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Abstract 

 

This unique edition presents the Dubina Evo electric sports car and its 

small-scale manufacturing at a mini-factory. The book is designed for anyone 

interested in electric vehicle engineering, industrial design, manufacturing 

management, and the creation of production facilities. The material is pre-

sented with a practical focus and can be used as a textbook, a conceptual 

project, or a blueprint for a real-world enterprise. It provides a consistent and 

detailed description of the carôs design, operating principles, and the mini-fac-

tory ecosystem. The text offers an accessible explanation of the physicochem-

ical processes occurring within the car. It covers revolutionary technologies 

destined to elevate electric car to the next level and usher in a new era of au-

tonomous electric machines. Reading this book will be an extraordinary journey 

into the world of advanced manufacturing and technology. 
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Preface 

 

We live in a world of evolving technologies. They enhance devices, mak-

ing them more efficient and environmentally friendly. Some believe that every-

thing has already been invented, that civilization has reached its peak and there 

is nothing left to discover, yet new breakthroughs occur constantly. When man 

first created fire, it provided warmth, light, and protectionðit seemed nothing 

could be better. However, as time passed, humanity devised new solutions. 

Electricity replaced fire for lighting. LED lamps replaced incandescent bulbs. In 

my childhood, I imagined robots and transformers powered by the energy of 

atomic bonds, in my vision, there was no room for liquid fuel or firewood. A car 

is a technical device consisting of many components that evolve alongside 

technology. Today, there are over a billion internal combustion engine vehicles 

registered worldwide. The liquid fuel required for these vehicles produces toxic 

substances upon combustion. Hydrocarbons, aldehydes, and sulfur dioxides 

contained in exhaust gases cause respiratory diseases and cancer in urban 

populations. People stuck in traffic jams for hours are most vulnerable to the 

harmful effects of exhaust fumes. An electric car does not pollute the atmos-

phere. In many ways, it is superior to an internal combustion engine vehicle. 

Unlike an internal combustion engine car, the construction of an electric car 

lacks large mechanical units such as a starter, carburetor, or gearbox. A car 

with an electric motor accelerates faster, changing the motorôs rotation speed 

is achieved electronically at the software level using a microcontroller rather 

than mechanically. 

In 2012, I was surprised by the absence of electric cars in cities. People 

could come home from work and plug in their car to charge overnight when 

electricity rates are lower, and in the morning, set off again without wasting 

time at a gas station, yet for some reason, they did not. Perhaps it is because 

there are so few electric car models in the world. Therefore, I decided to create 

an exceptional electric car. That was when I began working on the electric car 

project. Electric cars were rare back then. I considered various types of vehi-

cles and initially chose an economy-class electric city car. To keep costs low, 

economy-class cars do not possess outstanding technical specifications. Their 

materials are inexpensive, motors are not powerful, and the design and parts 

are intended for mass production. The most advanced technologies are used 

in racing cars. To achieve high speed, high power, and low weight, they utilize 

the best components and materials. I changed my choice and began designing 

a racing car. When engineering the car, I relied on rules that refine the con-

struction. The desire to create the ideal racing car helped me find new 
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technologies not used in other vehicles. I named this car Evo, derived from the 

word "evolution." A racing car evolves; it becomes faster, lighter, and more 

powerful. A distinctive feature of the Evo is that it is designed for two people 

with the convenience of operation on public roads. The Evo is an all-wheel-

drive electric supercar, with each wheel equipped with an electric motor. The 

Evo utilizes fast-charging technology as well as engine braking. Thanks to the 

use of four electric motors, the car is capable of rotating around its own axis. 

The car's construction is presented in this book part by part. Images of the car 

and its components are rendered from a 3D model used in a 3D constructor. 

The assembly of the 3D model in the video game is performed by solving tasks 

based on the operating principles and properties of the parts. 

The Dubina Evo electric supercar is a complex and expensive vehicle, 

requiring significant material investment for its production. Such cars are as-

sembled for auto racing or commissioned for private collections. While design-

ing the Evo, I thought about how to manufacture it and what technologies and 

equipment would be required. I dreamed of my own production and planned 

for small-scale manufacturing. As the project progressed, the factory layout 

was reimagined and altered. The result is a production building of the most 

minimal size possible in which a car can be manufactured. The structural form 

of the building arises from the technological process requirements and meets 

standards for strength, stability, and durability. For construction, the latest pro-

duction methods are used to satisfy requirements for material efficiency, indus-

trial manufacturing, and rapid assembly. Standard products made via the latest 

production methods are widely used in the structure. Production and domestic 

facilities fit within a single building with a total area of 960 m². The layout of the 

rooms, the organization of the assembly area, the arrangement of production 

stages, and the choice of engineering systems were formed based on the ac-

tual tasks of small-scale car production. By reading this book, you will learn 

how modern manufacturing is organized. Here, the production process pos-

sesses flexibility, innovation, and the ability to rapidly refine the design during 

the work process. You will see the factory from the inside, from the sturdy steel 

framework and workshops flooded with natural light to the directorôs office, 

where the enterpriseôs course is charted. The book introduces the mini-factory 

personnel, consisting of sixteen people working harmoniously, like a single 

sports team. Special attention is paid to the interaction of the people involved 

in production, the role of each specialist, and how their joint work turns an idea 

into a finished product. This book is a guide to a world where engineering 

thought takes shape, where every nut and every byte of software code matters, 

and where a small team is capable of creating large and complex machines. 
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1 Electric car Dubina Evo 

 

 

1.1 General Information about the Dubina Evo car 

 

The Dubina Evo is not merely a car, but a symbol of engineering mastery 

and futuristic vision (Figure 1). Every element has been thought out to the 

smallest detail. The car is designed for both the racing track and city driving. 

The streamlined body is created for maximum aerodynamic efficiency, with a 

drag coefficient of 0.25. Body parts made of carbon fiber have significantly re-

duced weight and increased structural rigidity. With a mass of 1200 kg, the car 

is capable of accelerating to 100 km/h in just 2.7 seconds, reaching a top speed 

of 300 km/h. The car's dimensions are 4.6 m in length, 2 m in width, and 1.2 m 

in height. The wide axle improves handling and increases stability by reducing 

body roll during cornering. Additionally, the wide axle allows for the use of wider 

tires, increasing the contact patch with the road. 

 

 
 

Figure 1 ï Dubina Evo electric car 

 

The car features a monocoque structure. The monocoque acts as a load-

bearing element, distributing stresses throughout the entire structure. It in-

cludes windows for routing electrical wiring and mounting holes for attaching 

front and rear frames with double-wishbone suspension. The front and rear 
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frames are made of circular and square section aluminum profiles. An electric 

power steering mechanism is attached to the front of the monocoque. Two 

electric powertrains, consisting of four motors in total, are installed on the mon-

ocoqueðone at the front and one at the rear. Their combined power is 800 

kW. Having one electric motor per wheel provides not only high power but also 

ideal torque distribution. The brushless motor features an eight-pole rotor with 

neodymium permanent magnets and a twelve-winding stator. To reduce motor 

weight and increase torque, the rotor is hollow and made of composite material. 

Each motor has an electronic control unit. This control unit allows for variable 

speed control of the operating electric motor. It is responsible for timely switch-

ing of the winding supply voltage based on the rotor's rotation, utilizing rotor 

position sensors. A distinctive feature of this motor is the capability for braking 

through the reverse control of a three-phase asynchronous motor. The motor 

can operate briefly with peak current, providing immense force for short peri-

ods. When the car coasts or moves downhill without power, the motor contin-

ues to rotate, acting as a generator. The generated current is returned to the 

battery, allowing for energy recovery rather than wasting it in the motor control 

circuit. This configuration enables energy recuperation. Having a motor on 

each wheel increases maneuverability by varying the rotation speed of the 

wheels depending on the steering angle. During a turn, the wheel on the outer 

radius rotates at a higher frequency than the inner wheel, proportional to the 

steering angle. Each motor has a separate reduction gearbox. Cooling of the 

electric motors is provided during movement by the airflow passing under the 

car's underbody. The electric motors are powered by an 85 kWh lithium-ion 

battery pack mounted at the rear of the monocoque (Figures 2, 3). 

 

 
 

Figure 2 ï Dubina Evo with the front-mounted powertrain. 



10 
 

 

 
 

Figure 3 ï Dubina Evo with the rear-mounted powertrain 

 

The speed controller is located on the battery pack. The battery provides 

a range of approximately 400 kilometers at a moderate driving pace. The inte-

rior of the car is simple yet high-tech, designed for comfort and convenience. 

Screens display charge levels, routes, and energy-saving tips. The driver's seat 

is engineered so that all necessary controls are within easy reach. A digital 

dashboard and touchscreen displays provide full information on the vehicle's 

status. Lightweight sports seats are installed in the monocoque. Luxurious ma-

terials and high-quality finishing create an atmosphere of exclusivity (Figures 

4, 5). The car is operated via two pedals: an accelerator (current) pedal and a 

brake pedal. The pedal construction is simple and reliable, made of aluminum 

alloy. The pedals are 28 cm long, with the entire pedal assembly measuring 43 

× 43 × 28 cm, mounted on the monocoque floor. The operating principle in-

volves changing the resistance of a slide potentiometer connected to the pedal 

at a right angle. The potentiometer sends a signal to the controller, and the 

travel controller manages the motors. The Evo steering wheel is designed for 

sporty driving with a diameter of 310 mm. The small diameter increases steer-

ing speed. The steering wheel travel is 180°, allowing the driver's hands to 

remain in one position. The wheel is made of carbon fiber and features control 

buttons. On the right side of the steering wheel, there is a five-button pad for 

navigating menu settings. The horn button is located in the center. Signals from 

the buttons are transmitted to shift registers located inside the steering wheel 

housing. The car's central processor is programmed to receive signals from 

these shift registers. 



11 
 

 
 

Figure 4 ï Dubina Evo with open doors 

 

 
 

Figure 5 ï Dubina Evo with open doors 

 

1.2 Car engineering and design 

 

Software forms the foundation of all design activities. Various programs 

serve as tools for engineering, each performing a distinct function. The creation 

of the information model for the Dubina Evo car began with a conceptual 

sketch. This sketch was created in Krita, a free raster graphics editor. It is an 

open-source software, part of the KDE suite, developed primarily for artists and 
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photographers and distributed under the GNU GPL. Krita supports non-de-

structive layer and mask editing, various color spaces, and models such as 

RGB, CMYK, and LAB in modes ranging from 8 to 32-bit floating point per 

channel. Additionally, it features popular filters, adjustment layers, masks, dy-

namic filters, and a series of retouching tools. The developersô main priority is 

providing extensive capabilities for artists. The conceptual sketch presented 

the car's vision, overall dimensions, and structural features. After defining the 

primary dimensions and design characteristics, drawings of the future car were 

produced. These drawings were created using LibreCAD, a cross-platform, 

open-source 2D CAD application based on QCad. LibreCAD is designed for 

2D engineering tasks such as preparing technical and architectural drawings, 

schematics, and plans. It runs on Linux, Windows, and Mac OS X, and is dis-

tributed under the GNU General Public License version 2. The source code is 

written in C++ using Qt libraries. Subsequently, a three-dimensional model was 

built based on these drawings. Blender was used for 3D modeling (Figure 6). 

 

 
 

Figure 6 ï Blender software interface 

 

It is a comprehensive suite combining all modern 3D modeling capabili-

ties. The program is not demanding on computer hardware, it can be used for 

industrial design, organizing assembly structures, and preparing models for 3D 

printing. It supports all major types of modeling: free-form sculpting, solid body 

work (including direct editing), parametric dimensioning, and support for OBJ 

and STL formats as imported geometry. All modeled elements can serve as 

templates for future work. The software supports various 3D file formats for 

import and export, including Alembic, 3D Studio (3DS), Filmbox (FBX), Auto-

desk (DXF), SVG, STL (for 3D printing), UDIM, USD, VRML, and WebM. 
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Three-dimensional models of individual parts were grouped into sub-as-

semblies and then joined into the car's main sections. The car body was con-

structed using sculpting mode. The build began with a single polygon, which 

was subdivided into four equal polygons. By adding polygons one by one, the 

body shape was formed. In areas requiring more detail, polygons were subdi-

vided further. After building and editing one longitudinal half of the body, a sym-

metry modifier was applied. This modifier creates a symmetrical copy of the 

part that reflects any changes made to the original. Joining the two symmetrical 

halves resulted in a complete body where modifying one side automatically 

updates the other. To ensure smooth, even lines on the body, 3D templates 

(French curves) were used. A cylinder was utilized to create the precise circular 

arcs of the wheel arches, acting as a template to align the polygon lines. Rec-

tangular planes were used to construct the straight lines on the doors and side 

sills. These 3D templates allow for checking the straightness of polygon lines 

from all angles. Additionally, glossy materials are used to visually verify the 

smoothness of the surface. Not only the material type but also its color affects 

the visual assessment of surface quality. 

Mechanical components and reduction gearbox gears were designed in 

FreeCAD. This is a general-purpose parametric 3D CAD modeler with open 

source code (LGPLv2+ license). The foundation of solid modeling in FreeCAD 

is the Boundary Representation (B-Rep) principle, though it also supports pol-

ygon meshes. The geometric kernel of FreeCAD is OpenCASCADE. Beyond 

mechanical engineering, FreeCAD can be used for architectural design or finite 

element analysis (FEA). FreeCAD supports over 30 file formats for importing. 

3D printing was employed to manufacture car parts. 3D printing technol-

ogy is universal, with part size limited only by the printer's build volume. A 3D 

printer is a peripheral device that creates a three-dimensional object layer-by-

layer from a digital 3D model. 3D printing requires no additional tooling; all 

types of parts can be made on the same printer. To print a part, the original 3D 

model format must first be converted into G-code. This is the standard pro-

gramming language for computer numerical control (CNC) machines, estab-

lished by the Electronic Industries Alliance in the early 1960s. The Slic3r pro-

gram is used to convert STL files into G-code. This software allows the user to 

set print speed, infill density, and many other parameters. After conversion, the 

G-code file is loaded into the 3D printer. Due to the layer-by-layer additive pro-

cess, parts of any complexity can be manufactured. Various materials are used 

for 3D printing, the most common being PLA, ABS, and PVA plastics, nylon, 

rubber, and metal powders. The most efficient 3D printing process is stereo-

lithography (SLA). In stereolithography, a layer of material is formed across the 
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entire surface simultaneously. Intense light beams from a projector strike a 

transparent glass plate at the bottom of a vat filled with liquid photosensitive 

resin. The projector beneath the glass transmits the cross-sectional image of 

each part layer. Thus, the material hardens on the glass and is pulled upward 

out of the vat, layer by layer. 

The car's operation is managed by programs written in the Visual Studio 

Code (VS Code) integrated development environment. As a modern, light-

weight, yet powerful IDE, VS Code is ideal for software development. Due to 

its flexibility, extensibility, and support for numerous programming languages, 

VS Code allows developers to efficiently create, debug, and test the code that 

powers the power electronics, motor control systems, sensors, and onboard 

services. The electric car's design utilizes various microcontrollers and control 

units, for which code is written in C, C++, Python, and Rust, alongside scripts 

for diagnostics and telemetry. VS Code provides full support for all these lan-

guages, including autocompletion, error highlighting, formatting, and static 

analysis. Managing the car's code requires strict discipline, as errors can lead 

to the malfunction of the motor or power units. VS Code features built-in Git 

support, enabling developers to create branches, compare changes, perform 

code reviews, and document firmware versions for different vehicle modules. 

VS Code supports hardware debugging via JTAG/SWD adapters, USB-UART, 

and CAN buses. This is particularly vital for the Evo electric car, as many mod-

ules (e.g., BMS, inverter, motor controllers) communicate via CAN. Through 

extensions, one can monitor CAN messages directly from VS Code, perform 

logging, and test algorithms in real time. Regarding containers and DevOps: 

the Evo project uses a flexible build system involving Docker containers and 

automated firmware compilation. VS Code supports remote development, al-

lowing projects to be opened within virtual machines or containers without the 

need for local environment setup. In addition to code, the Evo project includes 

technical documentation: schematics, protocol descriptions, and sensor set-

tings. VS Code enables convenient work with Markdown, YAML, and JSON, 

facilitating project management and information exchange between program-

mers, electrical engineers, and designers. 
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1.3 Dubina Evo car construction 

 

 

1.3.1 Monocoque 

 

The monocoque is a single structural element, much like a butterfly's co-

coon, bonded from woven high-strength carbon fibers (Figure 7). Inside the 

monocoque are the driver and passenger compartments. The term "mono-

coque" comes from the French word meaning "single shell" or "single hull." The 

defining characteristic of a monocoque is its specific strength: it is exceptionally 

strong, rigid, and lightweight. A carbon fiber monocoque provides excellent in-

sulation for the passenger cabin against vibration and noise from mechanical 

components, as well as tire road noise. It is the most critical, resource-inten-

sive, and expensive structural part of the car. Furthermore, a carbon fiber mon-

ocoque is corrosion-resistant. The use of carbon fiber composites allows for a 

unique, streamlined shape where the entire single shell absorbs all the loads 

acting on the vehicle during movement. It serves as the primary chassis for 

mounting and securing the car's systems and mechanisms, with both the mo-

tors and the frame attached directly to it. 

 

 
 

Figure 7 ï The Dubina Evo car monocoque 

 

The engineering of the monocoque focuses on the most rational distribu-

tion of material to maximize its load-bearing capacity. The goal is to create a 

clear, continuous form that ensures the direct transfer of loads from the point 
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of application to the point of reaction. The monocoque structure is rigid to en-

sure precise handling and lightweight to minimize inertial loads and oscillations 

of the sprung mass relative to the vertical axis. It is designed to be durable 

enough to withstand cyclic road loads, as well as stresses from the powertrain, 

driver, and passenger. A monocoque's design is evaluated based on its 

strength and stiffness, with studies focusing on its deformability. This mono-

coque exhibits no sagging or bending. Under a concentrated mid-load of 20 

kN, the deflection at the center does not exceed 1 mm, and the deformation of 

the door aperture contours is no more than 0.5 mm. Since carbon fiber is not 

as stiff as steel or aluminum, reinforcing inserts and stiffening ribs are inte-

grated into the design (Figure 8). The safety of the driver and passenger de-

pends heavily on the monocoque. The front and rear sections of the carðcon-

sisting of bumpers, body panels, and framesðare less rigid than the mono-

coque and have lower impact resistance. Consequently, during a collision, the 

deformation of these outer sections absorbs the impact energy, protecting the 

passenger cell within the monocoque from deformation. This ensures a "sur-

vival space" for the occupants. The monocoque weighs 72 kg and is a non-

detachable unit. It consists of a floor (base), roof, side panels, and front and 

rear sections. Assembly is performed on a specialized jig. Using epoxy adhe-

sive and screws, the front and rear sections are bonded to the lower base, 

followed by the left and right halves, with the roof installed last. 

 

 
 

Figure 8 ï Monocoque cross-sections 
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All parts of the monocoque are manufactured from prepreg using the 

hand lay-up method. Carbon fiber prepreg is used in rolls 1.25 m wide and 50 

m long, with a density of 422 g/m². The molding process involves layering the 

prepreg into a matrix (mold). Since the outer surface of the monocoque expe-

riences maximum stress during bending, high-modulus carbon fibers are laid 

in these areas. The first layer of carbon is the thinnest to ensure the smoothest 

possible finish. The carbon precisely follows all curves of the mold without de-

lamination or air pockets. Cutting of the carbon fabric is performed by a plotter 

or according to a template. Templates are cut from a pattern sheet (Figure 9), 

where part numbers are indicated. Depending on the required thickness of the 

part, the necessary number of prepreg layers is prepared and stored in an ac-

cessible location in the order of their lay-up. Monocoque parts with complex 

geometries utilize cuts consisting of several individual elements and are man-

ufactured in multi-part volumetric molds. A release agent, such as wax and 

PVA (polyvinyl alcohol), is applied to the mold surface to ensure safe extraction 

of the finished part after the resin cures. Once the carbon is laid into the pre-

pared matrix, it is covered with a lid that matches the part's shape, pressing the 

prepreg firmly to ensure correct geometry. After the resin has cured, the part is 

removed from the mold and sent to the machining hall. The sanded, smooth, 

and glossy surface of the monocoque reveals the twill-weave carbon fabric be-

neath a layer of transparent polymer. 

 

 
 

Figure 9 ï Pattern sheet 
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1.3.2 Space frame 

 

The car's frame consists of two parts: front and rear (Figure 10). They are 

attached to the monocoque at the front and rear respectively. The front frame 

houses the front suspension, anti-roll bar, front trunk, front bumper, and head-

lights. The rear frame carries the rear motors, battery pack, rear suspension, 

anti-roll bar, rear trunk, rear bumper, and taillights. The frame design is based 

on full triangulation of all planes. Triangulation is the process of dividing a com-

plex polygonal area into a set of triangles. The advantage of this type of con-

struction is the combination of lightweight with high rigidity and strength. During 

the frameôs engineering, load-bearing points were carefully considered, and 

nodes were placed in these locations to distribute loads evenly across all parts 

of the frame. To increase the rigidity of the rear frame, a crossmember is in-

stalled between the shock absorber mounts. 

 

 
 

Figure 10 ï Space frame on the Evo monocoque 

 

The frame is manufactured from 6061 structural aluminum alloy. Alumi-

num offers several advantages over other metals: low weight, high strength, 

good weldability, corrosion resistance, and resistance to temperature fluctua-

tions. Alloy 6061 possesses a good combination of mechanical properties and 

can withstand significant loads before failure. Its ultimate tensile strength is 310 

MPa, and its modulus of elasticity is 68.9 GPa. Alloy 6061 undergoes heat 

treatment to increase strength and becomes tougher after tempering. This alloy 

is easily joined by welding, machined by milling or drilling, and readily deformed 
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into desired shapes. Alloy 6061 has a low density of 2.7 g/cm³ and excellent 

corrosion resistance due to the formation of an ɸl2O3 oxide film, which is non-

reactive with corrosive elements. Magnesium (Mg) and silicon (Si) are used as 

the primary alloying elements to provide strength and corrosion stability. Due 

to its copper content, alloy 6061 is slightly less corrosion-resistant than some 

other alloys (such as 5052, which is copper-free). However, it resists corrosion 

from concentrated nitric acid, ammonia, and ammonium hydroxide. The chem-

ical composition of 6061 alloy is: 97.9% Al, 0.6% Si, 1% Mg, 0.2% Cr, and 

0.28% Cu. Using standard profiles for frame fabrication simplifies the assembly 

process. The frame structure consists of simple elements: circular and square 

section tubes, angles, and plates. This type of construction is cost-effective and 

easier to maintain and repair. The large gaps between the tubes facilitate the 

installation and removal of components located inside the frame. The circular 

shape of the tubes distributes loads effectively. High-load sections of the frame 

are made of tubes with a 40 mm diameter and 5 mm wall thickness (Ø40 × 5 

mm). Lower-load sections use 30 mm diameter tubes with a 3 mm wall thick-

ness (Ø30 × 3 mm). The mounting points for the battery and motors are made 

of 55 mm square tubing with a 5 mm wall thickness (55 × 5 mm). Suspension 

arm mounts are made of 8 mm thick plates. To increase strength and rigidity, 

6 mm thick gussets are welded at the tube joints. The open ends of the tubes 

are welded shut using 1.5 mm thick aluminum sheet blanks to prevent water 

and dirt from entering. Before welding, the tubes are cut according to the draw-

ings and labeled. The cut sections are then positioned on a welding jig table. 

Aligning the tubes with the drawing dimensions, they are fixed with special fix-

tures, using magnetic squares to set the required angles. The sections are then 

secured with tack welds. After verifying all dimensions and angles, final welding 

of all seams is performed. Seams are welded sequentially from one side to the 

other to avoid omissions. The strength and integrity of the frame depend strictly 

on compliance with the drawings and high-quality welding. Special attention is 

paid to the fit-up of elements to ensure a uniform fit and minimal gaps, which 

prevents excessive stress and ensures high-quality seams. Aluminum alloy 

6061 tubes (square and circular) are joined using pulsed Gas Metal Arc Weld-

ing (MIG) in an inert argon gas environment, creating strong, permanent joints 

(Figure 11). Aluminum and its alloys possess specific properties that make 

welding more complex than steel, including: a tendency for porosity, high ther-

mal conductivity, high oxygen affinity forming a stable ɸl2O3 oxide film, a high 

linear expansion coefficient, and a susceptibility to hot and cold cracking. No-

tably, the melting point of the oxide film (2050 °C) is significantly higher than 

that of aluminum itself (660 °C). Because of this oxide layer, a high current is 
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needed to break through it with an electric arc, even though the aluminum be-

neath it melts at a much lower temperature. 

 

 
 

1 ï nozzle; 2 ï contact tip; 3 ï torch body; 4 ï gas shield; 5 ï molten metal;  

6 ï wire spool; 7 ï feed rollers; 8 ï welding wire. 

Figure 11 ï Pulsed gas metal arc welding in an argon environment 

 

Using a constant high current can cause the molten pool to scatter, mak-

ing the arc difficult to control and increasing the risk of undercuts and burn-

throughs. If the current is too low, the oxide film won't break, and the filler metal 

will sit on the surface without fusing, resulting in a weak joint. Therefore, an 

MIG welder capable of automatically varying the currentðpulsing between 

high current to break the oxide and low current to weld the base metalðis used. 

For welding the 6061 alloy, a universal MM215 welder is employed (Figure 12).  

This welding machine operates with a current range of 20 to 230 A at 240 V 

and weighs approximately 29 kg. It features technology that simplifies param-

eter setup and includes a soft-start function. The welding is performed manu-

ally with a torch, while the ER4043 aluminum filler wire is fed automatically. 

Since molten aluminum is highly fluid, welding is performed in the flat (down-

hand) position. The transfer of the melting electrode wire into the weld pool is 

the most critical part of the MIG process, influenced by the shielding gas, cur-

rent, voltage, and wire diameter. AC mode allows for automatic polarity switch-

ing during the cycle: the beginning of the cycle breaks the oxide film, and the 

next part ensures deep penetration. 
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1 ï shielding gas cylinder; 2 ï welding wire; 3 ï ground cable with clamp;  

4 ï workpiece; 5 ï torch; 6 ï MIG welder; 7 ï gas hose; 8 ï gas pressure/flow 

regulator. 

Figure 12 ï Welding setup 

 

Weld quality depends heavily on surface preparation. Each part is 

cleaned even if it appears free of oil or debris. The oxide film is removed me-

chanically (using sandpaper or wire brushes) and chemically (using alkaline 

solvents followed by hot and cold water rinsing and drying). After cleaning, the 

surface is treated with a solvent (acetone or white spirit) and dried. All welds 

are of the highest quality with full penetration, completely encircling the tube 

perimeter. 

After welding, weld spatters are removed, sharp edges are rounded, and 

all surfaces are ground smooth. Since the area near the weld typically retains 

only about 40% of the base metal's strength, the frame undergoes heat treat-

ment (tempering) to restore strength. Finally, the frame is primed and painted 

(Figures 13, 14). 
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Figure 13 ï Front section of the space frame 

 

 
 

Figure 14 ï Rear section of the space frame 

 

1.3.3 Battery pack 

 

An electric accumulator is a device capable of receiving electrical energy 

from an external source and subsequently releasing it (Figure 15). The process 

of supplying electrical energy to the accumulator is called charging. The pro-

cess in which the accumulator delivers electrical energy to an external circuit 

is called discharging. 
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Figure 15 ï Battery pack. 

 

During discharge, electrical energy is obtained from the chemical energy 

of active substances formed during charging; during discharge, the reverse 

chemical process occurs. During charging, the chemical composition of the ac-

cumulator plates changes, accumulating chemical energy. When delivering 

electrical energy (discharging), the chemical processes run in the opposite di-

rection, and the plates of the discharged accumulator return to their initial state 

(pre-charge), i.e., the same chemical composition. No destruction of the mate-

rials within the accumulator occurs; the chemical reactions are reversible. 

Thus, the battery pack converts chemical energy into electrical energy. An ac-

cumulator consists of an anode (+) and a cathode (-). A battery pack is char-

acterized by its capacity, which is the amount of electrical energy the battery 

can deliver during discharge from a fully charged state to a maximum allowable 

discharged state. Battery capacity is measured in ampere-hours and depends 

on its design, the number of plates, their thickness, the material of the plate 

separators, and other factors. In operation, the capacity of a battery pack de-

pends on the discharge current strength, electrolyte temperature, discharge 

mode (intermittent or continuous), state of charge, and battery wear. For in-

stance, as the discharge current increases and the electrolyte temperature de-

creases, the battery pack's capacity decreases. The capacity C depends on 

the electrode surface area S, the distance between electrodes d, and the elec-

trical conductivity of the electrolyte. The larger the electrode surface area S, 

the greater the battery capacity: ʉ ~ S. The smaller the distance between elec-

trodes d, the greater the capacity: C ~ 1 / d. The higher the electrolyte conduc-

tivity, the greater the capacity:  ʉ ~ Ů. The general formula for battery capacity 
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is: C = Ů Ů0 S / d. Lithium batteries feature high energy density and voltage, long 

service life, and low self-discharge rates; they are commercially available and 

widely used. The car utilizes a lithium-ion battery pack with low internal re-

sistance, capable of delivering currents of several hundred amperes for several 

seconds. The battery pack consists of high-efficiency, high-energy-density cy-

lindrical cells with NMC (Nickel-Manganese-Cobalt) lithium-ion chemistry, fea-

turing a graphite anode and a lithium cobalt cathode (Figure 16). The battery 

pack is comprised of 16 modules, each with a nominal voltage of 25 V. Sixteen 

battery modules are connected in series to form a pack with a nominal voltage 

of 400 V. Each battery module consists of 360 "18650" cells, which closely 

resemble standard AA batteries (the weight of a single cell is 45 g), connected 

in a 6s60p configurationð6 cells in series and 60 such groups in parallel. The 

energy capacity of each battery module using these cells is 5.3 kWh. In total, 

the battery pack contains 5,760 such cells. For operational convenience, the 

battery has a voltage of 400 V, achieved through a mixed connection of the 

cells. Parallel connection of cells is used to obtain higher current at the same 

voltage. Series connectionðwhere cells are connected sequentially, the posi-

tive terminal of one to the negative of anotherðis used to obtain higher voltage 

at a constant current. In this case, the total current strength will equal the max-

imum allowable current for each cell. In a mixed connection, elements are con-

nected in parallel into groups, which are then connected in series. When as-

sembling cells into a battery, it is vital to remember that the battery will function 

properly only if all constituent cells have identical capacity and voltage. Dis-

crepancies in the parameters of individual cells, especially when connected in 

parallel, can lead to premature failure of the entire battery and a decrease in 

its efficiency. The battery is protected from the environment by a carbon fiber 

enclosure. On the inner side of the carbon fiber lid, there are film-like pads. The 

lid is secured with screws and rubber gaskets, which are further sealed with 

silicone sealant. The battery pack is divided into 16 compartments, with a bat-

tery module placed in each. Each of the 16 battery modules includes a built-in 

BMU (Battery Monitoring Unit), which is connected to a central BMS (Battery 

Management System). The BMS manages operations, monitors parameters, 

and provides protection for the entire battery pack. The battery has two termi-

nals: positive and negative. The common output terminals are located at the 

rear of the battery pack. The battery is attached to the monocoque and the rear 

frame of the car using screws. It powers all the car's devices and motors. Pos-

sessing low internal resistance, the battery pack can deliver several hundred 

amperes for several seconds, creating instantaneous power for the electric mo-

tors. 
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Figure 16 ï Construction and arrangement of accumulators in modules. 

 

The electromotive force (EMF) valueðthe voltage at its terminals in the 

absence of a loadðdoes not depend on the size or shape of the plates but 

solely on the accumulator's design. The terminal voltage depends on the load 

resistance and the internal resistance of the accumulator. The higher the inter-

nal resistance and the lower the load resistance, the lower the terminal voltage 

will be. Internal resistance is composed of the resistance of the electrolyte and 

the electrodes and is measured in ohms. Capacity is the ability of an accumu-

lator to deliver a certain amount of electricity over a specific time, measured in 

ampere-hours (Ah). The capacity value depends on the discharge current, 

electrolyte density, and ambient temperature, and can therefore fluctuate sig-

nificantly. Efficiency (COP) is the ratio of the energy delivered by the accumu-

lator during discharge to the energy supplied to it during charging; efficiency 

can never equal one (part of the energy during charging is wasted on heating 

the plates and electrolyte due to their resistance). An accumulator is charac-

terized by its allowable charging and discharging currents. Exceeding these 

currents leads to premature battery failure. The battery's charging speed de-

creases over time due to increasing electron density. The battery pack is 

charged by a constant current (DC) charger. The charging current does not 

exceed half of the battery's capacity. Battery charging is non-linear: initially, the 

battery charges quickly, then more slowly. This occurs due to the increase in 

charge density within the accumulator. During charging, the number of posi-

tively charged LiC6 molecules at the anode increases, and their density be-

comes greater. Resistance and voltage within the accumulator increase. To 

fully charge the battery, more energy is required for the formation of new 
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molecules. The graph of battery charge versus time takes the form of the func-

tion y = x^1/2 (Figure 17). 

 

 
Figure 17 ï Graph of charging speed vs. time. 

 

The cathode of the accumulator is made of an aluminum current collector 

coated with LiNiMnCoO2. Aluminum is used as the cathode current collector 

because it possesses high electrical conductivity, low weight, and low cost 

compared to other materials (Figure 18). The cathode slurry consists of 

LiNiMnCoO2, a binder, a conductive additive, and a solvent. The battery anode 

is made of graphite foil with a thickness of 100 µm. A separator is placed be-

tween the cathode and the anode. A thin insulating film with high ionic perme-

ability and mechanical strength is used as the separator. The separator has a 

pore diameter of 0.05 µm and a thickness of 10 µm. Non-woven polypropylene 

is used for the separator. The accumulator's capacity is increased by increas-

ing the surface area of the cathode and anode. To increase capacity with con-

stant plate dimensions, the surface area is expanded by creating grooves on 

the surface or by filling grid plates. Consequently, the accumulator has a larger 

capacity than one with smooth plates. Increasing the surface area of the anode, 

made from graphite foil, is performed via a thermochemical reaction. A similar 

method is used to increase the surface area of the cathode, which is made 

from aluminum sheet. 
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Figure 18 ï Diagram of chemical processes in the accumulator 

 

1.3.4 Steering mechanism 

 

Steering refers to the set of devices that enable the turning of the vehi-

cle's steered wheels (Figure 19). The steering system serves to change and 

maintain the vehicle's direction of movement and significantly ensures driving 

safety. In this car, direction changes are executed by turning the front wheels 

via a steering mechanism equipped with an Electric Power Steering (EPS) sys-

tem. A steering booster (actuator) is a mechanism that creates the additional 

force on the steering linkage necessary to turn the steered wheels. 

 

 
 

Figure 19 ï Steering mechanism of the Dubina Evo electric car 

 

The booster facilitates vehicle control, increasing maneuverability and 

driving safety. It also dampens shocks and impacts from road irregularities 

transmitted from the steered wheels to the steering wheel. The booster 
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significantly eases the driver's workload: with its assistance, the driver applies 

2ï3 times less effort to the steering wheel than without it (for example, when a 

turn might otherwise require a force of 200 N or more). This is substantial, as 

up to 50% of the energy expended by a driver in operating a vehicle is attributed 

to steering. Vehicle maneuverability is enhanced due to the speed and preci-

sion of the boosterôs action. Safety is also improved because, in the event of a 

sudden drop in tire pressure (puncture or blowout) of a front steered wheel, the 

booster allows the driver to maintain a grip on the steering wheel and keep the 

car's direction. However, the presence of a booster adds complexity to the 

steering design and increases the cost. 

Electric Power Steering (EPS) is an electromechanical system designed 

to reduce the steering effort applied to the steering wheel. EPS consists of the 

following primary elements: a steering shaft with a torsion bar, an electric mo-

tor, an Electronic Control Unit (ECU), a non-contact torque sensor, and a rotor 

position sensor. 

The electric power steering is installed on the steering shaft, the sections 

of which are connected by a torsion bar equipped with a torque sensor. When 

the steering wheel is turned, the torsion bar twists, and this movement is reg-

istered by the torque sensor. Based on data from the speed sensors and motor 

RPM, the ECU calculates the required compensation force and sends a com-

mand to the power steering motor. The reduction gear is mounted directly on 

the rack itself, which prevents overloading the steering shaft and its joints. The 

advantages of EPS compared to Hydraulic Power Steering (HPS) include:  

Design Simplicity: EPS lacks a hydraulic system and its associated 

maintenance issues.  

Compactness: The EPS is integrated into the steering mechanism itself.  

Efficiency: The EPS motor only activates when the steering wheel is 

turned, whereas an HPS pump runs constantly, increasing energy consump-

tion. 

Ease of Tuning: By simply modifying the ECU software, different operat-

ing modes can be achieved, such as reducing the compensation force as ve-

hicle speed increases. 

The steering is left-handed and designed to be injury-proof (collapsible). 

This safety feature is provided by the design of the intermediate steering shaft 

and the specific mounting of the steering shaft to the car's monocoque (Figure 

20). The steering system consists of the steering gear and the steering linkage. 
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1 ï bracket; 2 ï universal joint 

Figure 20 ï Injury-proof steering shaft 

 

The car utilizes a rack-and-pinion steering gear (Figure 21) with a steer-

ing ratio of 20.4. The steering gear includes the steering wheel, the steering 

shaft, and the steering pair consisting of a pinion gear and a toothed rack. The 

steering wheel is mounted on the splines of the upper end of the steering shaft 

via an intermediate shaft that ensures its safety. The shaft is supported by a 

radial ball bearing installed in the bracket tube. The steering shaft and its two-

piece steering column are attached to the monocoque via a bracket. The lower 

end of the steering shaft is connected via a flexible coupling with a pinch bolt 

to the splined shank of the drive pinion. This pinion is mounted in an aluminum 

steering housing on roller and ball bearings. The pinion meshes with the 

toothed rack, which is pressed against the pinion by a spring-loaded thrust pad 

made of sintered materials. This ensures zero-backlash meshing of the pinion 

and rack across their entire travel. One end of the rack rests on the thrust pad, 

while the other is set in a split plastic bushing fixed in the housing and sealed 

with rubber rings. Movement of the rack is limited on one side by a pressed-on 

ring and on the other by the bushing of the steering rodôs rubber-metal joint, 

which abuts the steering knuckle arm. 

 

 
1 ï pinion; 2 ï rack 

Figure 21 ï Rack-and-pinion steering gear 
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The primary component of the steering linkage is the steering trapezoid 

(the Ackermann steering geometry). This geometry is formed by the tie rods, 

the steering knuckle arms, and the axis of the steered wheels. The base of the 

trapezoid is the wheel axis, the top consists of the tie rods, and the sides are 

the knuckle arms. The steering trapezoid ensures that the steered wheels turn 

at different angles. The inner wheel (relative to the turn center) turns at a 

sharper angle than the outer wheel. This is necessary to ensure that the wheels 

roll without lateral scrubbing and with minimal resistance during a turn. Other-

wise, handling would deteriorate, and tire wear and energy consumption would 

increase. The steering trapezoid can be "front" or "rear" depending on the ve-

hicle layout; this car uses a rear steering trapezoid, located behind the axis of 

the front steered wheels. Additionally, the linkage can be solid or split. A split 

steering trapezoid features a multi-link tie rod connecting the steered wheels 

and is used in conjunction with independent front suspension. 

 

1.3.5 Electric powertrain 

 

The all-wheel-drive Dubina Evo electric car is equipped with two power-

trains (Figure 22). Each wheel is driven by an individual motor. The first power-

train is installed at the front of the monocoque, and the second is at the rear. A 

single powertrain consists of two electric motors and two cylindrical reduction 

gearboxes. The electric powertrain is the "heart" of the car, converting electrical 

energy into mechanical energy. The Dubina Evo's motor is a powerful, light-

weight, and silent reversible brushless multi-pole electric motor. A brushless 

motor features a multi-pole neodymium permanent magnet in the rotor and 

electrically powered magnets in the stator (Figure 23). This design feature 

structurally distinguishes the brushless motor from other similar devices. It ro-

tates by consuming constant electric current. The primary advantage is the ab-

sence of a commutator (brushes), which significantly reduces maintenance 

costs and time while lowering energy consumption. Previously, wear on the 

brushes of a commutator motor could lead to increased current consumption 

without a corresponding increase in power. Additionally, sparks from the 

brushes during operation create radio interference. The design of a brushless 

motor makes it simple, compact, economical, and reliable. With the advent of 

neodymium magnet production technology, the power of brushless motors has 

increased, while their size has decreased several-fold. However, unlike others, 

a brushless motor requires a complex and expensive electronic control unit. 
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Figure 22 ï Electric powertrain 

 

The indisputable advantage of this unit is the ability to vary the RPM of 

the operating motor. The control unit is responsible for timely switching of the 

voltage supply to the windings corresponding to the rotor's rotation. This 

switching is triggered by rotor position sensors (Hall effect sensors, such as 

the SS41). Thanks to these sensors, the electronic control unit always knows 

the rotor's position and which windings to energize at any given moment. An 

electric motor requires rapid changes in both the magnitude and direction of 

speed. From physics, it is known that the angular acceleration E during the 

rotational movement of a body (in this case, the motor rotor) is directly propor-

tional to the torque M acting on the body and inversely proportional to its mo-

ment of inertia J: E = M / J. It follows that to achieve high acceleration or de-

celeration, the motor must develop significant torque M, while its rotor must 

have a low moment of inertia J. The expression for the maximum motor torque 

ʄmax can be written as: ʄmax = ɺ·I·S = 2ɺ·I·L·R , where L is the length of the 

frame conductors (length of the rotor) and R is the distance from the axis of 

rotation to the conductors (radius of the rotor). The moment of inertia J of a 

cylindrical body relative to its axis of rotation is calculated as: J = m·R2, where 

m is the mass of the rotor and R is its radius. Substituting these into the formula 
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results in: E = 2B·I·L / m·r . This formula defines the ways to increase motor 

responsiveness: Increasing the magnetic induction of the motor's field; Design-

ing the rotor with the minimum possible mass and the maximum possible 

length-to-radius ratio; Increasing the current in the motor windings. Reducing 

the rotor (armature) mass is achieved by making it hollow (Figure 24). Neo-

dymium permanent magnets are located on the armature, which is designed 

as a thin-walled cup made of non-magnetic material. 

 

 
Figure 23 ï Three-phase motor winding 

 

 

 
 

1 ï stator core; 2 ï neodymium rotor magnet; 3 ï rotor winding; 4 ï terminal 

box; 5 ï motor housing; 6 ï bearing cap; 7 ï shaft; 8 ï bearing. 

Figure 24 ï Electric motor construction 
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The torque ʄtr is a measure of this force, which changes the angular ve-

locity: ɤ = 2 ·́n / 60, where n is the rotation frequency of the motor in RPM 

(rev/min). Between the motor power P (W), the angular velocity ɤ (rad/s), the 

force F (N), the pulley radius r (m), and the torque ʄtr (N·m), the following de-

pendency exists: ʄtr = ʈ / ɤ = F·r. By substituting the value of the angular 

velocity ɤ, we obtain: ʄtr = ʈ / ɤ = ʈ / 2 ·́n / 60 = 60ʈ / 2 ·́n = 9,554ʈ / n. The 

rotation frequency of the electric motor and the torque vary depending on the 

current without changing the gear ratio of the transmission; therefore, there is 

no necessity for a gearbox in the electric car. As a consequence of this, the 

smoothness of the electric car's movement is increased and its control is sim-

plified (Figure 25). 

 

 
 

Figure 25 ï Dependency of torque on rotation frequency 

 

Motor Braking Technology. A braking system is the car's control sys-

tem that ensures safety during movement and stops. The braking system 

serves to reduce the speed of movement, to stop, and to hold the car in place. 

The Dubina Evo car is equipped with several braking systems having different 

purposes. The service braking system is intended for reducing the speed of the 

car's movement down to its complete stop. It is the most effective of all braking 

systems, acts on all wheels of the car, and is used for service and emergency 

braking. The service braking system is called the "foot" system, as it is brought 

into action from the brake pedal by the driver's foot. The parking braking system 

serves to hold a stationary car in place. It acts on the rear wheels of the car. It 

is brought into action from a lever by the driver's hand, and therefore it is called 

"manual." A feature of the electric motor is the ability to instantaneously change 

the direction of the rotor's rotation. Thanks to such an ability, the possibility 
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appeared in the car to perform braking by the counter-current method. When 

the brake pedal is pressed, the direction of the current in the car's motors 

changes, which creates a reverse torque. This technology simplifies the con-

struction of the car. Now there are no heavy mechanical brakes in the car. 

Braking is performed at the level of software control. 

The technology of car movement around an axis. The Dubina Evo car 

can rotate around an axis (Figure 26). This is because there is one motor for 

each wheel. Movement around the axis is activated by a button on the steering 

wheel. 

 
Figure 26 ï Scheme of car movement around an axis. 

 

Recuperation technology. While the car rolls along the road without 

motor traction or when descending a hill, the motor continues to rotate. At this 

time, the rotor of the rotating motor works as a current generator. The gener-

ated current in the stator winding returns to the battery. So that the energy is 

not dissipated in the motor control circuit, the device engages the motor as a 

generator. Such a device performs recuperation. 

Hyper-speed technology. An electric motor can operate for a small in-

terval of time with peak current. Peak current possesses great strength, which 

gives enormous power, but only for a short period of time. The peak current 

function is switched on by a button located on the steering wheel. 
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Maneuverability enhancement technology. The Dubina Evo has all-

wheel drive. There is one motor for each wheel. Such a construction allows for 

increasing maneuverability with the help of changing the rotation frequency of 

the wheels depending on the steering angle. The wheel located on a larger 

radius during a turn rotates with a frequency exceeding the frequency of the 

other wheel by a percentage equal to the steering angle (Figure 27). 

 

 
 

Figure 28 ï Maneuverability enhancement scheme 

 

1.3.6 Suspension arms 

 

In the car, an independent, spring-based, double-wishbone suspension 

with hydraulic shock absorbers and an anti-roll bar is applied for the front and 

rear wheels (Figure 29). In such a suspension, the movement of one wheel 

does not cause the movement of the other wheel. These suspensions provide 

a higher smoothness of ride than dependent suspensions. Unlike other types 

of suspensions, the construction of the double-wishbone suspension offers a 

more progressive geometry. The more the double-wishbone suspension is 
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compressed, the greater the negative camber will be, which is achieved thanks 

to the use of arms of different lengths. This has a positive effect on handling at 

moments when the car travels at high speed in a corner and the car begins to 

slide off the trajectory. At these moments, the double-wishbone suspension 

system will maintain better tire contact with the road, which means the car will 

be more stable. An additional plus of the double-wishbone suspension is con-

sidered to be the smaller dimensions of the upper arm relative to the lower one. 

In connection with this, during the upward movement of the wheel, the camber 

angle changes, as a result of which the plane of the wheel remains perpendic-

ular to the road surface even during body rolls. 

 

 
 

Figure 29 ï Front and rear suspension arms 

 

In general, depending on the length and the arrangement of the A-shaped 

arms themselves, one can adjust the camber and toe angles. The guiding de-

vice of the suspension consists of the lower and upper arms, the elastic device 

consists of coiled cylindrical springs, the damping device consists of double-

acting gas-spring shock absorbers, and the anti-roll bar is an elastic U-shaped 

rod. The upper and lower suspension arms are installed across the car and 

have longitudinal axes of oscillation. The axis of the lower arm and the upper 

arm are attached to a bracket on the frame. The inner ends of the upper and 

lower arms are connected to the axes by ball joints (Figure 30). The outer ends 

of the upper and lower suspension arms are connected to the steering knuckle 

by ball joints. The ball joints allow for adjusting the length of the arm. There is 

a thread on the ball joint; therefore, the length of the arm is easily changed. 

The ball joints are made non-separable, have an identical design, are inter-

changeable, and do not require lubrication during operation. The shock ab-

sorber is attached by its lower end to the bracket of the lower arm with the help 

of a rubber-metal joint. The upper end of the shock absorber is attached to a 
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bracket on the car frame with the help of a rubber-metal joint. The suspension 

ensures a compression stroke of 75 mm and a rebound stroke of 80 mm. The 

arms are manufactured from structural aluminum alloy. For their manufacture, 

sections of tubes are welded by arc welding with the help of special equipment. 

 

 
Figure 30 ï Ball joint 

 

The rear and front suspensions of the car perform similar functions, but 

their construction and arrangement differ to ensure optimal characteristics of 

handling, comfort, and safety. The knuckle of the rear suspension does not 

rotate around an axis. Therefore, on the rear suspension arms, there are two 

ends with ball joints. The arms are adjustable due to the use of ball joints; this 

allows for setting the toe angle on the wheels. The arms are arranged at a 

certain angle to each other. The lower arm accounts for the major part of the 

loads, as it acts as the lower support for the shock absorber. The shock ab-

sorber in such a suspension is located between the arms; at the bottom, it is 

attached to the arm, and at the top, to the frame of the car. The rear stabilizer 

is attached to the lower arm. The rear suspension arms are manufactured from 

structural aluminum alloy. 

 

1.3.7 Shock absorber 

 

A shock absorber is a device intended for the damping of oscillations and 

vibrations arising during the movement of the car (Figure 31). A gas-spring 

shock absorber is used in the car. The shock absorber consists of three main 
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units: a cylinder, a piston with a rod, and a guide bushing with seals. When the 

car stands on its wheels or moves, pressure is transmitted to the shock ab-

sorber rod at that moment. The shock absorber compresses, and the rod, with 

a piston at the end, moves in a working chamber with oil; the oil presses on a 

floating piston that divides the chamber into two zones: a zone with the rod in 

oil and a zone with gas. The piston on the rod has special orifices for the pas-

sage of oil. 

 

 
 

Figure 31 ï Shock absorber. 

 

The gas is compressed by the pressure of the floating piston. When the 

shock absorber decompresses, the rod exits the working chamber, reducing 

the oil pressure on the gas, which leads to the return stroke of the floating pis-

ton. The elastic properties of the shock absorber increase with the increase of 

the stroke, as the piston travel decreases with the increase of gas pressure. A 

helical spring installed on the housing has a constant stiffness; a specific pres-

sure is required for its compression and extension. There is a thread on the 

struts, with the help of whichðlike a nut on a screwðthe height of the washer, 

against which the spring in turn abuts, is adjusted. From the turning of the 

washer, the compression of the spring changes, and as a consequence, its 

preload. The suspension spring is installed between the lower spring seat and 

the upper spring seat; vibration and noise insulating gaskets are installed be-

tween the ends of the spring and the spring seats. The shock absorber is at-

tached by its lower end to the bracket of the suspension arm, and by its upper 

end to the frame of the car with the help of a rubber-metal joint (Figures 32, 

33). The wheel tire must have constant contact with the road; therefore, during 
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extension, the shock absorber extends under the action of the spring. The up-

ward travel of the wheel is limited by a compression buffer, which is fixed on a 

support installed inside the suspension spring. Under static load, the compres-

sion buffer touches the lower spring seat, which ensures its constant operation. 

A stop limits the compression of the buffer. The shock absorber has a spring 

preload adjustment and the possibility of changing the shock absorber length, 

which allows for adjusting the height of the car without changing the ratio of the 

rebound and compression strokes. There is also an adjustment for the damping 

forces. Mono-tube gas-filled shock absorbers, compared to twin-tube ones, are 

cooled better, have lower operating pressure, are simpler in design, lighter in 

mass, more reliable in operation, and can be installed on the car in any position 

from horizontal to vertical. Nitrogen (NϜ) is used in the shock absorber. This is 

due to a number of its advantages: Inertness and stability. Nitrogen does not 

enter into chemical reactions with the oil or the materials of the shock absorber, 

which prevents corrosion and degradation of components. Stability at high tem-

peratures. Nitrogen retains its properties well even with significant heating aris-

ing during the operation of the shock absorber under racing load conditions. 

Minimal compression. Nitrogen is less prone to compression compared to reg-

ular air, which ensures more stable damping characteristics. Absence of mois-

ture. There is no moisture in nitrogen, which prevents the formation of conden-

sate and reduces the risk of corrosion inside the shock absorber. 

 

 
 

Figure 32 ï Shock absorber on the front suspension 
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Figure 33 ï Shock absorber on the rear suspension 

 

1.3.8 Drive shafts 

 

A drive shaft of a car is a mechanical device that transmits torque from 

the motor to the wheels of the car (Figure 34). The drive shaft plays a key role 

in the system of motion transmission from the motor to the wheels, thereby 

ensuring the movement of the car. The car has all-wheel, non-permanent drive. 

The drive shafts of the front drive transmit torque from the motor to the front 

wheels. The drive shafts of the rear drive transmit torque to the rear wheels. 

 

 
 

Figure 34 ï Drive shafts 
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All-wheel drive ensures a more uniform distribution of torque between the 

front and rear wheels, which improves handling and stability on the road. The 

car has the possibility of switching the all-wheel drive on or off. A drive shaft 

consists of several section-joints to compensate for changes in the angles of 

the wheels' inclination during the car's movement. It is important to regularly 

service the drive shaft and lubricate its components to ensure effective opera-

tion and prevent wear. The front-wheel drive transmits torque from the reduc-

tion gearbox to the front steered wheels. The front-wheel drive represents a 

cardan transmission, which includes a shaft, and outer and inner joints (Figure 

35). The drive shaft 10 is made solid. At the ends of the shaft, there are splines 

for the installation of the outer and inner drive joints. The outer joint of the front-

wheel drive consists of a housing 1, a race 3, six balls 4, and a cage 7. Inside 

the joint housing and on the outside of its race, there are special grooves in 

which the balls are placed. The balls ensure a movable connection between 

the housing and the race of the joint. The joint race is fixed immovably on the 

splined end of the shaft by a snap ring 2 and a thrust ring 8. The joint is pro-

tected from dust, dirt, and moisture by a boot 9, which has a protective cover 6. 

 
1 ï joint housing; 2 ï snap ring; 3 ï joint race; 4 ï joint balls; 5 ï clamping 

ring; 6 ï protective cover; 7 ï cage; 8 ï thrust ring; 9 ï boot; 10 ï shaft. 

Figure 35 ï Drive shaft construction 

 

1.3.9 Suspension knuckles 

 

The steering knuckle in a double-wishbone independent suspension is a 

suspension element that connects the upper and lower suspension arms and 

allows the front wheel to rotate during turns (Figure 36). This element is also 

known as a steering upright or a pendulum sleeve. It ensures stability and the 
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support of the wheel in the vertical plane. The construction of the double-wish-

bone suspension allows for adjusting the inclination angle of the wheel to opti-

mize handling characteristics and road grip. In the body of the knuckle, a 

groove with holes is made for the installation of the wheel hub. The knuckle of 

the rear double-wishbone independent suspension is a suspension element 

that connects the upper and lower arms to the wheel hub, ensuring stability 

and the support of the wheel in the vertical plane (Figures 37, 38). For the 

attachment of the suspension arms, there are four lugs on the knuckle. There 

are no mechanical brakes in the car; the brake in the car is electronic, and the 

car brakes using the motors. Therefore, there are no mounts for a brake disc 

on the knuckles. The suspension knuckles are manufactured from structural 

aluminum alloy. 

 

 
 

Figure 36 ï Front and rear suspension knuckles 

 

 
 

Figure 37 ï Front suspension knuckle 
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Figure 38 ï Rear suspension knuckle 

 

1.3.10 Wheel hub 

 

A hub is a part on which a wheel rotates (Figure 39). The hub ensures 

the installation of the wheel onto the drive shaft and enables the wheel to rotate. 

It transmits torque to the wheel from the drive shaft. Hubs are installed in the 

knuckles of the front and rear suspension. Electronic brakes are used in the 

car; there are no traditional mechanical brakes in it. 

 

 
 

Figure 39 ï Wheel hub 
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Braking is performed by the motor at the software level. Therefore, the 

hub on the front wheels and on the rear wheels of the car is the identical. A hub 

consists of an axis and bearings inserted into a special housing. Tapered roller 

bearings are installed in the hub housing. The outer rings of the bearings are 

pressed into the knuckle, while the inner rings are installed on the hub shank, 

which has internal splines and is connected to the shank of the housing of the 

car's outer wheel drive joint. A tapered sleeve ensures the correct installation 

of the shank relative to the wheel hub. The position of the bearings on the hub 

is fixed by a nut. With its help, the axial clearance in the bearings is adjusted, 

equal to 0.025 ... 0.080 mm. The bearings are lubricated during assembly. To 

protect the hub bearings from dust, dirt, and moisture, as well as to retain the 

lubricant in the knuckle, seals and protective rings are installed. The wheel disc 

is attached to the hub by means of a nut and studs. The hub housing is made 

of structural aluminum alloy; it is capable of maintaining strength and rigidity 

under high-temperature conditions. 

 

1.3.11 Anti-roll bar 

 

An anti-roll bar in a car is a device whose purpose is to reduce the body 

lean of the car during turns and to improve its stability on the road (Figure 40).  

When the car moves in a turn, lateral forces acting on the suspension tend to 

cause the body to lean toward the side of the turn. The anti-roll bar, connected 

to the suspension, transfers part of the lateral forces from one side of the car 

to the other. This creates an additional force in the direction opposite to the 

turn, which reduces body lean and maintains a flatter and more stable stance 

of the car on the road. This component is part of the double-wishbone suspen-

sion and is installed on the front and rear axles of the car (Figures 41, 42). The 

anti-roll bar is connected to the suspension with the help of links. The anti-roll 

bar links are attached to the bar on one side and to the suspension arms on 

the other side. The anti-roll bar rod has a U-shape and a circular section. It is 

manufactured from carbon fiber. The middle part of the anti-roll bar rod is at-

tached to the frame of the car, and its ends are attached in rubber supports by 

brackets to the frame of the car and to the brackets of the lower arms. Torsional 

deformation (twisting) is the primary type of deformation for the anti-roll bar, as 

it is designed specifically for the transmission of torques that reduce the car's 

roll. If the anti-roll bar construction is subjected to complex loads, for example, 
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during uneven suspension operation or under extreme driving conditions, 

bending and axial deformations are secondary. 

 

 

 
 

Figure 40 ï Anti-roll bar 

 

 

 
 

Figure 41 ï Anti-roll bar on the front suspension 
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Figure 42 ï Anti-roll bar on the rear suspension 

 

1.3.12 Control unit 

 

A control unit is an electronic device responsible for the monitoring and 

management of various systems and components of the car (Figure 43). It 

plays a key role in ensuring the correct operation and interaction of the car's 

various units. The control unit monitors the operation of the motor. It regulates 

the traction at the wheels to prevent slipping and ensure the stability of the car 

during movement. It is responsible for preventing wheel lock-up during braking, 

ensuring the stability and maneuverability of the car in difficult conditions. It 

manages body functions, such as central locking, lighting systems, rearview 

mirrors, and others. It regulates the operation of the heating, ventilation, and 

air conditioning system. It manages the navigation, audio, and multimedia sys-

tems. A microcomputer is located in the control unit (Figure 44). It represents 

a small board slightly larger than a bank card. A specialized distribution is used 

on the computer. The board is built on the basis of the Broadcom BCM2711 

SoC, which contains four 64-bit ARM Cortex-A72 cores with a clock frequency 

of 1.5 GHz. 8 GB of LPDDR4 SDRAM RAM is available on the computer. The 

VLI VL805 provides a USB 3.0 Hub via the PCI Express bus. Gigabit Ethernet 

is provided using the Broadcom BCM54213PE separately from the USB. Wire-

less communication is ensured by the Cypress CYW43455 chip, providing 

dual-band wireless networking IEEE 802.11.b/g/n/ac at 2.4 GHz and 5 GHz, 

as well as Bluetooth 5.0 and Bluetooth LE. The power connector is USB-C; the 
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computer requires up to 3 A. The microcomputer has support for two 4K 

screens at a rate of 30 frames per second. Next to the two micro-HDMI ports, 

there is a 4-pole stereo output and a composite video jack. Storage is provided 

by a Micro-SD card with a slot on the underside of the board. The GPIO con-

nector is the standard 40-pin type. 

 

 
 

Figure 43 ï Control unit 

 

 
 

Figure 44 ï Microcomputer 
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1.3.13 Speed controller 

 

Brushless motors with reverse are used in the car. To control them, a 

speed controller is applied (Figure 45). It participates in starting, speed regula-

tion, braking, and reversing, and also implements the operation of technologies 

and control systems. Semiconductor devices are used in the controller; there 

are no moving parts in it. Energy from the semiconductor components is sup-

plied to the motor in pulses, and all adjustments occur by changing the pulse 

duration. Semiconductor switching elements have high power, fast response, 

great reliability, small size, and weight. 

 

 
 

Figure 45 ï Speed controller. 

 

The solid-state equipment in the speed controller is divided into two main 

parts. The first is the power part, which includes silicon-controlled rectifiers: 

thyristors, triacs, gate turn-off devices, power transistors, and diodes. The sec-

ond is the logical part, including integrated circuits and microprocessors. Power 

electronic equipment is subdivided into four main categories: rectifiers, invert-

ers, choppers, and cycloconverters. A cycloconverter converts the frequency 

of the current without changing the output voltage. Direct current (DC) comes 

from the storage battery. The direct current is supplied to the inverter circuit, 

which creates a three-phase alternating current (AC) with output voltage. A 

frequency inverter for a three-phase electric motor is a device that regulates 

the frequency and voltage of the electricity supplied to the electric motor. It 

allows for changing the rotation speed of the motor, providing precise control; 
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it changes the motor speed by altering the alternating current on each phase 

using a pulse-width modulation (PWM) device, thereby changing the effective 

output signals controlling the three-phase motor from a typical AC wave to a 

new pulse-width modulation wave. The operating frequency range of the speed 

controller is from 10 to 400 Hz. The controller operates with high voltage; there-

fore, an optoisolator is built into it. This is a galvanic isolation of the power 

circuits from the receiver circuits of the control system. This is done so that 

powerful pulse interference from the power part of the controller and the motor 

does not reach the highly sensitive input circuits of the control unit. Therefore, 

the control unit uses a separate power supply. The speed controller supplies 

high voltage to the motor winding. The temperature of the conductor is deter-

mined by the formula: Q = I2·R·t . This formula describes the process of con-

verting electrical energy into heat. Therefore, the speed controller changes the 

characteristics of the current, but not the output voltage. If the voltage on any 

phase is less than 120 V, the motor will generate excessive heat and quickly 

burn out. The speed controller not only quickly spins up the motor at the start 

but also quickly brakes it. The controller performs "soft" braking; the windings 

are not shunted immediately, but by small pulses. This allows for reducing the 

heating of the controller and extending the life of the electric motor commutator. 

The controller performs reversing; it changes the direction of the electric mo-

tor's rotation by supplying voltage to it in reverse polarity. The controller has a 

motor cutoff function; it stops the motor when the voltage in the battery falls 

below a certain level. After the motor is disconnected, a little energy remains 

in the battery for the operation of other systems: the speed controller and the 

control unit. 

 

1.3.14 Pedals 

 

The pedal unit in the car consists of three pedals (Figure 46). The left is 

the parking brake pedal, in the center is the brake pedal, and the right is the 

current accelerator pedal. The pedals are manufactured from a structural alu-

minum alloy. The position of the pedal plates, the inclination angle, and the 

spring stiffness are adjustable on the pedals. The current and brake pedals are 

electronic. They perform control through a central microcontroller. When the 

brake pedal is pressed, the shaft and the magnet move simultaneously. Mag-

netic sensors on the printed circuit board detect the extent of the magnet's 

movements and provide output signals for the microcontroller. 
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Figure 46 ï Pedals 

 

The microcontroller processes the signals and performs the control of the 

motors (Figure 47). Pedals with a magnetic sensor possess high precision and 

reliability because they lack rubbing parts subjected to wear. The parking brake 

is mechanical. When the parking brake pedal is pressed, a steel cable pulls out 

a stopper, which enters a groove of a gear installed on the drive shaft and locks 

it. The pedals are installed on the cockpit floor for convenience in use. The size 

of the pedal unit is 43 × 43 × 28 cm. 

 

 
 

Figure 47 ï Control scheme via microcontroller 
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1.3.15 Split system 

 

The split system is intended for regulating air exchange and air tempera-

ture in the car's interior (Figures 48, 49). It performs conditioning, ventilation, 

and heating of the interior. It also prevents the windshield and side windows 

from fogging and icing. The split system maintains a set temperature, humidity 

level, and chemical composition of the air. The split system is located in the 

front part of the car's monocoque under the instrument panel. 

The car has natural, supply, and exhaust ventilation of the interior. Natu-

ral ventilation of the interior is performed by lowering the door windows. Supply 

and exhaust ventilation is carried out through air intake hatches. Air enters 

through a plastic air supply box, which it reaches from the outside through lon-

gitudinal holes in the air intake grille located in the rear part of the motor hood. 

Inside the box, there is a rainwater reflector that directs water entering with the 

air along the bottom of the box to a rubber valve. Through the valve, water 

drains into the environment. The air intake cover allows for regulating the 

amount of air entering the interior through the heater. At low car speeds and 

when stationary, when the high-speed air pressure is insufficient or absent, 

fresh air is forced by an electric fan, which has two rotation speeds: low and 

high. The temperature of the air entering the body interior is regulated by the 

amount of heat exchanger supplied to the heater radiator. 

 

 
 

Figure 48 ï Split system 
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The air entering the interior through the heater is directed along an air 

duct to the vents. The direction of airflows through the interior is regulated by 

the vents. An air distribution cover allows for regulating the amount of air di-

rected to the vents and the air duct. When the cover is closed, all air enters the 

interior through the vents, and when the cover is open, most of it is directed 

through the air duct into the front part of the interior to the feet of the driver and 

passenger. The vents have pivoting covers with guide grilles, which allows for 

regulating the direction of the exiting air flow. When the cover is closed, inten-

sive blowing of the inner surface of the car's windshield is achieved, protecting 

the glass from fogging and icing. 

 

 
 

1 ï air intake grille; 2 ï air duct; 3 ï air distributor 

Figure 49 ï Split system construction 

 

During forced ventilation with closed windows, outside air is forced into 

the interior by a fan without being heated. Passing through the radiator hous-

ing, the air enters the interior. Forced ventilation is applied during stops and at 

low movement speeds. At speeds over 50 km/h, the interior is ventilated even 

with the electric fan switched off, solely due to the high-speed air pressure. Air 

recirculation in the system is used at low ambient temperatures. 

The air conditioning system serves to cool and regulate the humidity of 

the air in the car interior. In the air conditioning system, fan 3 forces outside air 

and air from the interior into the cooler 4 through intakes 1 and 2; from there, 

the air enters the interior through hatch 5. In cooler 4, heat from the air is ab-

sorbed by the cooling liquid (freon) as it transitions into a vapor state. Cooling 
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liquid vapors from the cooler enter compressor 7, in which they are com-

pressed. From the compressor, the compressed and heated vapors are sup-

plied to radiator 8. In the radiator, the vapors are cooled by the oncoming air 

flow and turn into a liquid that flows into cylinder 9. From the cylinder, the liquid 

returns to cooler 4 again through filter 10. Bypass valve 6 performs automatic 

regulation of the air conditioning system, bypassing part of the cooling liquid 

vapors into the cooler, avoiding the radiator. There are two thermostatic 

switches in the air conditioning system. One switch manages bypass valve 6 

depending on the air temperature in the cooler, and the other disconnects the 

compressor drive in case of air overcooling in the cooler (Figure 50). 

 

 
 

1, 2 ï intakes; 3 ï fan; 4 ï cooler; 5 ï hatch; 6 ï valve; 7 ï compressor;  

8 ï radiator; 9 ï cylinder; 10 ï filter. 

Figure 50 ï Split system scheme 

 

The split system is capable of not only cooling but also heating the inte-

rior. When switching the system to heating, the evaporation of the refrigerant 

occurs in the external unit, and condensation occurs in the internal unit. For 

this purpose, the direction of the refrigerant pumping by the compressor is 

changed with the help of a four-way electromagnetic valve. The interior is 

heated by hot air. Passing through the heated heater radiator, the air warms 

up and is supplied to the interior. During the intake of outside air, it passes 

through a grille located between the windshield and the hood, abruptly changes 



54 
 

direction, and separates from rainwater, which drains onto the road through a 

plastic groove located in the under-hood space. Further, the air passes through 

the air intake box and is supplied to blow over the windshield, door windows, 

as well as into the footwell of the driver and passengers. The heater consists 

of a plastic casing in which a radiator, two fans fixed on the electric motor shaft, 

and upper, central, and lower shutters are installed. When the car is moving, 

air will enter the interior with the fan switched off. To increase heating efficiency 

and, especially, to speed up the warming of the cabin during the cold season, 

recirculation of cabin air through the heater radiator is used. The upper shutter 

blocks the entry of outside air into the heater and opens a window for air intake 

from the interior. The constant circulation of "cabin" air through the heater ra-

diator contributes to its intensive warming. In this case, only interior ventilation 

occurs; the air is supplied to heat the windshield and door windows, plus it 

additionally enters the footwell of the driver and passenger. 

 

1.3.16 Dashboard 

 

The car's dashboard combines a group of parts and devices into a single 

construction (Figure 51). The dashboard is manufactured from plastic. It is at-

tached to the monocoque with screws, so that it can be dismantled if neces-

sary. Air ducts of the split system pass inside the dashboard. Most of the car's 

wiring is hidden under the dashboard. Located on the dashboard are: a display 

for the driver, a multimedia display, ventilation vents, airbags, and a glove box. 

 

 
 

Figure 51 ï Dashboard 



55 
 

 

In the left part of the dashboard, behind the steering wheel in front of the 

driver, a display is located. The readings of the control and measuring instru-

ments are shown on the display. The control and measuring instruments are 

intended for monitoring the state and operation of individual systems and 

mechanisms of the car. These include instruments measuring the charge level 

in the storage battery, the speed of the car, and the state of the motor, chassis, 

and transmission. The speedometer displays the speed of the car's movement, 

the distance traveled per day, and the distance since the start of operation. The 

tachometer shows the rotation frequency of the motor shaft. In addition, sym-

bols for turn indicators, high-beam headlights, the parking brake, and hazard 

warning lights are displayed. In the central part of the dashboard, a multimedia 

display is located. It shows navigation maps, the climate control mode, and a 

media player. 

In the right part of the dashboard, a niche with an airbag for the passen-

ger is located. The airbag is behind a flap, opposite the seat. When the safety 

system is triggered, the flap opens, and the airbag is filled with air under high 

pressure. Under the passenger airbag, there is a glove box for storage. The 

box door is closed with a latch. Vents of the split system air ducts are placed 

on different sides of the dashboard. The vents change the direction of the air 

flow and increase the draft in the channel, thus enhancing the efficiency of the 

ventilation systems. 

 

1.3.17 Steering wheel 

 

The car's steering wheel is designed for sports driving (Figure 52). It is 

specially developed for managing numerous car parameters while driving. The 

diameter of the steering wheel is 310 mm. The small diameter of the steering 

wheel increases the turning speed. This allows the driver to effectively control 

the car under high-speed conditions. The steering wheel is manufactured from 

carbon fiber. Carbon fiber possesses great strength, low weight, and low ther-

mal conductivity. The steering assembly consists of four parts: an airbag, a 

button module, the steering wheel itself, and the steering hub (Figure 53). The 

button module is attached to the steering wheel. On the module, there are but-

tons regulating various car settings. Using the menu pad on the module, the 

display is controlled. The menu pad provides the driver with instantaneous ac-

cess to various functions without distraction from driving. 
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Figure 52 ï Steering wheel 

 

 

 

 
 

Figure 53 ï Steering wheel construction 
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Located on the module are buttons for turn signals, switching on hyper-

speed, reverse gear, movement around an axis, the horn, and wiper control 

(Figure 54). 

 
 

1 ð horn; 2 ð windshield washer; 3 ð wipers; 4 ð right turn signal;  

5 ð menu pad; 6 ð reverse; 7 ð movement around an axis; 8 ð voice as-

sistant; 9 ð hazard warning lights; 10 ð speed limiter; 11 ð driving mode; 

12 ð hyper-speed; 13 ð left turn signal; 14 ð low/high beam;  

15 ð windshield defrost. 

Figure 54 ï Steering wheel with specified button functions 

 

Inside the button module, a printed circuit board with shift registers is 

installed (Figure 55). Signals from the buttons on the wheel are transmitted 

through 74HC165 shift registers installed on the PCB within the steering wheel. 

A shift register is used to increase the number of microcontroller inputs to de-

tect presses among a large number of buttons. The car's computer receives 

serial digital signals from the 74HC165 shift registers. The 74HC165 chip con-

verts a parallel input signal into a serial output. It allows for increasing the num-

ber of digital inputs of the microcontroller. The chip converts the incoming par-

allel signal on 8 pins (Dx) into an outgoing serial signal on 1 pin (Q7). The 

transmission is synchronous. An additional pin (CP) is used for the clock pulse. 

Also, the data register (PL) is controlled by a separate pin, which allows "load-

ing" the parallel signal for serial reading from 8 outputs simultaneously. Thus, 
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from three microcontroller pins, 8 digital inputs are obtained. A cascade is 

formed from the 74HC165 registers by connecting them one after another, and 

thus, from the same 3 input lines, 16, 24, 32, etc., digital inputs are obtained 

(Figure 56). 

 

 
 

Figure 55 ï 74HC165 shift register 

 

 
Figure 56 ï Scheme of connecting steering wheel buttons to shift registers 

 

A feature of the steering management is that a magnetic sensor is applied 

in it to determine the steering angle (Figures 57, 58). With the help of this sen-

sor, a signal is supplied to the microcomputer to control the rotation frequency 

of the electric motors depending on the steering angle. The magnetic sensor, 

installed in the stationary part of the dashboard housing, determines the steer-

ing wheel position with an accuracy of 0.06 degrees. The advantages of using 

a magnetic sensor are small dimensions, contactless operation, high precision, 

and a long service life. 
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Figure 57 ï Rotating connector and magnetic sensor 

 

 

 

 

 
 

Figure 58 ï Magnetic sensor operation scheme 
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1.3.18 Electrical wiring 

 

The car's electrical wiring is a complex of cable lines, connectors, har-

nesses, and switching elements intended for the transmission of energy and 

control signals between all systems of the vehicle (Figure 59). In the car's con-

struction, the electrical wiring is divided into two types: power wiring and low-

voltage wiring. To reduce interference, power and signal wires are separated. 

 

 
 

Figure 59 ï Car electrical wiring 

 

The power wiring transmits high-power electrical energy from the storage 

battery to the speed controllers and electric motors. The low-voltage wiring pro-

vides power to auxiliary systems and the exchange of control information be-

tween electronic units. Both systems function together but are manufactured 

from different types of cables and possess different protections. A three-phase 

stranded copper cable of increased flexibility is used between the speed con-

troller and the electric motors. A power cable with a cross-section of 40 mm² is 

designed for an operating current of 180 ï 220 A. The cable is insulated with 

heat-resistant, oil-and-petrol-resistant protection rated for heating up to + 150 

°C. The cable is protected from interference by braiding to reduce electromag-

netic induction from the ESC operation. Low-voltage wiring inside the interior 

(12 ï 48 V) performs the functions of control and power supply for the car's 

electronics. It connects the dashboard and displays, powers the onboard com-

puter and controllers, the ESC control signal lines, lighting systems, the climate 
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control system, and auxiliary modules. For low-voltage wiring, a lightweight 

stranded wire with a cross-section of 0.5 ï 1.5 mm² is used. 

 

1.3.19 Seat 

 

Two "bucket" sports seats are installed in the car (Figure 60). The seat is 

characterized by a specific shape and design resembling the form of a bucket. 

The seats have a shape where the bolsters wrap around the body, creating a 

feeling of sitting inside a "bucket." Sports seats possess high lateral support, 

which provides additional fixation for the driver's and passengers' bodies during 

active driving, especially in corners. They are convenient for driving at high 

speeds and under dynamic driving conditions, which is an important aspect in 

sports cars. The shape of the seat ensures ideal fixation and the correct posi-

tion of the spine and joints. The seat is manufactured from durable fiberglass, 

without separation between the backrest and the cushion, and without backrest 

tilt adjustment. The weight of the seat is 8.5 kg. 

 

 
 

Figure 60 ï Seat 

 

The seat upholstery is made of eco-suede. The seat possesses firmer 

upholstery, which is preferable for drivers who favor a more upright and rigid 

seating position that improves sensitivity and feedback from the road. There 

are removable pads for selecting the pilot's optimal position in the seat. The 

rear part has a glossy black protective coating. Plastic pass-through openings 

are provided for the use of three-point or six-point safety harnesses. The seat 
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is installed on sliders using brackets. The position of the seat is adjusted by 

means of the sliders. The sliders ensure the movement of the seat to the re-

quired position when the handle of the adjustment mechanism is lifted. The 

seat is attached to the sliders by brackets stamped from sheet steel. For the 

installation of the brackets and sliders, M8 threaded mounting holes are pro-

vided in the seat. The tilt angle of the seat is adjusted using the brackets. 

 

1.3.20 Powertrain enclosure 

 

During operation, the electric motor heats up. Cooling of the electric mo-

tor is important for its normal operation and for increasing its service life. The 

magnitude of the allowable steady-state motor temperature is determined by 

the properties of the winding insulation. For the insulation, the temperature rise 

at individual, most heated points should not exceed 90 °C. Mechanical units 

and parts of the electric motor are also sensitive to heating. The allowable tem-

perature rise for rolling-element bearings is 95 °C. The electric motor housing 

is manufactured from aluminum alloy. The thermal conductivity of aluminum is 

greater than the thermal conductivity of water. Therefore, air cooling of the mo-

tor is performed. The motor is located in the lower part of the car. An enclosure 

is applied for its cooling (Figure 61). During the car's movement, air passes 

through the ventilation grille of the enclosure and cools the electric motor lo-

cated within it. The enclosure is manufactured from fiberglass. It is attached to 

the frame and the monocoque of the car. The enclosure is corrosion-resistant 

and strong; therefore, it is resistant to the effects of external factors such as 

moisture, dust, and small particles. 

 

 
 

Figure 61 ï Enclosure 
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1.3.21 Front trunk 

 

Despite its sportiness, the car is intended for everyday use. There is free 

space under the hood of the car. This space is used for a luggage compartment 

(Figures 62, 63). The front trunk can be used for transporting everyday items, 

such as groceries, backpacks, sports equipment, and other necessary things. 

The luggage compartment is removable. It can be removed on a racing 

track. It is attached to the car frame and the monocoque with the help of screws. 

The trunk is manufactured from fiberglass. 

 

 
 

Figure 62 ï Front trunk 

 

 
 

Figure 63 ï Front trunk 
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1.3.22 Rear trunk 

 

Under the rear hatch of the car, above the powertrain, there is free space. 

It is used for the rear trunk (Figures 64, 65). Like the front trunk, it can be used 

for transporting everyday items such as groceries, backpacks, sports equip-

ment, and other necessary things. The luggage compartment is removable. It 

can be removed on a racing track. It is attached to the car frame and the mon-

ocoque with the help of screws. The trunk is manufactured from fiberglass. 

 

 
 

Figure 64 ï Rear trunk 

 

 
 

Figure 65 ï Rear trunk 
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1.3.23 Wheel arches 

 

The car's wheel arches provide protection against splashes, mud, stones, 

and other elements of the road surface (Figure 66). They surround the wheel 

and form a niche, open from the outside, to accommodate the wheel and its 

associated suspension parts. The wheel arches are manufactured using the 

thermal vacuum forming method (Figure 67).  

 

 
 

Figure 66 ï Wheel arches 

 

A sheet of thermoplastic plastic is used to manufacture the wheel arch. 

The part has a constant wall thickness. The magnitude of the taper is from 10° 

to 20°. These characteristics of the part are beneficial for the application of 

vacuum forming technology. The tolerances for the mold used in vacuum form-

ing wheel arches are less stringent due to the volumetric shrinkage of the 

formed part after its removal from the mold. Before forming, the plastic sheet 

is preheated, and using a compressed vacuum, the heated plastic sheet is 

drawn toward a mold with holes. As a result, the plastic sheet takes the shape 

of the mold. 
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1 ï compressed air; 2 ï vacuum 

A ï heating the plastic sheet; B ï placing the sheet on the mold;  

C ï air evacuation 

Figure 67 ï Vacuum forming. 

 

1.3.24 Underbody 

 

The underbody of the car prevents dirt, water, and snow from reaching 

the car's parts, and it also protects them from mechanical damage (Figure 68). 

Repairing or replacing the underbody is cheaper than repairing the battery in 

the event of its damage. The underbody has a smooth surface without protrud-

ing parts, which improves aerodynamics.  

 

 
 

Figure 68 ï Car underbody 
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A diffuser is one of the parts of the underbody. It reduces air turbulence 

by creating a laminar flow. The underbody is manufactured from carbon fiber 

and is attached to the monocoque and the frame with the help of screws (Figure 

69). 

 

 
 

Figure 69 ï Underbody on the car 

 

1.3.25 Car door 

 

The car has a vertical lifting door, also known as a "gull-wing" door (Fig-

ures 70, 71). It opens vertically upward, forming an angle of about 90 degrees 

with the car body. This not only adds technological charm to the car but also 

makes the car convenient for entering. An original mechanism is used to im-

plement the vertical opening of the door. To ensure safety and prevent the 

accidental lowering of the door, a special locking mechanism is installed in it. 

This mechanism is activated when the door is in the vertical position. The door 

is also equipped with an opening limiter. The door hinges on which the door is 

suspended allow for adjusting their position relative to the monocoque open-

ings. The door is made with a single power-operated lowering window. The 

door window is safe, polished, and made of three-layer laminated glass. It is 

installed in the door with rubber seals. The car is subjected to airflow not only 

from the front but also from the sides. The rounded shape of the window not 

only promotes the mixing of airflows in the vicinity of the windshield but also 

allows the airflow washing the sides of the body to move the flow separation 
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point closer to the rear of the car. The exterior door handle is aerodynamic, it 

is located inside the end face. The door is manufactured from carbon fiber. 

 

 

 
 

Figure 70 ï Car door 

 

 

 
 

Figure 71 ï Door of the Dubina Evo electric car 
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1.3.26 Windshield  

 

The windshield, also called the windscreen, is installed in the front part 

of the car, ahead of the driver and passenger (Figure 72). The windshield pro-

vides the driver and passenger with a wide view of the road. It serves as a 

barrier against wind, rain, and snow. The windshield is an important part of the 

car's monocoque structure. It contributes to the rigidity and strength of the mon-

ocoque and also serves as a safety element during accidents. Polycarbonate, 

a lightweight, high-strength polymer material capable of withstanding high aer-

odynamic loads, is used for its manufacture. The windshield is equipped with 

filters that block ultraviolet rays and reduce the intensity of sunlight, which helps 

prevent the car from overheating and protects against the harmful effects of 

UV radiation on the skin. The windshield is an important element of the car's 

design. It influences the overall appearance and style of the vehicle. Its design 

accounts for high speeds, aerodynamic loads, and safety in the event of an 

accident. The smooth change in the curvature of the windshield ensures non-

separated flow, keeping the boundary layer along the entire length of the body 

contour up to the rear of the car. Thus, the windshield plays a key role in driving 

safety and comfort, providing the driver and passengers with the necessary 

visibility and protection from external influences. 

 

 
 

Figure 72 ï Windshield 
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1.3.27 Windshield wiper 

 

The car has a single wiper (Figure 73). It moves across the glass. The 

wiper is manufactured specifically for the shape of the car's glass, repeating its 

curve. Due to the curvature of the windshield, the wiper is located on the center 

line of the glass. In its resting state, the wiper is positioned in the center of the 

windshield. If the window were flat, it could be hidden under the hood, but since 

the window is curved, a wiper from under the hood would not cover the entire 

surface of the window. The wiper has a frameless construction. It represents a 

plastic housing with a thin metal plate made of spring steel built into it to ensure 

the normal fit of the wiper blade to the curved surface. The advantages of such 

a construction are an elegant appearance, the absence of frame loosening, 

less icing, and, as a consequence, greater mobility. The main cleaning function 

is performed by blades with a silicone edge, located on the wipers with the help 

of a special arm (blade holder). The silicone strip is a consumable element, as 

the strip wears out over time and the cleaning quality deteriorates. The length 

of the blade is 600 mm, and it is attached to the arm. The wiper drive with a 

reduction gearbox ensures the movement of the wipers. An electrical-type me-

chanical drive is used in the wiper. It consists of rods and levers, the task of 

which is to convert the rotational motion created by the electric drive into recip-

rocating motion and transfer it to the arm. A linkage (wiper transmission) is 

located between the drive and the wiper (Figure 74). 

 

 
 

Figure 73 ï Wiper 
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Figure 74 ï Wiper on the car window 

 

1.3.28 Body side panel 

 

The side panel is an external part of the car body (Figures 75, 76). It 

influences the aerodynamic characteristics of the vehicle. Good streamlining of 

the car body is achieved by using body side panels without abrupt transitions. 

Such a design reduces aerodynamic losses during movement. The side panel 

protects the internal parts of the car from mechanical damage. The side panel 

is manufactured from carbon fiber prepreg, which is resistant to atmospheric 

conditions, using the manual molding method. It is attached to the monocoque 

and other body parts with the help of screws. 

 

 
 

Figure 75 ï Body side panel 

 



72 
 

 
 

Figure 76 ï Side panel in assembly 

 

1.3.29 Front fender 

 

The front fender is located above the wheel arches (Figures 77, 79). It is 

stationary and is attached to the frame and the monocoque with the help of 

screws. The fender is manufactured from carbon fiber using the manual mold-

ing method. There are no sharp corners on the surface of the part. This is be-

cause areas with sharp corners have low strength, are difficult to fasten, and 

are dangerous during assembly (Figure 78). 

 

 
 

Figure 77 ï Front fender 
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Figure 78 ï Straight and sharp surface angles 

 

 

 
 

Figure 79 ï Front fender on the Dubina Evo 

 

1.3.30 Front bumper 

 

Since the appearance of the first cars, the main function of the front 

bumper has been to provide protection against impacts and collisions (Figures 

80, 81). The bumper absorbs the impact, preventing damage to more critical 

car parts such as the headlights and the motor. The bumper is a car part that 

is easy to replace. In addition to protective functions, on a racing car, the 

bumper improves the aerodynamic characteristics of the vehicle. It enhances 

aerodynamics and prevents drag caused by air pressure. This may include 

creating a specific shape to reduce air resistance and increase efficiency. The 

airflow rounds the bumper at an acute angle and is directed away from the 
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sides of the car. A splitter is installed in the lower part of the bumper. Its trailing 

edge fits closely against the bumper. The splitter is an aerodynamic plane that 

serves to limit the flow of air under the underbody and, accordingly, creates a 

low pressure beneath it. The bumper is manufactured from carbon fiber using 

the vacuum infusion method. 

 

 
 

Figure 80 ï Front bumper 

 

 
 

Figure 81 ï Front bumper in assembly 
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1.3.31 Rear bumper 

 

The rear bumper on the car performs several important functions; it pro-

tects the rear part of the vehicle from impacts and collisions (Figures 82, 83). 

The bumper can absorb the impact and prevent damage to more critical com-

ponents, such as the rear lights and the motor. The rear bumper is designed 

for the possibility of quick and inexpensive replacement. The rear bumper in-

fluences the aerodynamic properties of the car. It is designed to reduce air 

resistance and improve overall efficiency. The rear bumper includes splitters 

that are tuned to improve aerodynamics and stability on the track. To reduce 

the weight of the racing car and increase performance, the bumper is manu-

factured from lightweight and durable carbon fiber using the vacuum infusion 

method. 

 

 
 

Figure 82 ï Car rear bumper 

 

 
 

Figure 83 ï Rear bumper in assembly 
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1.3.32 Headlight 

 

The car's headlights provide the driver with good visibility of the road in 

low-light conditions and also serve to warn other road users of the car's pres-

ence on the road (Figures 84, 85). The brightness of a headlight is measured 

in lumens, 2500 lumens. It determines the intensity of the light emitted by the 

headlights. The power consumption of a headlight is measured in watts, 30 W. 

This value shows how much energy is required for the headlight to operate. An 

LED-type headlight is used in the car. The operating principle of an LED head-

light is based on the process of a semiconductor device with a p-n junction 

creating optical radiation when an electric current is passed through it in the 

forward direction. LEDs possess a long service life, high efficiency, and low 

power consumption. In the car's headlights, LEDs with various brightness lev-

els are used for lighting instruments and signaling devices. Headlights are in-

stalled in symmetrical pairs on the right and left sides of the car. The headlight 

is made in a single housing, which integrates: low beam, high beam, sidelight 

(parking light), turn indicator, and daytime running lights. The low beam is 

asymmetrical; with right-hand traffic, the right side of the road and the shoulder 

are better illuminated. The optical system of the headlight directs light in spe-

cific directions to ensure good visibility on the road and minimize glare for other 

road users. The high beam represents a symmetrical light beam of high inten-

sity. Reflectors and lenses are used in the headlight to focus the luminous flux 

and create a specific light distribution.  

 

 
 

Figure 84 ï Car headlight 
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The sidelight is used to indicate the dimensions of the vehicle. A yellow 

light source operating in a flashing mode is used as the turn signal. The oper-

ating frequency of the indicator is two flashes per second. Turn indicators are 

also used as a hazard warning signal. Daytime running lights consist of manu-

ally controlled low-beam headlights of reduced intensity. LEDs generate heat; 

therefore, the headlight contains a system for effective heat dissipation to pre-

vent overheating and ensure stable operation. 

 

 
 

Figure 85 ï Headlight in assembly 

 

1.3.33 Taillight 

 

The taillight serves to indicate the dimensions of the car, provide light 

signaling when reversing, braking, or turning, and for road illumination (Figures 

86, 87). The light uses LEDs, which provide bright light, fast activation, and 

high efficiency. Similar to the headlights, the taillights have an optical system 

for directed and uniform light distribution. Reflectors and lenses are used to 

focus the light. The taillight is designed as three connected units installed in 

the rear bumper. The light integrates the following lighting devices: rear side-

light (parking light), brake light, rear turn indicator, and reverse light. The brake 

light is activated automatically when the driver presses the brake pedal. Both 

the rear sidelight and the brake light are red, but the brake light glows more 

brightly. The car features a so-called adaptive brake light, in which the light 

intensity depends on the braking intensity. The reverse light provides illumina-

tion when the car is moving backward. It is activated automatically when the 
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reverse mode is engaged. Two symmetrical white reverse lights are installed. 

Rear fog lights are used to warn following vehicles in conditions of poor visibil-

ity. The total power of all the taillight lamps is 50 W. The light housing is covered 

by a lens (diffuser). The lens is plastic, monolithic, multi-sectional, and three-

colored. It is installed in the housing on a rubber gasket. The outer part of the 

lens is orange and is intended for signaling during vehicle maneuvers. The 

central part is colorless and serves to signal reverse movement. The remaining 

sections of the lens are red and are intended for signaling during braking and 

indicating the car's dimensions. 

 

 
 

Figure 86 ï Car taillight 

 

 
 

Figure 87 ï Taillight in assembly. 
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1.3.34 Hood 

 

The hood is a car body part (Figures 88, 89). It prevents moisture, dust, 

and dirt from entering the interior of the vehicle. The hood provides easy access 

to the front trunk, motor, and suspension. It is designed to improve the car's 

aerodynamics by reducing air resistance. The hood consists of outer and inner 

panels connected to each other with adhesive. The outer panel is smooth and 

manufactured from carbon fiber prepreg. The inner panel is also manufactured 

from carbon fiber prepreg but features reinforcement ribs. The hood is attached 

to the monocoque on two internal hinges, which allow for the adjustment of its 

position relative to the luggage compartment opening. 

The hood opens backward in the direction of the car's movement. Its front 

part rests on rubber buffers. In the front part of the hood, there is a lock with a 

hook that prevents spontaneous opening of the hood during movement. The 

lock drive is electromechanical. The lock is released from inside the cabin by a 

button on the multimedia display screen. In the open position, the hood is fixed 

by a special carbon fiber rod-type prop. 

 

 
 

Figure 88 ï Car hood 
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Figure 89 ï Car hood in assembly 

 

1.3.35 Trunk lid 

 

A hatch is provided for easy access to the rear trunk, the car's suspen-

sion, and the powertrain (Figures 90, 91). The trunk lid with its mechanism 

opens by lifting upward. This method ensures minimal air resistance during 

movement and allows instantaneous access to the luggage compartment. The 

opening of the door is quick and smooth. The trunk lid is manufactured from 

carbon fiber prepreg. To ensure reliable fixation in the closed position and pre-

vent opening during movement, a special latch is used. 

 

 
 

Figure 90 ï Rear trunk lid 
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Figure 91 ï Rear trunk lid in assembly 

 

1.3.36 Spoiler 

 

The car possesses aerodynamic stability in roll, pitch, and yaw. Roll sta-

bility is ensured by locating the center of pressure close to the longitudinal axis 

of the vehicle. The value of the longitudinal moment, which leads to changes 

in wheel loading as speed increases, is determined by the distribution of lift 

forces acting on the car. A spoiler is used to create the upper contour of the 

stabilizer, which reduces aerodynamic drag, induces negative lift (downforce) 

on the rear wheels, and contributes to the increase of the car's longitudinal 

stability. A spoiler is an aerodynamic device designed to manage the airflow 

around the vehicle to increase tire-to-road traction. The spoiler is installed on 

the rear trunk lid. It creates the necessary pressure on the rear suspension 

shock absorbers. It has minimal air resistance and does not create excessive 

turbulence (Figures 92, 93). As a result of the pressure from the spoiler on the 

rear part of the car, the traction of the rear wheels with the road increases. This 

traction increases braking efficiency. The downforce from the spoiler reduces 

lift and stabilizes the vehicle. The rear part of the car does not lose traction, 

preventing the vehicle from skidding. It begins to create effective downforce 

starting at a speed of 100 km/h. It is rational to use it on a vehicle with an 

average travel speed exceeding 150 km/h. At low speeds, a negative effect 

arises from air resistance and the weight of the spoiler. The spoiler is also 

called an "airfoil" (wing) because of its primary function to create a downward 
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rather than an upward force. The spoiler's angle of attack has a significant im-

pact on its efficiency. The magnitude of the downforce depends on the wing's 

angle of attack. The larger the angle of attack, the greater the downforce, but 

there is a limit to this angle. The installation height of the spoiler is important 

for achieving the optimal balance between stability and road traction. The 

spoiler is manufactured from carbon fiber. It is attached to the rear trunk lid 

using mounting screws. The screws are threaded into the bases of the spoiler 

legs from the inner side of the lid. The working surface area of the spoiler is 0.6 

m². The angle of attack is 40°. The downforce at a speed of 200 km/h is 111 kg. 

 

 
 

Figure 92 ï Car spoiler in assembly 

 

 
 

Figure 93 ï Car spoiler in assembly 
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1.3.37 Side mirror 

 

A side mirror is located on both sides of the car (Figures 94, 95). It is 

designed to provide the driver with a view to the rear and the sides, which is 

important for track safety and manual steering convenience. The mirror differs 

from traditional mirrors on road cars and has a specific design aimed at mini-

mizing aerodynamic drag and creating an effective field of vision. The mirror is 

adjustable, allowing the driver to set it according to individual preferences. The 

shape of the mirror ensures the widest possible viewing angle for tracking the 

movement of other race participants. A video camera is integrated into the mir-

ror housing. The image from the camera is transmitted to a screen or the driv-

er's goggles. The mirror is manufactured from lightweight and durable carbon fiber. 

 

 
 

Figure 94 ï Car side mirror 

 

 
 

Figure 95 ï Side mirror in assembly 
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1.3.38 Wheels 

 

The car wheel converts its rotation into the translational motion of the 

vehicle, and the torque supplied from the motor through the shaft into tractive 

force. The wheel reduces friction, facilitating movement through rolling. Kinetic 

energy is lost due to the contact of the wheel with the road; this is called rolling 

resistance, which primarily represents energy losses from tire deformation. The 

wheel provides the connection between the car and the road. It serves to sup-

port the vehicle's suspension, enable its movement, and change the direction 

of travel. A wheel is characterized by its handling, braking distance on wet and 

dry roads, and stability during straight-line travel and high-speed cornering. 

The wheel can also provide advantages when moving over uneven surfaces if 

the wheel radius is sufficiently large compared to the irregularities. 

The wheel consists of a pneumatic tire and a rim (Figures 96, 97). A tube-

less low-profile tire is installed on the car wheel. The pneumatic tire smooths 

out road irregularities and, together with the suspension, softens and absorbs 

jolts and impacts from the road surface, ensuring the smoothness of the car's 

ride as well as reliable traction between the wheels and the road. A tubeless 

tire does not have an inner tube. In terms of construction, it is similar to the 

casing of a tube-type tire and is almost indistinguishable from it in appearance. 

A specific feature of the tubeless tire is the presence of a 2 mm thick 

sealing airtight rubber layer on its inner surface, which holds the compressed 

air inside the tire. Furthermore, there is a sealing rubber layer on the tire beads 

that ensures the necessary airtightness at the connection points between the 

beads and the wheel rim. The carcass material of a tubeless tire is also char-

acterized by high air impermeability, as nylon cord is used for it. The seating 

diameter of a tubeless tire is reduced, and it is mounted on an airtight rim. The 

tire valve is hermetically secured directly in the wheel rim by means of a nut 

with a washer and two rubber sealing washers. 

Compared to tube-type tires, tubeless tires increase driving safety, are 

easy to repair, heat up less during operation, are more durable, have a simpler 

design, and possess less mass. The increase in driving safety is explained by 

the lower sensitivity of the tubeless tire to punctures and other damage. When 

a tube-type tire is damaged, the inner tube does not grip the puncturing object 

because it is in a stretched state. Air passes through the resulting hole into the 

casing and exits freely through the gaps between the beads and the wheel rim. 

In the event of damage to a tubeless tire, the puncturing object is tightly 

gripped by the non-stretched sealing rubber layer, and air escapes from the 
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tire very slowly. As a result, it is possible to bring the vehicle to a safe stop. In 

some cases, when the puncturing object remains in the tire, air does not es-

cape at all. The ease of repairing tubeless tires is explained by the fact that 

many types of damage can be fixed without removing the tires from the wheels, 

which is especially important in road conditions. During repair, sealing plugs 

are inserted into the damaged area using a special needle. The lower heat 

buildup of tubeless tires is attributed to better heat dissipation through the 

wheel rim (which is not covered by an inner tube) and the absence of friction 

between the casing and the tube, which exists in conventional tires. Improved 

thermal conditions are one of the reasons for the increased durability of tube-

less tires, whose service life is 10% to 20% longer than that of tube-type tires. 

However, the cost of tubeless tires is higher than that of tube-type ones. Such 

tires require special rims, and their mounting and dismounting are more com-

plex, requiring special tools and devices. 

The tire tread pattern has a significant impact on the vehicle's movement. 

During tire development, special attention is paid to the competent combination 

of the tread pattern and the overall design that defines the tire's shape. Tires 

designed for use on hard-surface roads have a "road" tread pattern. It consists 

of longitudinal zigzag ribs and grooves. This type of pattern provides the tread 

with high wear resistance and ensures quiet tire operation. It allows for an in-

stantaneous response to steering while creating high vehicle stability during 

cornering. The tread zone inside the tire allows for an even distribution of pres-

sure across the contact patch when the car enters a turn. In addition, a specific 

rubber compound is used for the tread, with the primary task of further increas-

ing grip with the road surface. 

Treads can be developed for optimal performance on specific tracks, un-

der competitive conditions, and even in various climatic conditions. Tires are 

selected according to the requirements of a specific track and weather condi-

tions to maximize the performance and safety of the racing car. The specialized 

composition of a racing tire features a specific rubber compound that provides 

excellent road grip at high speeds. This rubber can also be designed to operate 

in various conditions, such as dry or wet roads. The tire compound includes 

rubber, adhesive, a vulcanizing agent, and additives. The compound is manu-

factured from synthetic rubber. The rubber is mixed with carbon black; carbon 

black increases strength and gives the tires their black color.  

A racing car tire features a wide profile, which improves road grip and 

increases stability at high speeds. The low profile of the tire also contributes to 

improved handling and the aerodynamic characteristics of the vehicle. The tire 

possesses sidewalls with increased rigidity, which enhances cornering stability 
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and allows the car to better handle driving dynamics. The tire is designed for 

operation at ambient temperatures ranging from - 45 to 55°C. 

The tire consists of a tread and a carcass. The tread provides traction, 

while the carcass provides support. The tire is a pneumatic inflatable structure 

consisting of cords and wires in a donut shape, encased in rubber and filled 

with compressed air to form an inflatable cushion. These racing car tires are 

also approved for street use. Racing tires are engineered to maximize friction 

during cornering and acceleration at the expense of durability. 

There are also racing slicks; they have no tread, which ensures maximum 

contact with the road surface, whereas rain tires have channels for water evac-

uation to avoid aquaplaning. When using ultra-low-pressure tires, additional 

devices are necessary to mechanically clamp the tire beads, thereby eliminat-

ing the possibility of the tire spinning relative to the rim or accidental debeading 

during movement. Preheating is desirable for all tires. However, the heating of 

the carcass itself is largely achieved through tire deformation. Deformation oc-

curs, firstly, as a result of the wheel rolling along the track (where the lower part 

of the tire forms the so-called contact patch) and, secondly, due to the flexing 

of the tire sidewalls during cornering. Low-profile tires deform much less and 

heat up less, which requires a completely different compound composition. 

 

 
 

Figure 96 ï Car wheel 

 

Low-profile tires are less sensitive to pressure. This is explained by two 

factors: first, a stiffer carcass requires less air support, and second, the air vol-

ume itself is smaller, so pressure changes less significantly with temperature 

fluctuations. Thus, low-profile tires are easier to use without preheating 
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compared to high-profile tires. In the case of low-profile rubber, the extreme 

stiffness of the sidewalls requires precise tire placement on the track surface 

and, consequently, a more sophisticated suspension arm design. 

Radial tire technology is currently the standard construction for practically 

all automotive tires. In a radial tire's construction, main layer cords run from the 

beads and across the tread such that the cords are laid at approximately right 

angles to the tread centerline and parallel to each other, with stabilizer belts 

directly under the tread. These are corded belts; the advantages of this con-

struction include longer tread life, better steering control, improved fuel econ-

omy, and lower rolling resistance. 

 

 
 

Figure 97 ï Wheel on the Evo car 

 

The wheel rim is designed to mount the pneumatic tire and connect it to 

the hub (Figure 98). The rim is manufactured from carbon fiber to reduce 

unsprung mass, increase rigidity, and decrease inertia. Technically, reducing 

the mass of the wheel means lowering the mass of unsprung parts and inertial 

forces. Due to this, the wheel "handles" road surface irregularities more easily, 

providing a more precise response from the car's suspension. In turn, the car's 

contact with the road and its handling are improved. Reducing inertia, 

accordingly, increases the service life of the vehicle itself, improves braking 

and acceleration dynamics, and consequently reduces fuel consumption.The 

car's wheel disc features deep, non-detachable rims with connecting elements 

in the form of a solid screen. The rim is the outer edge of the wheel that holds 

the tire. It represents the outer circular structure of the wheel on which the inner 

edge of the tire is mounted. Rims serve for mounting the pneumatic tire and 
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have a specific profile. A deep-well rim is used, made as a single non-

detachable unit. In the middle part of such a rim, a drop-center (well) "B" is 

made to facilitate the mounting and dismounting of the tire. The well is 

symmetrical. Tapered bead seats are located on both sides of the well, ending 

in flanges. The angle of the rim seats is (5+1) °, which improves the tire's 

seating on the rim. All wheels have standard parameter markings: 266/28 R21 

110Y.266 ð tire width in mm; 28 ð aspect ratio (the ratio of profile height to 

width); with the same width, the higher this indicator, the taller the tire; R ð 

radial tire type; 21 ð rim diameter in inches (internal tire size or external rim 

size); 110 ð load index up to 1060 kg (the maximum allowable load per wheel); 

Y ð speed rating up to 300 km/h. Tire markings and dimensions are placed on 

the sidewall. The primary dimensions of a tire are the width B and height H of 

the profile, the rim diameter d, and the outer diameter D (Figure 98). 

 

 
 

Figure 98 ï Wheel drawing with specified dimensions 

 

When installing a wheel, it is important to ensure that the wheel does not 

catch on any parts of the vehicle. When replacing wheel rims, due attention 

should be paid to ensuring that the installed rims have the same load capacity, 

diameter, rim width, and offset. An incorrect choice of rims and tires can 
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adversely affect handling, the service life of the wheel and bearing, brake cool-

ing, the accuracy of speedometer and odometer readings, braking distance, 

headlight aim, bumper height, ground clearance, and the clearance between 

the tire and the body. 

After assembly and before mounting the wheel, so-called balancing is 

performed. Balancing is not carried out on a disassembled wheel, as this is 

ineffective. The mass ratio of the tire and the wheel must be determined only 

as an assembly, and final balancing is conducted in the assembled state and 

at the specified nominal pressure. 

 

1.3.39 Central wheel nut 

 

The central wheel nut is used to secure the wheel to the car (Figure 99). 

This nut is screwed onto the hub and locked to prevent the wheel from un-

screwing during movement. The mounting seat has a taper; therefore, the nut 

seats tightly on the hub and wedges the wheel rim onto the hub. Due to the 

hub's taper, the wheel is better centered. At the end of the hub, there is a spe-

cial thread onto which the wheel nut is screwed. The thread itself has a diam-

eter of 75 mm and is carefully machined for better fastening. 

The wheel nut is tightened with a torque of 300 N·m to ensure proper 

fixation and prevent issues with loosening or wheel misalignment. Instead of a 

hexagonal shape, the wheel nut has a splined (toothed) design; during fas-

tening, these teeth fit into special grooves of the impact wrench. The multiple 

teeth on the nut are designed so that the socket of the impact wrench easily 

aligns with the nut's grooves. 

On a racing car, a single central nut is used for wheel attachment be-

cause it makes it easy to remove and mount the wheel during a race using only 

one nut. In racing conditions, pit stop time is critically important; using a single 

central nut to secure the wheel significantly speeds up the wheel change pro-

cess during the race. This is convenient and efficient, as mechanics only need 

to focus on a single point for a quick wheel change. Furthermore, the conical 

shape of the nut allows for easy and accurate centering of the wheel, which is 

vital for ensuring stability and preventing vibrations during the race. Efficiency 

and speed of service play a key role in the world of motor racing, and the design 

of the central wheel nut is one aspect that contributes to the optimization of this 

process. 
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Figure 99 ï Central wheel nut 

 

1.3.40 Charging unit 

 

The vehicle's storage battery is charged by a charging device (Figures 

100, 101). The charging station connects to the city's three-phase AC network 

with a voltage of 220 V and a frequency of 50 Hz. Using the charging unit, 

alternating current (AC) is converted into direct current (DC), which is neces-

sary for charging the battery. The AC-to-DC converter is integrated into the 

charging unit rather than the vehicle to avoid size and weight constraints. The 

charging unit is mounted on a wall. 

 

 
 

Figure 100 ï Charging unit. 
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At a current of 50 A, the charging station delivers 11 kW of power. The 

maximum power of the charging station is 25 kW. It operates with a voltage 

from 120 to 400 V and a current of up to 100 A. At 220 V and a current of 30 

A, the charging power is 6.6 kW. A battery with a capacity of 90 kWh will charge 

in 13.5 hours. The charger is made of durable plastic; the housing features a 

display showing information on current, voltage, and charging time. The hous-

ing has an oval shape with a recess for winding the cable. The dimensions of 

the charging station are 600 × 350 × 250 mm. The cable is wound and secured 

by plugging the connector into a socket on the housing. 

 

 
 

Figure 101 ï Charging the car from the station 

 

The socket type is IEC 62196ð3 Type 2 (Figure 102). The connector has 

a circular shape with a flat top edge. The connector diameter is 70 mm, and 

the height is 63 mm. This is a seven-pin connector consisting of 1 ground, 3 

positive [phases], 1 neutral, and 2 signal pins. A feature of the connector is the 

ability to use both single-phase and three-phase networks, with a maximum 

voltage of 480 V and a current of 50 A. The connector allows the use of charg-

ing stations with Mode 2 and Mode 3 operating modes. In January 2013, the 

European Commission selected the IEC 62196 Type 2 connector as the official 

charging connector for the European Union. Since then, it has been adopted 

as the recommended connector in several countries outside Europe, including 

New Zealand. 

There are many types of charging connectors. Depending on the region 

and standards, Mennekes (for Europe), SAE J1772 (in North America), or oth-

ers may be used, and a DC connector may also be present. For standardization 

and ease of use, it is desirable to use one type of connector on all vehicles. 
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Figure 102 ï Plug and socket 

 

The plug is connected to the cable. To ensure the cable is flexible and 

can be wound and hung on the charging station, it is made of multi-strand wire. 

The charging station cable consists of five conductive cores, each with a cross-

section of 10 mm². The cable length is 6 m. The outer part of the wire is 

equipped with protective insulation capable of withstanding mechanical dam-

age, heat, and moisture. 

Silicon rectifiers are used in the charging device. Their advantage is that 

the charging current can be regulated within a wide range during the process; 

since a voltmeter, ammeter, and fuses are mounted on the rectifier itself, sep-

arate charging panels are not required. In this case, charging follows a rectifier-

battery scheme. Therefore, the charger possesses high efficiency, increased 

reliability, good thermal characteristics, small size, and low cost. Silicon carbide 

(SiC) components play a crucial role in these parameters. They are combined 

with existing silicon MOSFET switches and SiC switches to ensure maximum 

efficiency with a relatively small number of components. Air-cooled modules 

with a capacity of 30 kW and above, utilizing appropriate gate drivers and con-

trol electronics, meet international charging standards. 

 

 

 

 

 

 

 

 

 

 



93 
 

2 Dubina Evo car production 
 

 

2.1 General information about the mini-factory 

 

The mini-factory was designed for construction in a humid subtropical 

climate, with an average annual temperature of +12 °C, characterized by long 

hot summers, short warm springs, and mild but relatively dry winters. The mini-

factory is a single-story building with a total area of 960 sq. m., featuring a 

height of 4.7 m to the bottom of the load-bearing structures and a ridge height 

of 5.6 m (Figure 103). 

 

 
 

Figure 103 ï Mini-factory Dubina 

 

The factory building houses a production hall, administrative offices, and 

a canteen. The production hall includes a production line consisting of five 

stages. The manufacturing process throughout the factory is monitored by sur-

veillance cameras. The first production stage involves welding. The second 

stage is the assembly of the battery pack. The third stage of the production line 

involves the moulding and assembly of composite material parts. After 

polymerization, the mould with the part proceeds to the fourth stage for de-

moulding and machining. Following machining, the part arrives at the fifth and 

final stage of car assembly, which takes place at a single workstation. All body 

parts are assembled there. Two workers install all vehicle equipment and 

mount the electrical wiring in a specific sequence. Assemblers equip the body 
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with the powertrain, battery, and instrument panel. Once the parts are installed, 

workers verify the operation of all vehicle systems. After assembly, the vehicle 

enters the paint booth. After the paint is applied, hot air is supplied to the booth 

for drying. Following the painting process, the vehicle undergoes a final quality 

check (Figure 104). The factory personnel operate like a single sports team. 

The team is led by the factory director. The entire team consists of sixteen 

people: Factory Director, Senior Designer, Junior Designer, Senior Technolo-

gist, Junior Technologist, Senior Hardware Programmer, Junior Hardware Pro-

grammer, Senior Web Programmer, Junior Web Programmer, Assembler, Ma-

chine Operator, Electrician, Welder, Moulder, Painter, and Household Worker. 

 

 
 

 
 

1 ï column; 2 ï roof purlins; 3 ï entrance gate; 4 ï wall; 5 ï windows;  

6 ï exit gate; 7 ï downspout; 8 ï entrance door; 9 ï canopy; 10 ï paint booth; 

11 ï stairs; 12 ï split system; 13 ï air duct. 

Figure 104 ï Structural elements of the mini-factory 






















































































