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ABSTRACT

This thesis addresses possible improvements in the efficiency (thrust) of surface
piercing propellers; in particular with respect to the angle of the propeller shaft.
Preliminary calculations based on the basic pitch/diameter geometry suggest that about 3-
5% efficiency is lost if the shaft is parallel to the flow, compared to skewed a few degrees
in the "paddlewheel™ direction at certain speeds. More accurate calculations based on the
lift characteristics of each blade, on the angle of attack and the flow of water over each
blade and given a set of basic assumption on the over all performance of each blade, as
the blade enters and leaves the water; are used to determine the increase in efficiency.

Full scale experimental results are also presented in support of the calculations.



THIS PAGE INTENTIONALLY LEFT BLANK

Vi



TABLE OF CONTENTS

I INTRODUGCTION. ..ottt sttt e st e stesbesresseaseaneas 1
A. BACKGROUND .....ocoiiiiiiiiiiiieee ettt 1

B. THESIS DISCOVERY ...ttt 5

C. SURFACE PIERCING PROPELLERS........c.ccoooiiiiiienee e, 5

D. OBUIECTIVE ...ttt ettt 8

E. ORGANIZATION ..ottt 9

1 SURFACE PIERCING PROPELLERS........cccoitiiiiiieeese s 19
A CONVENTIONAL PROPELLER ...ttt 19

1. FLOW .ttt et 19

a. Vortex-Lattice Methods..........cccoovviiieiiiiecc e 19

b. Boundary Element Method.............ccooeviiiiiininecccee 19

2. Face and Back Cavitation .............ccoccvvveiveriiiieseese e 20

B. SUPERCAVITATING PROPELLERS........cccoiiiiiiiiee s 21

C. PARTIALLY SUBMERED PROPELLERS........c.cccooeiiiininiiee, 24

a. Lifting Line Methods .........cccoiiiiiiiiniiecieeeee e 25

b. Lifting Surface Methods.............cccooveviiie i 25

C. Boundary Element Methods...........cccovvviiiiieneiene e 26

D. VENTILATED CAVITY DETACHMENT SEARCH CRITERION ......28

E. SURFACE-PIERCING ......cciiiiiiiiieieiee et 29

1. PreVvIiOUS WOFK........oiiieiicie ettt nae e nae s 31

2. FOrmuUIBtION ......cooiiiice e 31

I, CONCLUSIONS ... bbbttt e b bt 33
A CONCLUSIONS ..ottt st nneas 33

B. FULL SCALE MODEL TESTING.......ccooiiiiiinieeee e 33

C. FACE AND BACK CAVITATION ...cooiiiiieieieieie e 34

D. SUPERCAVITATING PROPELLERS.........cccoiiiiiiieeeee s 35

E. SURFACE-PIERCING PROPELLERS........c.cccooviiiiiiieeiece e 35

F. DISCUSSION AND CALCULATION ....ccooiiiiiiinireee e 37
BIBLIOGRAPHY ...ttt sttt s e st e b sbesbesbeabeenaeneeneas 53
INITIAL DISTRIBUTION LIST .ttt 65

vii



THIS PAGE INTENTIONALLY LEFT BLANK

viii



Figure 1.
Figure 2.
Figure 3.
Figure 4.
Figure 5.
Figure 6.
Figure 7.

Figure 8.

Figure 9.

Figure 10.
Figure 11.

Figure 12.

Figure 13.
Figure 14.

Figure 15.

Figure 16.
Figure 17.
Figure 18.
Figure 19.
Figure 20.
Figure 21.
Figure 22.
Figure 23.

LIST OF FIGURES

NOMENCIATUIE LALIN ... 10
NOMENCIATUIE LALIN ..o e 11
NOMENCIATUIE LALIN ... 12
Nomenclature Greek SYmDBOIS ........coooiiiiiiiiie e 13
NOMENCIATUNE ... 14
Saturated Vapor pressure Of WALEr .........cccovveiieiiiienieesee e 15
Different types of cavitation on marine propellers Taken from [Kinnas

LS OSSR RRS TP PPRPRR 16
Graphical illustration of Supercavitating hydrofoil, a ventilated hydrofoil,

and a surface — piercing hydrofoil. ... 17
Approximate Max installed efficiency envelopes for different propellers.

Taken from [AIISON 1978 ....c.eoiiiiie s 18
Treatment of Supercavitating blade sections [Young Y.L.] ...cccoovvvvvveivennnne. 22
Pressure integration over a blade section with non-zero trailing edge

TNICKINESS . ..ttt 23
Cavitation patterns on supercavitating propellers that can be predicted by

the Present MethOd .........ccveii i e 23
Definition of “exact” and approximated flow boundaries..............cccccerurenene. 27

Graphic illustration of ventilated cavity patterns that satisfy the cavity
detachment condition on a partially submerged blade section. In addition,

the cavities are assumed to vent to the atmosphere. [Young Y.L.] ..ccccveneee. 29
Planned progression of the 2-D nonlinear study for the water entry and

exit problem of a surface-piercing hydrofoil. ...........cccoooe e, 30
Surface Piercing Propeller.(Chopper) ... 38
SChematiC diagram...........coouiiieiiei e 39
Characteristics of Airfoil SeCtion 2-D........ccooiiiiiiiiiiie e 40
Propeller Measuring GEVICE.......c.ccvveiveieeiese et 41
Propeller measuring device Kennedy Space Center ..........ccooveveveeienieniennnns 42
PropCav (VErsioN 2.1.1) ..ocueiieeiie e se st ee e nae s 43
Surface Piercing Propellers..........ooooioiei e 44
(O B T =T o TSV PR PR 45



THIS PAGE INTENTIONALLY LEFT BLANK



Table 1.
Table 2.
Table 3.
Table 4.
Table 5.
Table 6.

LIST OF TABLES

14 X 19 Propeller Blade ........ccvevveie i 46
Kennedy Space Center 28 pitch Mazco X/Y .....cccceiiiiiiinnienie e, 48
Depth VS angIe......c.oooieeiece e 49
AXIS VS RAGIAL ..o 50
Pitch increase vs. angle of attaCk ............ccovveieiiieiiie e 51
Kennedy Space Center 28 pitch Mazco X/Y .....cccceiiiiiiiininie e 52

Xi



THIS PAGE INTENTIONALLY LEFT BLANK

Xii



ACKNOWLEDGMENTS

Dedicated to my parents and my sister

This thesis would not have been possible to complete without the encouragement
and guidance of many individuals. First and foremost, | would like to thank my father
Dennis Peterson, who is the engineer and dad | aspire to be. My advisor, Professor Fotis
Papoulias, both guided me and supported me through the entire thesis. Their enthusiasm
and wisdom guided me through this tedious process. Also | would like to thank my

mother for giving me the ability to be at NPS writing this Thesis.

I would also like to express my deepest gratitude to the KSC NASA Meteorology
Lab and Professor Spyros A. Kinnas for his advice and support on Surface Piercing
propellers. He also provided me with experimental data to verify my full scale and
numerical predictions. Many thanks go to Professor William A. Solitario. for his
recommendations and guidance. A special thanks goes to Dr. Nicolas Olofsson, | would
also like to recognize the support from the staff in the Mechanical Engineering
Department at NPS.

Finally, I would like to thank all of the individuals and organizations who

supported me in this work. The Naval Postgraduate School and Northrop-Grumman

Xiii



THIS PAGE INTENTIONALLY LEFT BLANK

Xiv



l. INTRODUCTION

A. BACKGROUND

The function of a propeller is to convert engine power output into thrust
propulsion for a marine vessel. The position, shape and operating environment of the
propeller on a boat hull has gone through many design changes. One major design change
is the concept of surface piercing and semi-submerged propellers. In 1864 US Patient
Publication Number: 00043522 Mr. O.C. Phelps of New York N.Y. improved the
location of the propeller to keep it out of harms way by only having it in the water half of
the time. The 1985 US Patient Publication Number 757043, Howard Arneson for San
Rafael CA adapted that old design into a practical racing boat configuration now called
“Surface Piercing Propellers. This thesis will provide an operating mode for surface
piercing propellers that prove there is an increase in thrust beyond the performance
limitations of a fixed pitch propeller. Designers and naval architects have been grappling
with multiple aspect of the propulsion-by-propeller problem for generations. The Surface
Piercing Propeller has provided a challenge to even the most sophisticated computer
simulations. The results have been the evolution of a well known set of standard and

efficient solutions to numerous Propulsion designs and problems.

When a new and promising solution to a propulsion problem appears, it's usually
made possible by advancements in other closely related technology - material science,
full scale testing, or by added controls and instrumentation devices. In the case of surface
piercing propellers, the cause of change was to keep up with the advancements of off-
shore racing hull technology combined with engines technology.

Innovative changes are often a result of hands on experimentation not just
computational analysis. The Surface-piercing propeller engineering analysis is
complicated by the mixed media environment of air & water. The fully immersed
propeller analysis is well understood through principles of fluid dynamics and hydraulics.
The air media propeller likewise is an integral part of aviation studies and airfoil analysis.
These analysis techniques are significantly different resulting in very few common

techniques for the mixed media analysis. At best techniques used are much more complex



than simply changing density or using compressibility in a mixed ratio mode. Surface
Piercing Propeller propulsion is coming close to its performance limits. Surface Piercing
Propellers require an extremely large computational capability to be understood so it is
not available to the average innovator or naval architect. So it is understandable that there
is skepticism with the idea of using surface-piercing propellers on more-or-less

conventional craft in the boatbuilding community.

Surface-piercing propellers look and operate much like fully submerged
propellers at slower speed. However, they are specially designed to operate only half in
the water and half out of the water at high speeds. The surface-piercing mode of the
propeller, surface propeller or partially submerged propeller is a propeller that is
positioned so that when the vessel is underway the waterline passes through the
propeller's hub. Howard Arneson’s innovation was to extend the propeller shaft straight
through the transom of the vessel and locating the propeller some distance aft of the
transom. At slower speeds the hull is usually pitched up putting the propeller in a fully
submerged mode. This configuration lasts until the vessel’s velocity exceeds it’s hull
speed. The vessels is now operating horizontally just on the water surface. The propeller
is now rotated upward to ideally be half in and half out of the water. The relatively
flattened water surface that flows out from the transom's bottom edge will provide a
surface to pierce by each blade for half of each revolution. The An In the case of
articulated surface drive systems, the propeller shaft is driven through a double universal
joint inside an oil-tight ball joint, allowing the shaft to rotate for steering and to trim up
and down for control of propeller submergence. Fixed-shaft surface drives can use
conventional shafts and stern tube bearings, but require rudders. In many racing
applications, outboards and outdrive’s can be positioned sufficiently high on the vessel

for the propellers to operate in a surface-piercing mode.

The Outboard motor application is much the same, however, the propeller is
closer to the transom and may need to be raised up out of the water by hydraulic or a
mechanical lifting mechanism. The hub on an outboard may require that the blade be
lifted up even higher than an Arneson drive. The impact is less blade contact with the
water in a given revolution. The important operating feature is that each propeller blade is

out of the water for half of each revolution.
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The reason for skepticism and difficulty applying the Surface piercing mode is
because of the analytical problem of the mixed media: air & water or both as a variable
fluid media. A propeller blade foil is easier to optimize if it operates continuously in the
smoothest most predictable possible flow. The surface piercing mode is the ever
changing media of splashing through the water surface with each revolution. But nature
can play tricks on our intuition. Sometimes an unsteady process is actually having more

efficient potential than its continuous counterpart.

But to understand the discussion of Surface Piercing propellers, one must
understand Cavitation. (Fig. 6&7) Cavitation is the formation of partial vacuums in a
liquid by a swiftly moving solid body (hydrodynamic cavitation) or by high-intensity
sound waves (acoustic cavitation). A Research study done by Yin Lu Young at UT
studied and discusses the effect of hydrodynamic cavitation, which occurs when pressure
drops below the saturated vapor pressure, consequently resulting in the formation of gas
filled or gas and vapor filled bubbles (or cavities) [Batchelor 1967]. A common
phenomenon known as boiling also describes the phase change from liquid to vapor.
Boiling is different from cavitation in that it is driven by increase in temperature, instead
of decrease in pressure. Cavitation can occur in any hydrodynamic device that operates in
liquid. Cavities form in areas of low pressure and are often harmless. (Fig. 8) However,
serious structural damage and/or decrease in device efficiency may occur when the
cavities collapse. During the collapse, a long thin jet with velocity between 100 and 200
m/s develops and directs toward the solid surface it is in contact with [Lauterborn and
Bolle 1975]. If this action is continuous and has a high frequency, it could even damage
high quality steel. The effect of cavitation on propellers was first investigated by
[Reynolds 1873] in the laboratory, and by [Parson 1897] and [Barnaby 1897] using full
scale trials of the destroyer Daring. They found that the formation of vapor bubbles on
the blades reduced the power of the propeller. Later investigators also found that
cavitation can lead to undesirable effects such as blade surface erosion, increased hull
pressure fluctuations and vibrations, acoustic energy radiation, and blade vibration. Thus,
in the past, the goal in the design of propellers was to avoid cavitation. However, as
stated in [Allison 1978], few propellers in practice can operate entirely without cavitation
due to the non-axisymmetric inflow or unsteady body motion. Furthermore, propellers
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without cavitation would need to be larger and slower than necessary [Allison 1978].
Application of cavitation-resistant propeller materials (e.g. titanium alloys or stainless
steels) or coatings (e.g. elastomeric covering systems or epoxide formulations) can be
used to reduce cavitation and erosion damage [Angell et al. 1979; Allison 1978; Foster
1989]. Nevertheless, the presence of cavitation is difficult to avoid at very high speeds.
Thus, the development of reliable, versatile, and robust computational tools to predict
propeller cavitation for general blade geometries is crucial to the design and assessment

of marine propulsors. (Fig. 10) [Young Y]

A type of cavitation that is very common on marine propulsors is sheet cavitation.
It is characterized by a “continuous” liquid/vapor interface which is “attached” to the
blade surface. Sheet cavitation is further divided into two main categories: partial
cavitation and supercavitation. A partial cavity is a cavity that is shorter than the chord
length of the blade, such as shown in Fig. 1.3. A supercavity, on the other hand, is a
cavity that is longer than the chord length of the blade, such as shown in Fig. 1.4. Other
types of cavitation which can also occur include cloud and bubble cavitation. Tip and hub
vortex cavitation are also very common for propellers. A general description on the

different types of cavitation can be found in [Kato 1996].

In Yin Lu Young’s study, the cavity on a propeller blade is treated strictly as
sheet cavitation. She states the pressure inside the sheet cavity is assumed to be constant
and equal to the vapor pressure. The rationale behind using the sheet cavity model
includes: It provides a relatively simple mathematical model where potential flow theory
can be applied. [Tulin 1980] found that sheet cavity is the first-order contributor to
dynamically varying blade loads; and other forms of cavitation (such as tip or hub vortex
cavitation) and other neglected phenomena (such as wake roll-up) can be added as

refinements to the current models.

One Main difficulty in the analysis of sheet cavitation is determining the cavity
surface (i.e., free streamline) where the pressure is prescribed. The problem is nonlinear
because the extent and thickness of the cavity is unknown. In this work, the cavity
surface is determined in the framework of a moving mixed boundary value problem. For

a given cavitation number, the extent and thickness of the cavity surface at a given time
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step is determined in an iterative manner until both the prescribed pressure and flow
tangency condition are satisfied. In addition to cavitation, another common phenomena
for hydrofoils and propellers is ventilation. Ventilation occurs when surface air or
exhaust gases are drawn into the lifting surface. To help explain the difference between
cavitation and ventilation, a schematic diagram showing a supercavitating hydrofoil, a
ventilated hydrofoill, and a surface-piercing hydrofoil is presented. Notice that the
pressure on the ventilated surface is constant but equal to a value that is different from the
vapor pressure. Therefore, the ventilated surface can be modeled like a cavity surface but
with a different prescribed pressure. Moreover, the same method can be used to
determine the flow detachment locations, as well as the extent and thickness of the

ventilated surfaces. [Young Y]

B. THESIS DISCOVERY

The research for this thesis started back 15 years ago on the Indian River in
Cocoa, FI. Working at a local propeller refurbishing shop | learned how to build and
modify numerous propellers configurations for various hull designs. The different
propeller designs and blade modifications were used to provide greater thrust but were
often different and unique for each hull or operators needs. Realizing the shape and size
of the blade performed differently helping me to understand the basic fundamentals for
basic propeller design. The learning process was easy, make changes to the propeller
until you acquire the proper end result or performance was complicated by the trial and
error process. After modification of many propellers, | started to learn how each change

made a difference in performance.

C. SURFACE PIERCING PROPELLERS

Propeller Efficiency: Traditional propeller design and selection is almost always
an exercise in trading off diameter against several other performance-limiting parameters.
Basic momentum theory tells us that for a given speed and thrust, the larger the propeller,

the higher the efficiency. While there are exceptions, most notably the effects of



frictional resistance on large, slow-turning propellers, it is generally borne out in practice
that a larger propeller with a sufficiently deep gear ratio will be more efficient than a

small one.

A number of design considerations conspire to limit the maximum feasible
propeller diameter to something considerably smaller than the optimal size. These include
blade tip clearance from the hull, maximum vessel draft, shaft angle, and engine location.
While this may at times make life easy for the designer - the propeller diameter specified
is simply the maximum that fits - it can also result in a considerable sacrifice of
propulsive efficiency. And if these geometric limits on propeller diameter are exceeded,
the result can be excessive vibration and damage due to low tip clearances, or a steep
shaft angle with severe loss of efficiency and additional parasitic drag, or deep
navigational draft that restricts operation or requires a protective keel and its associated
drag. In many cases, the best design solution is to live with a mix of all of the above
problems to some degree.

The surface-piercing propeller frees the designer from these limitations. There is
virtually no limit to the size of propeller that will work. The designer is able to use a

much deeper reduction ratio, and a larger, lightly-loaded, and more efficient propeller.

Surface-piercing which can be called partially submerged propeller is a special
type of supercavitating propeller which operates at partially submerged conditions.
Surface-piercing propellers are more efficient than submerged supercavitating propellers
due to the reduction of appendage drag due to shafts, struts, propeller hub, etc. being out
of the water or flow path. Appendage Drag: Exposed shafts, struts, and propeller hubs all
contribute to parasitic drag. Inclined the exposed shafts not only produces form and
frictional drag, but there is also induced drag associated with the magnus-effect lift
caused by their rotation. There is a surprising amount of power loss resulting from the
friction of the shaft rotating in the water flow. In fact, for conventional installations a net
performance increase can often be realized by enclosing submerged shafts in non-
rotating shrouds, despite the increase in diameter. Also reduction of blade surface friction
and erosion since cavitation is replaced by ventilation. With each stroke, the propeller

blade brings a bubble of air into what would otherwise be the vacuum cavity region. The
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water ram effect that occurs when a vacuum cavity collapses is suppressed, because the
air entrained in the cavity compresses as the cavity shrinks in size. Although the flow
over a super ventilating propeller blade bears a superficial resemblance to that over a
supercavitating blade, most of the vibration, surface erosion, and underwater noise are
absent. [Young Y]

In theory there is a slight performance penalty for allowing surface air into the
low-pressure cavities. Instead of near-zero pressure on the forward side of the blades,
now there is 14.7 psi pushing backwards. But in practice, this effect is not significant

considering the total thrust pressures involved in high-speed propellers.

Note that cavitation can also be associated with sudden loss of thrust and high
propeller slip, often caused by a sharp maneuver or resistance increase. (Fig. 6) This can
still occur with surface propellers, although the propeller is ventilating rather than
cavitating and the result is not as damaging. A comparison of the maximum installed
efficiency for different propulsors (taken from [Allison 1978]) is shown in (Fig. 7&9)
According to [Hadler and Hecker1968], the first U.S. patent for a surface-piercing
propeller was issued in 1869 to C. Sharp of Philadelphia. It was designed for shallow-
draft boat propulsion. As time progressed, surface-piercing propellers were also used for
hydroplane boats, and later for high-speed surface effect ships [Allison 1978]. In 1976, a
large scale experiment, U.S. Navy SES-100B, confirmed that partially submerged
propellers can achieve efficiencies comparable to fully submerged propellers [Allison
1978]. That experiment involved the use of an 100-ton surface effect ship propelled by
two partially submerged controllable-pitch propellers at speeds up to 90 knots [Allison
1978]. Due to the superior propulsive characteristics of surface-piercing propellers, they
are extensively used today in offshore racing, where speeds often exceed 100 knots
[Olofsson 1996]. Recently, the commercial marine industries have shown an increased
interest for large surface-piercing propellers. They are to be used in the next generation
ferries with service speeds in the range of 70 to 80 knots at shaft powers of about 20 MW
[Olofsson 2001]. Hence, there is a high demand from the marine industry to develop a
reliable method that can predict the performance of surface-piercing propellers. In the
past, the design of surface-piercing propellers often involved trial and error procedures

using measured performance of test models in free-surface tunnels or towing tanks.
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However, most of the trial-and-error approaches do not provide information about the
dynamic blades loads nor the average propeller forces [Olofsson 1996]. Model tests are
extremely expensive, and often hampered by scaling effects [Shen 1975] [Scherer 1977]
and influenced by test techniques [Morgan 1966] [Suhrbier and Lecoffre 1986].
Numerical methods, on the other hand, were not able to model the real phenomena.
Difficulties in modeling surface-piercing propellers include:

- Insufficient understanding of the physical phenomena at the blade’s entry to,
and exit from, the free surface.

-Insufficient understanding of the dynamic loads accompanying a propeller
piercing the water at high speed.

- The modeling of water jets and associated change in the free surface elevations
at the time of the blade’s entry to, and exit from, the free surface.

-The effect of blade vibrations due to the cyclic loading and unloading of the

blades associated with the blade’s entry to, and exit from, the free surface.

D. OBJECTIVE

The Objective of this thesis is to address the possible improvements in the
efficiency (thrust) of surface piercing propellers; in particular with respect to the angle of
the propeller shaft. Preliminary calculations based on the basic pitch/diameter geometry
suggest a positive efficiency change if the shaft moves from parallel to the flow to a Yaw
angle of a few degrees. The further complication of the thesis is that by rotating the drive
shaft in the "paddlewheel” direction the simplified 2 dimensional analyses and air-foil
performance processes move become mixed with flat plate flow theory. More accurate
calculations based on the lift characteristics of each blade, on the angle of attack and the
flow of water over each blade and given a set of basic assumption on the over all
performance of each blade, as the blade enters and leaves the water; are used to determine
the increase in efficiency and thrust . Full scale and computer experimental results are

also presented in support of the calculations.



E. ORGANIZATION

This Thesis is organized in to three parts: Introduction (Chapter 1), Surface
Piercing Propellers (Chapter Il), and Conclusions (Chapter Il1). A review of previous
works, formulation, numerical implementation, convergence and validation studies, and
results are presented in Chapter I1. A systematic 2-D study of surface-piercing propellers
and partially submerged using the exact free surface boundary conditions is also
presented in Chapter Il. Finally, the overall summary, discussions, conclusions, and

recommendations for future research are presented in Chapter Il1.



Figure 1.  Nomenclature Latin
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Figure 2. Nomenclature Latin
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Figure 3.  Nomenclature Latin
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Figure 4. Nomenclature Greek Symbols
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Figure 5.  Nomenclature
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Figure 6.  Saturated Vapor pressure of Water
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Figure 7.  Different types of cavitation on marine propellers Taken from [Kinnas 1998]
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Figure 8.  Graphical illustration of Supercavitating hydrofoil, a ventilated hydrofoil, and a
surface — piercing hydrofoil.
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Figure 9.  Approximate Max installed efficiency envelopes for different propellers. Taken
from [Allison 1978]
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II.  SURFACE PIERCING PROPELLERS

A. CONVENTIONAL PROPELLER
1. Flow

a. Vortex-Lattice Methods

A VLM was first applied for the analysis of unsteady, fully wetted
propeller flows by [Kerwin and Lee 1978]. It was later extended to treat partial sheet
cavitation by [Lee 1979] [Breslin et al. 1982]. The method cannot capture the effect of
blade thickness on cavities due to the application of the linearized boundary conditions.
[Kerwin et al. 1986] Implemented the leading edge correction introduced by [Kinnas
1985, 1991] to the VLM, and named the propeller code PUF-3A. The method placed
vortex and source lattices on the mean camber surface and applied a robust arrangement
of singularities and control point spacing to produce accurate results [Kinnas and Fine
1989]. Recently, the method has been re-named MPUF-3A for its added ability to search
formidchord cavitation [Griffinet al. 1998] [Kosal 1999] [Lee and Kinnas 2001b]. The
latest version of MPUF-3A [Lee et al. 2001] also includes the effect of hub, simplified
wake alignment using circumferentially averaged velocities, arbitrary shaft inclination
[Kinnas and Pyo 1999], and non-linear thickness-loading coupling [Kinnas 1992].
However, flow details at the blade leading edge and tip cannot be captured accurately due
to the breakdown of either the linear cavity theory or the employed leading edge and
thickness-loading coupling corrections. In addition, the current version of MPUF- 3A
does not include the effect of cavity sources in the thickness-loading coupling to correctly
model the effect of cavitation. [Y.L. Young]

b. Boundary Element Method

The potential-based BEM developed by [Kinnas and Fine 1990, 1993] was
extended to predict mixed cavitation patterns on the back of propeller blades subjected to
non-axisymmetric inflows [Fine 1992; Kinnas and Fine 1992; Fine and Kinnas 1993].
The time-dependent cavities were assumed to detach at the blade leading edge, and a
wake alignment similar to that of MPUF-3A [Greeley and Kerwin 1982] was applied.
The method, named PROPCAYV, places constant strength panels on the actual blade and
hub surfaces. Thus, PROPCAV inherently includes the effect of nonlinear thickness-
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loading coupling and provides a more realistic hub model thanMPUF-3A 3. Similar
BEMs were also developed by [Kim and Lee 1996; Caponnetto and Brizzolara 1995].
Recently, [Mueller and Kinnas 1997; Mueller 1998; Mueller and Kinnas 1999] further
extended PROPCAV to predict midchord cavitation on either the back or the face of
propeller blades. [Young Y.L.]

2. Face and Back Cavitation

Most conventional propellers, the dominant type of cavitation is leading edge
back cavitation. Leading edge back cavitation is the cavity that forms on the suction side
of the blade and detaches from the leading edge. However, midchord cavitation is the
cavity that detaches aft of the leading edge and is becoming more and more common in
recent designs. But it is often due to the designer’s attempt to increase efficiency by
decreasing cavity thickness [Vorus and Mitchell 1994] or designing sections with nearly
constant pressure distribution on the suction [Jessup et al. 1994]. Midchord cavitation is

also possible on conventional propellers when operating at off design conditions.

PROPCAYV has been extended to search for cavity detachments on the back or the
face of the blade by [Mueller and Kinnas 1997; Mueller 1998; Mueller and Kinnas 1999].
The search for cavitation on the face (pressure side) of the blade is also necessary
because it is common for propellers subjected to off design conditions or non-uniform
inflows. Propellers are often designed to produce a certain mean thrust. However, part or
the entire blade may experience smaller loadings at certain angular positions due to the
non-axisymmetric inflow. As a result, very small or negative angle of attack may occur,
which in turn leads to face cavitation. However, the search for face or back cavitation
alone may not be sufficient because these two phenomena can alternate or occur
simultaneously in a propeller revolution. Alternating or simultaneous face and back
cavitation is also very common for controllable pitch propellers. In addition, some of the
latest hydrofoil and propeller design intentionally produce simultaneous face and back
cavitation to achieve maximum efficiency. Thus, one of the objectives in the modeling of
fully submerged propellers is to extend PROPCAYV to predict face and/or back cavitation
with search cavity detachment on both sides of the blade section. (Fig 12) [Young Y.L.]
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B. SUPERCAVITATING PROPELLERS

After reading and annualizing the experimental evidence from Young’s paper it
shows that the separated zone behind the thick blade trailing edge forms a closed cavity
that separates from the practically ideal irrigational flow around a supercavitating blade
section [Russel 1958]. Furthermore, the pressure within the separated zone (also called
the base pressure) can be assumed to be uniform [Riabouchinsky 1926; Tulin 1953].
However, in high Reynolds number flows, the mean base pressure depends on the
mechanics of the wake turbulence [Roshko 1955]. This implies that a turbulent
dissipation model, such as the one used in [Vorus and Chen 1987], is necessary to
determine the mean base pressure and the extent of the separated zone. These models in
the prediction of unsteady 3-D cavitating propeller flows are not practical or capable for

the engineering purposes.

To simplify the physics, [Kudo and Ukon 1994] assumed the supercavitating
blade section to be base ventilated (i.e. the mean base pressure equal to the vapor
pressure), and solved the steady cavitating propeller problem using a 3-D vortexlattice
lifting surface method. Later, [Kudo and Kinnas 1995] modified the method to allow for
a variable length separated zone model which determines the mean base pressure.
However, the length of the separated zone is arbitrarily specified by the user, and has
found to affect the pressure and cavity length near the blade trailing edge under fully
wetted and partially cavitating conditions. Furthermore, the method of [Kudo and Kinnas
1995] cannot be applied in unsteady cavitating analysis since the length of the separated
zone changes with blade angle. In the present method, the assumption of [Kudo and Ukon
1994] is used for the analysis of supercavitating propellers subjected to steady and
unsteady inflow. The base pressure is assumed to be constant and equal to the vapor
pressure, and the extent of the separated zone at each time step is determined iteratively
like a cavity problem. The logic behind this assumption are: [Young Y.L.]
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1. The base pressure should equal to the vapor pressure in the case of

supercavitation.

2. The separated zone has to communicate with the supercavity in the span-
wise direction in the case of mixed cavitation (i.e. one part of the blade is wetted or

partially cavitating while another part is supercavitating).
3. Most supercavitating propellers operate in supercavitating conditions.

Hence, the present method solves for the separated zone like an additional
cavitation bubble. However, the “openness” at the blade trailing edge poses a problem for
the panel method. Thus, a small closing zone, shown in Fig. 10, is introduced. The
precise geometry of the closing zone is not important, as long as it is inside the separated
region and its trailing edge lies on the aligned wake sheet. As depicted in Fig. 10, this
scheme is applicable to fully wetted, partially cavitating, and supercavitating conditions
in steady and unsteady flows. In addition, the numerical algorithm for the treatment of
supercavitating propellers is the same as that for conventional cavitating propellers with a

few modifications to the numerical algorithm. (Fig 11) [Young Y.L.]
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Figure 10. Treatment of Supercavitating blade sections [Young Y.L.]
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Figure 11. Pressure integration over a blade section with non-zero trailing edge thickness

Figure 12.  Cavitation patterns on supercavitating propellers that can be predicted by the
present method
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C. PARTIALLY SUBMERED PROPELLERS

This section determines the performance characteristics of partially submerged
propellers. The design of partially submerged propellers was often based on experience,
due to the lack of systematic series data and the lack of reliable theoretical design
methods. One of the first known experimental studies of partially submerged propellers
was presented in [Reynolds 1874], where the effect of immersion on skewed propellers
was studied. Many more experimental investigations have been published and the
investigation include [Shiba 1953; Hadler and Hecker 1968; Hecker 1973; Rains 1981;
Rose and Kruppa 1991; Kruppa 1992; Rose et al. 1993; Wang 1995]. The focus of all
these studies was to determine thrust, torque, bending moment, and transverse forces. The
influence of blade tip immersion, number of blades, blade pitch, rake, skew, section
geometry, as well as shaft yaw and inclination angles was studied. This thesis focuses on
defining the shaft yaw angle and the changes it makes to the other parameters of the
propeller. More recently, [Olofsson 1996; Miller and Szantyr 1998; Dyson 2000; Dyson
et al. 2000] also conducted experiments to determine the dynamic performance of
partially submerged propellers with great performance increase and information. The
common objective was to study the time dependent hydrodynamic load, and the stresses
induced on the propeller blades, shaft, and the hull structure in a defined environment and

laboratory.

However as many papers have all stated, model tests are extremely expensive,
difficult, and time consuming to perform and give a consistent out put of usable data. The
test must be carried out in a variable pressure free-surface tunnel that permits high-speed
operations in a set environment. The free surface must be clearly defined [Kruppa 1992]
and consistent with other engineering designers and scientist. A multi-component
dynamometer is needed to measure primary and secondary forces on the propeller.
Experimental studies indicated that the transverse hydrodynamic forces are high in both
directions, which can significantly influence vessel performance and shaft stresses [Rose
et al. 1993]. Specialized equipment are also needed to simultaneously provide realistic
conditions for cavitation inception while maintaining constant water density [Olofsson
1996]. Furthermore, special considerations are needed to address scale issues so that the
performance of the model scale, including blade vibration characteristics, resembles that
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of the prototype [Olofsson 1996; Dyson 2000]. Thus, the development of reliable,
versatile, and robust computational tools to predict propeller performance is crucial to the

design and application of partially submerged propellers in various applications.

1. Numerical Method

a. Lifting Line Methods

The first effort to model partially submerged propeller was carried out by
[Oberembt 1968]. He used a lifting line approach to calculate the characteristics of
partially submerged propellers. [Oberembt 1968] assumed that the propeller is lightly
loaded such that no natural ventilation of the propeller and its vortex wake occur.
However, this is often not the case for partially submerged propellers. A lifting-line
approach which includes the effect of propeller ventilation was developed by Furuya in
[Furuya 1984, 1985]. He used linearized boundary conditions and applied the image
method to account for free surface effects. He also assumed the face portion of the blades
to be fully wetted and the back portion of the blades to be fully ventilated starting from
the blade leading edge. The blades were reduced to a series of lifting lines, and method
was combined with a 2-D water entry-and-exit theory developed by [Wang 1977, 1979]
to determine thrust and torque coefficients. Furuya compared the predicted mean thrust
and torque coefficients with experimental measurements obtained by [Hadler and Hecker
1968]. In general, the predicted thrust coefficients were within acceptable range
compared to measured values. However, there were significant discrepancies with torque
coefficients. Furuya attributed the discrepancies to the effects of nonlinearity, absence of
the blade and cavity thickness representation in the induced velocity calculation, and
uncertainties in interpreting the experimental data. He also stated that the application of
lifting-line theory is limited due to the relative large induced velocities at low advance
coefficients. [Young Y.L.]

b. Lifting Surface Methods

An unsteady lifting surface method was employed by [Wang et al. 1990b]
for the analysis of 3-D fully ventilated thin foils entering into initially calm water. The
method was later extended by [Wang et al. 1990a] and [Wang et al. 1992] to predict the
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performance of fully ventilated partially submerged propellers with its shaft above the
water surface. Similar to [Furuya 1984, 1985], the method assumed the flow to separate
from both the leading edge and trailing edge of the the blade, forming on the suction side
a cavity that vents to the atmosphere. Discrete line vortices and sources were placed on
the face portion of the blade to simulate the effect of blade loading and cavity thickness,
respectively. Line sources were also placed on the cavity surface behind the trailing edge
of the blade to represent the cavity thickness in the wake. A helical surface with constant
radius and pitch were used to construct the trailing vortex sheets. The negative image
method was used to account for the effect of the free surface. The effect of the blade
thickness was neglected in the computation. Comparisons were presented with both
experimental measurements by [Hadler and Hecker 1968] and numerical predictions by
[Furuya 1984, 1985]. The predictions were within reasonable agreement with
experimental values for propeller MAU4-60 for a limited data range. However,
substantial discrepancies were observed for propeller 4002 with both experimental values

and numerical predictions by [Furuya 1984, 1985]. [Young Y.L.]

The 3-D lifting surface VLM developed by [Kudo and Ukon 1994] and
[Kudo and Kinnas 1995] for the analysis of supercavitating propellers has also been
extended for the analysis of surface-piercing propellers in there program. The VLM
performs all the calculations assuming the propeller is fully submerged, and then
multiplies the resulting forces with the propeller submergence ratio. This program was
used in Yin Lu Young paper. As a result, only the mean forces can be predicted while the
complicated phenomena of blade’s entry to, and exit from, the water surface are
completely ignored.

C. Boundary Element Methods

A 2-D time-marching BEM was developed by [Savineau and Kinnas
1995] for the analysis of the flow field around a fully ventilated partially submerged
hydrofoil. However, this method only accounts for the hydrofoil’s entry to, but not exit
from, the water surface. At a zero yaw propeller angle. The negative image method was
used so the effects of water jets and change in free surface elevation were ignored and not
looked at. [Young Y.L.]
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2. Green’s Formula

Since the propeller is partially submerged, the computational boundary must also
include the free surface. Hence, the perturbation potential, p, at every point p on the
combined wetted blade surface SWB(t), ventilated cavity surface SC1(t) [SC2(t) [ SC3(t),

and free surface SF (t), must satisfy Green’s third identity:

where S(t) _ SWB()[SC1(t)[SC2(1)[SC3(t)[SF (t) is the combined surfaced as defined in
the blade section example shown on Fig. 13. is the unit vector normal to the integration

surface, with the positive direction pointing into the fluid domain. [Young Y.L.]

As in the case of fully submerged propellers, the *“exact” ventilated cavity
surfaces, SC1(t) [ SC2(t) [ SC3(t), are unknown and have to be determined as part of the
solution. Thus, the ventilated cavity surfaces are approximated with the blade surface
underneath the cavity, SC2(t) ! SCB(t), and the portion of the wake surface which is
overlapped by the cavity, SC1(t) [ SC3(t) ! SCW(t). The definition of SCB(t) and SCW(t)
are shown in Fig. 13. [Young Y.L.]

Figure 13. Definition of “exact” and approximated flow boundaries
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D. VENTILATED CAVITY DETACHMENT SEARCH CRITERION
Depending on the flow conditions and the blade section geometry, the ventilated
cavities may detach aft of the blade leading edge. The cavity detachment location on the
suction side of the blade are searched for in an iterative manner at teach time step until
the smooth detachment condition is satisfied. In addition, due to the interruption of the
free surface, the following detachment conditions must also be satisfied for partially

submerged propellers: (Fig 14) [Young Y.L.]
a. The ventilated cavities must detach at or prior to the blade trailing edge and

b. During the exit phase (i.e. when part of the blade is departing the free
surface), the ventilated cavities must detach at or aft of the intersection

between the blade section and the free surface.

A schematic diagram showing different cavity detachment locations for a surface-
piercing blade section is depicted in Fig. 14. It should be noted that the ventilated cavities
on the pressure side of the blade are always assumed to detach from the blade trailing
edge. It is possible to also search for cavity detachment locations on the pressure side.
However, such occurrence is unlikely due to the high-speed operation of partially
submerged propellers. [Young Y.L.]
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Figure 14.  Graphic illustration of ventilated cavity patterns that satisfy the cavity
detachment condition on a partially submerged blade section. In addition, the
cavities are assumed to vent to the atmosphere. [Young Y.L.]

E. SURFACE-PIERCING
In order to quantify the added hydrodynamic forces associated with jet sprays

generated at the blade entry and exit phase, a systematic 2-D study has been initiated in
this thesis. The exact nonlinear free surface boundary conditions are used and the effect
of Froude number will be studied. The predicted forces on the wetted part of the
hydrofoil will be compared to those obtained using the negative image method. The

planned progression of the 2-D study (Fig. 15): [Young Y.L.]
1. Vertical water entry of a symmetric wedge.
2. Oblique water entry of a surface-piercing hydrofoil.
3. Vertical water exit of a symmetric wedge.
4. Oblique water exit of a surface-piercing hydrofoil.

5. Water entry and exit of a surface-piercing hydrofoil.
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Figure 15. Planned progression of the 2-D nonlinear study for the water entry and exit
problem of a surface-piercing hydrofoil.
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1. Previous Work

The problem of a 2-D rigid wedge entering the water was first studied by[Von
Karman 1929] and [Wagner 1932]. They assumed that the velocity field around the
wetted part of the body can be approximated with the flow field around an infinitely long
flat plate. Von Karman [Von Karman 1929] assumed that the free surface is flat, while
Wagner [Wagner 1932] accounted for the deformation of the free surface. The similarity
method of Wagner [Wagner 1932] reduced the unsteady problem to a steady one. Since
then, the slamming problem on a 2-D body has been extensively studied by [Makie 1969;
Cox 1971; Yim 1974]. In particular, [Yim 1974] applied a linearized theory to study the
water entry and exit of a thin foil and a symmetric wedge with ventilation. All of these
studies were done at a zero degree yaw angle. But Later, [Wang 1977, 1979] also applied
linear theory to study the vertical and oblique entry of a fully ventilated foil into a
horizontal layer of water with arbitrary thickness. This raised the method of [Wang 1977,
1979] and later extended by [Furuya 1984, 1985] for the performance prediction of

surface-piercing propellers in a new study and environment.

2. Formulation
The formulation for surface-piercing (also called partially submerged) propellers,

are

is the same as that for fully submerged propellers with the following exceptions(Young &
Kinnas 2001a, Young & Kinnas 2001b):

1. The dynamic boundary condition requires that the pressure everywhere on
the free surface , and on the ventilated cavity surface, and to be constant

and equal to the atmospheric pressure,

2. The linearized free surface condition is applied:

where ys are h
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are the vertical ship-fixed coordinate and the blade tip immersion is
defined. Respectively R= D/2 is the blade radius.

3. The assumption of infinite Froude number is applied, which reduces the

top Eqgn. this implies that the
“negative” image method can be used to account for the effect of the free
surface. The assumption that the Froude number grows without bounds is
valid because surface-piercing propellers usually operate at very high
speeds. (Shiba 1953) and (Yim 1974) have also concluded that gravity

effects are negligible for Froude numbers greater than 3.

4. The source and dipole strengths on the “dry” part of the blades are set
equal to zero. Thus, the number of unknowns is reduced to the number of
fully submerged panels.

5. In order to save computer time, only one iteration is performed at each
time step (i.e. the method does not iterate to determine the exact thickness
of the ventilated cavity). This is assumed to be a valid approximation
since the pressure is set equal to atmospheric on the ventilated portion of
the blades, and the pressures on the wetted portion of the blades are not

expected to be significantly affected by small differences in cavity height.

It should be noted that the method is still in the development stage for the analysis
of partially submerged propellers. Thus, the effect of partially submerged panels is

currently ignored. [Kinnas S.A. 2002]

32



I11.  CONCLUSIONS

A. CONCLUSIONS

After months of research there is very little written documentation on for an age
old propulsion design problem. This thesis addressed multiple methods to predict the
performance of supercavitating and surface-piercing propellers. In the past, the only way
to be able to predict the performance was by full scale modeling or estimations based on
experience. The method I am most familiar with. Using the full scale method I have
proven a 3% to 5% improvement in the efficiency (thrust) of surface piercing propellers,
with respect to the angle of the propeller shaft and position. This thesis addresses the
preliminary calculations based on the basic pitch/diameter geometry suggest that about 3-
5% efficiency is lost if the shaft is parallel to the flow, compared to skewed a few degrees
in the "paddlewheel™ direction at certain speeds. More accurate calculations based on the
lift characteristics of each blade, on the angle of attack and the flow of water over each
blade and given a set of basic assumption on the over all performance of each blade, as

the blade enters and leaves the water; are used to determine the increase in efficiency.

B. FULL SCALE MODEL TESTING

While working at a Propeller Shop in Florida numerous full scale design and
modifications were made successful through trial and error calculations. The research for
this thesis started back 15 years ago on the Indian River in Cocoa, Fl. Working at a local
propeller refurbishing shop | learned how to build and modify numerous propellers
configurations for various hull designs. These Calculations were all based on trial and
error data compiled over numerous years of hands on research and development. The
different propeller designs and blade modifications were used to provide greater thrust or
optimum speed and performance. Often different and unique hull forms needed different
and unique propellers. Realizing the shape and size of the blade performed differently
helping me to understand the basic fundamentals for basic propeller and surface piercing
design. The learning processes was make changes to the propeller and test the propeller
until you acquire the proper end result or performance, by the trial and error process.

After modifying hundreds of propellers, | started to learn how each little change made a
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difference in performance. One of the biggest performance gain or modification was the
location and the angle of the propeller during operation.

A blade fixture (Fig. 19) consists of a machinist’s micrometer to measure the
depth, along a detented arm swung in a plane, having 5 degree increments pin locator
positions. This device provided the mechanism to describe the propeller blades in a radial
format the resulting plot in 2-D is in (Table 1) using a 14x19 Propeller Blade. This
propeller was used to document the blade shape and size. This Radial Coordinate System
is used in most airfoil propeller analysis. Another Coordinate system used in the NASA
Material Science Lab at Kennedy Space Center, Florida (figure 20) is the Brown and
Sharp measurement equipment. This data provides a X, Y, & Z coordinate system
description of the blade shape. (Table 6) This data was best used in CFD ACE GOM.
(Fig 23) The measurements from Ace Geo were made to two existing types of propellers.
This dimensional analysis is a necessary step to interface known propeller designs with
Computational Analysis tools. Knowing the surface contour, a computer can predict the
water flow across a propeller. The evaluated propeller designs are: A fully immersed
design propeller, the “14X 19” (Fig 19) results are in (Tablel) for a recreational vessel
and two Surface Piercing propeller designs; A Masco RE (table 2) and Cleaver propellers
(table 3), and (Fig 16) Surface Piercing Propeller (Chopper).

C. FACE AND BACK CAVITATION

The detail description of Face and Back Cavitation in Yin Lu Young paper is
second to none. She states that alternating face and back cavitation are becoming more
and more common in recent propeller designs, but | was unable to find experimental
results proving or validating the method. Systematic comparisons should be made
between the predicted and measured cavitation patterns and blade forces. Additional
studies are also needed to test the sensitivity of method to different space and time
discretizations for a wide range of propeller geometries and operating conditions. In the
case of unsteady face and back cavitation, the following concerns she addresses should
also be addressed: [Young Y, L]

1. The hydro elastic response of the propeller, particularly in the case of

alternating face and back cavitation.
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2. A more comprehensive wake model, such as the one presented in [Lee 2002],
should be incorporated to the current method. At this time, the wake is
aligned with the circumferentially averaged inflow. However, most
propellers that exhibit face and back cavitation patterns are subjected to
inclined inflow. In that case, the time-invariant wake model may be an

oversimplification.

D. SUPERCAVITATING PROPELLERS

For supercavitating propellers, the current method assumes the pressure to be
constant and equal to the vapor pressure on the separated region behind non-zero
thickness blade trailing edge sections. Based on this assumption, the method is able to
predict the extent and thickness of the separated region in steady and unsteady flow
conditions. However, additional studies are needed to determine the effect of prescribed
separated region pressure on the predicted blade forces in the case of fully wetted and
partially cavitating flow. Under the current algorithm, it is actually possible to prescribe a
different pressure, such as that measured in experiment or computed using viscous flow
analysis, on the separated region. A more careful study is also needed to predict how the
pressure changes along the trailing edge when one part of the blade is wetted or partially
cavitating, and another is supercavitating. Additional validation and convergence are also
needed before this method can be reliably use for the design and analysis of
supercavitating propellers. The two concerns previous listed for the prediction of face and

back cavitation should also be addressed for supercavitating propellers.

E. SURFACE-PIERCING PROPELLERS
Although the current performance prediction of surface piercing propellers are in
reasonable agreement with experiments, considerable research are required before the

method can be reliably use in the design and analysis of surface-piercing propellers:

The Modeling of partially submerged panels can be accomplished by using a
method similar to the split-panel technique used in Professor Kinnas’s and UT’s propeller
program PROP CAV.
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Modeling of the jet sprays. Complete the current 2-D nonlinear study of surface-
piercing hydrofoils, and find a simplified approach to incorporate the results into the 3-D
model. A possible algorithm is provided below by some of the University of Texas

Engineering program and Prof. S, Kinnas:
a. Solve the 3-D problem using the negative image method.

b. Apply the 2-D algorithm to each radial blade section, assuming the incident
angle is determined by the sectional geometry and global flow velocities (i.e. inflow

velocity and propeller induced velocities).
c. Perform the same 2-D calculation using the negative image method.

d. Calculate the difference between the 2-D fully nonlinear solutions from that
obtained using the 2-D negative image method. Apply the calculated corrections to the
sectional lift and drag coefficients in the 3-D model using the assumed incidence angles.

This can be a fast, but reasonable, approach for the design of surface-piercing propellers.

3. Modeling of the blade vibration via hydro elastic coupling. A possible

algorithm is provided below:

a. Perform the hydrodynamic analysis (using the current 3-D BEM) assuming the
blade the rigid.

b. Perform the structural analysis (using a 3-D finite element method) with the
unsteady pressures obtained from (1) as input.

c. Perform the hydrodynamic analysis using the deformed blade geometry. Note
that the distortion on each blade may be different. In addition, the blade deformation at
each blade angle may also be different. Furthermore, the effect of the unsteady blade
motion should also be included in the hydrodynamic analysis. This effect can be
approximated by modifying the kinematics boundary conditions the vertical coordinate of

the mean-camber line with respect to the nose tail line.

d. Perform the structural analysis based on the new blade geometry and pressure
distributions.
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4. Coupling the method with an unsteady Euler solver to obtain a more realistic

effective wake velocity.

5. Include a more realistic wake alignment model, especially for cases with

nonzero shaft yaw and inclination angle.

F. DISCUSSION AND CALCULATION

The Measurements obtained by the propeller measuring device (Fig. 19) were
plotted in (Table 1 & 7) as a Radius vs. depth. Knowing that the propeller has a circular
flow over the blade at a fixed radius from the hub’s centerline, the ability to change the
blade angle of attack when the propeller is in motion is dependant on the yaw angle. If
the yaw angle changes it will produce a circumference to radial flow path change then the
blade root circumference flow path can be evaluated to a arbitrary radial flow path (Table
4). A comparison of this flow path (Table 5) indicates a pitch increase. This will increase
the total flow and lift vector (2-D) across the propeller blades resulting in an increase in

thrust. There for a thrust increase will be produced by a yaw angle increase.

In 1988 Pal Kamen a former employee of Arneson, outdrive INC. suggested that
about 3-5% efficiency is lost if the shaft is parallel to the flow, compared to skewed few
degrees in the "paddlewheel” direction. Note, that even the 1860-something original

patent for a surface-piercing propeller shows a skewed shaft!

Also note that shafts inclined downward in the vertical plane, behind a high-dead
rise V hull, intersect the extruded water plane at a skew angle. This is the best
explanation for why inboard-turning propellers are more efficient than outboard-turning

(although they don't maneuver as well at low speeds).

As for basic formulas, if you know the thrust and torque coefficient of the
propeller you can back out a lift/drag ratio or "drag angle” of the blades and from there
estimate the effect of shaft skew by integrating these forces around the immersed half-

circle.

With help provided by Prof. Spyros A. Kinnas and Hanseong Lee from the
University of Texas we got results from their computer program PropCav. As expected
the program predicted that the thrust (force along ship direction), increases in the case of
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change in the shaft angle. Most of thrust increase with inclined shaft was due to the side
force since the side force (Z-direction force) was about the same order of x-direction

force. There was also an increase in efficiency.
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Figure 16.  Surface Piercing Propeller.(Chopper)
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Figure 17. Schematic diagram
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Figure 18.  Characteristics of Airfoil section 2-D
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Figure 19.  Propeller measuring device
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Figure 20.  Propeller measuring device Kennedy Space Center
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Figure 21. PropCav (Version 2.1.1)
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14 X 19 Blade Micrometer scan
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Table 1. 14 x 19 Propeller blade
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Table 2. Kennedy Space Center 28 pitch Mazco X/Y
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Table 2.  Kennedy Space Center 28 pitch Mazco X/Y
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Depth (inches)

Circumference Flow

Angle ( degrees)
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3 4
Blade root
4 4
Entering Water @
Gear case
r Kd ' 19 inch advance per revolution
5 / -
10 20 30 40 50 60 70 80
6

Table 3.  Depth Vs angle.
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14 X 19 Blade Scan

Radial (inches)
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Axis Depth (inches

2 3 4 5 6 7 8
—=— 745
74
Modified flov py|skew angle 73
| Girgular flov i IR EEEREE —x—72.5
L ° —e—72
<1 - —+— 715
J T A i —70
an NS BN ®
*_
L /_t—-’ —/,// . 60
203 W - 520 ! ‘ | 55
— 50
2.35 1N 245 I } | 45
2,63 — 270 | ‘ | 40
L [ 35
2.88 305 | ‘ 30
3.20 I _ —25
335 | ; 20
(?.46 - 365 ”_ | ‘ 18
372 ! L~ ] 1
4.00 e 15
4.05 Pe 14
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Table 4. Axis Vs Radial.
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20

30

40 50 60 70

80

—e—2.743
—&— Skew Flow

Pitch increase !!

"Modified Flow by Skew angle"

Table 5.

Pitch increase vs. angle of attack
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X&Y

1.5000
1.0000
0.5000
0.0000

-0.50(0.0000

-1.0000

-1.5000

-2.0000

-2.5000

-3.0000

Table 6.  Kennedy Space Center 28 pitch Mazco X/Y

52




BIBLIOGRAPHY

Allison, J. (1978). Propellers for high-performance craft. Marine Technology,
15(4):pp. 335-380.

Arakeri, H. (1975). Viscous effects on the position of cavitation separation from
smooth bodies. Journal of Fluid Mechanics, vol 68(No. 4):pp 779-799.

Barnaby, S. W. (1897). On the formation of cavities in water by screw propellers at high
speed. Transactions of Institute of Naval Architecture, 38.

Barr, R. A. (1970). Supercavitating and superventilated propellers. Transactions of
SNAME, 78:pp. 417-450. 165

Batchelor, G. K. (1967). An Introduction to Fluid Dynamics. Cambridge University
Press.

Birkhoff, G. and Zarantonello, E. (1957). Jets, Wakes and Cavities. Academic Press Inc.,
New York.

Boswell, R. (1971). Design, cavitation performance and open-water performance of a
series of research skewed propellers. Technical Report 3339, DTNSRDC.

Brandt,H.(1973).Modellversuche mit schiffspropellern an der wasseroberfl ache. Schiff
und Hafen, 25(5):pp. 415-422.

Brewer, W. and Kinnas, S. (1997). Experiment and viscous flow analysis on a partially
cavitating hydrofoil. Journal of Ship Research, 41(3):pp. 161-171.

Brillouin, M. (1911). Les surfaces de glissement de Helmholtz et la resistance des fluides.
Annales de Chimie and de Physique, vol. 23:pp. 145-230.

Caponnetto, M. and Brizzolara, S. (1995). Theory and experimental validation of a
surface panel method for the analysis of cavitating propellers in steady flow. In
PROPCAV °95: An International Conference on Propeller Cavitation, page
pp.239, Newcastle Upon Tyne, United Kingdom.

Choi, J.-K. and Kinnas, S. (2000a). Non-axisymmetric effective wake prediction by using
an unsteady three-dimensional Euler solver. In Propellers/Shafting 2000
Symposium, pages 1-14 (paper No. 14), Virginia Beach, VA. Soc. Naval Arch. &
Marine Engnrs.

Choi, J.-K. and Kinnas, S. (2000b). An unsteady 3-D Euler solver coupled with a
cavitating propeller analysis method. In 23rd Symposium on Naval
Hydrodynamics, Val de Reuil, France.

53



Choi, J.-K. and Kinnas, S. (2001). Prediction of non-axisymmetric effective wake by a 3-
D Euler solver. Journal of Ship Research, 45(1):13-33.

Coleman, e. a. (1987). Acoustic cavitation generated by an extracorporeal shockwave
lithotripter. Ultrasound in Medicine and Biology, 13:pp. 69-76.

Cox, B. (1971). Hydrofoil Theory for Vertical Water Entry. PhD thesis, Department of
Naval Architecture, MIT.

Cox, G. (1968). Supercavitating propeller theory - the derivations of induced velocity. In
The 7th Symposium on Naval Hydrodynamics, Rome.

Cumming, R. A., Morgan, W. B., and Boswell, R. J. (1972). Highly skewed propellers. In
Transactions. Society of Naval Architects and Marine Engineers.167

Dobrovol’skaya, Z. N. (1969). On some problems of similarity flow of fluid with a free
surface. Journal of Fluid Mechanics, 36:pp. 805-829.

Dyson, P. K. (2000). The Modelling, Testing and Design, of a Surface Piercing
Propeller Drive. PhD thesis, Department of Mechanical and Marine Engineering,
Plymouth University.

Dyson, P. K., Chudley, J., and Grieve, D. (2000). An experimental program to determine
the mean and time varying loads imposed by surface piercing propellers. Sydney.
Sea Australia 2000.

Falch, S. (1994). Slamming of flat-botomed bodies calculated with exact free surface
boundary conditions. Naval Hydrodynamics, pages pp. 251-267.

Fine, N. and Kinnas, S. (1993). The nonlinear numerical prediction of unsteady sheet
cavitation for propellers of extreme geometry. In Sixth International Conference
On Numerical Ship Hydrodynamics, pages 531-544, University of lowa, lowa.

Fine, N. E. (1992). Nonlinear Analysis of Cavitating Propellers in Nonuniform
Flow. PhD thesis, Department of Ocean Engineering, MIT.

Fontaine, E. and Cointe, R. (1997). Asymptotic theories of incompressible water entry. In
AGARD Report 827, Kiev, Ukraine. High Speed Body Motion inWater.

Foster, T. (1989). Coated propellers: Reducing the current demand of ships. Materials
Performance, 28(3):pp. 21-26.

54



Franc, J. and Michel, J. (1985). Attached cavitation and the boundary layer: Experimental
investigation and numerical treatment. Journal of Fluid Mechanics, vol. 154:pp
63-90.

Furuya, O. (1975a). Nonlinear calculation of arbitrarily shaped supercavitating hydrofoils
near a free surface. Journal of Fluid Mechanics, vol. 68:pp 21-40.

Furuya, O. (1975b). Three-dimensional theory on supercavitating hydrofoils near a free
surface. Journal of Fluid Mechanics, 71:pp. 339-359.

Furuya, O. (1984). A performance prediction theory for partially submerged ventilated
propellers. In Fifteenth Symposium on Naval Hydrodynamics, Hamburg,
Germany.

Furuya, O. (1985). A performance prediction theory for partially submerged ventilated
propellers. Journal of Fluid Mechanics, 151:pp. 311-335.

Geurst, J. and Timman, R. (1956). Linearized theory of two-dimensional cavitational
flow around a wing section. IX International Congress of Applied Mechanics.

Greeley, D. and Kerwin, J. (1982). Numerical methods for propeller design and analysis
in steady flow. Trans. SNAME, vol 90.

Griffin, P., Kosal, M., and Kinnas, S. (1998). User’s manual for MPUF-3A v. 1.0- mid-
chord cavity detachment. Technical Report No. 98-2, Ocean Engineering Group,
UT Austin.

Hadler, J. and Hecker, R. (1968). Performance of partially submerged propellers. In The
7th ONR Symposium on Naval Hydrodynamics, Rome, Italy.

Hecker, R. (1973). Experimental performance of a partially submerged propeller in
inclined flow. Lake Buena Vista, FL. SNAME Spring Meeting.

Jessup, S. (1990). Measurement of multiple blade rate unsteady propeller forces.
Technical Report DTRC-90/015, David Taylor Research Center.

Jessup, S., Berberich, W., and Remmers, K. (1994). Cavitation performance evaluation of
naval surface ship propellers with standard and advanced blade sections. In
Twentieth Symposium on Naval Hydrodynamics, pages 101-116, University of
California, Santa Barbara.

Jiang, C. and Leehey, P. (1977). A numerical method for determining forces and

moments on supercavitating hydrofoils of finite span. In Second Int’l Conf.
Numer. Ship Hydrodynamics, Berkeley.

55



Kamiirisa, H. and Aoki, D. (1994). Development of supercavitating propeller for
outboard motors. In Second International Symposium on Cavitation, Tokyo,
Japan.

Kato, H. (1996). Cavitation, chapter 5, pages 233-277. Computational Mechanics
Publications. in Advances in Marine Hydrodynamics.

Kehr, Y. Z. (1999). On the development of a new-series of propeller for high-speed
crafts. In Fifth International Conference on FAST Sea Transportation, Seattle,
Washington.

Kerwin, J., Kinnas, S., Wilson, M., and McHugh, J. (1986). Experimental and analytical
techniques for the study of unsteady propeller sheet cavitation. In Proceedings of
the Sixteenth Symposium on Naval Hydrodynamics, pages 387— 414, Berkeley,
California.

Kerwin, J. and Lee, C.-S. (1978). Prediction of steady and unsteady marine propeller
performance by numerical lifting-surface theory. Trans. SNAME, vol 86.

Kikuchi, Y., Kato, H., Yamaguchi, H., and Maeda, M. (1994). Study on a supercavitating
foil. In Second International Symposium on Cavitation, pages 127-132, Tokyo,
Japan.

Kim, Y.-G. and Lee, C.-S. (1996). Prediction of unsteady performance of marine
propellers with cavitation using surface-panel method. In 21st Symposium on
Naval Hydrodynamics, Trondheim, Norway.

Kim, Y.-G., Lee, C.-S., and Suh, J.-C. (1994). Surface panel method for prediction of
flow around a 3-d steady or unsteady cavitating hydrofoil. In Second International
Symposium on Cavitation, pages 113-120, Tokyo, Japan.

Kinnas, S. (1985). Non-linear corrections to the linear theory for the prediction of the
cavitating flow around hydrofoils. Technical Report 85-10, MIT, Department of
Ocean Engineering.

Kinnas, S. (1991). Leading-edge corrections to the linear theory of partially cavitating
hydrofoils. Journal of Ship Research, 35(1):pp. 15-27.

Kinnas, S. (1992). A general theory for the coupling between thickness and loading for
wings and propellers. Journal of Ship Research, 36(1):pp. 59-68.

Kinnas, S. (1998). Prediction of unsteady sheet cavitation. In Third International
Symposium on Cavitation, pages 19-36, Grenoble, France.

56



Kinnas, S., Choi, J., Lee, H., and Young, J. (2000). Numerical cavitation tunnel. In
NCT50, International Conference on Propeller Cavitation, Newcastle upon
Tyne, England.

Kinnas, S. and Fine, N. (1989). Theoretical prediction of the midchord and face unsteady
propeller sheet cavitation. In Proceedings of the Fifth International
Conference on Numerical Ship Hydrodynamics, Hiroshima, Japan.

Kinnas, S. and Fine, N. (1990). Non-Linear Analysis of the Flow Around Partially or
Super-Cavitating Hydrofoils by a Potential Based Panel Method. In Proceedings
of the IABEM-90 Symposium of the International Association for Boundary
Element Methods, pages 289-300, Rome, Italy.

Kinnas, S. and Fine, N. (1992). A nonlinear boundary element method for the analysis of
unsteady propeller sheet cavitation. In Nineteenth Symposium on Naval
Hydrodynamics, pages 717-737, Seoul, Korea.

Kinnas, S. and Fine, N. (1993). A numerical nonlinear analysis of the flow around two-
and three-dimensional partially cavitating hydrofoils. Journal of Fluid Mechanics,
254:151-181.

Kinnas, S. and Hsin, C.-Y. (1992). A boundary element method for the analysis of the
unsteady flow around extreme propeller geometries. AIAA Journal, 30(3):688-
696.

Kinnas, S., Kosal, E., and Young, J. (1999). Computational techniques for the design and
analysis of super-cavitating propellers. In FAST’99 - 5th International Conference
on Fast Sea Transportation, Seattle, WA.

Kinnas, S. and Mazel, C. (1992). Numerical vs. experimental cavitation tunnel (a
supercavitating hydrofoil experiment). In 23rd American Towing Tank
Conference, University of New Orleans.

Kinnas, S.,Mishima, S., and Brewer,W. (1994). Nonlinear analysis of viscous flow
around cavitating hydrofoils. In Twentieth Symposium on Naval Hydrodynamics,
pages 446-465, University of California, Santa Barbara.

Kinnas, S. and Pyo, S. (1999). Cavitating propeller analysis including the effects of wake
alignment. Journal of Ship Research, 43(1):pp. 38-47.

Kosal, E. (1999). Improvements and enhancements in the numerical analysis and design
of cavitating propeller blades. Master’s thesis, UT Austin, Dept. of Civil
Engineering. Also, UT Ocean Eng. Report 99-1.

Kruppa, C. F. L. (1992). Testing surface piercing propellers. In Hydrodynamics :
Computations, Model Tests, and Reality, pages pp. 107-113.

57



Kudo, T. and Kinnas, S. (1995). Application of vortex/source lattice method on
supercavitating propellers. In 24th American Towing Tank Conference, College
Station, TX.

Kudo, T. and Ukon, Y. (1994). Calculation of supercavitating propeller performance
using a vortex-latticemethod. In Second International Symposium on Cavitation,
pages 403-408, Tokyo, Japan.

Lauterborn, W. and Bolle, H. (1975). Experimental investigations of cavitationbubble
collapse in neighborhood of a solid boundary. Journal of Fluid Mechanics, 72:pp.
391-&.

Lee, C.-S. (1979). Prediction of Steady and Unsteady Performance of Marine Propellers
with or without Cavitation by Numerical Lifting Surface Theory. PhD thesis,
M.1.T., Department of Ocean Engineering.

Lee, C.-S., Kim, Y.-G., and Lee, J.-T. (1992). A potential-based panel method for the
analysis of a two-dimensional super- or partially- cavitating hydrofoil. Journal of
Ship Research, 36(2):pp. 168-181.

Lee, H., Gu, H., Kakar, K., and Kinnas, S. (2001). MPUF-3A (version 2.0) user’s manual
and documentation. Technical Report No. 01-5, Ocean Engineering Group, UT
Austin.

Lee, H. and Kinnas, S. (2001a). Modeling of unsteady blade sheet and developed tip
vortex cavitation. In CAV 2001: Fourth International Symposium on Cavitation,
Pasadena, CA. California Institute of Technology.

Lee, H. and Kinnas, S. (2001b). MPUF-3A (version 1.2) user’s manual and
documentation. Technical Report No. 01-2, Ocean Engineering Group, UT
Austin.

Lee, H. and Kinnas, S. (2002). Fully unsteady wake alignment for propellers in non-
axisymmetric flows. Submitted for publication.

Lee, H. S. (2002). Modeling of Developed Tip Vortex Cavitation and Unsteady Wake
Alignment. PhD thesis, Department of Civil Engineering, The University of Texas
at Austin.

Leehey, P. (1971). Supercavitating hydrofoil of finite span. In IUTAM Symposium on
Non-Steady Flow of Water at High Speeds, pages 277-298, Leningrad.

Lemonnier, H. and Rowe, A. (1988). Another approach in modelling cavitating flows.
Journal of Fluid Mechanics, vol 195.

58



Lin, M. C. and Ho, T. Y. (1994). Water-entry for a wedge in arbitrary water depth.
Engineering Analysis with Boundary Elements, 14:pp. 179-185.

Makie, A. (1969). The water entry problem. Q. J. Mech. Appl. Maths., 22:pp. 1-17.

Matsuda, N., Kurobe, Y., Ukon, Y., and Kudo, T. (1994). Experimental investigation into
the performance of supercavitating propellers. Papers of Ship Research Institute,
31(5).

Miller, W. and Szantyr, J. (1998). Model experiments with surface piercing propellers.
Ship Technology Research, 45:pp. 14-21.

Mishima, S. and Kinnas, S. (1997). Application of a numerical optimization technique to
the design of cavitating propellers in non-uniform flow. Journal of Ship Research,
41(2):pp. 93-107.

Mishima, S., Kinnas, S., and Egnor, D. (1995). The CAuvitating PRopeller Experiment
(CAPREX), Phases | & Il. Technical report, Department of Ocean Engineering,
MIT.

Morgan, W. (1966). The testing of hydrofoils for fully-cavitating or ventilated operations.
In The 11th ITTC, Tokyo, Japan.

Morino, L. and Kuo, C.-C. (1974). Subsonic Potential Aerodynamic for Complex
Configurations : A General Theory. AIAA Journal, vol 12(no 2):pp 191-197.

Mueller, A. (1998). Development of face and mid-chord cavitation models for the
prediction of unsteady cavitation on a propeller. Master’s thesis, UT Austin, Dept.
of Civil Engineering.

Mueller, A. and Kinnas, S. (1997). Cavitation predictions using a panel method. In ASME
Symposium on Marine Hydrodynamics and Ocean Engineering, volume 14, pages
127-137, Dallas, TX.

Mueller, A. and Kinnas, S. (1999). Propeller sheet cavitation predictions using a panel
method. Journal of Fluids Engineering, 121:282-288.176

Nishiyama, T. (1970). Lifting line theory of supercavitating hydrofoil of finite span.
ZAMM, 50:645-653.

Oberembt, H. (1968). Zur bestimmung der instation“aren fl'ugelkr afte bei einem

propeller mit aus dem wasser herausschlagenden fl'ugeln. Technical report, Inst.
f'ur Schiffau der Universit"at Hamburg, Bericht Nr. 247.

59



Olofsson, N. (1996). Force and Flow Characteristics of a Partially Submerged
Propeller. PhD thesis, Department of Naval Architecture and Ocean Engineering,
Chalmers University of Technology, G oteborg, Sweden.

Olofsson, N. (2001). Letter to the author and dr. s. a. kinnas. Parson, C. A. (1897). The
application of the compound steam turbine to the purpose of marine propulsion.
Transactions of Institute of Naval Architecture, 38.

Peck, J. G. and H., M. D. (1974). Inclined-shaft propeller performance characteristics.
Technical Report Report 4127, Naval Ship Research and Development Center.

Pellone, C. and Peallat, J. (1995). Non-linear analysis of three-dimensional partially
cavitating hydrofoil. In CAV’95 International Symposium on Cavitation, pages
433-440, Deauville, France.

Pellone, C. and Rowe, A. (1981). Supercavitating hydrofoils in non-linear theory. In
Third International Conference on Numerical Ship Hydrodynamics, Paris, France.
Basin d’essais des Car enes.

Rains, D. A. (1981). Semi-submerged propellers for monohull displacement ships. In
Propeller ’81 Symposium, pages pp. 15-40, Virginia Beach, VA. Society of Naval
Architects and Marine Engineers.

Reynolds, O. (1873). Transactions of Institute of Naval Architecture, 1:pp. 56.

Reynolds, O. (1874). On the effect of immersion on screw propellers. Transactions of
Institute of Naval Architecture, 2.

Riabouchinsky, D. (1926). On some cases of two-dimensional fluid motion. In
Proceedings of London Math Society, number 25, pages pp. 185-194.

Rose, J. C. and Kruppa, C. F. L. (1991). Surface piercing propellers — methodical series
model test results. In FAST’91, Norway.

Rose, J. C., Kruppa, C. F. L., and Koushan, K. (1993). Surface piercing propellers -
propeller/hull interaction. In FAST 93, pages pp. 867-881, Japan.

Roshko, A. (1955). On the wake and drag of bluff bodies. Journal of the Aeronautical
Sciences, 22:pp. 124-132.

Russel, A. (1958). Aerodynamics of wakes, existence of unsteady cavities. Engineering,
186:pp. 701-702.

Savineau, C. and Kinnas, S. (1995). A numerical formulation applicable to surface
piercing hydrofoils and propellers. In 24th American Towing Tank Conference,
Texas A&M University, College Station, TX.

60



Scherer, J. (1977). Partially submerged and supercavitating propellers. In The 18" ATTC,
Annapolis.

Shen, Y. (1975). General scaling problems on fully cavitating and ventilated flows. In
The 17th ATTC, Pasadena.

Shiba, H. (1953). Air-drawing of marine propellers. Technical Report 9, Transportation
Technical Research Institute.

Suhrbier, K. and Lecoffre, Y. (1986). Investigation of the influences of test techniques,
water speed and nucliei seeding on the characteristics of a high speed model
propeller in a cavitation tunnel and correlation with full scale measurements. In
International Symposium on Cavitation, Sendai, Japan.

Tabbara, M., Blacker, T., and Belytschko, T. (1994). Finite element derivative recovery
by moving least squares interpolants. Computational Methods in Applied
Mechanical Engineering, 117:pp. 211-223.

Tachmindji, A. J. andMorgan,W. B. (1958). The design and estimated performance of a
series of supercavitating propellers. In Proceedings of the Second Office of Naval
Research Symposium on Naval Hydrodynamics, pages pp. 489-532.

Tachnimdji, A. and Morgan, W. (1958). The design and estimated performance of a
series of supercavitating propellers. In The Second Office of Naval Research
Symposium on Naval Hydrodynamics, ACR-38, pages pp. 489-532.

Treadgold, D., Jones, A., and Wilson, K. (1979). Pressure distribution measured in the
rae 8ft * 6ft transonic wind tunnel on rae ’a’ in combination with an ax- 179
isymmetric body at mach numbers of 0.4, 0.8 and 9.9. Technical Report AR-138,
AGARD.

Tulin,M. (1953). Steady two-dimensional cavity flows about slender bodies. Technical
Report 834, DTMB.

Tulin, M. (1955). Supercavitating flow past foils and struts. In Symposium on Cavitation
in Hydrodynamics, NPL, Tenddington, England.

Tulin, M. (1980). An analysis of unsteady sheet cavitation. In The 19th ATTC
Conference, pages pp. 1049-1079.

Tulin, M. B. (1962). Supercavitating propellers - history, operating characteristics,
mechanisms of operation. In Fourth Symposium on Naval Hydrodynamics, pages
pp. 239-286.

Uhlman, J. (1978). A partially cavitated hydrofoil of finite span. Journal of Fluids
Engineering, 100(3):pp. 353-354.

61



Uhlman, J. (1987). The surface singularity method applied to partially cavitating
hydrofoils. Journal of Ship Research, vol 31(No. 2):pp. 107-124.

Uhlman, J. (1989). The surface singularity or boundary integral method applied to
supercavitating hydrofoils. Journal of Ship Research, vol 33(No. 1):pp. 16-20.

Ukon, Y., Kudo, T., Kurobe, Y., Matsuda, N., and Kato, H. (1995). Design of high
performance supercavitating propellers based on a vortex lattice method. 180 In
An International Conference on Propeller Cavitation (PROPCAV ’95), The
University of Newcastle Upon Tyne, England, U.K.

Van Houten, R. (1982). The numerical prediction of unsteady sheet cavitation on high
aspect ratio hydrofoils. In 14th Symposium on Naval Hydrodynamics.

Venning, E. and Haberman, W. L. (1962). Supercavitating and propeller performance.
Transactions of SNAME, 70:pp. 354-417.

Villat, H. (1914). Sur la validit’e des solutions de certain problem d’ hydrodynamique.
Journal de Mathematiques, vol 6(No. 10):pp 231-290.

Von Karman, T. (1929). The impact of seaplane floats during landing. Technical report,
NACA TN321.

Vorus, W. and Mitchell, K. (1994). Engineering of power boat propellers. In Propellers/
Shafting "94 Symposium, pages 1-16 (paper No. 12), Virginia Beach, VA. Society
of Naval Architects & Marine Engineers.

Vorus, W. S. and Chen, L. (1987). An extension of the "malkus hypothesis’ to the
turbulent base flow of blunt sections. Journal of Fluid Mechanics, 184:pp. 551-
569.

Wagner, H. (1932). © Uber stoss- und gleitvorg“ange an der oberfl'anche von
fl ussigkeiten. Z. Angew. Math. Mech., 12(4):pp. 192-215.

Wang, D. (1977). Water entry and exit of a fully ventilated foil. Journal of Ship
Research, 21:pp. 44-68.

Wang, D. (1979). Oblique water entry and exit of a fully ventilated foil. Journal of Ship
Research, 23:pp. 43-54.

Wang, G., Jia, D., and Sheng, Z. (1990a). Hydrodynamic performance of partially
submerged ventilated propeller. Shipbuilding of China, (2).

Wang, G., Jia, D., and Sheng, Z. (1992). Study on propeller characteristics near water
surface. In The 2nd Symposium on Propeller and Cavitation, pages pp. 161-168,
Hangzhon, China.

62



Wang, G., Zhu, X., and Sheng, Z. (1990b). Hydrodynamic forces of a threedimensional
fully ventilated foil entering water. Journal of Hydrodynamics, 5(2).

Wang, S. Y. (1995). Systemtische Analyse von Modellversuchen mit teilgetauchten
Propellrn. PhD thesis, Technischen Unversitaet Berlin (D83).

Widnall, S. (1966). Unsteady loads on supercavitating hydrofoils. Journal of Ship
Research, 9:pp. 107-118.

Wu, T. and Wang, D. (1964). A wake model for free-streamline flow theory. part 2.
cavity flows past obstacles of arbitrary profile. Journal of Fluid Mechanics, vol
18:pp 65-93.

Yim, B. (1974). Linear theory on water entry and exit problems of a ventilating thin
wedge. Journal of Ship Research, 18(1):pp. 1-11.

Yim, B. (1976). Optimum propellers with cavity-drag and frictional drag effects. Journal
of Ship Research, Volume 20.

Yim, B. and Higgins, L. (1975). A nonlinear design theory for supercavitating cascades.
In ASME Cavity Flow Symposium, pages pp. 85-94.

Young, Y. and Kinnas, S. (2001). A BEM for the prediction of unsteady midchore face
and/or back propeller cavitation. Journal of Fluids Engineering.

Young, Y., Lee, H., and Kinnas, S. (2001a). PROPCAYV (version 1.2) user’s manual and
documentation. Technical Report No. 01-4, Ocean Engineering Group, UT
Austin.

Young, Y., Lee, H., and Kinnas, S. (2001b). PROPCAYV (version 2.0) user’s manual and
documentation. Technical Report No. 01-7, Ocean Engineering Group, UT
Austin.

Young, Y. Lu. (2002) Numerical Modeling of Supercavitating and Surface Piercing
Propellers Report No. 02-1, Ocean Engineering Group, UT Austin.

Zhao, R. and Faltinsen, O. (1993). Water entry of two-dimensional bodies. Journal of
Fluid Mechanics, 246:pp. 593-612.

Zhao, R. and Faltinsen, O. (1998). Water entry of axisymmetric bodies with and without

flow separation. In 22nd Symposium on Naval Hydrodynamics, Washington, D.C.
183

63



THIS PAGE INTENTIONALLY LEFT BLANK

64



INITIAL DISTRIBUTION LIST

Defense Technical Information Center
Ft. Belvoir, Virginia

Dudley Knox Library
Naval Postgraduate School
Monterey, California

Professor Fotis Papoulis

Naval Postgraduate School

Dept. of Mechanical Engineering
Monterey, California

Professor A. J. Healey

Naval Postgraduate School

Dept. of Mechanical Engineering
Monterey, California

CDR W. Plott

Naval Postgraduate School

Dept. of Mechanical Engineering
Monterey, California

65



