
Citation: Citarella, R.; Landi, T.;

Caivano, L.; D’Errico, G.; Raffa, F.;

Romano, M.; Armentani, E.

Structural and Vibro-Acoustics

Optimization of a Car Body Rear Part.

Appl. Sci. 2023, 13, 3552. https://

doi.org/10.3390/app13063552

Academic Editor: Giuseppe

Lacidogna

Received: 4 February 2023

Revised: 6 March 2023

Accepted: 7 March 2023

Published: 10 March 2023

Copyright: © 2023 by the authors.

Licensee MDPI, Basel, Switzerland.

This article is an open access article

distributed under the terms and

conditions of the Creative Commons

Attribution (CC BY) license (https://

creativecommons.org/licenses/by/

4.0/).

applied  
sciences

Article

Structural and Vibro-Acoustics Optimization of a Car Body
Rear Part
Roberto Citarella 1 , Tommaso Landi 1,*, Luca Caivano 2, Giuseppe D’Errico 2, Francesca Raffa 2, Mario Romano 3

and Enrico Armentani 4

1 Department of Industrial Engineering, University of Salerno, Via Giovanni Paolo II 132, 84084 Fisciano, Italy
2 Stellantis S.p.a., Via ex Aeroporto, 80038 Pomigliano D’Arco, Italy
3 Department of Mechanical Engineering, University of Napoli, Via Claudio 21, 80125 Napoli, Italy
4 Department of Chemical, Materials and Production Engineering University of Napoli, Via Claudio 21,

80125 Napoli, Italy
* Correspondence: tlandi@unisa.it

Abstract: The perceived vibro-acoustic comfort, inside the passenger compartment, under driving
conditions, is strictly related to the car body torsional behavior. The aim of this work was to identify
which parts of a car body most influence the first torsional mode, in order to modify them and acquire
an increase in such car body natural frequency. It was also intended to exploit the great potential
of 3D printing that allows an increase in the complexity of component shapes, with an acceptable
compromise with respect to production costs. A design and material (from steel to aluminum) change
of a car body rear part, which was identified as the structural part of the car body with the most
relevant impact on the frequency of the first torsional mode, was assessed in terms of structural and
vibro-acoustic performances. In particular, with the constraint of increasing the structural and vibro-
acoustic performances and, at the same time, minimize the weight of the structure itself, geometric,
structural (e.g., type of connections), and material changes of the car body rear part were assessed.
Working on a car model dating back to 2008, which was already compliant with structural and
vibro-acoustic regulatory norms, an increase of 2 Hz on the first torsional mode frequency of the
Trimmed Body model was obtained. In parallel, a weight reduction in the optimized components
was also gained. It was also requested to lower the cabin sound pressure levels, optimizing the
vibro-acoustic transfer functions from the accelerations at engine mounts and suspension attachment
points to the cabin inside. It was shown how the combined use of advanced topological and structural
optimization tools, with the capabilities of an unconventional manufacturing technology, such as
3D printing in aluminum, could guarantee an increase in the vibro-acoustics and structural car
performances, also gaining a weight reduction.

Keywords: acoustic pressure; first torsional mode; road noise; 3D printing; vibro-acoustic transfer
functions; static and dynamic stiffness

1. Introduction

The development of additive technology is attracting more and more interest from
companies considering the wide variety of materials that can be used. The rising cost of
steel is leading companies to turn to different materials, processed by technologies, such as
3D printing, far removed from traditional ones. These technologies offer the possibility of
cost-efficient production of artefacts with complex geometries and are, nowadays, widely
spread in the automotive sector [1].

The automotive industry faces new challenges every day, new design trends and
technological deployments from research push companies to develop new models in the
short term, requiring new tools or tool reshaping. The automotive industry is one of the
most competitive business areas where time-to-market decrease plays an important role.
Additive manufacturing is the solution that enables the flexible production of customized
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products without significant impact on costs and lead time. Automotive companies develop
new models, pushed by new design trends and technological evolution, where aesthetics,
aerodynamics, safety, and weight reduction in the vehicle are key issues [2].

The vibro-acoustic analysis of structural components, used in aircraft, spacecraft, and
land vehicles, plays a vital role in the design of these systems with regard to human health
and living comfort.

The perceived vibro-acoustic comfort inside the passenger compartment under driving
conditions is strictly related to the car body torsional behavior. In this work, the focus of
the implemented optimization was on the first torsional mode frequency because the first
modes, torsional and flexural, can be considered the most important in relation to comfort.
As a matter of fact, a similar target was pursued in [3], where the first flexural frequency of
a train chassis was increased to achieve vibro-acoustic benefits.

In [4], vibro-acoustic improvements were obtained for a car roof, made with an
innovative composite material: a structural optimization allowed to recover for the new
configuration the original static and dynamic stiffness properties, decreasing the weight
and the noise inside the cabin.

The same approach adopted for this work was implemented in [5], but with reference
to crashworthiness rather than vibro-acoustics; in particular, the objective was to apply
additive manufacturing to obtain a plastic automotive component with reduced weight
and costs, preserving, at the same time, its crash performance.

Deterministic methods, e.g., based on multibody simulation [6], combined FEM (Fi-
nite Element Method)-BEM (Boundary Element Method) [7], hybrid BEM/empirical ap-
proaches [8], and fast multipole method (FMM) [9], are widely adopted to tackle vibration
and acoustic assessments of complex structures.

For this work, FEM was adopted for solving both the vibrational and acoustic problems.
A multi-objective optimization was proposed to improve the vibro-acoustic performance of
the considered car model. The related constraints came from the need to reduce the weight,
by focusing on the car rear part, without compromising its crash performance. In order to
reduce the crash and durability testing times, a possible choice might be to perform the
topology optimization (aimed at car weight reduction) just on those parts that do not affect
the impact resistance [10]. On the contrary, in this work, the optimization was carried out
considering some components that can heavily affect the impact performance. Therefore, a
countercheck of the new design against crash performance was necessary, but this part was
not implemented in this work.

For the acoustic modeling, it was important to identify the entry points of the vibra-
tional forces (suspension attachment points and engine mounts) responsible for generating
structural noise inside the passenger compartment. There are several works in the litera-
ture aiming at car body lightening, under the constraint of preserving original structural
or acoustic performance. In [11], the car body was optimized considering NVH (Noise
Vibration Harshness) and crash performances. In [12], an acoustic analysis of lightweight
auto-body, based on FEM and BEM, was performed, similarly to what is performed in this
work. In particular, the whole car body was analyzed, highlighting the critical contributing
parts to the noise emission by a panel sensitivity analysis, whereas, in this work, the focus
was on a single panel/component (rear part), with a change of base material, from steel to
aluminum, and with related topological optimization.

Structural optimization was also carried out in [13]; the objective function of the prob-
lem consisted of maximizing the torsion stiffness of the car to increase its speed performance.

Previous work, such as from Wang et al. [14] and Jang et al. [15], involved optimization
of the dynamic characteristics of an automobile body by maximizing the frequency of the
first torsion and/or bending mode separately (the optimizer routine worked first on the
torsion mode and after on the bending mode). The improvement in the natural frequency
for torsion mode in [15] was obtained at the expense of an increased weight, where it
required an additional 10% of the original mass to increase the frequency by 2 Hz. To
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overcome this drawback, the method proposed in this work employs structural topology
optimization, changing, in parallel, the component material.

In [16], the design objectives attempted to improve the existing torsion and bending
modes by using structural optimization, without compromising other factors such as
mass and stiffness of the structure. The natural frequency of the design was modified by
reinforcing the structure at the critical locations previously identified.

There are a number of cases where optimization was used to modify smaller parts
of the vehicle such as rocker panels, mounting brackets, pillars, seat frames, suspension
rings, and steering knuckles. Large parts such as engine blocks, chassis, and whole car
bodies have also been used as the basis for optimization. In [17], the effectiveness of car
body optimization was shown, considering a replacement of the baseline material and
improvement of structure design.

In this work, we show how a combined use of advanced topological and structural
optimization tools, together with the capabilities of an unconventional manufacturing
technology, such as 3D printing in aluminum, can guarantee an increase in the vibro-
acoustics and structural car performances, together with a weight decrease.

The method proposed is of general validity, thus it can be applied to any car (especially
for sport and premium cars) and to any component/subassembly of complex geometry, to
be added in critical areas for stiffening purposes.

For the first time, such a kind of optimization was applied to such a large component
of a car (rear part), coupling the synergetic possibilities offered by the 3D printing with the
outcomes of an optimization software.

2. Numerical Modal Analysis

The car model was analyzed considering a static and a dynamic analysis of the body-in-
white (BIW) and of the trimmed body (TB) configurations. This step was fundamental, since
the aim of the work was to raise the static and dynamic performance of the car, in parallel
with a change of adopted materials (from steel to aluminum) and related manufacturing
process (from sheet metal stamping to 3D printing).

2.1. FEM Model

The model was the latest restyling of a segment B car and comes in two different
configurations: BIW (Figure 1) and TB (Figure 2).

The software used for modeling was Hypermesh [18].
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The BIW configuration consists of the paved body, the fixed parts (including the
riveted and welded parts), and the rigidly connected parts (by structural glue). The TB
model instead simulates the body with all the trims under running condition.

The mesh for the FEM model is quite complex.
In the following a description of the most used elements is reported [18]:

CTRIA3—defines a triangular plate element of the structural model. This element uses a 6
dofs (degree-of-freedoms) per node formulation;
CQUAD4—defines a quadrilateral plate element of the structural model. This element uses
a 6 dofs per node formulation;
RIGID—defines 1D elements with 2 nodes used to model rigid connections;
WELD—defines elements with 2 nodes used to model welded connections;
CONCENTRATED MASS—defines 0D elements with a single node that allows the assign-
ment of concentrated mass to the model in order to represent a physical part that may not
be modeled with another FE idealization.

The used global model is an old one so with a rough FEM mesh, but the mesh in the
areas of interest will be refined during the optimization phase as dictated by a convergence
analysis.

2.1.1. Body in White Model

Since the objective was to increase the frequency of the first torsional mode, it was
necessary to start identifying the corresponding value on the original BIW model. For this
reason, a modal analysis, in a free–free condition in the range [0–60] Hz (sufficient to catch
the first torsional mode), was simulated (Figure 3), using Hypermesh [18] software for the
car modeling and Nastran [19] for the solution phase. The modal analysis was carried out
with SOL 103 routine, whose detailed description is available in [19].
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Figure 3. First torsional mode on BIW model.

2.1.2. Trimmed Body

For the trimmed body model, the presence of the fittings makes more complicate the
identification of the first torsional mode (the presence of local modes at close frequencies,
e.g., involving the seats, may hide the global torsional one). For this reason, a forced
frequency response analysis was performed in parallel with the modal analysis. This
forced analysis was aimed at evaluating the accelerations on the suspension attachments
corresponding to the application of a cyclic torsional moment. The latter was simulated by
applying a configuration of forces on the four suspensions, as shown in Figure 4.
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Analyzing the accelerations at the loaded points (Figure 5), and the modal shapes
(Figure 6), the peak corresponding to the first global torsional mode became evident: the
choice was on the second peak because the first one was related to a spurious torsional
mode (by checking the animation of the modal shape, it is possible to point out that the
maximum rotations at the posterior and at the anterior were not synchronized).
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In conclusion, the modal analysis was used in conjunction with the forced response
analysis in order to identify the frequency of the first torsional mode for the BIW and
TB model.
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3. Sensitivity Analysis

As previously said, the aim of the work was to increase the frequency of the first
torsional mode, leveraging on the degrees of freedom offered by 3D printing during the
topological optimization phase. To start, it was necessary to identify which parts of the
car body most influence this mode, considering some particular areas of the car body that
produce a relevant contribution to the car stiffness, called nodes (where several structural
beams join each other) (Figure 7).
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A sensitivity analysis can be performed to identify which nodes are more critical for
the torsional response, in order to focus the design modification activity on those areas.
The sensitivity analysis was implemented by selecting, one at a time, each node zone on
the FE model and increasing for it the Young’s modulus by two orders of magnitude. By
reiterating the procedure for each node and running each time a corresponding modal
analysis, a ranking of the impact of the stiffness modified node on the considered response
(first torsional frequency) was established. In Figure 8a, the percentage increment on the
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first torsional frequency of the modified model was shown, comparing the original FE
model and the new models, obtained by increasing in turns the stiffness of indicated nodes.
In this way it was possible to point out the car nodes whose stiffness have the highest
impact on the first torsional mode.
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From Figure 8a, it was clear that the nodes C, D, and G determines the highest impact
on the frequency of the first torsional mode so that the optimization had to involve the
rear part of the car in order to increase such frequency (Figure 8b), where node D and G
are present. Therefore, it was decided to optimize the entire original rear part (Figure 9),
changing the material and its structure topology.

The same choice was adopted in [13], where, in order to maximize the torsional
behavior of the car, the rear part was optimized (in this case there was no exploitation of
additive manufacturing capabilities and material change).
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4. Topological Optimization of the Rear Part of the Car Body
4.1. Preliminary Modeling of the Rear Part before Optimization Start

Before starting the rear part optimization process, some changes were imposed with
reference to model mesh refinement, material replacement, and a preliminary (arbitrary)
varied thicknesses of rear part components. In particular, the mesh in the areas of interest
have been refined reaching an average element size of 2 mm; then, the material was changed
from steel to aluminum, and, as shown in Figure 10, the thickness of several parts of the new
ring were changed to 1 mm (yellow parts), 2 mm in the areas where there were fins (orange
parts), and 3 mm where the connection with the remaining part of the steel structure was
implemented (blue parts).
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Then, the optimization starts, providing a new rear part, divided into six parts
(Figure 10), which will be assembled at the end of the optimization process, in order
to cope with the size limitations imposed by the commercially available 3D printers.

4.2. Connections of Rear Part with the Steel Structure

The connections between the new rear part of the vehicle and the remaining part of
the structure were made as in the following:

- Using glue (Figure 11) to connect the upper part of the new rear ring with the roof,
the side wings with the chassis, and, finally, the lower part of the rear car body with
the rear crash bar.

Appl. Sci. 2023, 13, x FOR PEER REVIEW 9 of 25 
 

Then, the optimization starts, providing a new rear part, divided into six parts (Fig-
ure 10), which will be assembled at the end of the optimization process, in order to cope 
with the size limitations imposed by the commercially available 3D printers. 

4.2. Connections of Rear Part with the Steel Structure 
The connections between the new rear part of the vehicle and the remaining part of 

the structure were made as in the following: 
- Using glue (Figure 11) to connect the upper part of the new rear ring with the roof, 

the side wings with the chassis, and, finally, the lower part of the rear car body with 
the rear crash bar. 

 
Figure 11. Connections with glue, highlighted in red, in the rear part. 

- Using screws (Figure 12) all arranged in the same direction of travel and connecting 
the upper, lower, and side parts. Screws were added to glue in those areas with a 
need for a stiffer connection. 

 
Figure 12. Areas of the rear part where the connections were obtained with screws. 

4.3. Topological Optimization 
The objective of topological optimization was to acquire an increase of 20% in static 

and dynamic performances (as specified in the following) of the new rear part, while min-
imizing weight. A combined static/dynamic topological optimization was, therefore, per-
formed using Optistruct [19]. The first step was to define a design space (Figure 13), which 
was the optimizer’s working area, where material can be removed to achieve the target 

Figure 11. Connections with glue, highlighted in red, in the rear part.

- Using screws (Figure 12) all arranged in the same direction of travel and connecting
the upper, lower, and side parts. Screws were added to glue in those areas with a need
for a stiffer connection.

Appl. Sci. 2023, 13, x FOR PEER REVIEW 9 of 25 
 

Then, the optimization starts, providing a new rear part, divided into six parts (Fig-
ure 10), which will be assembled at the end of the optimization process, in order to cope 
with the size limitations imposed by the commercially available 3D printers. 

4.2. Connections of Rear Part with the Steel Structure 
The connections between the new rear part of the vehicle and the remaining part of 

the structure were made as in the following: 
- Using glue (Figure 11) to connect the upper part of the new rear ring with the roof, 

the side wings with the chassis, and, finally, the lower part of the rear car body with 
the rear crash bar. 

 
Figure 11. Connections with glue, highlighted in red, in the rear part. 

- Using screws (Figure 12) all arranged in the same direction of travel and connecting 
the upper, lower, and side parts. Screws were added to glue in those areas with a 
need for a stiffer connection. 

 
Figure 12. Areas of the rear part where the connections were obtained with screws. 

4.3. Topological Optimization 
The objective of topological optimization was to acquire an increase of 20% in static 

and dynamic performances (as specified in the following) of the new rear part, while min-
imizing weight. A combined static/dynamic topological optimization was, therefore, per-
formed using Optistruct [19]. The first step was to define a design space (Figure 13), which 
was the optimizer’s working area, where material can be removed to achieve the target 

Figure 12. Areas of the rear part where the connections were obtained with screws.

4.3. Topological Optimization

The objective of topological optimization was to acquire an increase of 20% in static
and dynamic performances (as specified in the following) of the new rear part, while
minimizing weight. A combined static/dynamic topological optimization was, therefore,
performed using Optistruct [19]. The first step was to define a design space (Figure 13),
which was the optimizer’s working area, where material can be removed to achieve the
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target set. In the creation of the design space, the overall dimensions of the steel original
model were kept for the new aluminum model, working only on the internal empty spaces,
in such a way to avoid that the design changes affected also the surrounding part in which
the considered component is assembled.
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From a static point of view, one imposed constraint was that the sum of the displace-
ments of the four loaded points (used to simulate a torque loading condition on the back
part) (Figure 14) had to be 20% lower than that corresponding to the BIW starting model.
For this analysis, the car body is clamped in correspondence of the four domes (where the
suspension system is connected to the car body).
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Moreover, another constraint, from a dynamic point of view, requires that the fre-
quency of the first torsional mode must increase by the same percentage (20%) in compari-
son to the reference BIW model. Static and dynamic constraints have the goal of minimizing
weight in common. Starting from the model with the complete design space available,
running the combined static/dynamic optimization with weight minimization, an opti-
mized reticular structure was obtained for the rear part after fifty-three iterations, and, in
particular, for the nodes D (Figure 15) and G (Figure 16), where the modifications turned
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out to be more effective. The post-optimization model still needs further improvements
in order to cope with 3D printing constraints; consequently, it was cleaned up of those
elements that cannot be manufactured because of the lack of structural continuity in the
overall frame. As a consequence of the latter modification, the performance of the final
configuration (Figure 17) was expected to increase by less than 20%.
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In Figure 18, a flow chart is provided to summarize the optimization process: starting
from the FE model input (the original model with the replaced rear part and the full design
space available), objective function (weight minimization), and the constraints input (static
and dynamic conditions), the optimization analysis was carried out to obtain the final
topological structure.
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5. Static and Dynamic Results of the Optimized Model
5.1. BIW Model

For the BIW model, after the topological optimization process, the final outcomes
(Table 1) were evaluated from the static and dynamic point of view. A displacement
decrease of nearly 36.8% (considering the sum of displacements on the four loaded point)
was obtained with respect to the original model, with an increase in the frequency of the
first torsional mode of nearly 14%; at the same time, a 19% weight reduction in the rear
part was obtained.

Table 1. Static and dynamic optimization.

Decrease in the Sum of
Displacements of Four

Loaded Points [%]

Torsional Natural Frequency
Increase [%]

Weight Savings
Considering Only the Rear

Part [%]

36.8% 14% 19%

5.2. TB Model

In order to identify the frequency of the first torsional mode of the optimized TB
model, a forced analysis was performed in parallel to the modal one. The results, in
terms of accelerations (Figure 19), clearly highlighted the first torsional frequency: the
point circled in black corresponds to the frequency of the first torsional mode, showing an
increase of 2 Hz compared to the original TB model.

Areas of Particular Interest on TB Model

Considering the TB model, there are critical areas at the rear part of the car body
where the static and dynamic stiffness must be at least as high as that of the original model.
These areas can be identified as those parts that undergo concentrated loads: the hinge
connections (Figure 20a,b) and the lock connections (Figure 21a,b), where the weight of the
tailgate was sustained (these areas are highlighted in red).
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Figure 23. Force application point (a), static (b), and dynamic (c) stiffness of the tailgate lock.

As can be seen from the values obtained, with the exception of the static stiffness of
the hinge attachment, there was a general decrease in both static and dynamic stiffness. A
50% decrease in the static stiffness was recorded for the tailgate lock with respect to the
original model (Figure 23b). The dynamic stiffness of the tailgate lock for the optimized
model was, at all frequencies, lower than the dynamic stiffness of the original model
(Figure 23c). In order to recover the original stiffness, some modifications were made to the
model: the thickness in the critical areas was increased from 2 mm to 4 mm, as shown in
Figures 24 and 25 (highlighted in red, the areas undergoing such modifications). Moreover,
some modifications were made to reinforce the lock attachment, which was even more
critical than the hinge attachment area: further connections, highlighted by red circles
(Figure 26), were added between the internal and external parts.
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With such aforementioned modifications, after re-running the analysis, new values of
static and dynamic stiffness were obtained as shown in Tables 2 and 3, and Figures 27 and 28.

Table 2. Static stiffness of the hinge attachment.

Tailgate Hinge Static Stiffness [N/mm]

Original TB Model K
Optimized Model 1.05×K
Optimized and Stiffened TB Model 1.46×K

Table 3. Static stiffness of the tailgate lock.

Tailgate Lock Static Stiffness [N/mm]

Original TB Model K

Optimized Model 0.5×K

Optimized and Stiffened TB Model 1.25×K
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These last modifications allow us to cope with the imposed constraints, in terms of
static and dynamic stiffnesses. From Tables 2 and 3, it was possible to understand that the
new static stiffness for tailgate hinge and tailgate lock increased by nearly 46% and 25%,
respectively. From a dynamic point of view, the stiffness of tailgate lock and hinge can be
considered fully recovered (Figures 27 and 28). Moreover, the changes introduced do not
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alter the frequency of the global torsional mode with a weight saving equal to 17% (slightly
lower than the 19% reduction found in the previous optimized version).

6. Acoustic Analysis: Modeling and Results

To assess the effectiveness of the proposed design changes, it was also necessary to
perform an acoustic analysis on the optimized TB model. The analysis was only carried out
on the TB model since it better reproduces the real driving conditions. The acoustic cavity
(Figure 29) was modeled with 3D FEM elements (of linear interpolation order).
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Figure 29. TB model with highlight of acoustic cavities: seats (brown), cockpit (cyan), boot (blue).

Three sub-cavities were modeled: cockpit, seats, and boot, connected to each other
to generate the overall acoustic cavity. The seat cavity was modeled as a “heavy fluid” to
allow for the seat absorbing properties.

The fluid mesh was defined following the rule of using eight linear elements per
wavelength.

6.1. Acoustic Modal Analysis

As a first step, a cavity modal analysis, in the range [0–800 Hz], was performed in a
free–free condition: the first two modes are shown in Figure 30.

Appl. Sci. 2023, 13, x FOR PEER REVIEW 18 of 25 
 

alter the frequency of the global torsional mode with a weight saving equal to 17% 
(slightly lower than the 19% reduction found in the previous optimized version). 

6. Acoustic Analysis: Modeling and Results 
To assess the effectiveness of the proposed design changes, it was also necessary to 

perform an acoustic analysis on the optimized TB model. The analysis was only carried 
out on the TB model since it better reproduces the real driving conditions. The acoustic 
cavity (Figure 29) was modeled with 3D FEM elements (of linear interpolation order). 

 
Figure 29. TB model with highlight of acoustic cavities: seats (brown), cockpit (cyan), boot (blue). 

Three sub-cavities were modeled: cockpit, seats, and boot, connected to each other to 
generate the overall acoustic cavity. The seat cavity was modeled as a “heavy fluid” to 
allow for the seat absorbing properties.  

The fluid mesh was defined following the rule of using eight linear elements per 
wavelength. 

6.1. Acoustic Modal Analysis 
As a first step, a cavity modal analysis, in the range [0–800 Hz], was performed in a 

free–free condition: the first two modes are shown in Figure 30.  

 
(a) 

Figure 30. Cont.



Appl. Sci. 2023, 13, 3552 19 of 25
Appl. Sci. 2023, 13, x FOR PEER REVIEW 19 of 25 
 

 
(b) 

Figure 30. First two cavity modes: longitudinal global mode (a); local mode (b). 

6.2. Vibro-Acoustic Transfer Functions 
The vibro-acoustic transfer functions were defined as the ratio of acoustic pressure 

level (at hearing point) to imposed force (at excitation point). The vibrational input was 
introduced at the engine suspension points and suspension attachment points, whereas 
the sound pressure level was calculated at the driver’s and passenger’s ears (Figure 31). 
The excitation force was unitary at all frequencies and applied in all x, y, z directions. As 
an example, the transfer functions for two excitations points are shown in Figures 32 and 
33. 

 
Figure 31. Position of virtual microphone 2 (driver’s ear) and 5 (passenger’s ear). 

 
(a) 

Figure 30. First two cavity modes: longitudinal global mode (a); local mode (b).

6.2. Vibro-Acoustic Transfer Functions

The vibro-acoustic transfer functions were defined as the ratio of acoustic pressure
level (at hearing point) to imposed force (at excitation point). The vibrational input was
introduced at the engine suspension points and suspension attachment points, whereas the
sound pressure level was calculated at the driver’s and passenger’s ears (Figure 31). The
excitation force was unitary at all frequencies and applied in all x, y, z directions. As an
example, the transfer functions for two excitations points are shown in Figures 32 and 33.
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The new optimized rear part configuration allows to obtain improved vibro-acoustic
transfer functions, in correspondence of all excitations and of all virtual microphones, with
respect to the original model (steel rear ring).
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6.3. Road Noise

The last step, in order to validate the acoustic analysis and assess the real road noise,
was to apply at the suspension points a realistic force spectrum, as provided by experimental
measurements on a track mission (Pavè at 50 km/h, Figure 34):

The recorded accelerations at the wheels can be used as an input a multibody suspen-
sion system analysis (Figure 35) to calculate the corresponding forces at the suspension
points (Figure 36).

The previously obtained vibro-acoustic transfer functions, in combination with the
actual force spectrum at the suspension attachment points, allow us to calculate the effective
Road Noise. Road Noise was also weighted with an A-weighting scale, which considered
the varying sensitivity of the human ear to certain frequency ranges. The A-weighting
scale refers to the 40phon isophonic curve. The noise perceived inside the passenger
compartment turned out to be lower for the optimized model than base (original) model
(Figures 37 and 38).
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Figure 38. Acoustic pressure on MIC5 (Left ear, right rear passenger), with highlight of the frequency
ranges with reduced SPL.

Both virtual microphones MIC2 (Figure 37) and MIC5 (Figure 38) recorded a general
decrease in the sound pressure level, with respect to the original configuration, up to 6dB
for some frequency ranges. This was considered an optimum result.

7. Conclusions

The goal of improved perceived comfort inside the passenger compartment by a
topological optimization of the rear ring was fulfilled with the presented procedure. In
particular, with reference to the BIW model, an increase in the first torsional mode frequency
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of nearly 14% was obtained. Such a kind of improvement when referred to the TB model
was reported with absolute values, resulting in a 2 Hz increase in comparison to the original
TB configuration. At the same time, a 17% reduction in rear part weight was achieved.
Improvements in the cabin noise perceived, particularly in the driver’s right ear, were
also obtained.

The original rear part consisted of several components that had to be welded together
by sheet metal molding, whereas the new one, being completely 3D printed, requires no
welding, and the connections with the rest of the structure can be made by gluing and
bolting. The reduction in welding points brings a benefit not only in terms of manufacturing
time, but also in terms of reduced CO2 emissions. The construction of the new rear ring
would not encounter obstacles since the dimensions of the individual components are
compatible with the capabilities of existing printers, and the final geometry was the result
of a careful refinement of the optimizer output (cleaning up all those elements that cannot
be manufactured because of the lack of structural continuity in the overall frame).

The optimization method proposed was of general validity, thus it can be applied to
any car (with special focus on sport and premium cars) and to any component/subassembly
of complex geometry to be added in critical areas for stiffening purposes.

The industrialization process, to produce the new optimized car, changes completely
thanks to an easier assembly phase (less additional septa needed to stiffen the sections of
car parts, with no need for complex bonding and welding processes).

Future developments could point towards an optimization of a complete car body
in order to achieve even greater benefits, both in terms of weight and in terms of vibro-
acoustic comfort.
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