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? c ABSTRACT
i Do :
' DAn attempt is made to extend ship-maneuvering analysis for application at low ship speeds. :
F Captive~-moda] expariments are made tc !nvestlgate effects of non-equilibrium propeller i
4 speeds on rudder force and effective thrust, Other experiments are made to explore
@ first-order effects of very large drift angles and pure yaw rotaclon on hull hydrodynamic
reactions, The experimental results, together with previous rotating-arm data, are

applied In motion equations, accounting for both extreme propeller actions and the occur- ?
rence of large drift angles and turning rates, Also included are propulsion and rudder
time lags, and the influence of uniform water current on ship trajectory. The equations
are programmed for computation, and ship response to a simple docking maneuver is pre-
dicted. The computation is repeated several times to examine sensitivity of ship motions :
and trajectory to variations of operating parameters, namely, maximum reverse propeller !
speed, engine response time, and water-current direction, ’ i

INTRODUCT 1 ON

Upon eatering pilot waters from seaward, a ship's control problems change, in nature,
becoming increasingly difficult unti] maneuvers are concluded (successfully or oiherwise)

> at dockside, anchorage, or mcoring. Throughout this period, control of ship's trajectory
and speed must be sufficlent to assure safe passage through channels, bridges, and locks; j
and to avoid collisions with other vessels,

Unfortunately, when danger of collision or grounding s greatest, a speed otherwise
\ Yprudent’ for navigation can be too slow for adequate directional control. This is
: . because steady hydrodynamic forces depend on the square of ship speed, while external
; disturbances do not. A reduction to one-quarter speed, fc- example, will cut rudder
ii force to one-sixteenth, but will not diminish the adverse effects of wind and current.

Other ship characteristics contribute to the problem, First, rudder forces of a single-
screw ship depend heavily on propeller speed. Second, large merchant ships have small
thrust-to~-mass ratios, hence they respond sluggishly to propeller actions., And third,
lightly loaded merchant ships have large ratios of above-water to below-water surface
area, causing wind effects to be accentuated,

These factors combine to cause freyuent saturation of propeller and rudder forces. Some-
i times control Is quite insdequate. Then, auxiliary forces such as tugs, bow-thruster,
j or anchor must be called upor. ’

The simplified motion equations used In most studies of ship control provide satisfactory
predictions of maneuvers under cruising (constant throttle) conditions, but are not
sufficiently general to treat many real control problems, such &s those which occur at
low ship speeds. .

Controllabllity surveys by Norrbin,' Eda and Crane,® Williams and Noble," Goodman,® and
: Abkowitz® discuss the usual forms of equations and thelr solutjons, None Include propelier-
AR speed changes, wind force, or water-current effect. Saunders,” and more recently Hawkins,”
R have discussed spaclal low-spaed maneuvers witkout using equations of motion., Crane, Uram’
and Choy' have formulated motion equations for mooring and docking maneuvers of a destroyer
and a submarine. But most efforts on non-equilibrium propeller effects have concentrated
on ship-stopping. These works are summarized in Reference 9. Papers By English,”” Hawkins,
$tuntz and Taylor, and others trest bow-thrusﬁrs and other maneuvering-propulsion
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devices (MPD) but these do not include MPD forces in maneuvering analyses.

The present work is a~ attempt to extend the generality of ship-maneuvering analysis to !
include engine-maneuver &nd water-current effects and Introduce the possibilities of very !
large drift angles and space turning rates. Equations of motion are formulated for

translation and rotation of a surface ship maneuvering In a reference frame which Is

fixed with respect to a moving -i!~- n:ss (the water current)., The independent ship

variabies comprise pripeller spevc unc rudder angie. “he equations are solved ..ith

respect to the coordinate frame moving with the water, and the solution is transirmed

to a fixed coordinate frame, Rcsultant ship velocity is integrated to obtain shio's !
prsition and orlfentatic:y at any time, Water current is a parameter, and is made zero '
when discussing other effects.

Coefficients of the equations are obtained from experiment, calculation, and existing
data., Strong couplings among ship speed, propeller speed, and rudder angle (at maneuv-
ring speeds) are Investigated by captive-mode! tests on straight path in a towing tank.
Indications of hydrodynamic reactions to very large drift angles and to pure yaw rotation
are obtained experimentally. Numerica! Integrations are performed by digital computer,

A few examples of computed maneuvers are glven to I1lustrate uses which can be made of
mors genera! analyses of ship maneuvering. Using the computation procedure developed,

the sensitivity of ship response to particular ship parameters is studied for & simple
ship-docking manauver.

This project was sponsored by the Buresu of Ships General Hydrumechanics Research Program
under Contract Nonr 263(63) and technically sdministered by the David Taylor Mode! Basin.

EQUATIONS OF MOTION - GENERAL :

General Form of Motion Equations !

Differential equations describing the motion of & ship are written with respect to a
reference frame rotating with the ship's axes, the origin of which is chosen coincident
with the ship's center of mass (see Figure |, following page).

e

-

dav . R . .
F'N('&T*wa) N = | =—+0xlw (1)

where F  sum of all external forces acting

N sumof gl external moments acting
velocity of ship center-of-mass relative to the water

P angular velocity of ship (ship's axes)

i ship inertia ~ sor T

A}l vectors can be expressed in rotating (ship axes) coordinates, Ffor a surface ship
In caln water, these vector aquations are reduced to three Cartesian equations by apply-
ollowing simplifying assumptions:

ACE_SION 'wr

eren WHITE SECHM O Ship i3 constrained to move In its lateral plane (i.e., the x,y-plane),
03¢ W SECTHR () which Is horlzontal.

EATRY: oma

. Center of mass is In the principal plene of symmetry of the hull,
1081 AL HOR e t

Mpss and center of mass are constant.
~ §. Products of inertis sre zero.
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REFERENCE FRAMES
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Then,

m(a - rv) = X m{v + ru) =Y Izi = N (2)

where X and Y vrepresent summations of unbalanced external forces acting In the x
and y directions, and N the summation of unbalanced moments about the z-axis.

Externa) forces arise from hydrodynamic reactions to hull motlon, propelier and rudder
sctions, aerodyn +lc reactions on hull structure, and all other forces which may be
applied by waves, bow=-thruster, anchor chain, tugboat, mooring lines, etc. In this
snalysis, only hull hydrodynamic and propeller-rudder forces are included. in succeeding
sections, their contributions to X, V, and N are considered.

Reference Frames

It is usually desirable to cuscribe low-speed meneuvers relative to an inertial refer-
ence frame fixed In the earth, However, the motion equations and solution are greatly
simplified If referred to 8 coordinate frame flixed In the ship,* with subsequent irans-
formation of solutions to the desired reference frame (Figure 1)},

With a uniform water current, an additional {intermediate) reference frame is useful,
The additional frame maintains the same orlentation as the fixed frame, but moves with
the steady velocity of the uniform water current, [n computation, the first transforma-
tion of the solution is from ship axes to intermediate axes. The sscond transformation
simply adds the water-current velocity components, to obtain motions relative to the
final desired reference frame.

it is emphasized that the uniform water current need not enter the differential equations
of motion, because a steady velocity will introduce no acceleration in the motlon equa-
“lons, The current is entirely accounted for in the final integration of velocities,
Steps involved in the velocity transformations are shown below,

(1) Ship velocity components {expressed in ship axes) are transformed to intermediate
axes by & rotation of coordinates,

u| = uCOoS ¥ -V Siny

(3)

v = UsSin ¥ +VCOS¥

t
§ = J’ re: ¢ 4i0)
o

where u and v are coordinates of velocity aiong ship axes, and vy and v, are
components o 3hip velocity along intermediate axes,

and

{(2) {omponents of water-current velocity are then added to obtain ship motior relative
to fixed inertial axes,

u = Y COS v - VvV SN ¥ o+ U €o%
o 4

<
©
i4)
v = y¢sinievcos ¢+ U sin
° < 4
o
“Orientation of ship axes with s+ to ship geomeiry saries according to ship loadirsg
conditions becsuse, for conven’ .~ . . and v shi: ax.s are taken horizontal {hence,

2-axis vertical},
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keeping In mind that the intermediate axes (!) and fixed inertial axes (o) are
parallel,

Time integration of the velocities u, and v, ylelds instantaneous ship position
(x Y ) with respect to any chesen origin,

H NS T TJERNAL F

Nydrodynamic forces exerted on a ship's hull are attributed to viscous and inertisl fluld
effects which are expressed as functions of huli motlions and eccelerstions. Since a wide
rangs of maneuvering motinns may occur at low ship speeds, hydrodynamic representations
arc separated acccrding to applicetion to cruising=type or docking-type meneuvers, The
former case is consldered firsg,

A convonlcn; form fur exprassing hull hydrodynomic forces is avallable in the Teylor series
oxponsion. in the present analysis, the general expansion s specialized to the surze,
swoy, and vaw motions of a ship,

The following simplifications, sdditions! to those noted in the previcus seztion, are
made:

|. The hydrodynamic derivative costfici nts XV; . X ' Y; , and N; 2.
assumed to be negligible. For convenience, » 1¢rm proportlonal to ul
is used to account for Xé and drift-sngis effects,

2. Hydrodynamic terms of order four and higher are assumed t be negligible.

3. Forces due to hull motions and sccelerations are repretentesd to be independe ¢t
of propellier and rudder actions.

4. The ship floats in deep (0/H - 3.5), calm, unrestricted water,

Simpiification (3) is necessaiy because cof the absence of captive-model experimental
data for a ship on curved path with r:versed propelier rotatior, or in any propelier
conditicn far reroved from model or ship self-propulsion point. An indication of the
effects of non-equ:libriun propeller speed on hull h, _rodynamic data was obzalned by
inspection of rotating-arm test results for a model of 7.5, EMPIRE STATE §V, The
neasur=d effects cannot be explained simply on the basis of propelier-yide-force change:
at di‘ferent propeller loadings. Aithough the differences are large enough to wa‘cart
furiner investigation, they are ¢f second-order importance for present purpescs.

With the preceding simplifications, ihe ron-linear hull force-ard-moment expressions,
rretaining third-order terms in the velocities, may be written as

= Y -
xhu” Aou + A'UU Azrv
Y S8V *Juv ¢+ 8 r*&rv’fu*!r‘v;u*lr‘/u08~./b {s)
hutl "] i b
}
. N i l‘ . .; - l
Mpotl C ,PF s CLuv * Czur . ervﬂfu . C“r°vyx + Csr‘fu Cﬁva/u J
o i® 8 e z ’n.z
A(‘ 3 HXi 80 ?Liﬂ'& Co }ir‘u
AT s LA LU €, =y Ui
A, = fTuE ¢ 8, = £ rure €. = £ RN
Ve r b4 2 2
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B = ,‘321.( 1e3v) c6=r°2|.=n(n v IN)

By = § LAH(Y,_ ¢ +¥!) & = FLOHIN ¢+ N1
Fé B, = & LaHYrr¢ G = g LH N,y

E a5 : ‘%L‘HY”_"_ CS * quu Neer

'

Al) dimenslonless coefficients except X' . X ", , Y, and N; are evaluated experimen-
taliy, as described in Reference 13, v

The derivatives X(" . Y'q , and N", relate hydrodynemic forces to body accelerations,

and Xw'_ Is teken equs! In magnitude to Y\!’ . YThe Y‘!I and N; coefficients are

DRI ans. i sl

conputed following the method of Lewis'® and Prohaska.”® For example,
3 nk js k_(x)H¥dx
2 [ X, X

X
J' s S{x)dx
*b

¥ In this stripwise integration, k_ s the two-dimensional lateral added-mass coefficient.
This 13 determined for shiplike sections, by using Prohaska's results. The k. is a
three-dimensional correction factor determined by comparing the exact added-mass compu-
tation of the prolate spheroid giver by Lamb with that obtaired by the stripwise compu-
tation for the same spheroid. Factor S$(x) is the local sectional area. The rotary

- acceleration derivative N! s obtained in a similar manner, but includes an x factor
i in the Integrand of the nu&cra:or. The longitudinal acceleration derivative X! s

; taken equal to that of an equivalent prolate spheroid. u

Tg/m -

Conditions at Very Low Speeds

Experience snows that at moderate ship speeds, drift angle, 7 , does not normailly exceed
approximately t10 degrees, and dimensionless turning rate, r' , is normally limited to
about 0.7 (corresponding to turning-diameter/ship-length = 3). However, a ship maneuver-
1ng at very low speeds may develop much larger drift angles and space turning rates.

Consider the definition of & |, as forward speed u becomes smail with respect to lateral

speed, v !
. -l -1 ¥
lim & = !iml. ran {t)] . = /2
u-o V]
In simiter fashion, space turning rate grows large as ship speed vanishes; i.e.,

lim r' & lim = ==

V.o U +c
Such situaticas arise with the sction of external forces which are not wholly Gegendent
on ship wotions.
Two broad categories of ~wneuvers are defined:

1. Lruising-type ssneuvers: Both of the below criteris are satisfied.

IV-B-43
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2. Docking-type maneuvers: One or the cther of the below criteria Is not
satisfied,

sl <8, Irel < r

The above definitions are useful in defining aneuvers for which conventlional hydrodynramic
expansions are valid. These are called cruising-type mansuvers, and it is for thess that
most experimental deta are obtainad. Ranges of variables may be extended to ccver dock-
ing-type maneuvers, of course (glven sufficient data), but It is possible that sn expan-
sion other than Taylor's series may be more convenlent for treating Jocking-type mareuvers
(double Fourler series, for example). If & Teylor serles is used, an expansicn point at
(usvarsiey=tu0) might prove more convenient than at (uey, , versjay=tal),

in this paper an example of & simple docking maneuver Is computed. The maneuver Is
terminated as forward motion stops after susiained reversed propeller sction. The come
putation will show a *zndency for the ship to develop large values of 8 and -' gt
the end of the maneuver, To allow for this, teérms exhibiting first-order qualities of
the true (stcady-state) hydrodynamic reactions are used In this region. Cosfficients of
the simplifiad terms are relatively easy to evaluate, since they represent uncoupled
drift-angle and yaw=rate effects. The acceleration dependent terms appear as befcre.
Simplifications 3 and & stil) apply.

AT Agu * Ayl ¢ Aprv

) 2
Yhull - lov + 97vU + 63 v iv] + B9ur (6)
. \4') i ]
Nhull Cor + C7vu + C8 0 fval + C9 rogrg

The relative importance of steady-state hydrodynamic forces obviously declines {relative
to inertia effects) _s ship speed decreases. However, it cannot simply be stated that
steady-state terms are negligible below any particular speed {(except under very speciai
conditions). For example, consider ship response to & pure applied yaw moment. After
initial yaw acceleration, the resisting hydrodyramic moment is a2'most entlire'y a steady-
siate damping effect. If steady-state terms were arbitrarily excluded, acceleration
without limit would be computed,

PROPELLEX AND RUDOER CONTRIBUTIONS ~0 EXTERMAL FORLE AND MOMENT

An important departure from usual naneuvering analyses, at low ship speeds, is the loss
cf proporticnality between contro! fc-ces and the hull forces which are associated with
notion through the water, The controtl forces of propeller and rudder can be gispropor-
tinrately large or small, accerding to the action of the propeller. External forces and
momen*s attridbuted to propelier and rudder actions depenc on several factors, including-—

1. Prepeller, hull, and rudder cenfigura. “ons

Propeller speed of rotation and engular accelerat’on

S ha

Ship linear and angular veldcity

e

. Rudder angular deflsction and deflection rate

S. 3State of cevitation or ventilation o° propelier and rudder
6. Ship hydrodynamic environvent, i.e., w~ater densily, depth, and
latera! boundaries, and waves
The following assuwpti: |, together wilh those in previous secticns, si=plify representa-

tions of gropelier and rudCer Torces:

Y. Ship speed is low, hence lateral ship velocity is s=all,

[———




[t3

R PR T

AR Y. . TGO, YNNI AnE ¢ ket ] aa i

2. Yaw rotation i< slow, *

3. Based on (1) and {2}, ine lateral component of inflow to propeller
and rudcer is small,

L, Rudder deflection rate is slow, conforming to normal ship practice
{2-1/2"/sec). Also, frequancy of rudder oscillation is low; hence
errors due to quasi-steady representation are smal!.

5. Accelerations of propeller rotation, rudder deflection, and hull
motion which might affect propeller and rudder forces have negligibly
small effects on integrated hull motions

6. Propeller and rudder are not cavitating appreciably.

With the above 2ssumptions, propeller and rudder forces are represented as functions of
propeller spees, n , ship s longitudinal speed, u , and rudder angular deflection, & ,

X Force Due to iropeller and Rudder

The dimensionives thrust coefficient, k, = thrust/pd*n® , is commonly used to represent
propeller test results for various conditions of ship speed and propeller rotstion. This
concept is useful as an aid in understanding and representing propeller force effects,

In this study, self-propelled captive-mnde! tests have bee1r used to measure a quantity
which will be denoted X (propeller + rudder). This quantity is defined as tota!
measured axial force, X(u,n,8) , minus the resistance of the model hull without propeller,
%(U,emp,—-). From this, a dimensionless ""effective thrust' covefficient is defined,

k= X (propelle: + rudder) (7)
od*n”®

As with open-water piopeller thrust characteristics, it is convenient to graph k_ as
a function of propelier advence ratio, J. = u/nd , using ship’s speed of advance.” For
clarity, rudder effects are omitted f.-om the next Giscussion.

Sketch | shows the relation of k, to Jg in regions of p-opaller operation which are
impurtant for ship-stopping.
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The path of kx during rapid propeller reversa! is traced:

1. Initial equilibrium cordition (thrust = resistance)

2. Propeller speed reduced; biade secticns approach zero angle of
attack (thrust zero)

3. Propeller speed further reduced; blade secticns at negative angles
of attack {thrust negative)

L, Propeller speed further reduced; flow about blades completely
separates (propelier dragging)

5. Propeller stopped and dragging ...
6. Propeller turning slowly astern but dragging
7

Astern propeller speed increased (blades recover from stall
and tegin thrusting astern)

8. Propeller speed approaches a constant value; ship speed gradually
reduces; astern thrust determined by propeller characteristics

The representation of Sketch ! is not useful in the interval between 4 and 7. Mathemat-
ically, as n approaches zero, J; tends to Infinity. Furthermore, beyond the blade
stall-point at large negative angles of attack, k cannot be represented simply in terms
of Jg . For cargo ships and tankers the negative blade-angle stall wiil occur at a

J; value between 2 and L., Another dimensionless coefficient is then convenient for
expressing ''effective propeller thrust.'' This is the coefficient c, = X/pd®u , used by
Birde!'™ and others. The singularity in Jg = u/nd is avoided by using the reciprocai,

nd/u .

| ] | -nd
+ } ) { Vig=55
[)
b4
[ ]
—1——
SKETCH 11
The characteristic behavior of ¢ in @ ship-stopping maneuver is shown in Sketch I}
{(numbers correspond to those of Sketch 1}, Because propeller speed will change much

more quickly than ship speed, the behavicr of X (propeller) is similar to that of Cy
in Sketch ti,

Because of slow propelle speeds in the region from b to 6, erperimental evaluation of
¢y is subject to serious scale effect (especially for the propeller operating behind
the shipj; but if ¢y passes from b4 to 6 in a few seconds, the accuracy of the repre-
sentation in this region is not crucial, An estimated propeller drag coefficient is
therefore used (see Appendix A). When unstalied propeller operation resumes (with

reversed propeller speed), the ke vs. Jg relation is again effective and simple to use.

The required segments of the Ky s Js curve are easily described by simple polynomials

in J, . For example, in the region from | to 4 (of Sketch 1), an adequate ~urve fit
is obtained with k, = a, + aJ, + a Js° . And since
IV-B-52
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X (progeller) = k, pdn®

u

substitution of the polynomial in Js for kx , and ~d for Js , yields
X (propeller) = (pd‘ao)na + (pdaal)un + (pd’az)ua (8)

where 8, 8 , 8, are determined for a particular propelier and hull,

In similar fashion, the k, curve segment passing from point 7 through point 8 may be
curve fitted to J; . For digital computation of maneuvers, the correct expression for
k, can be automatically selected according to the instantaneous value of J . , in accord-
ance with ruies based on Sketch I,

Rudder effect on X force is treated next, The drag of a rudder mounted aft of an ahead-
turning propeller is a function of rudder angle, ship speed, and propeller speed. |If

ky s approximately parsbolic ~ith rudder angle, 5 , a simple extension of the pro-
peller-thrust representation to rudder drag may suffice,

X (rudder) = L 0d*n?&° (9)

Here we express kx,6 =a, +a , leading to

-3

X (rudder) = [(pd* a3)na + (pd® a,)un] & (10)

When the propeller is dragging or reversed, the rudder drag is smell and erratic, No
attempt is made to represent It.

Y Force Due to Propeller and Rudder

Representations of Y force and N moment due to propeller and rudder closely follow
those for X force, The following will pertain to both Y and N .,

Because the flow past the rudder (of a single-screw ship) is determined by both ship
speed and propeller speed, the concept of kyvs. Jg is useful for developing a polynomial
representation for side force in the propeller operating region from | to 4 of Sketch |.
if in this region Y is a linear function of rudder angle, the symmetrical part of

Y (propeller + rudder) with respect to § may be represented by

[(pd‘bo)na + (pd’b Jun + (od’b,)") &

A smal} unsymmetricgl side force is &lso observed for single-screw ships. This is called
the Hovgaard effect  and is caused by asymmetry of propeller rotation. Several authors
attempt to explain this physically, but it is represented here as a simple function of

v and n , based on the results of straight-course experiments presented in the next
section, Summing the symmetrical and unsymmetrical parts, the total expression is

Y (propeller + rudder) = [(pd‘bo)ﬂ’ + (pd"bl)un + (Ddabz)ua] b+ (mfbn)ﬂ2 + (ﬁdal?‘)u2
(1)

In the stalied region, for advance ratios much to the right of point 4, flow aft of the
propeller is much disturbed, Rudder forces are then sharply reduced and difficult to
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; | evaluate. In this condition, it is estimated that rudder 2ffectiveness Is reduced to
I less than 1/3 of that In normal ahead operstion. Ihls is based on model tests of &
| related single-screw hull with propeller removed,

As propeller rotation is reversed, the propelier race is directed forward., Llocal flow
past the rudder is destroyed and stearing control is lost., Side-force bias due to
propeller rotation gains Importance, and alone influences the directional behavior of
the ship (in the absence of other external forces).

N Moment Due to Propeller and Rudder 'M ]

The representation of yaw moment produced by propeller and rudder, N (propeller + rudder),
closely follows that for side force. An additional length dimension appears in the
exponent of d . The number of terms in J, will depend upon the shape of the function
Ky , and the precision required.

A summary of terms used in the present study for N (propeller + rudder) appears below:

Operating Region

of Propeller Expression for Rudder-Propeller Yaw Moment
L 4 3 3 t ]
1 to 4 Ng o = (pdscon + pdc un + pd’c_ )6 + pd’c n (v2)
1 hto 6 Ng o = pd'c,us (13) - ;:
g 6 to 8 Ng o ™ pd°c n® (14) : %
¥ | o
| ! TIME_LAGS OF PROPELLER AND RUDDER RESPONSE .

Engine Orders

Commands from the bridge to engine-cortrol indicate desired magnitude and sense of pro-
peller rotation.™ A typical engine-order (bell)tabie for a merchant ship is shown:

Engine Order Propelier Speed (rpm) !
Full Ahead 60 |
; Half Ahead Lo i'
¥ Slow Ahead , 20 !- !
Dead Slow Ahead 10 L g
,é Stop 0 :
Slow Astern -15 . "‘G%
‘ Half Astern -30 i
'g Full Astern =45 oo 3
“
| ~
§ i
; *Although insufficient data are available to analyze ship dynamic stability in this . i._ :i
condition, the reversed propeller may destabilize the ship by its effect on the flow .‘f s

abo.t the hull, While this could cause yaw divergence in either direztion, > 'ow Speeds
the unbalanced side force produced ty the reversed propeller usually causes yaw angle to :
develop in the positive (clockwise) sense. This tendency is shown In later computstions, 1
The yaw effect is used to advantage by ship-handlers and explains their preference for
port-side-to-pier landings.

e abitivohnufly

““Bridge control is not treated here, but may be introduced iwmediatel!y. since there is e
no restriction to discrete propeller speeds in this analysis, R
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The system used aboard naval ships is slightly different. In the naval system, the
engine (propeller) is specified, followed by the desired sense and speed of rotation
(in thirds). For this study a merchant ship is assumed.

Engine response to orders requiring large amounts of power is limited by the steam pres-
sure available. Minimum allowed levels are established to protect the boiler against
excess steam drain through the astern turbine. These limits guide throttle opening
until desired propeller speed is approached.

Propeller Time Lag

Rate of change of propeller speed will depend upon -

. Instantaneous propeller speed, n

. Instantaneous ship speed, u

. Propeller speed ordered, n¥

1

2

3. Previous steady propeller speed, N and nozzle combination

4
A complete analysis of transient propeller speed would require propulsion-machinery
characteristics and human-response factors beyond the scope of the present study. A
simplified function is used, which provides a good approximation for the purposes of
this work, It is based on full-scale ship data for the "crashback'' maneuver. Propeller
response is described by the first-order differential equation dn/dt + ¢,n + ¢, = 0,
Applying boundary conditions n=n; at t=1t and n-n" as t = o, instantaneous
propeller speed is given by

4tﬂ)

n=n, + (n*- n) (1 -e bt =t -t (15)

where T = time constant for particular ship and maneuver. This may be estimated by
fitting Equation (15) to glven response data.

Rudder Time Lag

The steering machinery of a large ship will provide approximately constant rudder rota-
tion for rudder changes of more than a few degrees., According to U, S, Coast Guard
Merine Engineering Regulations and American Bureau of Shipping Rules, average rudder
rotation shall got be less than about 2-1/3 degrees per second, In the $.5. GOPHER
MARINER trials, the rudder was shifted from 35 degrees left to 35 degrees right in

22 seconds, 1,e., at an average rate of 3,2 degrees per second,

For constant rudder angular rate, rudder deflection is represented by & « 6i + 5(t-ti) ,
and 6 2 6™ according to sense of rotation, where

initial deflection angle

S On
L}

t = time at execution

o
|

rudder angular rate

o
=
%

|

ordered rudder angle

The sign of & is determined by the sign of (8 - 5.), Rudder-angle commands are
specified in degrees right or left of amidship (- or'+ , respectively), but radian
measure Is used in equations,
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SUMMARY OF MOTION EQUAT IONS

The equations of motion are summarized below in a form for solution:

X _EQUATION

{m - Ao)u = Al

.4

Ao "

Y EQUATION

r A3n2+ Agun + A5u2+ (A6n3+ A7un)62 .

n?+A . un

w + (m+ Az)rv

l/Js > g,

362
Aguu + Aqu® 6 s gy 2 I/Js > g,

’ 92.2 I/Js>93

2 2 3
$ A12n +A‘3un + A]hu +A]5u Y s g3 -] I/Js

3 z 3 3
(B]uv + (B2 - m)ur + BBrv Ju + Bur v/u + Bsr Ju + 86v Ju

(m - BO)O =

BvU + eavlvl +

11

+{ By5u7t

-~

B]6n‘

.

2 2
[ B]On +B,.,u

a R

for SRR PLs r! = r!', and u =y

L L

(59 - mur

> 1> e <
for p BL or r rporu<u

+(B,,0? + Byjun + B, u?)¢ , 1/Js>»g1
g 912]/U5> 92

, 922]/Us

af 3 z s P
|Cluv + Czur + C3rv Ju + Chr v/u + Csr Ju + CGV /u

for B, r

v 1 i
L rL, and u UL

Covu + Covulvul /67 + Cgrfrl

for F>p orrt = rloru=<u

L L L

Clon” +(C”n2 + C,zun + C]3u°) & ' I/Js > g,

Y Cyputs r 9 7/ >,
Cy5n° c gy 1/

IV-D.KF

X(Hul1) '

X (Prop, + Rudder)

Y(Hull)

Y(Prop.+ Rudder)

N{(Hult)

w({Prop,+ Rudder)

Eauatinns (16)




ﬁ,. and
£ n=n, + (n"-ni)(l - e'M/T) s At =t - ti (17)
5 = e . - <
5 5f + Bt ti) aLs § < 5L (18}
where
A, = § L2 HX; B, = % L2 HY) c, = % L* HNY
A = § LHX! B, = g LHY ¢, = § L2 HN!
Ay = 512 Hx ! B, =5 L2 ny! €, = 512 HN
= % = p = P a3 .
A3 = pd a, 93 5 L?H(YrV¢ + Y;) c3 gL H(er¢ + N;)
= 2 - 4 3 ::p L '
Ay = P a, By = g LoHY_ ! C, = [ LN}
= =R 4 =P Lz
Ag = pd? a, By = T3 LeHY_ ! Co = Tz LEHN_ 1
= -.E_ :2._ 2 '
Rg = pdi a, Bg = T3 LH(Y,yy * 37!) Co = T3 LBHIN o + 3N))
- ] -_-_E =£ 2
A, = pd a B, = § LHY, C, = 3 L7HN,
A, = pd® a By = £ LHY C, = £ L2KN
8 5 g =3 LAY, 8~ 3 2
=L 1K a By, = £ L2HY, (inertial only) Co = £ LAHN
Aoz thy 9 =7 LW 9 "7y ;
= . = 4 = ke {
Ao® PA* a, Bjo= pdb, Cio™ Pd < :
= odd = od2 = odS
Ajp® pd ag By = pd%b, Cpp= pd® ¢ b
k.
= = = pds 3
§ App= pd ag B)p= pdéb, C1a™ Pdt ¢, :
= 3 = 3 - 3
A'3 pd g 813 pd b3 613 pd c3
= ‘2 = 2 :_E 2
A= pd? ay, By = pdhy C14= 3 L?Hey
= =P = g
AIS pd a, 815 5 LHbs , CIS pd c5
= 4
B1g™ Pdtby

Ship motions, position and oriertation relative to earth-fixed axes are provided by

U cosk v siny *Uc costfc
o

<
1}

u siny +v cosy+U. siny (19)
o
r =r

t
Xy 2 J: uodt + xo(o)

v [

o
t

[ad

vodt + y (o) \ (20)

4= rdt + r{o)
Jo
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EXPER IMENTAL PROGRAM

Expeiiments were made to evaluate coefficients of the motion equations. The program was
divided into three parts, according to the facilities used, Since the number and ranges
of variables are extensive, test programs were |imited to conditions necessary for
application of the equations to particular maneuvers.

PROGRAM |: Straight-Course Experiment

A Vi-foot captive mode! was towed at various speeds. Propeller speed was varied among
positive and negative values, and rudder deflection was set at Intervals betwesn plus
and minus 30 degrees. A Serles 60 mode] was used, particulors of which are given In
Table | (see Appendix D).

The propeller was driven by a frequency-control'ed synchronous motor, integral with a
propelier thrust and torque dynsmometer. The juwer source snd speed controller were
located ashore and were connected eslectrically to the model through overhead cables vis
the towing carrlage,

Rudder deflections were set manually, by use of a tiller and protractor.

The three force components measured were the longitudinal component X (In lins with the
model's longitudinal centerline) and the two lateral components Y, and Yp (per-
pendiculer to the model's centarline, forward and aft). The nat slﬁc force ?s

Y = Ys+ Yg . The net yaw momen: (acting sbout a vertical axis through the mode! CG)

Is determined by N = ¥, x So + Yg x §g , where § is the longitudinal separation
between the model center-of-mass and tge force-measur ing balances (§4 >0, S3<0) .

The force balances are of the differential transformer type, capable of msasuring two
orthogonal force components and a moment component sbout a central sxis. Balance loce-
tions and constraints are shown In Sketch 111 below, The model! was constrained against
surge, sway, and yaw motions but was permitted freedom to heave, pitch and roll.

SKETCH it

|
t ¢, : & —
| S
| ]
| { ) oLwL
: A . A
—all
J
ce
© =]
SECTION B-B SECTION A-A
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Tests in this program were conducted on stralght path (r' = 0) with no drift angle

{v = 0). Model speed, u , was varied between O and 5.7 feet per second, Propeller

speed was varied between plus and minus 7.65 revolutions per second. No data are reported
for propeller speeds less than 4.4 rps, for reasons of scale effect on forces. Rudder
angles were limited to £30 degrees, because of the effect of scale difference cn the

polnt at which rudder stal! occurs (near 30 degrees).

Turbulence stimulation (of flow about the hull) was aided by a 0.03-Inch-diameter trip
wire located 8.4 inches aft of the forward perpendicular. It is unlikely that turbulent
flow was achieved at most of the hull speeds of this test. However, hull resistance at

low speeds Is not signiflicant compared with thrust forces. Furthermore, hull resistance

is deducted from the tots! measured X-force in arriving at thrust coefficient information
for use in ship-motion computations; thus, the error introduced Is subseGuently subtracted.

Hydrodynamic force and moment data are listed for various conditions of ship speed, pro-
peller speed, and rudder sngle (u, n, 8), in Table 11 (see Appendix D). These datas are
dimens fong! for the 14-foot-long model.

The dats are reduced to coefficient form in Table 111 (Appendix D). The dimensicnless
coefficients are defined in the section on propeller and rudder forces or the section on

huil forces. Apparent slip ratio, S° , i3 glven by

S - ?_ﬂ;‘-}

o pn
Coefficlent data sre piotted in Figures 2, 3 and 4, on the following pages.

PROGRAM |1: Large-Drift-Angle Experimnents

A 5-font captive mode! was towed at various drift aingles through a totei range of 360 de-
arees. A Series 60 mode! was used, perticulars of which are given in Table | (Appendix D)
To avoid wall effects, the tests were conducted in Davidson Laborstory Tank No. 2, with
the rotating arm at its longest practical radius. Side force and yaw moment were meas-
ured through the entire range of drift angles. Since coupling effects of propeller and
rudder should be small relstive to hull forces, they were neglected in the test. The
propeller a~d rudder were both fixed.

The mode! was attached to the rotating arm in & manner similar to thet used in conven-
tional rotating-arm tests of surface-shis models.’® The principal dif ‘erence was that
the flexure plate mounting on the mode! was made rotztable in steps of 2 degrees. This
extended the drift-sngle capability of the balance beyond the usual i30-degree limits,
to any desired angle. The normal arranjement, with fixed mounting, const ~ins the model
against yaw, surge, sway, and roll motions, but permits fresdom to pitch an haave. The
modification changes the nature of the roll and pitch constraints; but only -~ negligible
tendency to pitch or rcll was detected at the low mode! speeds tested.

Mode! speed wos selected according to the drift angle of the run. For drift angle  near
0 or 180 degrees, spseds of between 1.5 and 2.5 feet per second were used. At large
drift angies, the speed of 0.85 feet per second was used, to avoid unrealistically high
Froude nunbers in conditions that would enist only at very low ship speeds. Speed effect
at 90-degree drift angle received special attention. The dimensionless side force
coefficient

Y

§ o

Y' =

is plotted sgainst speed for this conditlon, in Figure § {on a following pa