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Vibration Environmental Analyses for Electronic Equipments
of a Smart UAV Due To Dynamic Hub-Loads of Tilt-Rotor
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2.1 Modal Transient Response Analysis
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2.2 Modal Frequency Response Analysis
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Fig. 2 System location layout of the TR-52
model.

Fig. 3 3D FE structural mode! for structural
dynamic analysis of TR-S82 model.
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Fig. 5 Selected natural vibration mode shapes

{Helicopter mode).
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Fig. 6 Computed hub loads for helicopter and
aircraft modes.
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