8Y3 J0) 18vew Aluo a8yl SI ulellg
J1o} abelane ayy snoge Ajybiis sl sUoISIBAIS Se paads yonw se Alied 0] aAey SISALIP 8y} "HUN2UID 45) JISSE|D B Sulewal Ing ‘SUoISSNOSIp
e abejuadlad snodyl-|iny ayy qusdliad 86 1y, a1ayM ‘UnaJID paads-ybiy e Sl sUISIaN|IS,, Juanbal} JO 82IN0S 8y} Usaq sey auolsiaA|ls, | 499 8
uayosed zuidH Jdwey Al uassiay | oue\ do
‘peaye DuoOoT




Media
Information
1/2006

Page 19

. Abaens
82el 1s8q 8yl Buipiosp ul 8|0J Juepodwi ue . BuUQO enwiio4
sAe|d Jeam a1A] ‘paspu| 'Speo| Aneay Japun aie 01 Buluinial 8duis uonisod ajod 1S11) N0 400}
Lauibus |  Jejnoiued ul saiAl Jeal 8yl al1ay pue Uoijoel) uo am eyl |00z Ul a1ay sem | “unauio eyl Aq
ay1 Jo AJljigenp ayi Uuo spuewisp Juediubis siseydws ayy Ind suonoss Jamojs ay | 'de| | pajuasald sbusjieyd |ealuyosy syl pue buioel
90e|d A|Jesjo Speo| [eulsayl paseasou| ay1 ybnouyy Aem-piw J0108s padeys-S 1se} sy} BY} U0 SNO0J 0} NOA Senes| SIY | "aduel
'sieaA snoinaid ul J0joe} e usaq Ajjusnbaly pue — 8UlI| YSIUL/EIS 8U} 810480 UOI1eUIqUIOD [eJjUB9 JO JBUI0D B|qISSadJeUI Jayiel INg
0OS|e sey 1eay 48namoH "SIansN ap 1INIID 181-1ybu ay) pue uidiiey aplejepy eyl BUBJaSs SIY} Ul 8ouasge sl Ag snondidsuod
BU} Ul SluUsLUa|e [el1uad ale 1yblens Buo || — SIBUJ0D MOJS JO XL BUIleUIOSE) B SI9HO Sl Jnowe|n) *oje ) 81UOJA JO alsoddo
pue spaads doy ‘ebeiusdlad amoiyi-|ni a8y, 0.1} 8081 SIY} ‘MBIA JO Julod [BDIUYI8) B WIOoIH,, 8y} sl sinoD-Aube ‘syoadsal swos ul, | WHd L L
. BUQ enwio4 urydiess
1590U0| 8y} Se paquosap Ajg1eindoe aiow aq
BUO| 0s 10} SAB) WNWIIXew PINOM }I ‘PaBpuU| ‘PJOM B} JO UOIIULSP | 4 BU}
1e pue speo| wnwixew Jspun Buiuuns ssuibus Ul JBuJo9 e Aj|eas 10U SI yoNs se pue no ey}
8y} Jeay NOA op asje alaymoy ‘|e1oads uaxel sI [erno 8yl Jo | win| ybiens Buo| ayi Joy 818y punoy aq 01 0s|e
Jayies Buiyiawios sAeme si sijodeueipu spaads doy ybiy pue Belp Mmo| ainsus 0} 8ney ale Auewlan) apISINO Salyl|Ioe) uoioNPOo.d
aWl 104 "1ybles1s sy} JO pus 8yl 1e SPU0ISS 0S|e NOA INQ ‘SUOID8S JAMO|S 8Y} JOAO UoNoel] 1s9b.e| s,Auedwo2 ayi pue ‘dnoiny pANYG
ua} J0o} 8oueULIopad 118y} JO LI 8Y1 1B pue Aljigels Buelq poob pasu NoA puey 8 10} 193Jew Juenodwil 1sow 8y} St yySN
aJe sJed ay) aJaH "yblens ayi Jo Jjey puodss 8UO0 8y1 UQ 'dn-18S Jed 8y} Ul 8SILoIdwod 3} ‘eln|oA sajes AQ passassy ‘9002
8} Jano ssalis Jenoned Jspun ssuibus B 9IS 0} 8ABY &M Sueaw Jybiens ysiulers Ul Buioes ssejo-doy wiayy Jayo 0} pauluuIsiap
BY1 YlIM ‘UON08S (B0 8y} YbBNnouy) Spuooss Og ay1 Buoje pue anNd [eno syl ybnoiyy alow a8y} ||e sn apew aney sijodeuelpuy
|INJ B 10} 810U} [N} 1 UNJ SIBALIP 8y | uoI198s 9|110JY1-|IN} Y puUe playul Iybi e Jo Ul Sjuene 8y *G00g 40 awiuioddesip ay}
"SPEO| [eDlUBYI8U WNWIXeW Japun aulbus aINIXIW 8y *8uQ BINWIOL Ul INdJID anbiun e | 1o} suQ ejnwI0H aAIBI0) ued Suej 1ods Jojowl
98d MIAIG 8yi sind sijodeuelpuy,, sljodeuelpu| Seyewl Jaulod payueg-ybly sy, uedliswy 8yl eyl buidoy Aisouis are appy, | VSN OL
uayosed zuidH jdwey AjIM uassiay | oue\ do
‘peaye DuoOoT




Media
Information
1/2006
Page 20

JeaA1se| BuiAlienb ur aiayy AYnoyip ol 106 SIsALp Paniuwad 10u s Bunsal yoiym bulnp
[elonaS pue Jesjo WO Je} S aul| [esp! 8y | ‘ebus|ieyd ‘a|Npayds 8y} ul aoeds Buiyleaiq HOYS e SMOJ|0}
. 'Seulbua ay} Joj anss! ue wia1s Apenoiped e syuasaid g Ui Yaylo syl Jeye suo X1d puelb siy | uay1eb01 swod POM UIspow
aUI028( ‘9SIN02 JO ‘PIN0D 818y sainjeladws) BuIMO||0} SUORDSS 10UlSIP IOy JO Bunsisuo)) ssield BY} pUE uonIpes] a1sym ‘sainyno Jo 1od Buiyswi
Jie ybiy ‘yoiym o3 pappy Uemod suibus Aue JO [N} 8Jom A||e10adss Sienup 8yl pue ‘Alunwilod | Siyl ul suuie uado Ylim pauodem ussq sey suQ
9J141I0BS 0} 10U SE 0S SI8UJ0D 8y} WO XD L4 810ym 8y} Jo uoneuiBew 8yl 1ybnes 1IN BjnWIOS "BuipueIsINo ale 818y ubisap Moel] pue
31 UO U0-10ds Juiod uoela8de 8yl Yoied MBU SIU} JO In0Ae| 8y | "pasieuslewl Ajleal Jonau 1eay dn-18s 8y "'G00Z Ul INGAP SI YlIM Jepusied | 4
0] SJaALp 8y} sabus|ieyd INoAe| yoes1 8y |, ay1 INg ‘sainjesadwial yobiy Bunoadxe aiem am GO0z Ul, 8} U0 82e|d S}l paules Xid puel ysung ey, | 4NL 7L
«G00¢
'SUOIIUIGUIOD JBUJ0D pUe 700z Usamiag pajgnop 1Sowe Safes 1exewl
~wejgo.d e aq 0s|e ued Jle Buljood JO A}alIeA S YHIM J0JO8S pU0Ias 8y} 0} uonusye Buimoib-salse;} s,dnoin AAAG SUl Apuanind
JO 30B| B ‘1IN21I0 8y} Uo S1ybiells JO 8ouasae Jeinoiped Aed 01 aney NOA ‘pauladuod st dn-19s s1 Areuny *Bunss} Joy seiiunpoddo ou ale
3Y1 YHAN "Op USYO Aay Se 4e0s 01 LEIS | Jed 8y} Se Jej Sy "Spunodwod aJAY Jayos unJ Ajleuuou alay} pue ainssald awi 8|geIapIsuod Japun aded
saJnjeladwia) JsWWNSPIW 8yl Usym 1eay ayl SWwea} 8y} 4enamoH ‘Aeme Je} Janau Jaslsiapun ol ||e uoneuodsues pue sied sy Buledaid Aeme
sdesy Ajleas yoiym ‘imoq dasp e Ul 18S SI 1NouIo yum ‘A ddns 1oys ul Apusnbasuod si dur) '1xeu ayy Bules|o pue dn Bumas ‘sades Usamiaq Ul e 1e
ay | "1sadepng ui sywil| Jisyl 03 ssuibus a8y} ulebe »oeq sl 11 ueyl Aep auo yoel} 8yl Wolj paies|o awoy 186 0} afeueuu 1,Uop SiIBgUUBL Wea) AUB|A|
saysnd yolym 1eay sy Si 1l ‘pesisu| "0JeuO|A| pUES 8U} SI JOUOOS OU puYy “Usamiaq Jej pue maj aie 'SIED puUe suea} 8y} Uo s8ssalls abny sadeid 1eyy
Jeq Jepus|ed ayi uo 1IN0 Aue Jo abejusdiad saniunuoddo Buiselano pue ‘@dJojumop wnuixeud pUY "9002 Ul SpuUsyaam adel 3oeg-03-30eq XIS JO NNH
31104Y3-| N} 1S9M0| 8Y3 sey BuliosebunH ay | ,, salinbal Bulosebuny A1simg eyl ‘00euOo| a1, YuNoy ayy dn ayew s4n uelebunpHuewsan) ay |, el
. Ued 8M 1saq a4y op
JAne . un1 8yl WoJj 1IXe 0} 1N0 18S &M PUB SISALP pue Wea} 8y} Jo} aJel
9le| Ul 10108} B 8 0} puUn0og ale sainjeladwal | 8yl uo sjpns| dub poob salinbal Jed ays ‘snid ‘Alljioels Jayioue 1snl Ajlenuassa si xud puelb swoy Ino
ybiy pue syoel; | Jo paiyi doy sy ui urewal pue aouewuiopad Buelq Buipuelsino puewsp MBIA JO JUlod Builiods e o) 4enemoH "U01o8s
auIbua ay3 Uo Speo| 8y} 4anamoH *L00g Jaulod ay) Ol paued spaads ybiy ayy ybnoyie WINIPEIS WOJPO10|\ 8yl apisul ataydsowie
01 dn YoeJ} 8Y1 JO 8INiesy) e ||1S Sem Yolym ‘eyjljogeled ay3 Jaye uidiiey ayi 1e si Ayunuoddo Adeulpioelxe Ue 818810 OYM ‘suej sy o}
15810} 8Y3 ydnoiyy unJ Buo| s,wIByusyo0H BuIyelIdA0 1580 8y | 818y NSS! SNoLISs e 1,Us! anJ) Ajje1oadss s ey | AMIAG J0) Uoseas auy Jo
JO SSO| 8yl WINoW ||1S | ‘uew auibus Ue Sy, Jeam aJA) 1Byl Suesw 82elNS yoely yloows ay [, | Sybiybiy ayi Jo 8Uo SI Xud pueln) uewlsn ay, | 4399 21
uayosed zuidH Jdwey Al uassiay | oue\ do
‘peaye DuoOoT




. uidiiey 821n0g e Jeab-1s1) 8y Ol

sJanLp 8y seydud Ajusppns uayl pue dn sasu
yoel} ayy se ‘Bunioxe Aenoied sheme s
80kJ 8} JO LE)S 8y | "SauIbus 8y} Uo spuewsp
Aneay aoe|(d eds 1e uoleas|s ul sabueyd sy}
‘sn|g Jepusied |4 8yl uo 1sabuo| ay3 1l Buew
‘sijodeuelpu) 1e usAs uey) poLiad snoly)

-|Iny JoBuol ApyPiis e — sanaw | zg'| 1e — Aolus
1M Aoys ‘sdwieydiodueld-edg 1e uoissaidwiod
abnoy neg Aiepusaba| ayy ybnoiyy Aem

.'SaIA1 8U1 U0 speo| Aneay Uaxe ‘quowliyoue|g
Se Yons ‘sJaulod 8y} JO [e1anas ybnoiyl
spaads ybly ay} ‘yaiym o} pappy Ajigess Jed
JO S1S8J8JUl BY} Ul PAOUBIE] [[oM SI SISSEYD 8y}
aINs ayew 0} aney siaaulbus 8y} 1eyl sueaw
SJ8UI0 JO AJBLIEA BPIM SIY] INO SWI0}0]

Jed 8y} se $9210} UoISsaIdulod 0S[e INq

‘speo| |eJate| Yim Ajuo 10u 8dod 03 eney SISALP
31 ‘a1oH "INO 1e}4 8¥E} SISALP BY3 YDIYym
‘abnoy Neg sewod uldiley 82IN0S B MO|S
ay1 Jayy ‘de| 8y Jo Lels ay) woi 3ybu noA 1y

Aep ay1 o Jeplo ay)

ale Say10}0 Wwiem pue sjooidiaiep) eoeleyd
aJa1sne ssuuspIy 8yl Jo Led paulesbul

Ue aJe SUOIIPUOD Jayieam ajgeldipaidun
‘AIPU028S "BSIan-80IA UeY) Jayles adedspue)
3U1 JO SINOJUOD BY} SMO||0} Yel} 8y ‘Ajsiiq

" yjoel] adel [einjeu, e pa|ed aq Ajgenwnsn(

UBD Y2IYM 3IN21ID 8UQ BINWLIO Buluiewal

Media
Information
1/2006
Page 21

By} ||e seb ay1 uo 100} JIBy} dasy SIBALP 8ul |, N0AR| YorJ} 8U} JO SISBIU0D BLIBIXe 8y |, Ajuo ays sI sdweyoloouel4-edg Aepoyr,, | 199 91
BZUON
e uoioe 01Ul passald S| —1IN2u1o Jaylo Aue 1e
pasn jou — abexoed olse |eloads v ‘Alessedsu L Blayy Jalleq wdi-000‘6 L 8Ul
90I0JUMOP MO| 83 UBAID ‘sisaulbus ybnoJyl yeaiq 03 Jainjoejnuew suibus 1811}
8y} Joj abus|leyd snoLas e sjuasaldal 1eyi puy | 8y3 auedaq am z00z Ul ‘panjoaul Apoghians
. 'Sljodeuelpu *dub poob a1essusb pue sgisy 8yl Jano wioJ} 10adsai 1ealf salidsul pue syoel
pue edg Jeye 1sebuo|-piIy) 8y} ‘saisw 89z‘| Alyi00Wws unJ 01 8|ge 8q 0} Sey OS|e Jed 8y} paads-ybly |[e jo Buiy ayi SI yed [eAoy
saInseaw U0I08s 1no-1ej} 1s8buo| ay | s1yblay ‘sauURIIYD 8yl Yybnouyl »oinb aq 01 YanamoH BU3 U1 1In2u10 8y | "uiebe alay) way buisas
asay1 yoeal spaads doy op 8sje alaymou "Slelalew 8y} Uo Speo| asuswiwl saoe|d yaiym 01 plemuoy Buoo] al,em pue suej Jagnes
pue 1N2JID | 4 Aue Jo abejusdiad aiodyl-|Iny | ‘Seuediyd ayj Ojul Builuod Ajinesay axeiq SIsALIp JO S8pIoy payoelie Ajleuonipel; sey adel ay)
1s89yP1y ay3 sey yoed1 uelel 8yl (O LA Yl Yim) ay | A8y 8y} ale 8210Jumop MO| 810818} ‘Reme Asuinol INoy-saiy} e 1SN *ades suloy
Jusdlad /9 1y 'saulbua uo 10| 8Y1 JO 1INJIID pue Belp mo s1yblens ayi Buoje yoinb aq o} e 0} 8AeY Wea)] paseq-|IMuUIH 8y} 1saleau
1S9p.Jey ayi SI eZUOJ\ ‘Uonsanb ou s,aiey |, /ey NOA ezuoj ul aun dej poob e 18s 0] ,, B} SI BZUOJ\ Ul X4 pUBID) Uelel 8y |, V91IGlL
uayosed zuidH jdwey AjIM uassiay | oue\ do
‘peaye DuoOoT




«Buimoy 110 sy

daay 011NJILIP 1 S&yew eyl pue — auibus
0 LA 84l yum Bg 01 dn Jo uolieIa822k [elale|
paJinseaw S\ “HN2JID |10 S ,8uUIBus 8y} Uo
speo| Aneay Ajenoied seoed Jaulod HOE |
1SBJ-BJ1N 8y "UOSESS 8y JO Japenb [eul ay)

BERETEN!

JO 1IN0 NOA B3] Ued SI0JIS JOALP ||ews ueawl
PUE 3%0BJ} 8Y} JO 8In]es) J11S1ialoeleyd Jayjoue
ale seaJe Jo-unJ |lews ay | ‘a1aymiue
15901y 8y} JO BUO SI SIBUI0D JO UOIBIIUSU0D
By} ‘paspu| -a2ed adel INOA yo abps

B} 3e) UeD 1By} pue salAl ayj uo ||01 Areay

B 93E] SISUJ0D SNoJBWINU SB)YNZNS "B}

1500 ||Im swisjgold Bulpuey Aue pue ‘Aoeindoe
1216 yum pue Apoinb alay uonosiip

abueyo 0} 8|ge 8q 0} Sey Jed 8y | '|ednd
Aeinoiued ale dej 8yl JO LIEIS BY) 1B S8SST

L uswiBas wniwa.d

By Ul Japes)| 1osjew syl S 1 Aepol pue aiay}
AIBIpISgNS B ysi|geise 0} Jayew.ed ueadoing
181} 8Y1 dwedaq Auedwod 8yl |86 L

U] ‘dnoin pAAEG 843 Jo) 18xJew Juenodwil ue
S| uede pue JlISejuUe} 8Je Suej suQ ejNWIO
asauede ay | ‘wieyd enxs sppe dled
JuswWasnwe ay} pue 1noAe| g-ainbiy e yim
1UN2JID | 4 Jua1Ind Ajuo sy I sIy1 ‘ebus|ieyo
Bunoexa Uy yoel} 81LIN0AE} JIBY] SE BYNZNS

Media
Information
1/2006
Page 22

Ul SHN2UID Jamod 8y} JO JaYioue Si exnzng,, 8Y_| "848y 1SNW e S| Jed padueeq-|[em vy, BWeU SJBALIP Auew jey) uoseas pooBb Joj Sy, Ndlr 8L

. 8Jay1 Sjepow sales G

pue salag ¢ bulp|ing eulyD Ul seliioey

uononpold umo sy sey MIAG “S00Z Ul

$S8UISNQ Ul 8sealoul Jusdlad-Qg e bulslsibal

.Jeo ay1 Jo soueleq 8y} Auedwod ayi yum ‘|jam se dnoioy ApNAG BU3

s1084e Ajgsianpe pue Buluielfb aiAy 0] spes) Jo} lenualod yimolb snowous sey 1axlew

Yolym ‘eniselqe Ajie) sl 9oeuns jeydse ay | asauIyD 8y "duQ BINULIOS YlIm paleldosse

'ybnoJyy ybnoys ||em usaq sey dn-18s saluedulod ay} |le 10} seniunuoddo Buizewe

1ed 8y papinoid ‘Bujerano 1oy 1ealb s yipim 0} Joop 8y} pauado 00z ul diysuoidweyd

. Spaads doy pue abejusadiad aj101y1-|IN} O} y0el) snossuab ay | sybiess say) uo pue PHOAA 8U1 JO punod e euly) Buiain

SOUI0D I UBym Jepusied 900 &Y UO Senuaa SJBUI02 8y} ybnoly} yiog peads Buunsus ul 1B9A 1SE| YoBl} 8y} 0} JISIA PUOJSS JNO

3auQ E|NWI0H J8Yyio 8y} 01 paiedwod peos | 8sILU0JAWOD JO PUIY SWEeS 8yl pue 8210Jumop Uo aAIsSaldull Apuuaiixa ||i1s a1em xa|dulod
-aU3-Jo-a|ppiw Alie) s11inauio leybueys ay |, ybly spuewsp 1N211D SIYl ‘exnzng a1, 1IN0 leybueys ayp Jo suoisuswipay |, | NHO Z1L
uayosed zuidH jdwey AjIM uassiay | oue\ do
‘peaye DuoOoT




. ainseaw |enba ul saulbus

3y} ||e S1D1e 18yl suo pue BuubinginN ey}
18 Uey} Jomod JO SSO| BWBIIXS 8I0W UBAS Ue
“indino syl Jo Jusdlad 1ybis awos JO Jed ay)
SoALIdep S|Ie1US SIYI YDIYM JIe JauuIy) 8y} pue
1IN0 BY3 JO apniie 8y Buiioxe Auejnoiped
1e)s 8y} oyew 0] SeAIas 0S|e auljoul SIy |
‘Buisi os|e INq Buo| Aluo 10u S| yaiym ybiens
ysiul/els ayy Aq sobeyisiu) 1e saoed

' SUOIHIPUOD Y.}

18M pue Ap Y104 Jo Aljiqissod sy} S1enod
yoiym dn-jas asiwuoidwod e salinbas usyo
ulel Jo pooyayl| Buons ay ] enssi ue
$BW008Q Algelenul Jeam aiAy sueaw jeydse
ybno. ay | dn-18s wnuindo ue spinocid

0} payeamy ale sbumas Jedwep pue Buuds
S, Jed 8y} 1ey} [eHA 1l SeXew Uoiym ‘pialy
[nBow e Jo Buiyiswos se mouy| S| sobejsiy|
'S8|0SNW 328U SI9ALP 8y} Uo aInssald ajow
UBAS SHBX8 ey} PUY "0BJ} 8SIMMI0|D-1jue

Xud puelb

Buiddib e 1o} SUOIPUOD 8Y} ||e 818810 Ojned
0BG Ul SUOIIPUOD Jayieam asianpe Ajjusnbai)
pUE ¥2eJ} 8y} JO ainjeu Buipuewssp ay |
'sgelb 1oy dn aq |jis 01 diysuoidweyd pHoAA

Media
Information
1/2006
Page 23

Jiayy ybnoayy ind Ajjeas aie sesulbus ay |, ue sI sobeliaiu] ‘iNquels| pue ejow| i, 8y} paau NoA aoel jeuly Buiioxe ue Jo4,, | V49 61
uayosed zuidH Jdwey Al uassiay | oue\ do
‘peaye BuMoOoT




Media
Information

1/2006
Page 24

BMW Sauber F1 Team

Regulations.

The only constant factor is change.

It's back to the drawing board once again for spectators, drivers and
strategists alike in 2006, with the introduction of a series of new technical and
sporting regulations.

Smaller engines: from 2006, the Formula One cars will line up with
2.4-litre V8 engines. Alternatively, derated 3.0-litre V10 engines from 2005
may also be used.

More tyres: different types of tyre are permitted for dry and wet or damp
track conditions, as well as for extreme weather. Over the course of

the race weekend, each driver is permitted a maximum of seven sets of
dry-weather tyres with no more than two specifications. However, all tyres
used in qualifying and the race itself have to be of the same specification.
During the race, tyres (of the same specification) may be changed as often
as desired. In addition, each driver may have a maximum of four sets

of wet-weather tyres and three sets of extreme-weather tyres. Only one
specification is permitted of both these types of tyre. This specification
must meet the precise stipulations governing contact area when new.

Knockout qualifying: the single-lap qualifying system of 2005 has been
axed. In 2006 the track is free for all cars between 14.00 and 14.15 hrs.
The slowest five then drop out and fill the final five grid positions in order of
lap time. After part 2 of qualifying between 14.20 and 14.35 hrs, the five
slowest drivers again drop out and fill grid positions eleven to 15. If there
are 22 or 24 cars at the start of qualifying, the slowest six drivers in each of
the first two qualifying sessions drop out.
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— Qualifying for the top ten drivers lasts for 20 minutes and lap times set
so far are erased. The remaining drivers must begin the final 20-minute
session with the same fuel load with which they plan to start the race.
Whatever fuel they use in the 20 minutes may be replaced at the end of
the session. During the first 40 minutes of qualifying, on the other hand,
the cars may be refuelled as often as desired. Drivers finishing outside the
top ten in qualifying (or the top twelve if there are 24 qualifiers) may also
refuel between qualifying and the race.

(As at December 2005)
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BMW Sauber F1 Team

3. Technology.

Chassis.

The BMW Sauber F1.06 takes to the stage.

Although the most important change to the regulations for the 2006 season
concerns the engines — down from ten cylinders to eight and 3-litre
displacement to 2.4 litres — there are also far-reaching consequences for the
chassis construction. The V8 power units are shorter, use less petrol and
require a smaller radiator surface, which has a significant effect on the car’s
design.

The minimum chassis dimensions stipulated by the FIA ensure that the cars’
overall dimensions will remain almost unchanged. “The more compact engine
gives the designers more freedom in the design of the overall car”, explains
Willy Rampf, Technical Director at the BMW Sauber F1 Team. The reduced
tank capacity of the BMW Sauber F1.06 influenced both the design of

the monocoque and the position of the engine. Added to which, the shorter
engine allowed the engineers to extend the length of the 7-speed
transmission’s titanium casing. This, in turn, encouraged the construction of

a particularly svelte rear end.

Aerodynamics in the spotlight.

Although knowledge gained from the development of the Sauber C24 has
not surprisingly found its way into the new car, the BMW Sauber F1.06 is
every inch a new design. The engineers focused in particular on
aerodynamics, widening their objectives beyond just optimum downforce to
enhancing efficiency as well. The construction, arrangement and design of all
the car’s sub-assemblies and components were based around these criteria.

The front section of the new car has been given some striking new features.
The chassis has been lowered considerably at the front, with the effect that
the lower wishbones are no longer attached below the monocoque but to the
side of the chassis. The nose of the car has also been lowered further to

the ground, with its underside curving upwards slightly. Naturally, the front
wing has been modified in line with the other changes through a host of
optimisation measures. All of these measures help to optimise the air flow
around the aerodynamically critical underbody.
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The reduced cooling requirement of the V8 engine allows not only the use of
more compact radiators, but also smaller apertures in the sidepods.

This also benefits the car’s aerodynamics. The same applies to the rollover bar
with integral air intake, which has been reduced in size due to the

engine’s lower air throughput. Plus, complex finite-element calculations made
it possible to significantly reduce the weight of the rollover bar, while at the
same time meeting the stringent safety stipulations.

The shorter engine has allowed the rear end of the BMW Sauber F1.06 to
become even leaner and more harmonious, ensuring optimum air flow over
the rear wing. The exhaust tailpipes have been moved further back from
their location on the C24. The engineers used computational fluid dynamics
(CFD) to position them in such a way that the hot exhaust gases are
channelled around structural components such as the rear suspension and
rear wing in the most efficient way possible.

The development of the rear wing will be a significantly higher priority during
the coming season. “Last year we started most races with maximum
downforce”, explains Rampf. “The high output of the 3-litre engines meant
that drag did not play a dominant role at many circuits.” That has now changed
fundamentally. The 20-percent reduction in engine displacement means

the team will be looking at making compromises at many more circuits when it
comes to downforce and drag. Whereas in 2005 the team used three basic
rear wings for high, medium and low downforce, this year there will be

a greater number of variants. “If we're also looking to achieve the top speed
which we've calculated as a target, there will only be a few tracks where we
can still run with maximum downforce”, says Rampf. And that means
aerodynamic development work will focus far more closely than in the past on
the development of finely graded rear wing variants.

New design for the suspension.

A totally new feature of the BMW Sauber F1.06 is the design of the front

and rear suspension. On the front axle, the layout is influenced significantly by
the higher attachment points of the lower wishbones, which reflect the focus
on aerodynamics. The rear axle is also a new construction. Here, modified
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kinematics aimed at responding better to the Michelin tyres were at the centre
of the engineers’ considerations. As Rampf confirms, “The new rear
suspension geometry will allow us to exploit the potential of the Michelin tyres
much more effectively.”

Lowering the front section also allows the assembly position of the pedals and
inboard front-axle components to drop by a similar degree, as well as ensuring
a lower position for the driver’s legs. All these factors help to bring down the
car’s centre of gravity.

“Our declared aim in the medium term is to close the gap on the leading
teams. The BMW Sauber F1.06 represents our first step in that direction”,
says Rampf of the team’s objectives.
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BMW Sauber F1.06 - technical data.
Chassis: carbon-fibre monocoque
Suspension: upper and lower wishbones (front and rear),

inboard springs and dampers, actuated
by pushrods (Sachs Race Engineering)

Brakes: six-piston callipers (Brembo),
carbon pads and discs (Brembo, Carbone
Industrie)

Transmission: longitudinally mounted 7-speed transmission,

carbon-fibre clutch (AP)

Chassis electronics: Magneti Marelli

Steering wheel: BMW Sauber F1 Team

Tyres: Michelin

Wheels: 04

Dimensions: length 4,670 mm
width 1,800 mm
height 1,000 mm

track width, front 1,470 mm
track width, rear 1,410 mm
wheelbase 3,110 mm

Weight: 600 kg (incl. driver, ready to drive, tank empty)
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The wind tunnel: high-tech tool and marketing instrument.
“Aerodynamics account for around two thirds of a modern Formula One car’s
performance”, says Willy Rampf. It is therefore important to give this area the
priority it deserves. In its drive to shave off those extra tenths of a second, the
BMW Sauber F1 Team can rely on the services of one of Formula One’s most
advanced wind tunnels. This facility represents the state of the art in terms

of the wind speed it can generate, the size of the test section and models, the
dimensions of its rolling road, the model motion system and its data collection
capability.

The wind tunnel has a closed-circuit design, a total length of 141 metres and
a maximum tube diameter of 9.4 metres. The total weight of the steel
elements, including the fan housing, stands at 480 tonnes. The single-stage
axial fan with carbon rotor blades, including the motor and housing, weighs in
at 66 tonnes. When operating under full load, the main fan uses 3,000 kW

of power, enabling wind speeds of up to 300 km/h. In order to eliminate the
transmission of vibrations to the building, the axial fan is mounted on vibration
dampers fixed to a solid concrete base.

The core element of any wind tunnel is the test section, where the models are
exposed to air flow. The extremely generous cross-section and length of the
rolling road create optimum conditions for achieving precise results. The tests
are carried out with 60-percent models.

The entire rolling road platform can be rotated in order to simulate not only
frontal but also side-slip conditions at an angle of up to ten degrees. It is fitted
with a steel belt which simulates the relative motion between the vehicle and
the road. The moving steel belt reaches the same velocity as the air stream,
i.e. up to 300 km/h. Located underneath the moving belt are load cells, which
are used to measure wheel lift during the tests.

As a rule, wind tunnels are not the easiest buildings on the eye when viewed
from the outside. Things are rather different at Hinwil, through, where the
designers also focused on enhancing the exterior qualities of the facility. The
building leaves quite an impression, and not just in terms of its dimensions
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(length 65 m, width 50 m, height 17 m). Indeed, the glass-clad facades ensure
that the facility wears its unique character — as a combination of industrial
installation and event venue — proudly on its sleeve.

From the outside, the building appears to be one homogeneous hall, but it
actually consists of two clearly detached elements: the wind tunnel itself and a
multistorey wing with working areas and an event platform. The two sections
are separated by a glass wall, preserving the optical connection yet forming an
effective barrier against the noise from the wind tunnel.

In the interests of achieving a strong visual impact, the central axis of the wind
tunnel tube is positioned more than eight metres above ground. With the
exception of the test section, which is embedded in a concrete construction,
the steel elements of the circuit appear to be “floating” inside the hall.

The second part of the building, with a total of four storeys, is also designed to
offer ample space. The first-floor gallery, which accommodates 150 people,
provides a very special setting for marketing and customer relations events
and seminars.

Located on the floors immediately above are the working areas for the
aerodynamic experts, model designers, model builders, CFD specialists and
other members of the aerodynamics team.

In terms of its overall concept, this wind tunnel is truly unique.

“Albert” is very calculating.

Computational fluid dynamics (CFD) offers apparently limitless options

when it comes to the calculation process in the development of aerodynamics
components. However, it does require extremely large computer-based
capacity. To this end, the BMW Sauber F1 Team can count on one of the most
powerful supercomputers not only in Formula One, but in the automotive
industry as a whole. “Albert”, as the system has been christened, was built
using a total of 530 64-bit processors by Swiss firm DALCO. The software is
supplied by Fluent.
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CFD helps to calculate the design of aerodynamic components and is an
important complement to wind tunnel work. “Aerodynamics has been gaining
steadily in importance over recent years. And this means that computational
fluid dynamics has also become increasingly important”, explains Willy Rampf.

Altogether, the new Sauber supercomputer comprises 530 processors in a
cluster architecture with dual nodes. The processors are installed in high-
density cooling enclosures supplied by American Power Conversion (APC).
These enclosures are self-contained, closed-loop water circuits that provide
up to 15 kW of cooling power per enclosure. The supercomputer comprises a
total of ten enclosures, each one metre wide, a 1.20 metres deep and

2.30 metres high, resulting in a total width of ten metres and a weight of

18 tonnes.

The technical data is as impressive as the “hard facts”: the supercomputer
boasts peak performance of 2.3 Tflop/s and is equipped with 1 TB RAM and
11 TB of hard-drive storage

To illustrate the point for non-computer experts, this means that “Albert” is
capable of performing 2,332,000,000,000 computing operations per second.
To achieve the same computing performance, the entire population of the

city of Zurich (350,000) would have to multiply two eight-digit figures every
four seconds for a whole year. The machine has over 1,085,440 megabytes of
physical memory and over 10,880 gigabytes of hard-drive storage

The virtually unlimited technical possibilities of the Sauber supercomputer are
used for analysis in the field of aerodynamics. CFD is used in the computer-
aided calculation of aerodynamic components for the Formula One race car.
This involves the use of numerical grid models that are made up of a
maximum of 100 million cells. Thanks to the new supercomputer, it will be
possible to further refine these models, thus improving the quality of the
results significantly. The extremely short calculation times possible with
“Albert” allow a large number of different variants to be evaluated. In addition,
complex driving situations can be simulated. CFD plays an important role in
the development of front, rear and auxiliary wings as well as in engine and
brake cooling.
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Computational fluid dynamics is intended to complement, rather than replace,
the work in the wind tunnel. Indeed, CFD and experimental work in the wind
tunnel are closely interlinked and thus generate valuable synergies benefiting
both sides.

In the development of a new front wing, up to 100 variants are evaluated in
two-dimensional form before roughly half a dozen of them are analysed in
3D. The most promising versions are subsequently built for the 60-percent
model and tested. CFD thus enables the wind tunnel to be used particularly
efficiently.
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Engine.

The BMW P86.

Revolution, not evolution: the Formula One World Championship will not just
be welcoming new engines to the fray in 2006, but a whole new generation of
engines. Thanks to a change on the regulations, the new V8 units with
2.4-litre displacement replace the 3.0-litre V10 powerplants which ruled the
roost last year. Heinz Paschen, the Munich-based Technical Director
responsible for the entire powertrain of the new F1 car, gives us a glimpse of
what to expect: “The new V8 engines are shorter and, with displacement
reduced by 600 cc, have lower output and fuel consumption. However, they
are no lighter, cheaper or less complex than their ten-cylinder predecessors.”

An all-new concept.

Although the V8 with the now compulsory cylinder angle of 90 degrees may
look like a sawn-off V10, technically it is an entirely separate concept with its
own specific characteristics. The V8 has a distinct firing sequence and
requires a fundamentally different crankshaft design. Whereas a 72-degree
offset crankshaft was used in BMW’s V10 Formula One engine,

V8 powerplants can feature crankshafts with either four throws spaced at
90 degrees or four throws spaced at 180 degrees. Standard production cars
are fitted with 90-degree crankshaft variants due to their better dynamic
attributes, but a 180-degree crankshaft is favoured in racing-car engine
design. The improved performance this allows offsets the disadvantages in
terms of dynamics.

As arule, we can expect the new V8 engines to have around 20 percent
less power than their V10 predecessors and 20-percent smaller radiators —
both reduced in proportion to the lower displacement.

Two cylinders are fired.

In addition to the inherent differences in the design of a V8 engine,
numerous other specification details contained in the new regulations have
sent the engineers back to the drawing board.
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Lightweight construction principles have taken centre stage. The new V8 has
to be heavier than its predecessor, even through the 2005 engine had two
extra cylinders. This season’s powerplants must tip the scales at no less than
95 kilograms. This should include the intake system up to and including the air
filter, fuel rail and injectors, ignition coils, sensors and wiring, alternator,

coolant pumps and oil pumps. It does not include liquids, exhaust manifolds,
heat protection shields, oil tanks, accumulators, heat exchangers and hydraulic

pump.

Added to which, the new regulations stipulate that the engine’s centre of
gravity must be at least 165 millimetres above the lower edge of the oil sump.
The experts had previously managed to lower the ten-cylinder engine’s centre
of gravity to the benefit of the car’s handling. However, the longitudinal and
lateral position of the V8’s centre of gravity has to be in the geometric centre
of the engine (+/-50 millimetres). For the technical commission, checking that
everything is in order no longer consists of a simple weighing process.

Now, making sure that the rules have been observed involves weighing on two
levels and making calculations according to the lever principle.

Previously a closely guarded secret, the dimensions of the cylinder bore are
now limited to a maximum 98 millimetres. The gap between the cylinders is
also set out in the rulebook — at 106.5 millimetres (+/— 0.2 mm). The central
axis of the crankshaft must not lie any less than 58 millimetres above the
reference plane.

Farewell to variable intake systems.

Another critical change in the regulations is the ban on variable intake
systems. Known as “trumpets”, these systems could previously be used to
optimise the car’s torque curve. The fixed duct lengths will now make
achieving good engine driveability a more exacting challenge. “The teams will
have to devote a lot more time and effort to this area”, confirms Paschen. “We
have to strike a compromise between maximum power and good driveability.”
Where the best compromise for the pipe lengths is to be found depends on
various factors. The track layout and the weather, for example, both play a role.
The teams will favour one set of intake pipe lengths for circuits with long
straights — like Monza, Indianapolis and Spa — where power is critical, and a
different selection for twistier grand prix tracks such as Budapest and Monaco,
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where driveability relegates raw power to the back seat. The same applies to
different weather conditions. Joining variable intake systems on the black list
are variable exhaust systems and variable valve control systems.

The power supply to the engine electrics and electronics is limited to a
maximum 17 volts and the fuel pump now has to be mechanically operated.
Only an actuator may now be used to activate the throttle valve system.
With the exception of the electric auxiliary pumps in the petrol tank, all sub-
components must now be driven mechanically and directly via the engine.

“Sensibly, a long list of exotic materials have been excluded”, says Paschen in
reference to another chapter of the regulations. “Now we are all working with
the conventional titanium and aluminium alloys stipulated in the regulations.”

That means there are now fewer differences in the technical make-up of the
various manufacturers’ engines. However, this does not mean that the
challenge for the engineers has been in any way diluted. As Paschen explains:
“It’s all about who can find the best solution within the framework of the new
rules in terms of thermodynamics and mechanical dynamics.”

Indeed, mechanical dynamics and vibrations represent a particularly critical
area of development for the new generation of Formula One engines.

The V8 units have different firing sequences and intervals from their V10
predecessors, which leads to a totally different situation in terms of vibrations.
The V10 entered a critical area between 12,000 rpm and 14,000 rpm.
However, this was not an issue as the engine did not spend much time in this
rev band and smoothed itself out again once the driver stepped up the

revs. And, since the upper rev band was where it spent the majority of its time,
vibrations were not a worry. A V8, on the other hand, is not so well off. Its
vibration curve enters critical territory later than the V10 — from approximately
16,000 rpm — and continues to climb from there.

It's therefore no longer possible to think in terms of getting through a difficult
patch and everything will be all right. Now, the problem of constantly
increasing vibrations has to be confronted head on. “If you don’t get a handle
on vibrations”, says Paschen, “they will eat into the service life of the engine
and multiply the loads exerted on chassis components. In order to get on top
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of this problem, the calculation and analysis of each individual engine
component has to be totally reliable. However, analysis of the individual
components is only part of a larger challenge. Determining how they work with
and against each other in simulations of the overall system is the main task.”

Regarding the costs involved in the changeover from V10 to V8, Paschen pulls
no punches: “The manufacturers had a deep well of experience with the

V10 concept and that helped to keep development costs down. The expense
involved in developing a whole new unit, though, is huge. At least in the

initial development phase for the V8, a relatively small reduction in cylinders
has meant a relatively large hike in costs.”

Development work from November 2004 to March 2006.

Development work on the BMW P86 V8 began in late November 2004. “In an
ideal world, you would have 18 months to develop an engine”, says Paschen.
“However, as it only became clear at a relatively late stage that V8 engines
would be stipulated in 2006, we have had to make do with 15 months up to
the first race.” The teams also found themselves faced with a key rule change
at short notice last year. In July 2004 it was announced that the engines for
2005 had to last through two GP weekends. Plans to introduce the BMW P85
in 2005 were shelved as a result and the P84/5 was drafted in to take its
place. The designation P86 restores the natural order of the naming tradition.

The champagne was flowing at BMW’s Formula One engine factory at
Anton-Ditt-Bogen in Munich in May 2005 after the first-specification P86
successfully completed its opening examination on the test rig. An updated
specification made its track debut in Jerez on 13" July 2005, when

Antonio Pizzonia climbed in behind the wheel of a Williams chassis modified
to accommodate the new engine. A further developed version was fitted

in the interim Sauber chassis which began winter testing in Barcelona on 28"
November 2005.

The BMW P86 changed again ahead of the first rollout for the new car on

17" January 2006. As Paschen explains: “The development of an engine is an
ongoing process which runs throughout the season. Indeed, we continue to
work on further optimisation measures right up until the latest-specification
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unit is loaded onto the plane for the final overseas races of the season.
By this time, the process has already long been taking place in parallel with the
development of the engine for the following season.”

Under the microscope.

Before a new specification reaches race readiness, it has to successfully
complete an extended session on the dynamic test rigs. BMW first introduced
the new-generation engine to these testing facilities, which stretch out over
several floors and fill entire halls, in autumn 2005. The exacting challenge for
the new powerplant remains unchanged: 1,500 kilometres on a pre-
programmed circuit profile based on Monza. No other GP venue can match
the full-throttle percentage of the Italian track.

Engines earmarked for transportation to the race venue complete a rather
more gentle functioning check on the test rigs. This is followed by quality
checks, with the oil undergoing spectrometer analysis to identify any metallic
residue. Then it’s time for action on the track.

Endurance stamina and sprinting prowess.

From the outset, the new V8 engine has to display the same durability shown
by its tried-and-tested predecessor in 2005, with two full race weekends

to be negotiated. The current regulations require the engines to cover up to
1,500 kilometres — four times the distance their 2002 forebears had to
contemplate.

“People like to refer to the limit of what is technically feasible, but to me there
is no such set limit”, affirms BMW Motorsport Director Mario Theissen.

“Each new innovation pushes back the boundaries a little further.” It is an
assertion borne out impressively by the development of the peak engine
speeds achieved by BMW’s F1 powerplants over the years. The final evolution
of the P82 engine used by BMW in 2002 reached 19,050 revs per minute.
From 2003 the demands placed on the engines multiplied and the teams had
to coax one powerplant through both qualifying and the race itself — a total

of some 400 kilometres. It was almost like forcing a marathon runner to sprint
one lap of the track just before the start of his race.
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BMW belied the apparent limitations imposed by the punishing new directive
by further boosting revs and output in their 2003 engine. The BMW P83
recorded an impressive 19,200 rpm at the season-ending Japanese

Grand Prix, developing well in excess of 900 bhp in the process and providing
a model of reliability. The team’s only engine failure during the season —

in the Austrian Grand Prix — was caused by a leak in the water cooler.

The one-engine-per-weekend rule was introduced in 2004, doubling

the distance the engines had to cover. In 36 starts the team suffered just one
engine fault, which was traced back to a defective part. By the start of the
European season in Imola, BMW could confidently release the peak engine
speed - topping 19,000 rpm once again — over the entire race distance.
“And that was in seventh gear as well — the highest gear, where the engine
spends most of its time”, emphasised Theissen.

In 2005, as the mileage the engines were expected to cover was doubled
once again, a general reduction in engine speeds was widely predicted.
However, the final evolution of the BMW P84/5 once again breached the
19,000 rpm barrier, developing peak output of 940 bhp. This time, there were
to be two engine failures in 38 starts. On both occasions, the temperature
limit for the coolant was exceeded, causing the engine to overheat and cut out.

A Formula One engine has to complete various disciplines between the Friday
and Sunday of two successive GP weekends. In free practice, where the

car set-up is fine-tuned and a decision made on tyres, the teams preserve
their engines by throttling back engine speed and limiting their number of laps.
The high-stakes shootout of qualifying, however, allows no such luxuries.
“During a race, on the other hand, you can vary engine speed”, says Paschen.
“If a driver is in a promising position, he has to be able to push the engine

to its limit at any time, but if he is stuck back in a bunch or has moved clear of
the field in the latter stages of a race, you can always reduce the revs slightly
on the Sunday to give the engine a bit of a breather.”
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Yesterday the engine, tomorrow the entire powertrain.

With the formation of the BMW Sauber F1 Team, the Munich-based BMW
engineers will see their roles extended to cover new areas. Starting with

the car for the 2007 season, they will be responsible for the entire powertrain.
The transmission for the 2006 car was developed at Hinwil.

BMW had already built up a Formula One transmission department during its
partnership with WilliamsF 1. The aluminium transmission casing was made

in Landshut using a sand-casting process, while other transmission parts were
sourced from the BMW F1 factory. Gear wheels were produced at BMW's
Dingolfing plant alongside components for road cars. Armed with this
considerable preparation, the support of BMW’s Research and Innovation
Centre (FIZ) and the new Anton-Ditt-Bogen testing facility, the Munich

experts are ready to embrace their new responsibilities.

The demands placed on a Formula One race transmission are huge.

The aim for the new 7-speed transmission is to combine maximum rigidity
with a lightweight construction, low centre of gravity, compact dimensions
and the shortest possible shift times.

Synergies between F1 and production car development.

“The Formula One project is a vast technology laboratory for BMW”, says
Theissen. “The new challenges presented by grand prix racing as far as the
engine and transmission are concerned will serve to accelerate the pace

of development across the whole company. The creation of synergy effects
between F1 and volume production was a key prerequisite for our return to
Formula One in 2000. And we are constantly introducing effective measures
to speed up the transfer of technology.”

It was therefore clear from the start that the BMW power units for the blue-
riband category of motor racing would be developed and produced in Munich.
The BMW Research and Innovation Centre (FIZ), a type of automotive

think tank, plays a key role in this process. The F1 factory was built less than a
kilometre away from the centre and the two facilities are interconnected.

“The FIZ represents the future of BMW, with elite engineers working in state-
of-the-art research and development facilities”, says Theissen. “The FIZ is
given vast resources, from which we benefit directly. At the same time, due to
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the extreme technical challenges and pace of development demanded
by grand prix racing, the company’s involvement in F1 represents a unique
proving ground for our engineers.”

BMW has made the vision of a seamless process chain a reality, following the
development of the car from concept to construction, casting, component
production, assembly and testing all the way to race action on the track — and
all under its own roof. Transportation of parts — and the quality problems

this can cause —is no longer an issue, and the expertise acquired within the
company can be channelled directly into the development of production cars.

A cast of experts.

The casting quality of the engine block, cylinder head and transmission

plays a crucial role in determining the performance and durability of the power
units. Advanced casting techniques, coupled with high-precision process
management, enable lightweight components with impressive rigidity.

To ensure that production models benefit from these developments, BMW
has its own foundry in Landshut. In 2001, this was joined by a dedicated F1
casting facility. “The two departments are jointly managed”, explains Theissen,
“and that ensures a constant exchange of information and expertise.”

The same sand-casting procedure as is used for the production of the
Formula One V8 engine is also applied to oil sumps for the M models,

the intake manifold for the eight-cylinder diesel engine and prototypes

for future generations of engines.

Virtually at the same time as the F1 foundry went on stream, an F1 parts
manufacturing facility based on the same template joined the series
production facility. This is where the team make components such as the
camshafts and crankshafts for the F1 engine.

Electronics for the race track and the road.

The demands placed on the engine management system of a high-rewing
Formula One engine, which must also be driveable at low speeds, are
immense. Ignition timing and fuel supply have to be seamlessly coordinated
on a millisecond-to-millisecond basis in order to achieve optimum efficiency.
The ambitious aim is maximum performance coupled with minimal fuel
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consumption. Low consumption means both better lap times and greater
flexibility for the race strategy. Apart from engine management, the on-board
electronics are also responsible for monitoring all functions.

With the backing of the electronics experts at the FIZ, BMW had the
confidence from day one to develop the F1 engine management system
in-house as well, rather than turning to established motor sport specialists.
Engineers normally devoted to developing the electronics for the M models
also created the engine management system for the F1 engines. The
expertise they gained in the process filters back into series production. Top-of-
the-range BMW cars, such as the 7 Series and M models, have long featured
two new types of microprocessor which BMW first used and tested in

Formula One. Added to which, data storage technology which had first proved
itself in F1 was used to hone internet access and the navigation system

for the BMW 7 Series. “Function monitoring systems are another area where
our accumulated knowledge is used to enhance road cars”, Theissen adds.
“Early warning systems and automated electronic intervention technology can
play an important role in enhancing safety and guarding against damage in
production cars as well as racing machines.”

Another transmission innovation from Formula One has proved its mettle in
the BMW M3, M5 and M6: the “Sequential M Gearbox - SMG with
DRIVELOGIC”. The SMG drive concept delivers F1 transmission technology
for everyday use. The driver changes gear electrically via paddles behind

the steering wheel. As in Formula One, an electrohydraulic system replaces
the mechanical clutch and shift process, and SMG users can similarly keep
their foot on the accelerator while changing gear.

Materials development and model construction.

Materials which are both extremely lightweight and impressively robust
remain the holy grail of grand prix teams under the new F1 regulations.
The materials research section at the FIZ provides crucial input for the
development of BMW’s F1 engines and transmissions, with aviation and
aerospace technology frequently serving as a basis. Some highly promising
developments, which as yet remain too expensive for use in production
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models, have already found their way into BMW’s F1 project.
This opportunity to introduce fresh technological blood helps the engineers
to continue developing innovations for series production.

In the relentless environment of Formula One, you have to react quickly to
make progress and overcome hurdles. The number of design modifications to
a Formula One engine over the course of a season is on a par with those
introduced for the entire range of production engines.

In order to shorten the “new design, new tools, new components” process,
the BMW F1 team can turn to the Rapid Prototyping/Tooling Technology
department of the FIZ. Once the necessary parts have been designed — using
a CAD system — computer-controlled machines use laser beams or three-
dimensional pressure technology to create scale models made out of resin,
plastic powder, acrylic, wax or metal. That enables installation and interactions
to be simulated without delay, allowing any necessary modifications to be
carried out before the final manufacturing process gets underway.

BMW P86 - technical data.

Type: normally aspirated V8
Bank angle: 90 degrees
Displacement: 2,400 cc

Valves: four per cylinder
Valve train: pneumatic

Engine block: aluminium

Cylinder head: aluminium
Crankshaft: steel

Oil system: dry sump lubrication
Engine management: BMW

Weight: 95 kg
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Full-throttle circuits and go-kart tracks.
The characteristics of the grand prix circuits make a wide range of demands
on the Formula One engines. At times peak power is called for, at others more
is gained by good driveability. Sometimes heat introduces an added burden,
and occasionally leaves can pose a hazard.

GP Full-throttle | Top speed Longestflat- | Specific demands on the engine

ratio @ race | race out section

BHR | 61 % 3259 km/h | 1,007 m Fine-meshed air filter for protection
against desert sand

MYS | 57 % 315.7 km/h | 804 m Bigger or extra air intakes and outlets
due to heat

AUS | 58 % 317.9km/h | 689 m -

SMR | 60 % 3124 km/h | 629 m -

EUR | 55% 3171 km/h | 726 m -

ESP | 60 % 327.3km/h | 982m -

MCO | 41 % 302.5km/h | 502 m In the Loews hairpin, engine speed
drops below 5000 rpm in 1% gear

GBR | 55 % 3229km/h | 876 m -

CAN | 60 % 334.5km/h | 995 m Radiators are easily blocked by
leaves from the surrounding trees

USA | nfa nla 1,820 m On the oval section, drivers go flat
out for more than 20 seconds

FRA | 53% 313.8km/h | 898 m -

GER | 61 % 318.0km/h | 1,047 m -

HUN | 48 % 318.0km/h | 693 m No long straights, frequently hot
races, hardly any cooling air

TUR | 60 % 329.3km/h | 1,190 m -

ITA 67 % 369.4 km/h | 1,268 m The quintessential race track — with
the highest full-throttle percentage
in the GP calendar

BEL | 60 % 330.8km/h | 1,821 m Inclines and the longest full-throttle
section if Eau Rouge is taken flat out

CHN | 50 % 337.8km/h | 1,341 m -

JPN | 58 % 3254 km/h | 1,205 m In the 130R turn the oil system has
to withstand lateral loads of 6g

BRA | 56 % 322.4km/h | 1,203 m The altitude (800 m above sea level)
curtails performance of every engine
by approx. 8%

All information based on data gathered by BMW in the 2005 races.
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Stats and facts.

The 2006 Formula One calendar has 19 grands prix. Only once before
in the history of Formula One were as many races held: in 2005.

The race venues are spread across 17 countries and four continents.
A total of 1,182 race laps are lined up for the drivers.

At the start of season 2006, Hinwil and Munich will have around
300 employees each working for the BMW Sauber F1 Team.

By the end of 2007, the workforce in Hinwil is set to expand by a further
100 staff.

The entire crew on a grand prix weekend numbers up to 100.

Air freight for a grand prix tips the scales at more than 30 tonnes.

This includes at least four chassis, six engines, tyres, spare parts, tools,
more than 50 computers, 100 radio sets with headphones,

and pit garage equipment.

The transport fleet for the European grands prix comprises five trucks
from Hinwil, one engine truck from Munich and special carriers for the

team’s hospitality facilities.

On a GP weekend, a team uses up to 1,200 litres of fuel, between
60 and 80 litres of engine oil and up to 30 litres of transmission oil.

Between set-up and dismantling at a hot race, the team and its guests
will consume up to 3,300 litres of mineral water and soft drinks.

A Formula One driver loses an average two kilograms of body weight
during every grand prix.

The average temperature in the cockpit is 50 °C.
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The steering wheel is a computer and control centre. On the display,
drivers can monitor at least 15 functions, including basic information such
as selected gear, engine speed, fuel supply and temperatures. Behind

the steering wheel is the shift paddle. Nick Heidfeld pulls the right side of
the paddle forward to change down a gear and the left side to change up.
Jacques Villeneuve prefers a different configuration, pushing to change up
and pulling to change down. The steering wheel also has buttons for the
pit radio, drinking bottle and program selection for the engine
management and differential settings.

A modern Formula One helmet is made of carbon and, to meet
regulations, may not exceed 1,800 grams in weight.

To produce a Formula One driver’s seat, a foam shape is first created
using PU pellets in which the driver sits. The impression is scanned
before a seat shell is shaped out of carbon and finally covered. The
production process takes around 24 working hours and the seat weighs
between 2,000 and 3,000 grams.

A Formula One race car takes 4.2 seconds or a distance of 170 metres to
come to a complete standstill from 300 km/h. This is made possible by the
extremely high downforce in the upper speed range, which increases

tyre grip accordingly. To brake from 200 km/h to zero takes 3.7 seconds or
100 metres.

In extreme braking manoeuvres, drivers are pressed into their harness
with a force of 5g.

Carbon brake discs and pads require an operating temperature of at
least 550-650 °C. During braking they reach temperatures in excess of
1,000 °C.

Formula One tyres may heat up to 130 °C. Beyond this threshold they risk
blistering.

It takes the team at least eight working hours after a race to dismantle a car,
test and replace individual parts and reassemble the racer.



Media
Information

1/2006
Page 47

Assembling the BMW engine takes around 120 working hours.

More than 200 units of the BMW P86 engine are built for rig testing,
test drives and races.

The BMW P86 engine is made up of 1,105 different parts. In total it
comprises some 5,000 parts, which is only around 200 fewer than in the
previous ten-cylinder P84/5.

1,329 CAD drawings had already been produced for the first test of the
BMW P86 V8 engine on 28" November 2005.

Maximum piston acceleration of the BMW P86 is 10,000g. Peak piston
speed is 40 metres per second — or from zero to 100 km/h in

0.3 milliseconds. This exerts a force of almost three tonnes on the conrod.
The average piston speed is approx. 26 metres per second.

The exhaust reaches a temperature of up to 950 °C, while the air
temperature in the pneumatic system rises to 250 °C.

Over an average race distance of 300 kilometres, the BMW V8 engine
undergoes around eight million ignitions per grand prix.

When the car returns to the pits during practice or qualifying, oil samples
are taken for spectrometer analysis in the pit garage. Metal traces in the oil
provide important clues as to the state of the engine.
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BMW Sauber F1 Team

4. Drivers.
Nick Heidfeld.

The “aha” effect.

Nick Heidfeld, it has to be said, is a bit of a revelation. On the surface he

may seem like just a goody two-shoes, shy, boring even. But that couldn’t be
further from the truth. It's easy to underestimate the man from
Maonchengladbach. After he roared into the limelight in 2005 with two second-
placed finishes and a pole position, he was hailed as the surprise of the
season. Yet most observers have no idea that he is also a party animal who
hits the dance floor clad in funky gear, is passionate about modern art, and
regularly pushes engineers to the limits of their capacity. But it suits Heidfeld
that this side of him is not very well known. In Formula One he wants to be
judged by his performance alone. He values the stopwatch as an honest critic.

He is self-confident. He knows what he is capable of. When it came to the
weeks of competitive testing with Antonio Pizzonia in 2005 for a cockpit place
in the BMW WilliamsF1 Team, he handled it all with aplomb and won out in
the end. But he’s not one for interviews on the grid. “I still get nervous before
the start of a race”, he confesses — despite two decades of track experience.
He turns 29 on 10" May 2006.

As a young nipper not yet five years old, he was already riding Motocross with
his younger and elder brother. Small machines with 50 cc engines provided
two-wheeled fun aplenty. “Until | had an accident where | got my leg stuck
between the wheel and the mudguard, and unfortunately the engine was
jammed at full throttle...”, Heidfeld recalls the painful loss of his calf muscle.

He wanted to take up go-karting when he started school: “But | was too small.
At the hire kart tracks they had these bars. If you could walk under them you
weren't allowed to drive.” But then on one of numerous family outings to the
Ndrburgring he finally made his debut. With two tyres and a blanket wedged
behind his back, he was allowed to take to the brand-new karting track. By
passing his father Wolfgang and leaving him trailing, Nick Heidfeld qualified for
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his very own go-kart, which he was given at the age of eight. Through club
championships in Kerpen-Manheim, national races and involvements in
European and World Championship races, he had a thorough apprenticeship
and collected trophies the way other kids collected bubble-gum cards.

Impressive Formula racing debut.

At the age of 17, Heidfeld dominated the German Formula Ford 1600
Championship with eight wins in nine races. A year later he took the title in
Formula Ford 1800. In 1996, aged 19, he was the youngest driver on the
grid of German Formula 3 and gained an instant foothold with three wins and
third place overall, as well as claiming pole position and a race win in the
Formula 3 World Final on the challenging Macau city circuit, and third place in
Formula 3’s European showdown at Zandvoort.

Even before the start of the 1997 season, Nick Heidfeld was being heralded
as the up-and-coming Formula 3 Champion, particularly as Mercedes was
also applying some polish to the rough-diamond driver. His first Formula One
test drives drew the attention of the media. At the time, Formula One was
enjoying a tremendous boom in Germany in the wake of Michael
Schumacher’s first two World Championship titles. Heidfeld was nothing if not
single-minded. He had the talent to win the championship, and in the

Opel Team of Bertram Schafer he also had the right material at his disposal.
He began turning this potential to good account, pulling off a coup with five
wins in the German Championship. After winning the Formula 3 Grand Prix in
Monaco, his name began appearing in international lights too.

Masterstroke in Formula 3000.

1998 and 1999 would become even more intensive learning years. Heidfeld
contested the International Formula 3000 Championship, taking three wins
and ending as championship runner-up in the first year. In the second year,
four wins were enough to secure him the title. “My team manager David
Brown was a very good engineer”, says Heidfeld. “He had already worked with
Ayrton Senna and Nigel Mansell, among others, and he taught me an amazing
amount when it came to the setup.” Heidfeld’s committed approach to

setup work and his know-how have also made an impression in Formula One.
“Nick can work with great precision. He’s every engineer’s dream”, says

BMW Motorsport Director Mario Theissen. “He is a courageous and fast
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driver, but also an analytical and meticulous worker. Besides, he knows
both the sites and workforces of the new BMW Sauber F1 Team. He will be
invaluable to us during the difficult starting phase.”

Heidfeld gleaned his first Formula one experiences in 1999 as a test driver for
MclLaren-Mercedes. That same year, he was part of the Mercedes driving
squad for the Le Mans 24 Hours, from which the cars had to be withdrawn,
however. In 2000, he found a job with Prost as an F1 team driver. “Hopes were
high”, he recalls. “The team had good people and good sponsors. But in

the end, we didn’t earn a single point. There were a lot of races | didn’t even
manage to finish.”

There followed three years with Sauber. In 2001, he earned his first podium
place in Brazil. “It was a great time”; says Heidfeld, “| felt very good with
Sauber and always kept up friendly relations, which | can now build up on
again. I'm really looking forward to it.” It was at this time time, too, that he set
up base privately in Switzerland as well with his girlfriend Patricia. “Monaco
was always fun for a few days, but it wasn’t what | was seeking for the long
term.” Meanwhile, he has bought a house in the Swiss town of Stafa. “Built in
the mid-19" century,” he points out. Its gym, modern interior features and
modern art are in stark contrast to the traditional style of living. “The area is
ideal for cycling.” Heidfeld’s fitness regime also includes tennis, golf “and a lot
of other sports. | enjoy everything. There isn’t a single sporting discipline that
| favour above the rest.”

Variety is the spice of life. Despite his growing attachment to nature,
Heidfeld wouldn’t want to miss the bright lights of the big city. Zurich is just a
15-minute drive away.

On 3" July 2005, the house in Stafa welcomed a new occupant: baby
daughter Juni is a Sunday child, which added to the expectant father’s stress
in Magny-Cours. Even before the start of the race he knew the birth was
imminent. Technical problems threw him back into a hopeless position, but
due to the qualifying format there was still a chance of achieving a better
starting position for the timed lap in the next GP if rivals retired from the race.
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Heidfeld chased the field all the way to the finish, dashed off to the airport —
and made it just in time to be there at the birth of his daughter. “No matter how
you imagine it's going to be, it's an experience you just can’t describe and a
source of great happiness for Patricia and me.”

Tough winters.

He didn’t always strike lucky. At the end of 2003, his three-year contract with
Sauber was not renewed. There followed a tough winter. “I was glad to get the
opportunity to drive for Jordan, even though | knew it was going to be a very
difficult season. Halfway through the season there simply wasn’t any money
left for development work.” Heidfeld does not complain, he merely states a
fact. The next winter was tough for a different reason. He had to prove himself
against Pizzonia in an elimination procedure. The question was: who will be
the second team driver and who will be test driver? It wasn’t until just before
the presentation at the end of January that Frank Williams informed Heidfeld
that he had been selected. For Heidfeld it was a well-earned reward and a
chance to show what he was capable of in 2005. He made his mark on track
with speed and sensational passing manoeuvres, and behind the scenes with
his well-founded expertise.

An accident during testing caused by a broken wheel suspension in Monza in
August signalled an early end to the season for him. After free practice in
Monza the following weekend it was clear that concussion and back problems
would not permit him to race. The race in Spa a week later also fell through
for him. That weekend things got worse for Heidfeld: to find out whether his
raised pulse was still causing him a headache, he had leapt onto his bicycle in
Stéafa. The accident that ensued was his own fault, as he admits: “l failed to
see a motorcycle at a crossroads”, he said, kicking himself, and had to spend
the remaining weeks of the season nursing a cracked shoulderblade. Yet he
had made such a deep impression that BMW swiftly signed him on for the
2006 season. “That’s my next chance”, says the German. “I want to win races
and become World Champion. But I'm also a realist: a new start like this isn’t
easy. We're going to have to work hard and exercise a lot of patience.”
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Interview.
Questions to Nick Heidfeld:

You like to go to races with your family. How important is their
company?

For me it’s a kind of morale booster — not so much at the circuit as in the
evenings. It helps me switch off better. I'm always really pleased if somebody
from the family — or Patricia — comes with me. But you have to remember

that for them the days are pretty boring because | have so little time as a driver.

Will Patricia be joining you again with baby Juni?

She'll certainly be attending a few races, though not as many as in the past.
Juni will travel with her but won'’t be at the trackside. | don’t believe that’s the
right place for a baby. Juni will be better off back in the hotel with her
grandmother.

In what way has Juni changed your life?

Hugely! Before she was born | talked to people who tried to explain to me what
it's like. But the reality has far exceeded anything you can imagine. For me it’s
the most wonderful thing in the world to have a child like Juni. And we plan to
have more kids. This hasn’t meant Formula One has become less important,
but life has simply taken on another meaning. | also sense how I'm better at
coming to terms with failures when | can go home to little Juni.

Is cycling still a hobby after your accident?

Oh, definitely. | stopped cycling for a while because it took a long time for my
shoulder to heal properly. And | prefer my mountain bike again rather than the
racing bike. It's more fun and also less dangerous riding it in traffic. Provided,
of course, you don’t get too adventurous going downhill. | would enjoy that,
but the risk of a tumble is too great.

What differentiates the Swiss and the Germans?

In my view the Swiss are a little bit more reserved than the Germans.
Other than that, as far as one can generalise at all, | think that a lot of what
people say about the Germans applies to the Swiss as well. Things like
punctuality and precision, for example.
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Did you ever wish you were taller?

If | had designed myself, | might have been a bit taller. But I've never been
bothered by my height, and anyway in motor racing it gives you a certain
advantage.

Are you a happy person?

Yes, | am. Especially now with the family. Of course I'm not one hundred
percent happy all of the time, but | don’t suppose anyone is. | believe you get
used to everything — unfortunately the good things as well. And | also

set myself goals which | want to achieve. First and foremost the World
Championship.
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Biography.

Nick Heidfeld.
Born:
Nationality:
Residence:
Website:

Marital status:
Height:

Weight:
Hobbies:
Favourite food:
Favourite drink:
Favourite tracks:
First drive:

First race:
First win:

Career highlights.

1988-1993

1994

1995

1996

10" May 1977/Ménchengladbach (GER)
German

Stafa, Switzerland
www.nickheidfeld.de

Partner Patricia, daughter Juni

1.64 m

59 kg

Sport, eating

Liver

Orange juice spritzer, virgin pina colada
Suzuka and Macau

Aged nine with his father’s car on the
Kerpen-Manheim karting track

1986, Kerpen-Manheim karting track
1987, Kerpen-Manheim karting track

Karting successes, first at a national level, then qualified
for European and World Championship

Winner of the German Formula Ford 1600
Championship, eight wins out of nine races

Winner of the International German Formula Ford 1800
Championship, four wins

3" place German Formula 3 Championship, three wins;
pole position and race win at the Formula 3 World Final
in Macau; 3" place Formula 3 Masters in Zandvoort
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1997 Winner of the German Formula 3 Championship,
five wins;
winner of the F3 Grand Prix Monaco;
Formula One test (MclLaren-Mercedes)

1998 2" place European Formula 3000 Championship,
three wins; Formula One test driver
(McLaren-Mercedes)

1999 Winner of the European Formula 3000 Championship,
four wins; Formula One test driver (McLaren-
Mercedes)

2000 Formula One World Championship (Prost Peugeot),
no points

2001 8" place Formula One World Championship

(Sauber Petronas)

2002 10" place Formula One World Championship
(Sauber Petronas)

2003 14™ place Formula One World Championship
(Sauber Petronas)
2004 18" place Formula One World Championship

(Jordan Ford)

2005 11" place Formula One World Championship
(BMW WilliamsF1 Team)
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Formula One statistics pre-2006.

First grand prix

Australian GP, Melbourne, 2000

GP starts 98

Pole positions 1
European GP 2005

Wins -

Podium places 4
3 place Brazilian GP 2001
3" place Malaysian GP 2005
2" place Monaco GP 2005

2" place European GP 2005

World Championship points

56
2001: 12/2002: 7/2003: 6/
2004: 3/2005: 28

Fastest laps
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Jacques Villeneuve.

High speeds, sandals and steel-rimmed specs.

He was the golden boy of F1 when he set his Williams Renault on pole at his
debut in Australia back in 1996, and he was team-mate Damon Hill's closest
challenger for the world title that season. Only an incorrectly mounted oil pipe
prevented him from winning that race in Melbourne.

Subsequently he traded that instant speed — only Mario Andretti and Carlos
Reutemann had previously started their first grand prix from pole position —
into victory at the fourth attempt and went on to add three more race wins, two
more pole positions and six fastest laps to his tally that season. A year later

he was World Champion. The manner in which he had taken his Williams
round the outside of Michael Schumacher in the last corner at Estoril, and later
his pounce on the German in Dry Sack (turn 6) at Jerez, which resulted in

their controversial collision and in Villeneuve cementing his title, provided two
of the most outstanding passing moves and two of the most hotly debated
incidents in recent history.

Father and son.

Not a natural conformist, Jacques Villeneuve has always courted controversy.
Already in his Formula 3 days he was far a far cry from the dapper athlete
outside the cockpit. He unabashedly sported a long ponytail, steel-rimmed
specs, sandals and an mischievous charm. When he came into F1in 1996 he
upset some purists with his downbeat reaction to the inevitable questions
about following his illustrious father, the late Gilles, who raced for Ferrari in the
late 1970s and early '80s until his death in practice for the Belgian Grand Prix
at Zolder in May 1982. Villeneuve was not about to wear his heart on

his sleeve just to satisfy the needs of others and refused to say the romantic
things that some wanted to hear.

Instead, it took him no time at all to demonstrate his candour and a penchant
for saying exactly what he was thinking. It is an innate honesty that has led him
into trouble at times, notably when criticism of the FIA, the sport’s governing
body, resulted in him being summoned from Canada to Paris just prior to the
1997 Canadian race in Montreal on the track named after his father.
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Villeneuve merely shrugs at such things. “l have always spoken my mind”,
he says. “l was brought up to say what | feel, that’s all. Why would | behave any
other way?”

Honesty and honour are two key cornerstones of his character. He is often
described as a maverick, but once you understand those factors everything
else falls into place. Besides speaking his mind, he has a code of driving
ethics of which his father would have been proud. For father and son, the
manner in which they fought a race was often more important than the actual
result, and like his father he has always regarded the correctness of the tactics
you adopt while defending position as a crucial part of his make-up as a racing
driver. Look back over his lengthy career, with its eleven victories and that
World Championship crown, and you will never find Jacques Villeneuve pulling
unsporting moves on his rivals.

Equally, he has firm ideas on how he wants a car to be set up and always likes
to work very closely with his engineers. At Williams his preferences flew in
the face of perceived engineering wisdom within the senior management, but
he was undeniably quick and competitive as he resolutely ploughed his own
furrow.

The courage to move on.

His critics said he left the team at the end of 1998 purely because of the
money he was offered to go to the newly emergent BAR team, which grew out
of Tyrrell. Villeneuve has always denied this and part of the decision was

down to his loyalty to long-time friend and manager Craig Pollock. He believed
in Pollock’s dream, and typically was brave enough to want to go with him in
pursuit of it. A lesser man might have stayed where he was, but Villeneuve has
always liked taking chances.

That trait, after all, was what had already helped him to win the 1995
Indianapolis 500 and that season’s CART IndyCar crown. It is also seen in his
love of skiing. Even his broad-based taste in music is reflective of his
inquisitive, open-minded character.
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Villeneuve’s time at BAR was rarely fulfilling. It was a new team and it was still
learning many of the hard lessons that all F1 enterprises have to assimilate.
There were some podium finishes, but more often than not there was only
frustration for an intensely competitive man, and the final dose of that came
when he left the team prior to the Japanese Grand Prix in 2003, just before
the team really began to make progress.

After the best part of a season on the sidelines he returned to F1 at the
end of 2004 as Fernando Alonso’s partner at Renault before inking the deal
with Peter Sauber that sees him with BMW today.

Rough return.

For a former champion, 2005 was no easy season. It took time to develop the
Sauber Petronas C24, and often the fact that he was on a different refuelling
strategy to team-mate Felipe Massa disguised their relative performances in
both qualifying and races. But Villeneuve was not about to put on a show to
hide any personal shortcomings. “Your heart forgets how to cope with high
speed!” he explained when asked about his fitness after his lay-off. “When you
start going fast again it goes up 20 pulses or more to begin with, then it

gets used to it and settles back after a while to an even beat as you become
accustomed to it all over again.”

Then there was the continual criticism from the media and suggestions that
he might lose his drive before the season was over. Villeneuve took all that

in his stride, too. “It's okay. I'm used to it. I've had years of practice! You learn
not to read what’s written about you. It's much better not to. If | haven’t seen it,
| don’t care. When you're working hard and there’s no problem internally,

| don't really care what's written. If | do this job, if | race, it's because | love
racing, | love the competition. | don’t want to be racing at the back so I'll always
be working as hard as | can to get closer to the front.”

If you ask him to put his finger on his underlying problems in 2005, he says:
“I just think we weren’t doing enough mileage. Our winter testing was not
conclusive because we didn’t do a lot of mileage and then the test where we
were going to concentrate on set-up work got snowed off. Then with the
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two races per engine rule and only two cars, you didn’t drive much on the
Friday or even on the Saturday, you just did the minimum number of laps to
choose a tyre. You didn’t really work on set-up.”

The new rules permitting tyre changes in a race, and BMW's fresh investment
in the team, will certainly help this season, and Jacques Villeneuve remains
confident that he still has what it takes to race at the front in the sport he loves.
“If | didn’t feel that”, he says, “I would be staying at home.”
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Interview.
Questions to Jacques Villeneuve:

People say that you are a rebel. Do you agree with that?

| disagree with that. Being a rebel means going against the establishment
purely for the fact of being against the establishment and not because of
having your own ideas. Sometimes | disagreed with the establishment, but this
is because | have my own ideas, which is different to being a rebel. Normally
arebel is without a cause.

You like to spend your spare time skiing and playing ice hockey with
the “Monks of Bretaye”. You also love music. What do your hobbies
mean to you?

It means that you can get up in the morning and do what you like doing.

It's something for your personal satisfaction, and this needs to be part of your
life. It's very important.

You take your own motorhome to the European GP rounds. In doing
so you separate yourself from almost all of the other drivers.

Having the motorhome simply means being closer to the race track and the
team | work with. That's the key element. On race weekends you never spend
time with the other drivers anyway, even when you stay in a hotel room.

You just go to the race track and work with the people, and then you go to the
room to sleep. You don't have a social life outside the race track.

What was the reason for choosing Switzerland as your residence?
Do you still feel like a Canadian or already like a Swiss?

| went to boarding school in Switzerland when | was 12 to 17. And every year
| kept going there in winter and in summer. | finally moved to the place | went
to school. Being a Canadian | always loved the snow, the winter and the
countryside, and Switzerland with its mountains reminds me a bit of Canada.
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What is the ideal set-up of a race car for you: do you prefer
understeer or oversteer?

| prefer a neutral car, but | hate understeer more than oversteer. | can drive an
oversteering car, but understeer | find difficult. You're limited with understeer.
The fastest car is a neutral car, always. An oversteering or understeering car
doesn't really exist, it's relative to your driving style. An understeering car could
be oversteering with another driver, and vice-versa. It just depends on how
you apply the pedals and steering angles.

Which race of your career did you enjoy most?
There are two races: the Indy 500 in 1995 and Jerez in 1997.

Your overalls are always too large. Is there any practical reason
behind it or does it have any other deeper sense?
No, my overalls are not too large. All the other drivers have them too tight...
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Biography.

Jacques Villeneuve.

Born:

Nationality:
Residence:
Website:
Marital status:
Height:
Weight:
Hobbies:
Favourite food:

Favourite drink:
Favourite track:

First drive:
First race:
First win:

Career highlights.

1990

1991

1992

1993

1994

1995

1996

1997

9" April 1971 in St-Jean-sur-Richelieu,

Quebec (CAN)

Canadian

Villars, Switzerland

WWW.jv-world.com

Single

1.71Tm

67 kg

Ice hockey, skiing, golf, music, reading, writing
Meat

Freshly squeezed orange juice

Suzuka

1976 on his father’s lap

September 1988, Italian Touring Car Championship
1992 in Japan, Japanese Formula 3 Championship

14" place Italian Formula 3 Championship
6" place Italian Formula 3 Championship
2" place Japanese Formula 3 Championship

3" place Formula Atlantic

6™ place and Rookie of the Year IndyCar-Championship:

2" place 500 Miles of Indianapolis

winner of the IndyCar Championship;
winner of the 500 Miles of Indianapolis

2" place Formula One World Championship
(Williams Renault), four wins

winner of the Formula One World Championship
(Williams Renault), seven wins
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1998 5" place Formula One World Championship
(Williams Mecachrome)

1999 Formula One World Championship (BAR Supertech),
no points

2000 7" place Formula One World Championship
(BAR Honda)

2001 8" place Formula One World Championship
(BAR Honda)

2002 12" place Formula One World Championship
(BAR Honda)

2003 16" place Formula One World Championship
(BAR Honda)

2004 Formula One World Championship (Renault),
no points

2005 14™ place Formula One World Championship

(Sauber Petronas)
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Formula One statistics pre-2006.

First grand prix

Australian GP. Melbourne 1996

GP starts

152

Pole positions

13

Australian GP 1996
Belgian GP 1996
Japanese GP 1996
Australian GP 1997
Brazilian GP 1997
Argentinean GP 1997
San Marino GP 1997
Spanish GP 1997
British GP 1997
Belgian GP 1997
Austrian GP 1997
Japanese GP 1997
European GP 1997

Wins

11

European GP 1996
British GP 1996
Hungarian GP 1996
Portuguese GP 1996
Brazilian GP 1997
Argentinean GP 1997
Spanish GP 1997
British GP 1997
Hungarian GP 1997
Austrian GP 1997
Luxembourg GP 1997

World Championship
points

228

1996: 78/1997: 81/1998: 21/2000: 17/
2001: 12/2002: 4/2003: 6/

2005: 9

Fastest laps

9
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BMW Sauber F1 Team

5. Management.
Mario Theissen — BMW Motorsport Director.

Analyst and pioneer.

He isn’t one for small talk and hollow phrases. Mario Theissen is a technician
and analytical manager. His career path is paved with facts and figures,

while his private byways are dominated by a love of his family and of nature.
For the 53-year-old, personal fitness is a sine qua non and a recreation.

Being able to blend his passions for sport and technology represents a dream
job for Mario Theissen. Since April 1999 he has been BMW Motorsport
Director. With a doctorate in mechanical engineering and an honorary
professorship, he is responsible for all BMW motor sport projects. Apart from
the Formula BMW series, this covers the company’s involvement in the FIA
World Touring Car Championship, 24-hour events — and the Formula One
venture. “Within this portfolio, Formula One has taken up the lion’s share since
BMW’s comeback as an engine supplier in 2000”, says Theissen.

“Running a complete team now presents us with far greater challenges.”

Theissen is convinced that the success of a Formula One team demands
a centralised and consistent project management. Two locations,

one management. What is occasionally questioned in Formula One circles
goes without saying for the BMW Group. The Munich-based mother
company runs factories and think tanks around the globe.

Mario Theissen grew up in Monschau in the Eifel. “The people there are as
rough as the climate, but they are warmhearted, reliable and straight as a die,”
he says. Monschau, he recalls, “was virtually equidistant form the Nurburgring
and Spa, and | always found someone to take me along.”

He bought his first car at the age of 13: a Fiat 500 for 100 marks.
It served primarily for experimental purposes before being replaced by a legally
registered road car when he came of age.
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His technical interest in engine design and his professional and private
enthusiasm for motor racing accompanied him through his engineering
degree and subsequently led him straight to BMW, with whom he has been
since 1977.1n 1999 he took charge of the company’s racing involvement
jointly with Gerhard Berger. He will never forget BMW's triumph in the

Le Mans 24 Hours that year. Since October 2003, Mario Theissen has been
BMW’s sole Motorsport Director, which brought a curtailment of his leisure
time: “I no longer have the time to do marathon training as | used to”, he says,
but makes sure he does his daily jogging or physical training as part of

the BMW Fitness Programme he initiated for the BMW Motorsport staff.
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Biography.

Prof. Dr.-Ing. Mario Theissen.

Born: 17" August 1952, Monschau/Eifel (GER)
Nationality: German
Marital status: Married to Ulrike, children Pascal (23),
Isabel (21) and Janina (18)
Residence: Munich (GER)
Hobbies: Sport, especially running, cycling and skiing
1971-1977 Engineering degree at the Aachen University of
Technology, diploma in engineering
June 1977 First BMW job in the engine calculation
department
1989 Doctorate at the Ruhr University in Bochum
1991 Director of Product Concepts at BMW AG
1992 Director Advanced Drivetrain Development
at BMW
1994 Managing Director of BMW Technik GmbH
1998 Head of Technik GmbH and responsible for setting up

the BMW Technology Office in Palo Alto,
California (USA)

15 April 1999 Appointed BMW Motorsport Director alongside
his colleague Gerhard Berger

October 2003 Sole BMW Motorsport Director after Berger's
departure

July 2005 Honorary Professorship for Innovative Vehicle

Development in the Mechanical Engineering/ Process
Engineering faculty of the University of Applied
Sciences in Dresden

1%t January 2006 As BMW Motorsport Director now also responsible for
the new BMW Sauber F1 Team
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Heinz Paschen — Technical Director Powertrain.

From racing driver to engineer.

In his youth, the Swabian with the physique of a jockey was not so much
interested in machines as in language and studied to become a typesetter.
Heinz Paschen only discovered his technical talent when he came of age.
He was a keen motorcycle racer and soon came to the conclusion that if he
failed to build a faster engine he might well break his neck one day.
Compensating for a lack of horsepower and stability with driving skills was
becoming too risky. Paschen studied energy and vehicle technology and
taught himself in other disciplines. He picked up skills in plastics and glass
processing by watching boatbuilders and learnt the basics of soldering
from a blacksmith.

His best season results was runner-up in the German Championship,

8" place in the European Championship and 7th place in the World
Championship race in Hockenheim. The painful experience of an accident in
the legendary 130R turn at Suzuka impacted on his career path. In 1990 he
abandoned racing and set up an engineering office. The first industrial
commission came from Toyota. In Cologne he successfully designed engines
for Le Mans sports cars and World Rally racers, and subsequently in the USA
he produced winning Toyota engines for the ChampCar Series. Seven years
on it was time for a new challenge. Since BMW’s Formula One comeback in
2000, Heinz Paschen has been on board with the Munich team.

Born: 15" July 1953 in Mengen (GER)

Nationality: German

Residence: Munich (GER)

Hobbies: Surfing, motorcycling

1968-1971 Qualified as a typesetter

1971-1972 Intermediate high school certificate
1972-1975 Typesetter

1975-1976 Quialified for advanced technical college
1976-1982 Degree in energy and vehicle technology at the

University of Applied Sciences in Ravensburg
1983-1993 Freelance engineer
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1993-1998
1998-1999

1%t January 2000

End of 2002
End of 2005

Head of Construction at Toyota Motorsport in Cologne
Head of Engine Construction at Toyota Racing
Development in California.

Head of Construction and Calculation for BMW
Formula One engines

Head of BMW Formula One Engine Development
Responsible for the powertrain as Technical Director in
the BMW Formula One project
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Willy Rampf — Technical Director Chassis.

True love never dies.

Born in Bavaria, Willy Rampf studied vehicle engineering at Munich’s
University of Applied Sciences and in 1979 joined BMW in Munich to take up
a post as development engineer. From 1989 to 1993 he worked for BMW in
South Africa, where he also encountered Formula One for the first time.

Prior to that he had mainly been interested in motorcycle racing. “Peter Sauber
made his Formula One debut in Kyalami in 1993. He invited me to attend

the race”, he recalls. Six months later Rampf signed a contract with Sauber as
a racing engineer. For three years Willy Rampf was the race engineer
responsible for Heinz-Harald Frentzen, and in 1997 for Nicola Larini, Norberto
Fontana and Gianni Morbidelli. After four years of racing he returned to BMW.,
“I needed a new challenge”, says Rampf looking back.

In Munich he managed BMW’s motorcycle involvement in the Paris-Dakar
Rally. Once again Rampf was successful: BMW rider Richard Sainct took a
superior victory in the legendary desert rally. At the end of 1999 Rampf began
his second career with Sauber, where he was appointed Technical Director on
1st April 2000 and has since been responsible for defining the vehicle
concept, for design, development and vehicle deployment at the race track.

Born: 20" June 1953 in Maria Thalheim (GER)
Nationality: German
Marital status: Married to Maria, children Peter (22),
Andrea (19) and Katharina (16)
Residence: Pfaffikon, Switzerland (CH)
Hobbies: Motorcycling, cooking
1975-1979 Studied vehicle engineering at Munich’s University of

Applied Sciences; diploma in vehicle technology;
first joined BMW in Munich as a development

engineer
1989-1993 Test engineer at BMW in South Africa
1994-1996 Race engineer for Heinz-Harald Frentzen

at Sauber in Hinwil
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1997
1998-1999
End of 1999

1% April 2000
1%t January 2006

Race engineer for Nicola Larini, Norberto
Fontana and Gianni Morbidelli at Sauber
Ran the motorcycle involvement

in the Paris—Dakar Rally at BMW in Munich
Head of the racing and test team at Sauber
Technical Director at Sauber

Technical Director Chassis

BMW Sauber F1 Team
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BMW Sauber F1 Team

6. History.

BMW Motorsport.

Sports is the agenda.

BMW has scored racing successes around the globe with its motorcycles,
touring and sports cars, at rallies, in Formula 2 and in Formula One. Yet never
has the company lost sight of the importance of promoting young racing
talent. Innovative technology for sporting competitions and record-breaking
attempts has been an integral aspect of the BMW identity since the
company’s fledgling years. It has defined BMW production cars — and made
motor sport history.

The beginnings - BMW’s aircraft propeller touches down.

The stylised propeller in the BMW logo recalls the world records achieved
with aircraft engines early on in the company’s history. Following numerous
championship titles won on motorcycles, BMW also began to make a name
foritself in car racing. In 1940 it claimed a one-two victory with the BMW 328
in Italy’s legendary Mille Miglia road race. The post-war years in Germany
initially saw touring car racing take a back seat while motorcycle racer and
record-breaker Schorsch Meier rose to folk hero status on BMW Boxer bikes.
It was with its Boxer engines, too, that BMW collected 19 World Champion-
ship titles in sidecar racing between 1953 and 1973.

Touring cars - a key pillar of BMW motor sport.

In the 1960s, touring car racing became the central pillar of BMW’s motor
sport activities. Hans Stuck Senior, at the wheel of a BMW 700, took the
German Championship title in 1960. In 1964, Hubert Hahne drove the
BMW 1800Ti to victory in the German Circuit Championship. Following the
launch of the BMW 2000Ti, Josef Schnitzer carried off the German Touring
Car Championship two years later. The BMW 2002 in which Dieter Quester
claimed the European Touring Car Championship in 1968 and 1969 marked
the first use of a turbocharger, and between 1973 and 1979, another six
European Touring Car Championship titles were taken with the BMW 3.0 CSL.
Driving the BMW 320 fielded by the Schnitzer Team, Harald Ertl won the
German Motor Racing Championship in 1978.
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In the mid-1980s, the impressive BMW 635 CSi Coupé was the force

to be reckoned with in the European Touring Car Championship. Following
individual race wins in 1985, Italian driver Roberto Ravaglia secured the
European Championship in 1986. 1987 saw the slim-line, earthy successor to
the 6 Series Coupé lining up on the grid: the BMW M3 was a driving machine
with a 2.5-litre power unit that packed 355 bhp. In its first year on the

race track, BMW managed to take the World Championship title (Ravaglia), the
European Championship (Winni Vogt) and nine further titles. The M3

became legendary, whether competing in the Asia-Pacific Championship, the
European Hill-Climb Championship or in rally events. By the end of 1992,
BMW M3 drivers had secured more than 1,500 individual wins and over

50 international titles.

Super touring cars - stars of the 1990s.

For the introduction of a new category of near-production touring cars —
initially known as Class 2 or the two-litre class, later Super Touring Cars or
STC for short - BMW set about building another superlative touring car:
the BMW 320i. From 1993 through to 1998, this 320i (E36) won BMW 29
championship titles around the world, including three in Germany.

Revival of the European Touring Car Championship.

After a gap of 13 years, the FIA once again gave its sanction to the European
Championship in 2001. BMW followed developments with great interest and
made its mark on the series. Peter Kox (NLD) immediately took the 21
European Touring Car Championship title in 2001, driving a BMW 320i fielded
by Ravaglia Motorsport. From 2002 onwards, the European Touring Car
Championship (ETCC) was a firm fixture of BMW’s motor racing agenda,
though not as a traditional factory involvement: the competitors were backed
by various national subsidiaries, which put up to five country teams on the
grid. In 2002, BMW Team Deutschland (Schnitzer-Motorsport) fared best of all
with BMW works drivers Jorg Muller and Dirk Mdller finishing second

and fourth in the European Championship, while BMW came runner-up in the
manufacturers’ standings.
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In 2003, BMW managed to secure the Manufacturers' title in the penultimate
race. In the battle for the Drivers' title, J6rg Muller had to concede defeat just
one point short of the winner’s score. BMW again took the Manufacturers’
title before the close of the 2004 season. This time the Driver’s Championship
also went to BMW courtesy of British entrant Andy Priaulx, bringing BMW's
total of European titles in touring car racing to 24.

BMW wins World Touring Car Championship again in 2005.

Another world championship in touring car racing was staged in 2005 — for the
first time since 1987. The FIA World Touring Car Championship (WTCC) was
launched to replace the ETCC. In 1987 the winner was Roberto Ravagliain a
BMW. 2005 saw Andy Priaulx (GBR) of BMW Team UK/RBM claim the World
Championship title in a BMW 320i. In the Manufacturers’ World
Championship, the drivers of the four BMW national teams similarly drove to
victory, while in the privateer classification it was also a BMW driver who made
it to the top: Marc Hennerici (Mayen, Germany).

Marathon men - Niirburgring, Spa and Le Mans.

BMW is by far the most successful marque in the 24 Hour Race on the

North Loop of the Nurburgring. In 1970, when the event was first launched,
Hans-Joachim Stuck was part of the winning team, as he was in 1998 when
BMW became the first manufacturer to win a marathon of this kind with a
diesel-powered car. In 2004 too, Stuck was on board the M3 GTR with which
BMW claimed its 17" overall victory in the “Green Hell”. In 2005 the

BMW M3 GTRs scored an 18th overall victory with a second consecutive
one-two finish. In the Spa-Francorchamps 24 Hours, meanwhile,

BMW touring cars managed to collect 21 wins by the end of the 1998 season.

On 13" June 1999, BMW took its first overall victory in the Le Mans

24 Hours, beating one of the strongest fields of starters in the history of this
classic marathon. After the closed-top McLaren F1 GTR sports car driven by
the BMW V12-cylinder had won the event back in 1995, 1999 saw the
celebration of the first victory in an open-topped car with a later evolution of
the engine. The winners, Joachim Winkelhock (GER), Pierluigi Martini (ITA)
and Yannick Dalmas (FRA), had completed 366 laps of 13.6 kilometres each
inthe BMW V12 LMR. Back in the BMW pit garage it was celebrations all
round, along with a good deal of commiseration: after 18 hours in the lead,
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the second BMW V12 LMR with Tom Kristensen (DNK), JJ Lehto (FIN)
and Jorg Muller (GER) was forced to abandon the race with just four hours to
go following an accident.

Sports cars in Europe and overseas.

What had begun in the mid-1990s with the McLaren F1 GTR and its

BMW twelve-cylinder engine was to continue in 1999 with the BMW V12 LMR.
If the FIA GT Championship was the arena for the successful factory
deployment of the closed racer (runner-up in the 1997 championship), it was
the American Le Mans Series (ALMS) that became the stomping ground

of the BMW V12 LMR. With its uprated 580 bhp six-cylinder V12, it scored
six wins in the ALMS in 1999 and 2000.

In 2001, BMW switched from the Prototype to the GT Class of the ALMS.
Under the management of Charly Lamm, as before, the muscly BMW M3 GTR
swept the board in all disciplines. BMW works driver Jorg Muller won the
Drivers’ title, BMW Motorsport came top of the team classification and BMW
took the Manufacturers’ Championship in the company’s most important
export market.

Early talent promotion in and around Formula racing.

In the period from 1973 to 1982, the BMW four-cylinder engine was

the benchmark for the Formula 2 junior league. Jean-Pierre Jarier became
champion in 1973, Patrick Depailler in ’74, Jacques Laffite in 75,

Bruno Giacomelli in '78, Marc Surer in '79 and Corrado Fabi in '82. All of them
later made the leap into Formula One, where Formula 2 was usually held as
part of the support programme.

BMW implemented a new concept in 1979 and 1980 which was similarly
tied to the grand prix events: the Procar Series. In this high-class, one-make
series featuring the fast BMW M1 road-going sports car, talented juniors
regularly pitted their skills against the top five qualifiers from Formula One.
The BMW Junior Team (Eddie Cheever, Marc Surer and Manfred Winkelhock)
made a name for themselves in the late 1970s as the “Wilde Reiter GmbH”
(Wild Riders Ltd).
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Formula BMW -today’s benchmark for junior talent promotion.

1991 saw the launch of a joint talent promotion scheme in Formula racing run
by BMW and the ADAC. It was here that Formula One drivers such as

Ralf Schumacher, Timo Glock and Christian Klien learnt the fundamentals of
Formula racing. From 1998 to 2001, the series comprised two racing
categories.

In 2002, radical changes were implemented and the new Formula BMW
vehicle made its debut. A small Formula racing car with an ultramodern
carbon-fibre monocoque, it matches Formula One standards in several
respects, is propelled by a 140 bhp BMW motorcycle engine and

sets standards in terms of safety. This junior class provides an opening for
talented young kart racers, some as young as 15, who are taken through
a comprehensive training course.

The coaching programme includes driving technique and strategy,
vehicle dynamics and chassis set-up, fitness training and nutrition, media
and PR, as well as sponsoring and sports management.

The most promising young drivers, along with the best rookie of the previous
year, are each granted a scholarship. In Germany’s Formula BMW ADAC
Championship alone this is worth 50,000 euros per scholarship driver. Since
then, the Formula BMW concept has gone global. 2003 saw the introduction
of Formula BMW Asia, to which was added the Formula BMW UK
Championship and Formula BMW USA in 2004. All of the series also run
races as part of the F1 grand prix support programme. 2005 will see the

first World Final.

Formula One with sheer power.

On 24th April 1980, BMW announced the company’s first foray into Formula
One as an engine supplier. Paul Rosche took a four-cylinder production

engine block and rebuilt it to create a 16-valve unit reduced in size to 1.5 litres.
Running on a special fuel mixture, and with the help of an exhaust gas
turbocharger, the unit started with an output 650 bhp. Later this was increased
to reach 1,400 bhp.
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On 23" January 1982, Nelson Piquet and Riccardo Patrese entered the
season’s first race at Kyalami in a Brabham BMW from the front row of

the grid. However, both has to retire early due to an accident and loss of ol
respectively.

On 9" May 1982, in the fifth race for the new engine, Piquet picked up the first
World Championship points when he finished fifth in the Belgian GP

The Brazilian claimed his first win on 13™ June of the same year in Montreal
and his first pole position on 15" August in Zeltweg, Austria.

For the 1983 World Championship, Brabham’s designer Gordon Murray

had managed to respond with remarkable speed to new technical regulations.
BMW’s turbo power, moreover, had been given a further boost, and Piquet
won the season’s curtain raiser in Sdo Paulo. Apart from Piquet and Patrese,
this was the first time a third BMW turbo driver appeared in the race: Manfred
Winkelhock in an ATS BMW.

World Championship after 630 days.

The 1983 season proved to be a nailbiter. It took twelve races and exactly half
a year before Piguet carried off another win. But in the meantime he managed
to hold his nerve and was busy scoring points. The team perfected Murray’s
idea of the “planned pit stop” — the designer with the hippyish looks knew how
to clock improved lap times on a reduced fuel load. Piquet managed to pick up
wins in Monza and Brands Hatch, and at the final in Kyalami a third-placed
finish was enough to secure the World Championship title. It was exactly

630 days since the BMW engine had premiered on the race track.

In 1984, Piquet ended the World Championship in fifth place. Also competing
for Brabham during that season were Manfred Winkelhock and the Fabi
brothers, Teo and Corrado. Gerhard Berger made his Formula One debut in an
ATS BMW.

1985 saw Berger driving an Arrows BMW alongside Thierry Boutsen.

The best-placed BMW driver was again Piquet in a Brabham BMW, who
finished eighth in the World Championship. In 1986, Berger was to replace
him as the best-placed BMW-powered competitor: the Austrian driver
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came seventh in the World Championship. In Mexico he took the final win for
the BMW four-cylinder in a Benetton. At the end of 1987, construction of
these BMW F1 engines was halted — the turbo era of Formula One was over.

Gearing up for a Formula One comeback.

On 8" September 1997, BMW announced at the Frankfurt Motor Show (IAA)
that, following a twelve-year absence, it would be returning to Formula One in
2000 in partnership with WilliamsF1.

Paul Rosche designed the first BMW Formula One V10-cylinder unit of the
new era and oversaw the building of the new engine factory in Munich,
which was erected close to BMW’s Research and Innovation Centre (FIZ).

On 1st October 1998, Gerhard Berger took up his post as BMW Motorsport
Director. In April 1999, engineering expert Dr Mario Theissen joined him as
the second BMW Motorsport Director. In December 1998, BMW signed up
Jorg Muller as a Formula One test driver.

By the summer of 1999, the team had swelled to almost 200. Rosche,
who had built BMW racing engines for 42 years, retired at the end of 1999.

Starting at 9.26 hrs on 27" April 1999, BMW began its first track test of the
Formula One engine, initially at the company’s own test site in Miramas,
France. A 1998 chassis from WilliamsF1 served as a test bed, and Muller was
behind the wheel. The start of the official FIA test drives on 1st December
1999 in Jerez marked the beginning of the BMW WilliamsF1 Team story.

Accelerating out of the blocks.

The joint venture of BMW and WilliamsF1 kicked off with a sensation:

on 12" March 2000 in Australia, Ralf Schumacher ended the first grand prix of
the German-British partnership in third place, making it the most successful
Formula One debut of an engine manufacturer since 1967.
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Extreme reliability and unstinting development work were the hallmarks

of the season. Schumacher and the young British driver Jenson Button made
it into the points 14 times. Schumacher climbed onto the podium three times,
and the BMW WilliamsF1 Team claimed 36 points in their debut season to
finish third in the Constructors’ Championship.

A winning team by season 2001.

In 2001 the team exceeded its own expectations. Nobody had reckoned on
four superior wins. Ralf Schumacher and his Colombian team-mate Juan
Pablo Montoya were now up among the front-runners, claiming nine podium
finishes between them. With a tally of 80 points, the BMW WilliamsF1 Team
made its mark by claiming third place among the leading teams.

World Championship runner-up in year three.

In the third year of the partnership, the team achieved the next stage of

its goal: second place in the Constructors’ World Championship. McLaren-
Mercedes had been outflanked, but Ferrari’s superiority was almost
overwhelming. By season’s end the Italian World Champions had 221 points —
as many as all the other teams put together.

Schumacher and Montoya celebrated their first one-two win in Malaysia,
followed by a further eleven podium places. In the 16" of 17 GPs, the team
secured an early second place in the World Championship. Montoya’s seven
pole positions also commanded respect in 2002. During qualifying at Monza,
the Colombian smashed a 17-year record when he clocked the fastest
average lap speed ever achieved in an F1 racing car. The BMW WilliamsF1
Team, moreover, claimed top honours in the reliability league by completing
more race laps than any other team.

2003 title chances up to the final.

The FW25 was an innovative new development. A shortened wheelbase was
the main reason why the team had to abandon all its previous data. Despite
disappointing tests, faith in the new concept remained unbroken. A concerted
effort under the pressure of the ongoing season shaped the FW25 into a
winning car. In Monaco the racer powered by the BMW P83 engine proved
invincible: Schumacher took pole while Montoya won the prestigious
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grand prix event. Canada saw both drivers up on the podium, while on
the NUrburgring and in Magny-Cours they carried off one-two wins, and in
Hockenheim Montoya won with more than 65 seconds to spare.

With a four-point lead in the Constructors’ Championship, the team headed
off for the two final GPs in the USA and Japan. Although the BMW P83
engine reached a speed of 19,200 rpm, a penalty and a heavy downpour in
Indianapolis put paid to Montoya’s chances of winning the title. In Japan, the
second retirement of the season due to a technical fault put him out of the
race from the lead and also buried all hopes of winning the Constructors’ title.
Even so, with a final score of 144 points this was a clear improvement on the
previous year's result. In 2002, 92 World Championship points had sufficed to
place the team second in the Constructors’ World Championship.

Below par for the first time in 2004.

After the BMW WilliamsF1 Team had consistently exceeded its targets for four
years, it fell short of expectations for the first time in 2004. The FW26 with its
new aerodynamic concept and striking nose cone had given rise to great
hopes during winter testing, but in the first races it soon became clear that the
design drawbacks outweighed the benefits identified during simulation tests.

The low point of the season came with the Canadian and US GPs. In Montreal
both drivers were disqualified. In Indianapolis, Montoya was disqualified

and Schumacher had a serious accident, forcing him to drop out of six GPs
while Marc Gené and Antonio Pizzonia took over.

Not until the second half of the season did things start looking up again thanks
to a radically modified chassis. The Italian GP also saw the final evolutionary
stage of the BMW P84 engine introduced, which made an instant impact by
claiming two world records: in prequalifying, Montoya achieved the highest
ever average speed in F1 at 262.242 km/h. In the race, Pizzonia recorded a
top speed of 369.9 km/h. Montoya’s win in the final in Brazil brought a
consolatory end to the season.
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Finale and new beginning.

2005 turned out to be the second difficult season in succession: the FW27
proved uncompetitive. The BMW WilliamsF1 Team failed to win any races
and dropped to fifth place in the Constructors’ Championship. The highlights
of the season were the races in Monaco and at the NUrburgring. In the
Mediterranean principality, German driver Nick Heidfeld and his Australian
team-mate Mark Webber stepped onto the podium in second and third
places. In the Eifel a week later, Heidfeld took the team’s only pole position
and again finished second. Prior to that, Heidfeld had claimed a third-placed
finish in Malaysia.

The sixth season together, and the longest in F1 history with 19 grands prix,
also marked the end of the partnership between BMW and WilliamsF1.

The final tally after six years: ten wins, three of them one-two finishes, a total of
45 podium places and 17 pole positions in 104 races. BMW took over

the Swiss Sauber Team and will be managing its own F1 team in the 2006
season.

Taking stock.

The bottom line after the six years from 2000 through to 2005: ten wins,
three of them one-two finishes, a total of 45 podium places and 17 pole
positions in 104 races.

The first grand prix involvement of a BMW engine dates back to 1952.
For the period prior to 2000, BMW recorded 96 GP races, nine wins and
15 pole positions.
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BMW chronology of success.

17.6.1919

1925-1926

28.11.1937

1936-1953

1940

1954-1973

1960

1964

1966

1968

1969

1970

BMW’s first world record — flying a plane powered by a
BMW six-cylinder, Zeno Diemer reaches an altitude of 9,760 metres
or 32,013 feet.

The BMW R37 motorcycle claims more than 200 wins and two
German championships.

World motorcycle speed record — riding a BMW, Ernst Jakob Henne
reaches a speed of 279.5 km/h (173.29 mph) on an autobahn near
Frankfurt.

Schorsch Meier wins seven motorcycle championships on
a BMW boxer.

The BMW 328 finishes 1%, 2" 4™ and 5" in the Mille Miglia road
race in ltaly.

Winning sidecars: racing boxer motorcycles with fuel injection,
BMW wins 19 World Championships in motorcycle sidecar racing.

Hans Stuck senior wins the German Hill-Climb Championship
ina BMW 700.

Hubert Hahne wins the German Circuit Championship in a
BMW 1800Ti.

Josef Schnitzer wins the German Touring Car Championship

at the wheel of a BMW 2000Ti;

racing a BMW 2000Ti, Hubert Hahne becomes the first driver to lap
the north circuit of the NUrburgring (22.835 km/14.16 miles) in less
than ten minutes; his exact time is 9:58.5 min.

The radial four-valve power unit named after BMW designer

Karl Apfelbeck makes its debut in Formula 2 and in the BMW Monti.
Running on nitromethane, the engine sets up no fewer than eight
world records;

Dieter Quester driving a BMW 2002 wins the European Touring Car
Championship.

Dieter Quester again wins the European Touring Car Championship
at the wheel of a BMW 2002 powered for the first time by a
turbocharged engine.

Hans-Joachim Stuck wins the 24 Hours of the NUrburgring at the
wheel of a BMW 2002Ti;

BMW’s 1600 cc Formula 2 engine scores its first victory in Salzburg,
with Jacky Ickx at the wheel.
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1973

1973-1982

1974

1977

1978

up to 1979

1979-1980

1980-2004

1980

1981

1983

Toine Hezemans wins the European Touring Car Championship
ina BMW 3.0 CSL;

Achim Warmbold/Jean Todt win the Austrian Alpine Race for the
World Rally Championship, driving a BMW 2002.

Six drivers win the European Formula 2 Championship with

BMW four-cylinder power: Jean-Pierre Jarier (1973),

Patrick Depailler (1974), Jacques Laffite (1975),

Bruno Giacomelli (1978), Marc Surer (1979), Corrado Fabi (1982).

Hans-Joachim Stuck sets up a new lap record at the Nurburgring
with a BMW 3.0 CSL - 8:09.6.

The BMW Junior Team — Eddie Cheever, Marc Surer

and Manfred Winkelhock — make their debut in the BMW 320.

Driving for Team Schnitzer, Harald Ertl wins the German Motor
Racing Championship at the wheel of a BMW 320 Turbo.

The BMW 3.0 CSL wins a total of six European championships.

Formula One and touring car drivers contest the Procar Series at
grand prix events, introducing a top-class brand trophy featuring the
BMW M1 sports car.

BMW Team Schnitzer score ten wins in the Macau Touring Car Race:
1980, 1981, 1983, 1987, 1988, 1991, 1992, 1994, 1998, 2004.

Siegfried Mller jun, Team Eggenberger, wins the European Touring
Car Championship in a BMW 635 CSi.

Helmut Kelleners/Umberto Grano bring home the European Touring
Car Championship in a BMW 635 CS;;

Hubert Auriol riding a BMW R80 wins the motorcycle category in the
Paris-Dakar Rally;

Piquet and Riccardo Patrese at the wheel, score their

first Formula One points on 9" May in Zolder at the Belgian Grand Prix
(Piquet finishing 5™);

first GP wins in Montreal on 13" June in the Canadian GP (fifth race,
Piguet); first pole position in Zeltweg on 15" August,

in the Austrian GP (Piquet).

Nelson Piguet wins the Drivers’ Formula One World Championship
at the wheel of a Brabham BMW;

first appearance of the BMW Formula One engine with the ATS Team
(Manfred Winkelhock);

Dieter Quester, Team Schnitzer, wins the European Touring Car
Championship in a BMW 635 CSi;

Hubert Auriol riding a BMW R80 wins the motorcycle category in

the Paris-Dakar Rally.
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1984

1985

1985-1995

1986

1987

Volker Strycek, Team Gubin, wins the German Touring Car
Championship (DTM) at the wheel of a BMW 635 CSi;

Nelson Piquet finishes 5" in the Formula One World Championship
in a Brabham BMW;

Teo Fabi, Corrado Fabi, and Manfred Winkelhock also drive a
Brabham BMW; Gerhard Berger and Manfred Winkelhock drive an
ATS BMW,

Gaston Rahier wins the motorcycle category of the Paris—Dakar
Rally on a BMW R80.

Nelson Piquet finishes 8" in the Formula One World Championship
at the wheel of a Brabham BMW;

Francois Hesnault and Marc Surer drive a Brabham BMW,

Gerhard Berger and Thierry Boutsen an Arrows BMW;

Gaston Rahier wins the motorcycle category of the Paris—Dakar
Rally on a BMW R80.

BMW Team Schnitzer wins the 24 Hours of Spa-Francorchamps no
fewer than five times: 1985, 1986, 1988, 1990, 1995.

BMW supplies engines to the Brabham (Riccardo Patrese,

Elio de Angelis, Derek Warwick), Arrows (Marc Surer,

Thierry Boutsen, Christian Danner), and Benetton (Gerhard Berger,
Teo Fabi) Formula One teams;

Berger brings home the last grand prix win for a BMW 1.5-litre four-
cylinder turbo in Mexico and finishes 7" in the World Championship;
Roberto Ravaglia, Team Schnitzer, wins the European Touring Car
Championship in a BMW 635 CSi.

Roberto Ravaglia, BMW M Team, wins the World Touring Car
Championship in a BMW M3;

Winni Vogt, BMW M Team, wins the European Touring Car
Championship in a BMW M3;

Eric van de Poele, BMW Junior Team, wins the German Touring Car
Championship (DTM);

the BMW M3 wins the FIA Manufacturers’ Trophy for Group A cars in
the European Hill-Climb Championship;

Helmut Kénig wins the Austrian Touring Car Championship

ina BMW M3;

Per Gunnar Andersson wins the Swedish Touring Car Championship
ina BMW M3;

Hansueli Ulrich wins the Swiss Touring Car Championship in

a BMW M3;

Bernard Beguin/Jean-Jacques Lenne, Team ProDrive, win the
Corsica race for the World Rally Championship in a BMW MS3;

Jose Maria PoncelJose Carlos Deniz win the Spanish Rally
Championship in a BMW M3;

Xavier Riera wins the Spanish Touring Car Hill-Climb Championship in
a BMW M3;

Matthias Moosleitner/Margit Tuchler win the Mitropa Rally Cup in a
BMW M3;
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1988

1989

1990

Brabham (Riccardo Patrese, Andrea de Cesaris, Stefano Modena)
still uses BMW engines in the Formula One World Championship;
by the end of the turbo era, BMW engines look back at 91 starts,
nine wins and15 pole positions.

Roberto Ravaglia, Team Schnitzer, wins the European Touring Car
Championship in a BMW M3;

Trevor Crowe wins the Asian-Pacific Championship in a BMW M3;
Francis Dosieres wins the European Touring Car Hill-Climb
Championship in a BMW M3;

Jim Richards wins the Australian Touring Car Championship

ina BMW M3;

Fabien Giroix wins the French Touring Car Championship

ina BMW M3;

Mika Arpiainen wins the Finnish Touring Car Championship

ina BMW M3;

Arthur van Dedem wins the Dutch Touring Car Championship
ina BMW M3;

‘Pequepe’ wins the Portuguese Touring Car Championship

ina BMW M3.

Roberto Ravaglia, Team Schnitzer, wins the German Touring Car
Championship (DTM) in a BMW M3;

Johnny Cecotto wins the Italian Touring Car Championship in

a BMW M3;

Frank Sytner wins the English Touring Car Championship

ina BMW M3;

Harri Toivonen/Heikki Salmenautio win the Finnish Touring Car
Championship in a BMW M3;

Jean Pierre Malcher wins the French Touring Car Championship in
a BMW M3;

Arthur van Dedem wins the Dutch Touring Car Championship in
a BMW M3;

“Pequepe” wins the Portuguese Touring Car Championship in a
BMW M3;

Lennart Bohlin wins the Swedish Touring Car Championship in a
BMW M3;

Marc Duez/Alain Lopes win the Belgian Rally Championship in a
BMW M3;

Francois Chatriot/Michel Perin win the French Rally Championship in
a BMW M3;

Giuseppe Zarpellon wins the Italian Hill-Climb Championship in a
BMW M3.

Roberto Ravaglia, Team Schnitzer, wins the ltalian Touring Car
Championship in a BMW M3;

Jean-Michel Martin wins the Belgian Touring Car Championship

ina BMW M3;

Heikki Salmenautio wins the Finnish Touring Car Championship

ina BMW M3;

Per Gunnar Andersson wins the Swedish Touring Car Championship
ina BMW M3;
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Josep Bassas/Antonio Rodrigues win the Spanish Rally
Championship in a BMW M3;

Xavier Riera wins the Spanish Touring Car Hill-Climb Championship
ina BMW M3.

1991 Will Hoy wins the British Touring Car Championship in a BMW M3;
Tony Longhurst wins the Australian Amscar Series in a BMW M3;
Jean-Pierre Malcher wins the French Touring Car Championship in
a BMW M3;

Roberto Ravaglia wins the Italian Touring Car Championship in a
BMW M3;

Cor Euser wins the Dutch Touring Car Championship in a BMW M3;
Francis Dosieres wins the French Touring Car Hill-Climb
Championship in a BMW M3;

Hansueli Ulrich wins the Swiss Touring Car Championship in

a BMW M3;

Peter Zakowski wins the Private Drivers’ category in the
German Touring Car Championship (DTM) in a BMW M3;
Formula Junior, BMW'’s and ADAC’s joint talent programme,
enters its first season.

1992 Johnny Cecotto, Team Fina Motorsport, finishes 4" in the German
Touring Car Championship (DTM) in a BMW M3;
Team Bigazzi wins the 24 Hours of Spa with a BMW 320i.

1993 Johnny Cecotto, Team Warthofer, wins the ADAC GT Cup in
a BMW M3 GTR;
Joachim Winkelhock, Team Schnitzer, wins the British Touring Car
Championship in a BMW 318i.

1994 Johnny Cecotto, Team Warthofer, wins the ADAC Touring Car Cup
ina BMW 320j;
Joachim Winkelhock, Team Schnitzer, wins the Asian-Pacific
Championship in a BMW 318is;
Tony Longhurst wins the Australian Touring Car Championship
ina BMW 318;;
Thierry Tassin, Team Valier, wins the Belgian Touring Car
Championship in a BMW 318is;
Shaun van der Linde wins the South African Touring Car
Championship in a BMW 318is;
Roberto Ravaglia/Alexander Burgstaller/Thierry Tassin,
Team Bigazzi, win the 24 Hours of Spa in a BMW 320i.

1995 Joachim Winkelhock, Team Schnitzer, wins the ADAC Super Touring
Car Cup in a BMW 320i;
Steve Soper, Team Schnitzer, wins the Japanese Touring Car
Championship in a BMW 320;i;
Paul Morris wins the Australian Touring Car Championship in
a BMW 318i;
Thierry Tassin wins the Belgian Touring Car Championship in
a BMW 318is;
Yvan Muller, Team Oreca, wins the French Touring Car
Championship in a BMW 318is;
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Per Gunnar Andersson wins the Scandinavian Touring Car
Championship in a BMW 318is;

JJ Lehto/Yannick Dalmas/Masanori Sekiya win the 24 Hours

of Le Mans in a BMW V12-powered McLaren Formula One GTR;
Roberto Ravaglia/Alexander Burgstaller/Marc Duez, Team Bigazzi,
win the 24 Hours of the Nurburgring in a BMW 320;i;

Joachim Winkelhock/Steve Soper/Peter Kox, Team Schnitzer,

win the 24 Hours of Spa in a BMW 318is.

1996 Eric Cayrolle wins the French Touring Car Championship
ina BMW 318is;
Alexander Burgstaller/ Thierry Tassin/dérg Muller, Team Fina Bastos,
win the 24 Hours of Spa in a BMW 318is.

1997 The BMW 320i wins the FIA Touring Car World Cup;
Paul Morris wins the Australian Touring Car Championship
in a BMW 320ij;
Didier de Radigues wins the Belgian Touring Car Championship
ina BMW 320;i;
Heikki Salmenautio wins the Finnish Touring Car Championship in a
BMW 320i;
Eric Cayrolle wins the French Touring Car Championship
in a BMW 320ij;
Emanuele Naspetti wins the ltalian Touring Car Championship
in a BMW 320ij;
Duncan Huisman wins the Dutch Touring Car Championship in a
BMW 320i;
Craig Baird wins the New Zealand Touring Car Championship in a
BMW 320i;
Oscar Larrauri wins the South American Touring Car Championship in
a BMW 318is;
Charles Kwan wins the South-East-Asian Touring Car Championship
in a BMW 320ij;

Bill Auberlen, Tom Milner Racing, wins the Exxon Supreme

GT Series Drivers’ and Manufacturers’ Championship, GT3 Class,
ina BMW M3;

Didier de Radigues/Eric Hélary/Marc Duez, Team Fina Bastos,

win the 24 Hours of Spa in a BMW 320is;

Steve Soper, Team Bigazzi, wins the Macau Touring Car Race in

a BMW 320i;

Sabine Reck/Johannes Scheid/Peter Zakowski, Team Scheid,

win the 24 Hours of the Nurburgring in a BMW MS3;

Geoff and David Brabham win the Bathurst 1000 in a BMW 320i;
JJ Lehto/Steve Soper, Team BMW Motorsport, finish 2™ in the FIA
GT Championship in a MclLaren BMW;

Jean Marc Gounon/Anders Olofsson/Pierre-Henri Raphanel,

Gulf Team Davidoff, Peter Kox/Roberto Ravaglia/Eric Hélary,

Team BMW Motorsport, finish 2™ and 3 in the 24 Hours of

Le Mans in a McLaren BMW (McLaren Formula One GTR with a
BMW V12);

Joachim Winkelhock, BMW Team Bigazzi, finishes 2% the
ADAC Super Touring Car Cup in a BMW 320i.
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1998

Johnny Cecotto, BMW Motorsport Team Schnitzer, wins the German
Super Touring Car Championship (STW) in a BMW 320i;

Fredrik Ekblom, BMW Dealer Team, wins the Swedish Touring Car
Championship in a BMW 320;i;

Charles Kwan, Team EKS Motorsport, wins the South-East-Asian
Touring Car Championship in a BMW 320i;

Eric Cayrolle, Team Sda, wins the French Touring Car Championship
in a BMW 320ij;

Oscar Larrauri, Team Proas, wins the South American Touring Car
Championship in a BMW 320;i;

Sinisa Kosutic, Team Valier, wins the Croatian Touring Car
Championship in a BMW 320;i;

Arto Salmenautio, OS Motorsport, wins the Finnish Sport 2000
Touring Car Championship in a BMW 320i;

Brett Riley wins the New Zealand Touring Car Championship in a
BMW 320i;

Luca Capellari, Team Duller, wins the International Group N above
3000 cc ina BMW M3;

Cameron McLean wins the Private Drivers’ category in the Australian
Touring Car Championship in a BMW 320i;

Mark Peters wins the Private Drivers’ category in the Bankfin Touring
Car Championship South Africa in a BMW 318is;

Thomas Winkelhock, Brinkmann Motorsport, wins the German
Touring Car Challenge in a BMW 320i;

Sabine Reck/Johannes Scheid, Team Scheid, win the German Veedol
Nurburgring Endurance Trophy in a BMW M3;

Mark Simo, PTG M3 Team, wins the Drivers’, Constructors’

and Team categories in the US Professional Sports Car Series in a
BMW M3 GT3;

Ross Bentley, PTG M3 Team, wins the Drivers’, Constructors’

and Team categories in the US Road Racing Championship in a
BMW M3 GT3;

Tim Sugden/Steve O’Rourke win the English GT Championship in a
BMW V12-powered McLaren Formula One GTR;

Hans-Joachim Stuck/Christian Menzel/Marc Duez/Andreas
Bovensiepen, Team Warthofer, win the 24 Hours of the NUrburgring in
a BMW 320d;

Bill Auberlen/Marc Duez/Boris Said, PTG M3 Team,

win the GT3 Class in the 24 Hours of Daytona in a BMW MS3;

Alain Cudini/Marc Duez/Eric van de Poele, Team Juma, win the

24 Hours of Spa in a BMW 320;i;

Joachim Winkelhock, Team Schnitzer, wins the Macau Touring Car
Race in a BMW 320i;

Markus Moufang/Rudiger Hahner win the German Rally Challenge
ina BMW M3;

Otokar Kramski wins the European Touring Car Hill-Climb
Championship in a BMW M3;

Eric Pernot wins the French Touring Car Hill-Climb Championship
ina BMW M3.
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1999

2000

Yannick Dalmas/Pierluigi Martini/lJoachim Winkelhock, BMW
Motorsport, win the 24 Hours of Le Mans in a BMW V12 LMR,;
Tom Kristensen/JJ Lehto/Jorg Muller, Team BMW Motorsport,

win the 12 Hours of Sebring ina BMW V12 LMR;

JJ Lehto/Steve Soper, Team BMW Motorsport, win the Sears Point,
Laguna Seca and Las Vegas races for the American Le Mans Series
inaBMW V12 LMR;

BMW Team PTG wins the GT Class Team Cup in the American

Le Mans Series with a BMW M3;

Cor Euser wins the Dutch Touring Car Championship in

a BMW 320i DTG;

Vladimir Soukhov wins the Russian Touring Car Championship in a
BMW 320i DTC;

Jason Richards wins the New Zealand Touring Car Championship
ina BMW 320i DTC;

Paul Morris wins the Australian Touring Car Championship in

a BMW 320i;

Charles Kwan wins the South-East-Asian Touring Car Championship
ina BMW 320;i;

Kim Esbjug wins the Private Drivers’ category in the Swedish Touring
Car Championship in a BMW 320i;

Otokar Kramski wins the Czech Touring Car Championship in

a BMW M3;

Dagmar Suster wins the Slovenian Touring Car Championship in a
BMW M3;

Niko Pulic wins the European Touring Car Hill-Climb Championship
ina BMW M3;

Georg Plasa wins the German Touring Car Hill-Climb Championship
ina BMW 320;i;

Slavko Dekleva wins the Slovenian Touring Car Hill-Climb
Championship in a BMW M3;

Eric Pernot wins the French Touring Car Hill-Climb Championship in
a BMW M3;

Robert Brooks/Robert Wilson win the International Special Car
Series ina BMW M3;

Richard Sainct wins the Motorcycle category of the Granada-Dakar
Rally on a BMW F 650.

Niko Pulic wins the FIA European Touring Car Hill-Climb
Championship, Group A, in a BMW M3;

Franz Tschager wins the FIA Sports Car Hill-Climb Championship in
an Osella BMW;

Franz Engstler wins the German Touring Car Challenge in a

BMW 320i E46 DTC;

Mikhail Ukhov wins the Russian Touring Car Championship in a
BMW 320i E36 DTC;

Duncan Huisman wins the Dutch Touring Car Championship in a
BMW 320i E46 DTC;

Jason Richards wins the New Zealand Touring Car Championship
ina BMW 320i DTC;

Alessandro Bertei wins the ltalian Touring Car Championship,
Group N1, in a BMW M3 E36 Group N;
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2001

2002

Paolo La Neve wins the ltalian Touring Car Championship, Group N2,
ina BMW 325i E36 Group N;

Stefano Valli wins the Italian Touring Car Championship, Group N3,
ina BMW 320i Group N;

Georg Severich/Luc Pensis win the Touring Car category of the
Belgian Championship in a BMW 320i STC;

Xavier Riera Vilarrasa wins the Spanish Hill-Climb Championship
in a BMW 320i;

1% 27 3 and 4™ places in the motorcycle category of the Paris—
Dakar-Cairo Rally go to Richard Sainct, Oscar Gallardo (both on
BMW F 650 RR), Jimmy Lewis (BMW R 900 RR) and Jean Brucy
(BMW F 650 RR) respectively; Jimmy Lewis wins the Dubai Rally
(BMW R 900 RR).

Manufacturers’, Team and Drivers’ Championship American

Le Mans Series, Jorg Mller, Team BMW Motorsport, BMW M3 GTR;
Peter Kox, Ravaglia Motorsport, wins the FIA European Super
Production Championship in a BMW 320i E46 SPC;

Niko Pulic wins the FIA European Hill-Climb Championship for
Touring Cars, Group A, in a BMW M3;

Franz Tschager wins the FIA European Hill-Climb Championship for
Sports Cars in an Osella BMW;

Markus Gedlich wins the German Touring Car Challenge in a

BMW 320i E46 DTC;

Sandor van Es wins the Dutch Touring Car Championship in a
BMW 320i E46 DTC;

Stefano Valli, wins the ltalian Touring Car Championship, Group N1,
ina BMW M3;

Alessandro Bernasconi wins the Italian Touring Car Championship,
Group N2, in a BMW 320i;

Yvan Lebon wins the ST class French Super Touring Car
Championship in a BMW 320i STC;

3" place FIA Formula One Constructors’ World Championship,
BMW WilliamsF1 Team, Ralf Schumacher and Juan Pablo Montoya
(four wins, four pole positions).

o place FIA Formula One Constructors’ World Championship,
BMW WilliamsF1 Team, Juan Pablo Montoya (3r place) and

Ralf Schumacher (4" place), one one-two finish (Schumacher ahead
of Montoya in Malaysia), seven pole positions (Montoya);

2" place Drivers’ and Manufacturers’ rankings of the FIA European
Touring Car Championship (ETCC), BMW Team Germany (Schnitzer-
Motorsport), Jorg Mller, BMW 320;j;

Franz Tschager wins the FIA European Hill-Climb Championship for
Sports Cars in an Osella BMW;

Duncan Huisman wins the Dutch Touring Car Championship in

a BMW 320i;

Massimo Pigoli wins the Italian Touring Car Championship (Super
Production) in a BMW 320i;

Komarov Grigory wins the Russian Touring Car Championship in

a BMW 320i;

Alberto Cerrai wins the Campionato Italiano Velocita Turismo in

a BMW M3;
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2003

2004

Mario Merten wins the Nurburgring Endurance Championship in

a BMW 320i;

Herbert Stenger wins the German Hill-Climb Championship in

a Stenger BMW;

Duncan Huisman wins the Macau Touring Car Race in a BMW 320i.

2" place FIA Formula One Constructors’ World Championship,
BMW WilliamsF1 Team, Juan Pablo Montoya (3rd) and

Ralf Schumacher (5", two one-two finishes (Schumacher ahead of
Montoya, European and French GP), two single victories

(Montoya, Monaco and Germany), four pole positions (Schumacher
three, Montoya one);

Manufacturers’ Championship FIA European Touring Car
Championship (ETCC) and 2™ place Drivers’ Championship,
BMW Team Germany (Schnitzer-Motorsport), Jorg Mdiller,

BMW 320i;

Claudia Hurtgen wins the German Touring Car Challenge (DTC) in
a BMW 320i DTGC;

Mikhail Ukhov wins the Russian Touring Car Championship in

a BMW 320i (E46);

Bill Auberlen wins the Speed World Challenge for Touring Cars in the
US in a BMW 325i;

Herbert Stenger wins the German Hill-Climb Championship,

Group CN sports cars, in a Stenger BMW;

Jorg Weidinger wins the DMSB Mountain Trophy for Touring Cars,
Group G, in a BMW 318is;

Duncan Huisman wins the Macau Touring Car Race in a BMW 320i.

Manufacturers’ and Drivers’ Championship FIA ETCC,

BMW Team Great Britain (RBM), Andy Priaulx, BMW 320i;

1% and 2" place 24 Hours of the Niirburgring, Dirk Mdller/

Jorg Mller/Hans-Joachim Stuck, Team BMW Motorsport
(Schnitzer Motorsport), BMW M3 GTR;

4" place FIA Formula One Constructors’ World Championship,
BMW WilliamsF1 Team, Juan Pablo Montoya (5™),

Ralf Schumacher (9™), Antonio Pizzonia (15™), one win

(Montoya, Brazil), one pole position (Schumacher, Canada);

Robert Senkyr wins the FIA European Hill-Climb Championship in a
BMW M3;

Giulio Regosa wins the Category 2 FIA European Hill-Climb
Championship in an Osella BMW;

Dirk Muller/Jérg Mller/Hans-Joachim Stuck, Team BMW Motorsport
(Schnitzer Motorsport), win the Group 2 24 Hours of Spain a
BMW M3 GTR;

Claudia Hurtgen wins the DMSB Production Car Championship in
a BMW 320i;

Richard Géransson wins the Swedish Touring Car Championship in
a BMW 320i;

Casper Elgaard wins the Danish Touring Car Championship in

a BMW 320i;

Patrick Belién wins the Belcar Championship in a BMW M3;
Grigory Komarov wins the Russian Touring Car Championship in

a BMW 320i;
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2005

Bill Auberlen wins the Grand Am Rolex Sports Car Series in a

GT Class BMW M3 GTR;

Will Turner wins the Speed World Challenge for Touring Cars USA
ina BMW 325;j;

Alessandro Bernasconi wins the Campionato Italiano Velocita Turismo
in a BMW 320i;

Arnd Meier/René Wolff wins the Endurance Championship
Nurburgring in a BMW 318ti compact;

Herbert Stenger wins the German Hill-Climb Championship for
Racing Cars in a Stenger BMW;

Carlos Hernandez wins the Spanish Hill-Climb Championship in a
BMW 320i;

Jorg Mller wins the Touring Car Race in Macau in a BMW 320i.

Manufacturers’ and Drivers’ Championship FIA WTCC,

BMW Team Great Britain (RBM), Andy Priaulx, BMW 320i;

1% and 2" place 24 Hours of the Niirburgring, Pedro Lamy/
Duncan Huisman/Andy Priaulx/Boris Said ahead of Dirk Mller/
Jorg Mller/Hans-Joachim Stuck, Team BMW Motorsport
(Schnitzer Motorsport), BMW M3 GTR;

5™ place FIA Formula One Constructors’ World Championship,
BMWWilliamsF1 Team, Mark Webber (1 Oth), Nick Heidfeld (1 ‘Ith),
Antonio Pizzonia (22".), four podium places, one pole position
(Heidfeld, European GP);

Jorg Weidinger wins the FIA European Hill-Climb Championship in
a BMW M3;

Alessandro Zanardi wins the ltalian Touring Car Championship in a
BMW 320i;

Franz Engstler wins the Asian Touring Car Championship in

a BMW 320i;

Vladimir Nechaev wins the Russian Touring Car Championship in a
BMW 320i;

Richard Géransson wins the Swedish Touring Car Championship in
a BMW 320i;

Richard Gdéransson wins the European Touring Car Cup in Vallelunga
ina BMW 320;i;

Casper Elgaard wins the Danish Touring Car Championship in a
BMW 320i;

Claudia Hurtgen wins the Endurance Championship Nurburgring in
a BMW 320i;

Herbert Stenger wins the German Hill-Climb Championship for
Sports Cars in a Stenger BMW.
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Sauber.

A byword for Swiss motor racing.

It all began in 1970 when electrician Peter Sauber set up his own business
and began building open two-seater sports cars. It was during this time that he
constructed the Sauber C1 in the cellar at his parents’ house. The model
designation derived from the first letter of his wife Christiane’s name. With the
C1, Sauber went on to win the Swiss Championship, but subsequently only
put in sporadic race appearances.

By the time Sauber hung up his helmet in 1973, his focus had already turned
entirely to the construction side. The “C” was retained as a trademark, and by
2005 Sauber had got as far as the C24. For linguistic reasons there was no
C10 (it sounds odd in German), but along the road there appeared a sports car
named the C291.

Success with sports cars.

The first major successes began in the late 1980s after Sauber had managed
to persuade Mercedes to return to the race track. Highlights of the partnership
with the Stuttgart carmaker were a one-two finish in the 1989 Le Mans

24 Hours and two consecutive wins of the Manufacturers’ and Drivers' title in
the World Sports Car Championship (1989 and 1990).

Among the drivers who earned their racing spurs under Sauber’s aegis
in 1990 and 1991 were three who went on to become Formula One aces:
Michael Schumacher, Heinz-Harald Frentzen and Karl Wendlinger.

Sauber’s Formula One venture began almost 15 years ago. When the
Mercedes-Benz and PP Sauber AG partnership was debating its racing future
in the early 1990s with the demise of the World Sports Car Championship

in sight, the subject of Formula One was soon tabled and firmed up as a joint
project during the summer of 1991.

Preparations in Stuttgart and Hinwil proceeded apace and there seemed

no reason not to embark on the new venture. It thus came as a heavy

blow to Peter Sauber when, in November 1991, the Mercedes executive board
decided against a Formula One involvement for the time being.
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Formula One as a solo venture.

It left Peter Sauber sitting on the brand-new high-tech facility established in
Hinwil, the comprehensive racing expertise that had been developed with
Formula One in mind and the staff taken on to run the project. In January
1992 he resolved to go it alone — albeit with financial and technical support
from Mercedes, but also taking on board the considerable personal risk of
joining the sorry ranks of Formula One failures made in Switzerland.

Nonetheless, 14" March 1993 saw two Sauber C12 cars — as planned - lining
up in Kyalami for the South African GP. JJ Lehto’s fifth-placed finish turned it
into a debut worthy of celebration. In the history of Formula One, there had
only been four teams previously who had collected points in their maiden race.

Contracts with Red Bull and Petronas from 1995 provided a solid foundation
and enabled the Swiss team to establish itself as a firm fixture of Formula One.

Fourth in the 2001 World Championship.

It was some time before the breakthrough came, but in 2001 there were
suddenly three highlights in the team’s history following hot on each other’s
heels: a partnership with the major Swiss bank Credit Suisse, confirmation of
fourth place in the Constructors’ Championship in mid-October, and a few
days later the groundbreaking ceremony for the company’s own wind tunnel.

When it entered Formula One in 1993, Sauber had a staff of less than 70.

In 2005, around 300 experts were working exclusively on Formula One at the
6,800-square-metre Hinwil complex that comprises the development centre
and the adjacent wind tunnel. In addition, almost 200 suppliers in the Hinwil
region benefit from commissions coming from the racing team. Compared to
1993, the annual budget has grown fourfold within a decade.

From 1993 through to 2005 the Sauber Team contested 216 out of

218 grands prix. The two races they missed out on were the 1994 Monaco
GP following Karl Wendlinger’s serious accident and the 2000 Brazilian GR,
from which the team withdrew for safety reasons after rear wing fractures were
discovered during practice.
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Balanced against 257 completed races, which earned the team 93 champion-
ship points, there were 169 retirements. Eight of these occurred at such

a late stage that the affected drivers were nevertheless classified — JJ Lehto
even coming fourth at Imola in 1993.

In theory the line-up of 17 Sauber drivers should be able to claim 432 race
starts, but they only managed 428 since there were four occasions when only
one driver took part in the race. A convalescing Karl Wendlinger missed out

on the Spanish GP in 1994, while in 1996 Johnny Herbert was forced to
watch the restart in Australia from the trackside after being involved in a pile-
up. Gianni Morbidelli passed up the Japanese GP in 1997 due to a hand injury
sustained during practice, while 2003 saw Heinz-Harald Frentzen fail to make
the restart in Austria due to a clutch failure.

Six podium places.

Six third places are the team’s best results. On two occasions victory

seemed within grasp. At the Monaco GP in 1996, Frentzen finished fourth
after colliding with Eddie Irvine’s Ferrari while attempting to pass him and later
dropping further back on account of two extra pit stops. In France in 1999,
Jean Alesi spun off a wet track and out of the race just before the safety car
was sent out.
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Statistics (1993 to 2005).

Drivers Grands prix | Points
for Sauber Sauber

JJ Lehto (FIN/1993-1994) 18 5
Karl Wendlinger (AUT/1993-1995) 25 11
Heinz-Harald Frentzen 64 42
(GER/1994-1996/2002-2003)
Andrea De Cesaris (ITA/1994) 9 1
Jean-Christophe Boullion (FRA/1995) 11 3
Johnny Herbert (GBR/1996-1998) 48 20
Nicola Larini (ITA/1997) 5 1
Gianni Morbidelli (ITA/1997) 7 0
Norberto Fontana (ARG/1997) 4 0
Jean Alesi (FRA/1998-1999) 32 11
Pedro Diniz (BRA/1999-2000) 32 3
Mika Salo (FIN/2000) 16 6
Nick Heidfeld (GER/2001-2003) 50 25
Kimi Raikkdnen (FIN/2001) 17 9
Felipe Massa (BRA/2002/2004-2005) 53 27
Giancarlo Fisichella (ITA/2004) 18 22
Jacques Villeneuve (CAN/2005) 19 9
Total 428 195
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Championship points and Constructors’ Championship placings.

Season | Grands prix Points | Position
1993 16 12 7
1994 16 12 gt
1995 17 18 7
1996 16 11 7"
1997 17 16 7"
1998 16 10 6"
1999 16 5 g
2000 17 6 g
2001 17 21 4t
2002 17 11 5
2003 16 19 6™
2004 18 34 6"
2005 19 20 g
Total 216 (428 starts) | 195
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Placings by year.
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7. Press service.
Contacts.

Jorg Kottmeier

Head of BMW Motorsport Communication
D-80788 Munchen

Phone +49 (0) 89 3 82-2 34 01

Fax +49 (0) 89 3 82-2 75 63

Mobile +49 (0) 170-5 66 61 12
joerg.kottmeier@bmw.de

Hanspeter Brack

BMW Sauber F1 Team Press
Wildbachstrasse 9

CH-8340 Hinwil

Phone +41 (0) 44 937 94 50

Fax +41 (0) 44 937 90 01

Mobile +41 (0) 79 770 1819
hanspeter.brack@bmw-sauber.com

Heike Hientzsch

BMW Sauber F1 Team Press
Feuerwehrstrasse 24
D-51588 Numbrecht

Phone +49 (0) 2293-90 39 94
Fax +49 (0) 2293-90 39 95
Mobile +49 (0) 172-620 99 04
bmw@heikehientzsch.de
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llka Wendlandt

BMW Sauber F1 Team Press
Wildbachstrasse 9

CH-8340 Hinwil

Phone +41 (0) 44 937 93 10
Fax +41 (0) 44 937 90 01

Mobile +41 (0) 79 774 0304
ilka.wendlandt@bmw-sauber.com

Websites:
Media: www.press.bmw.com
Team: www.bmw-sauber-f1.com
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Services.

Press releases in English and German, and also in French, Italian, Japanese
and Spanish for the relevant grands prix, are available in various email formats
(text only, pdf, html) or by fax.

Requests for changes to the mailing list should be sent to Heike Hientzsch:
bmw@heikehientzsch.de, fax +49 (0) 2293 — 90 39 95.

Previews are generally sent out on the Friday nine days ahead of a GP.

Practice, qualifying and race reports are sent out daily on GP weekends
around 60 minutes after the end of the last session or the end of the race.

Test reports containing the most important data are sent out after each test
day.

Online press releases, press kits and photos are available at:
www.press.omw.com. Further information can be found on the team website
www.bmw-sauber-f1.com and at www.bmw-motorsport.com.

Transparencies and colour prints as well as TV footage can be obtained
from the listed contacts.

A new CD-ROM will be available at the start of the season. It contains the
press kit texts in five languages (English, German, French, Italian and Spanish)
along with the latest photos.



