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Optimum Design of Engine Mount System

Considering Body Flexibility

Hwang In Soo*, Kim Tae Uk, Patk Woo Sun, Ko Byeong Sik

Abstract

As customer’s demand for vehicle comfort is getting increased, vibration problem is

very important issue in vehicle development.

Engine is the main factor causing vehicle

vibration, so that we should isolate detrimental transmitted excitation from engine. In

order to solve this problem engine mounting system was properly optimized. Simulation

was performed not only rigid body mode analysis but also flexible body mode analysis.

We obtained the optimal locations and stiffness of engine mounts from simulation

results, and had reasonable results from considering flexible body mode than only rigid

body mode analysis.
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Table 1 Optimization Results (Dynamic Stiffness Change (%))

FRT RR LH RH
Kx | Ky | Kz | Kx | Ky | Kz | Kx | Ky | Kz | Kx | Ky | Kz
Rigid Body |-31.0|+42.0| -0.5 |-16.7|+12.7| -30.0 | +40.0| -30.0 | -5.2 | -8.6 |+26.9| -7.6
Flexible Body | 0.0 | 0.0 {-30.0{-29.9| O -30 [-256| O 0 |-30.3{-30.3|-30.0
I
i
O
Fig. 1 Trimmed Body FE Model
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Fig. 10 Idle Shake Response at Steering

Wheel (Optimized)




