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Optimization and Improvement of Interior Noise Based on CVT Car

LI Min, ZHANG Xiandong, ZU Ran, GUO Shun
(College of Automobile and Rail, Anhui Technical College of Mechanical and Electrical Engineering,
Wuhu 241000, Anhui, China)

Abstract: The interior noise of a CV'T passenger car under full throttle acceleration of 100 km
was taken as the research object, and a subjective evaluation test was conducted using the
level scoring method. During the acceleration process of the vehicle from 2 000 to 3 000 r/min,
there was high noise near the driver's ears, poor subjective perception of sound quality, and
a poor sense of integration between the driver and the vehicle. Adjusting the gear— shifting
strategy for optimization reduced the peak noise near the driver's ear from 89.7 dB (A) to
67.0 dB(A) and the subjective evaluation of the interior noise was increased from 6 points to
8 points, effectively improving the sense of integration between the driver and the vehicle.
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Fig.1 Schematic diagram of the noise measurement position inside the vehicle
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Fig.2 Vehicle performance of noise
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Fig.3 The original gear—shifting strategy of WOT Fig.4 The gear-shifting strategy of optimization
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Fig. 5 Noise comparison of optimization scheme Fig. 6 Comparison of acceleration process in 100 km
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