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Technology to Predict Input Force to Engine Mount at Rapid Start of MT Vehicle
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Technology was created that gives the capability to
predict engine mount input force during rapid starts.
This input force is used for the strength design of the
engine mounts for cars with a manual transmission
(MT). Clutch engagement during a rapid start was
modeled from time series characteristics of the clutch
clamping force derived from actual measurements of
clutch pedal delay and engagement time. The engine
mount was modeled by applying force-displacement
curves that had been tested up to high load. Wheel
torque and engine mount input force were successfully
predicted by means of full vehicle simulation using
multi-body analysis. The parameters of that model were
then changed to the upper limit and lower limit values
within their obtainable range to confirm the rate of
change in wheel torque and engine mount input force.
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Fig. 8 Wheel torque comparison for small vehicle
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Fig. 9 Engine mount input force comparison for small
vehicle
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Fig. 10 Wheel torque comparison for large vehicle
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Fig. 11 Engine mount input force comparison

for large vehicle
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Fig. 12 Wheel torque reduction rate
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Fig. 13 Torque rod input force reduction rate
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Fig. 15 Vertical force at front wheel center

6. £&O

MTHDOILE —Z LEFLEER L TAREY I 2

L=y avaBIhn, LITOMERE5H-

(1) /MUH & RRHD KA — L P Lo =2l KU
vV Y P ARE =Sl B L, 9%
THKEE 2635 Z L &Rl L 7.

(2) R4 =N I E—=2EIZE, 7Ty FHiRR,
Z 9 FMHIRE, P24 7Y% 7 AL DRHIMEDRE
BINRKRENZ EDbhr 5T

(3) vy rewy Yy bANE =22, &4 =L by
Oz, TV IV MDA NyISI)T T VR,
ETEE 7y v a3, ST -7 v MElET— 2
VFDHERKREINI ERbh 57

— 130 —



MTEDRREICH IFTBIIT Y7y M ASF R

SE XM

(1) 58 ek 2 & R AT 12 K 2 #&m A7l
ORERGEE — 2 4 Y ETF I & fd 5 72t APEA ST Tl
—, BB 2 AR 2 Hi %, No.21-06, p.9-
12(2006)

(2) 58 R 2 & BRI 12 X 2 B A Tl o
FEERRGE (55 2 W) — &4 4 Y EF U &5 72 A A
HP M —, BB 2 A iR 2 Ei 5, No.136-
06, p.11-14(2006)

(3) AEA TR EERETANTHS I 2v—2a VD
FEIERRAE (35 2 ) — 2 4 Y =T &5 72 i A A
P M —, BB EHEN 2 A i 2 Hi 5, No.123-
08, p.23-26(2008)

(4) TFEB, Ry, s, hEE 2y Y g
VKGR D 72 8 O ¥ T A ) HIE I O RS,
Honda R&D Technical Review, Vol.25 No.1, p.78-84

(5) PHFHENL, EATEH, MEERE A, (LAS, R KA :
R A EAT D S 2V ¥ 3 v A ST TR B %,
“ZEHBHT 2 = HIIL L E 2 —, No.l7, p.45-48(2005)

m=E =0l

AER

£ AR 2 B HE

— 131 —





