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The Improvements of Vehicle Vibration Characteristics

Using Modal Contribution

Ahn Ji Hoon*, Jee Sang Hyeon, Ko Byeong Sik

Abstract

This paper presents modal contribution method to reduce vehicle vibration. Normal

mode analysis is performed to obtain modal vector matrix. The proposed method uses this
modal vector matrix to evaluate forced response of an active mode to the applied engine
forces and the rotating force due to wheel unbalance mass. Comparing the responses of
the specific active mode with one another, it can be easily done to determine most
contributed mode in the interesting frequency band. Then we can find dominant bushes by
the strain energy distribution of the mode. Vibration response is decrease with

modification of those bushes.
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