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Optimal Design of Vehicle Engine Mount
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ABSTRACT

This paper introduces optimization techniques to design engine mount properties for passenger vehicle. The

design targets are divided into three cases such as optimal positioning of powertrain modes, minimizing vibration

of deriver’s seat in idling and driving conditions. The proper models, mechanisms of vibration, and characteristics

of optimization problems are discussed.
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Table 1. Eigenvalue sensitivity of P/T system

Design value Sensitivity
Mount stiffness 2w x f;
Mount position -2x x f;
Mount orientation (aR)?
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(a) Before optimization
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Fig. 5 Hydraulic engine mount
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Fig 4. Seat track acceleration in z direction

Fig. 6 Analysis model for ride

when driving rough road
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Fig. 12 Sensitivity of seat track acceleration

w.r.t. stiffness of engine mount in z direction
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