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Chapter 1 Introduction

The desire to travel faster and further is probably as old as mankind itself.
There has been an enormous development in the way people use to travel
from one place to another. At first it was only over land, and later also over
sea. And since about a century is it possible to travel through air as well.

Achievements in automotive and aerospace technology are widely
recognized. But probably, most readers do not realize the substantial
development in high speed ship transportation. At the end of the 20th century,
fast ferry catamarans sailing at 50 knots (equivalent to about 90 km/h) were in
commercial service all over the world. However, this type of vessel had
entered the market less than two decades before.

The considerable development in the high speed craft can be partly
contributed to the application of waterjet propulsion systems. Currently used
stern mounted waterjets are based on principles as applied by Riva Calzoni
in 1932 [1]. However, the first type of waterjet propulsion was invented
already 300 years earlier, by David Ramseye [2]. He stated in 1630 in English
Patent No. 50 that he was able ‘to make Boates, Shippes and Barges to goe
against Stronge Winde and Tyde'. It is supposed that he had a waterjet in
mind for the propulsion, since at that time there was a great interest in using
steam to raise water and to operate fountains. In 1661, English patent no.
132 was granted to Thomas Toogood and James Hayes for their invention of
'Forceing Water by Bellowes [...] together with a particular way of Forceing
water through the Bottome or Sides of Shipps belowe the Surface or Toppe of
the Water, which may be of siguler Use and Ease in Navagacon'. This
concept was based on a waterjet without a doubt. However, they did not
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Chapter 1. Introduction

manage to develop a working prototype. This invention and the subsequent
development of the waterjet until 1980 is described in much more detail by
Roy [3]. From 1980 onwards the use of waterjets in commercial applications
really started to grow [4].

At the start of the 21th century the sizes of installed waterjets have increased
to diameters of about 3 meter. This has led to installed powers of 25 MW per
installation. Luxury high speed motor yachts have achieved ship speeds well
above 65 knots, which is about 120 km/h [5].

1.1 Waterjet layout

A stern-mounted waterjet installation as used in commercial applications, can
be divided into four components: the inlet, the pump, the nozzle and the
steering device. Figure 1.1 shows a drawing of a typical waterjet installation,
with the main components labelled.

1. inlet
2. pump
3. nozzle

4. steering device
Figure 1.1 Three-dimensional view of a waterjet installation

The main component is the pump, which delivers the head to produce the jet
at the nozzle exit. In general the stator bowl and the nozzle are integrated in
one part. In the remainder of the thesis, the combination of the pump unit and
the nozzle is regarded as the waterjet pump.

The ducting system upstream of the pump is called the inlet. The waterjet in
figure 1.1 shows a flush mounted inlet duct. This is used, for example, in fast-
ferries and high speed motor yachts. Kruppa et al. [6] have given an overview
of the basic concepts of waterjet inlet ducting systems. Besides the flush
mounted inlet, ram and scoop type inlets are mentioned. The latter two have
an opening that is situated more or less perpendicular to the flow direction,
whereas the flush mounted inlet opening is parallel to the flow. The ram and
scoop intake will not be considered in this thesis.

Downstream of the nozzle there is a steering device, which can deflect the jet
in order to create steering and reversing forces. There are also installations
for the deflection of the jet possible, with only the reversing option. This can
be useful for quick crash-stop manoeuvres. If the waterjet has no steering
device at all, it is called a booster waterijet.




1.2 Relation of waterjet propulsion system to other turbo machinery

1.2 Relation of waterjet propulsion system to other turbo
machinery

If the very early 17th century developments are neglected, waterjet
propulsion is relatively new. For further development of the installation it may
be useful to look at related engineering applications. Figure 1.2 shows a box
with eight different types of apparatus. The three faces which are connected
to the waterjet share a common property.

The front face is formed by four installations which are designed to produce
thrust. This group contains, besides the waterjet, the ship propeller and the
two main aeroplane propulsion systems. Any thrust production by the
installations at the back face (mixed-flow pump, compressor, ventilator and
mixer) is an undesirable side effect.

If history is reviewed an interesting parallel can be recognised. In aerospace
the propeller has been replaced by the jet engine, which was necessary to
reach higher speeds. Application of waterjets in marine industry shows a
similar trend where the waterjet propelled vessels reach higher speeds.

Many relations which describe the principles of waterjet propulsion are
directly derived from propeller theory, with the same nomenclature. This can
lead to misunderstandings, if the same waterjet is described as a mixed-flow
pump, with the accompanying pump nomenclature. For example, often Q is
used for torque in propeller theory and for flow rate in pump theory.

The two side planes of the box show the difference in type of flow. The left
side is formed by external flow machines and the right side by internal flow
machines. Transmission of the forces in an external flow machine can only be
done through the shaft. Internal flow machines can also transfer forces
through the surrounding structure.

The top plane of the box shows four installations which operate in water,
whereas the applications on the bottom plane operate in air. So here the fluid
is the distinguishing factor. Cavitation is a typical problem for installations
operating in water. Another important fluid property of water is its very low
compressibility. Both phenomena can be important in the selection of
numerical solution methods. Numerical methods used for the analysis of
compressors and other flow machinery often require a certain amount of
compressibility, what makes these methods less suitable for the analysis of a
waterjet propulsion system.

The box model will be used to relate the occurring phenomena in a waterjet
installation to known ones in other machines, like the ship propeller, the
aeroplane jet engine and the mixed-flow pump.

A ship propeller seems to be the most logical connection to a waterjet for a
description of the propulsion system. Typical parameters used in propeller
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MIXED-FLOW
PUMP

WATERJET

SHIP PROPULSION
PROPELLER SYSTEM
VENTILATOR
ST COMPRESSOR
.
"'
&
AEROPLANE
PROPELLER
AEROPLANE
JETENGINE

Figure 1.2 Box model of connections of waterjet to other types of
turbomachinery

theory are the thrust loading coefficient and the cavitation number [7]. These
parameters can be employed to describe the performance of a waterjet as
well. Moreover the concept of wake fraction, which represents the difference
between the free stream advance speed and actual inflow velocity, can be
used to account for the effect of the hull boundary layer ingestion.

It is well-known that the inflow velocity distribution to the waterjet impeller is
strongly non-uniform. This is similar to the wake field of a ship propeller. Due
to this wake field the loading of a propeller blade fluctuates during a
revolution. This results in fluctuations of the pressure distribution on the
blades and in a radial force on the shaft. These phenomena will also be
present in a waterjet. Therefore the choice of a propeller as a starting point
for the analysis of a waterjet installation seems to be logical. However, there
is a very important difference between a propeller and a waterjet installation.
A propeller is an external flow machine whereas the waterjet installation is
mainly an internal flow system. The thrust of a propeller will always be guided
through the shaft into the ship. In a waterjet installation the forces can be
transferred to the vessel via the shaft and via the ship structure. In fact it is
possible to have a higher thrust acting on the shaft than the net thrust of the
installation [8]. In that case a negative force will work on the transom stern
and the inlet ducting.




1.2 Relation of waterjet propulsion system to other turbo machinery

Because the ship propeller operates as an external flow machine, the ship
speed can be used as a governing parameter for the operating point. In non-
dimensional notation it is called advance ratio (see for example [10], [10]):

AV
— shi
J _an (1.1)

where vgp, is the ship (or advance) speed, n the shaft speed and D the
diameter of the propeller.

The working point of the waterjet installation is based on the volume flow rate
Q through the system. In this system the pump head curve matches the
system resistance curve, which is based on the required head to produce the
jet velocity and the head to overcome the hydraulic losses. The influence of
ship speed on the operating condition is small.

As a consequence, the available set of propeller equations cannot be used
for a good description of the waterjet propulsion system.

The theory of aeroplane jet engines may provide the missing equations to
describe the performance of a waterjet system. A turbojet engine is a thrust
producing internal turbomachine, just like the waterjet. The turbojet engine
can be divided into five major components: intake, compressor, combustion
chamber, turbine and nozzle (see for example [11]). These components
include the power generating part of the jet engine, i.e. the compressor is
driven by the turbine. In a waterjet a separate diesel engine or gas turbine is
needed to supply the required power to the shaft.

Net thrust of a turbojet engine is based on the change of momentum:

F =MV =Vin) (1.2)

where m is the mass flow through the system, v ;; the jet velocity leaving the
engine and vj, the velocity of the air entering the intake, which is equal and
opposite to the forward speed of the aircraft. Strictly spoken the mass flow in
the system increases due to the addition of fuel, but this increase in mass
flow is negligible. According to equation (1.2), the thrust of a waterjet system
is directly related to the volume flow rate, since the flow is incompressible:
m = pQ.

The definition of the propulsive efficiency of a turbojet engine can be found in
literature [11]:

n. = F- Vi - 2
P Pshaft 1+ (Vout/vin)

(1.3)

which is often denoted as Froude efficiency. The ratio between intake and
nozzle velocity is called nozzle velocity ratio (NVR = vy,/vi,). At zero speed

Numerical analysis of a waterjet propulsion system 9
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the NVR becomes infinite, therefore the reciprocal value is used in literature
for waterjets; this is known as jet velocity ratio u [12].

Although the working principle of the aeroplane jet engine and the waterjet
seem to be similar, it should be kept into mind that cavitation and non-uniform
inflow, two important issues in waterjet propulsion, are not dealt with in
jetengine research.

The third type of turbomachinery which may provide part of the basic theory
to describe system performance is a mixed-flow pump. At first sight this is a
bit strange, because normally the axial thrust in pump operation is not
exploited. Nevertheless, the head curve of the pump and the system
resistance curve provide sufficient information to determine the volume flow
rate Q through the system. To get a first estimation of the thrust of the
system, only the average velocity of the ingested flow and the dimension of
the nozzle diameter have to be known.

1.3 Aim of the analysis

In this thesis a detailed analysis of a waterjet propulsion system is made.
Results of Computational Fluid Dynamics (CFD) calculations are used to get
an impression of the flow phenomena occurring in such systems and to
guantify system parameters, such as flow rate, torque and thrust. With the
application of a numerical method some flow features are easier to determine
than in a model scale test. Typical complicating factors in the analysis of
waterjets are the boundary layer ingestion and the non-uniform velocity
distribution just upstream of the pump. Unfortunately, both the boundary layer
ingestion as well as the non-uniformity of the velocity distribution are
inevitable in commercial waterjet propulsion systems with a flush type of inlet.
The major problem of the impeller inlet velocity distribution is the large
variation of the velocity in circumferential direction. This will give rise to a
blade loading, which varies strongly with time. This may lead to a decrease in
system performance, like a reduced efficiency, a deterioration in cavitation
behaviour and an increase of forces acting on the impeller. These
phenomena will increase the noise and vibrations in the installation.

The aim of the analysis presented in this thesis is (i) to quantify the effects of
the non-uniform inflow to the mixed-flow pump and the resulting non-
stationary flow in the pump on the system performance and (ii) to quantify the
forces on the complete waterjet installation in both axial and vertical direction.
The currently used theory to determine system performance includes some
assumptions about the influence of the pressure distribution on the
streamtube of the ingested water. These assumptions will be reviewed to
check their validity.
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1.4 Outline of this thesis

In chapter 2 the conventional theory of waterjet propulsion systems will be
discussed in detail. This will give insight in the governing parameters of the
total propulsion system. Some connections will be made with standard
propeller theory to show the similarities and the differences. Some of the
underlying assumptions made will be discussed to enable assessment of
these assumptions later on. The analysis also reveals the basic principles of
waterjet selection which is suitable for most of the current applications.

Values for pump parameters in literature are based on uniform inflow.
However, it is well-known that a waterjet impeller has to operate in a non-
uniform inflow velocity field. The nature of the velocity distribution will be
discussed in chapter 3. Results of measurements will be shown to give an
impression of the level of non-uniformity. It is concluded that the typical non-
uniform velocity distributions are inevitable in waterjet installations with flush
mounted inlets, based on an analysis of the development of the non-
uniformity in the duct upstream of the impeller.

Chapter 4 deals with the choice of a mathematical method to analyse the flow
through the system. An evaluation of several methods, such as potential flow,
Euler and RANS, will be presented. An important requirement is the capability
to capture the effects of the non-uniform inflow to the pump.

The chosen method for the calculation of the flow through a waterjet inlet will
be validated with available experimental data in chapter 5. In these
calculations, the mass flow rate is prescribed as a boundary condition, since
the pump is not included in the model. The results of the numerical analysis
of the inlet will also be used to evaluate the shape of the streamtube
upstream of the inlet duct. Determination of this streamtube enables a more
detailed analysis of the momentum distribution of the ingested water.

Chapter 6 will deal with the numerical analysis of the non-stationary flow
through the mixed-flow pump. Results of calculations are compared with
model scale measurements of the pump performance. Transient calculations
with both uniform and non-uniform velocity distributions will show the
presence of fluctuating radial forces. These forces are strongly related to the
level of non-uniformity in the flow.

Chapter 7 will show the results of the analysis of a complete full scale
waterjet propulsion system. Overall performance indicators, like volume flow,
thrust and power, will be analysed. Comparisons are made with performance
prediction software of Wartsila Propulsion Netherlands (WPNL). A more
detailed analysis of the streamtube will reveal some new insights into the
forces acting on the installation in vertical direction.

Finally, the conclusions of the present research will be presented in chapter
8.

Numerical analysis of a waterjet propulsion system 11
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15 Nomenclature
D propeller diameter m
F thrust N
J advance ratio of propeller (= Vgpip/nD)
m mass flow rate kgls
n rotational speed 1/s
NVR nozzle velocity ratio (NVR = v 4/Vin) -
Pshait  Shaft power w
Q volume flow rate m4/s
Vship advance velocity of propeller m/s
Vin advance velocity of jet-engine m/s
Vout jet velocity of jet-engine m/s
Greek symbols
o propulsive efficiency -
Y7, jet velocity ratio (= 1 / NVR) -
P fluid density kg/m?3
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Chapter 2 Waterjet propulsion theory

In this chapter the basic principles of waterjet propulsion will be discussed.
The equations of the waterjet theory will be based on standard nhomenclature
used in the description of pump performance. Where possible, equivalent
nomenclature of commonly used propeller theory will be mentioned as a
reference.

In the first section some specific velocities, as used in waterjet theory, will be
defined. These definitions form the basis for the remainder of the chapter. In
the second section, the generally applied standard parameters are defined,
which are used to describe the overall pump performance.

In the commonly used waterjet propulsion theory, equations for the derivation
of thrust of a waterjet propulsion system are based on open propeller theory.
The transition from open propellers to waterjets will be reviewed in detall, in
order to reveal possible deficiencies in the waterjet theory.

The equations for the waterjet thrust can be coupled to the required pump
head and flow rate. This will be discussed in section 2.4. It will be shown that
a certain thrust can be achieved with different combinations of flow rate and
pump head. Determination of the optimal combination of flow rate and pump
head is obtained with the aid of the overall propulsive efficiency. This will
result in the design operating point of the pump in the waterjet installation.

In some conditions, the optimal pump operating point can not be reached due
to severe cavitation in the pump. This limitation in the optimization process
will be discussed in section 2.5.1.

Numerical analysis of a waterjet propulsion system 15



Chapter 2. Waterjet propulsion theory

In the selection of a waterjet installation for ship propulsion the weight of the
installation is an important issue. To minimize the weight of the system, the
size of the waterjets is selected as small as possible. The shaft speed of the
pump is then maximised. It will be shown that for a given available power the
minimum required pump size depends on the ship speed. The available
power is governed by the installed diesel engine or gasturbine. This dictates
the selection procedure to a large extent.

2.1 Characteristic velocities in a waterjet system

In the equations for pump performance and thrust, use is made of some
specific velocities. Four main velocities are distinguished and will be used
throughout this thesis:

1. ship speed (Vship)

2. mass averaged ingested velocity at duct inlet (v;,)

3. averaged axial inflow velocity at the pump entrance (Vpymp)
4. averaged outlet velocity at the nozzle (vq)

Figure 2.1 shows a sketch of a waterjet installation with the four velocities
indicated. A non-uniform velocity distribution is sketched to indicate the
development of the boundary layer along the hull surface, upstream of the
inlet. This figure is also used to give an impression of the dividing streamline.
By definition there will be no mass flow across this line. In three dimensions,
this line is extended to a dividing streamtube. The curved part of the inlet,
where the streamline ends, is denoted as inlet lip or cutwater.

Vship
Figure 2.1 Characteristic velocities in waterjet propulsion system

The inlet velocity is determined at a cross-flow plane just upstream of the
waterjet inlet, where the influence of the waterjet is not yet noticeable. The
ingested velocity distribution is mass-averaged over the cross-sectional
shape of the streamtube to find the actual inlet velocity vjy:

Vih = éfv(z)vndA (2.1)
A
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2.1 Characteristic velocities in a waterjet system

where v(z) is the velocity distribution in the boundary layer.

The four velocities are related by three parameters; wake fraction, inlet
velocity ratio and jet velocity ratio. These three parameters are discussed in
detail in this section.

2.1.1 Wake fraction

The water that is ingested into the waterjet inlet channel partly originates from
the hull's boundary layer. The mass averaged velocity of the ingested water
(vip) is lower than the ship speed due to this boundary layer. The velocity

deficit is expressed as the momentum wake fraction (w), which is defined as:
in

Vship

w=1- (2.2)

Calculation of the wake fraction is rather complex, since the cross-sectional
shape of the streamtube is not known a priori. Experiments have revealed
that the cross-section of the streamtube has a semi-elliptical shape under the
hull [1]. This is often simplified by a rectangular box with a width of 1.3 times
the pump diameter. Some comparisons have been made with experimental
results [2], [3] and it is concluded that the resulting value for the wake fraction
can be determined within acceptable limits, if the rectangular box
approximation is used.

For a given volume flow rate through the waterjet the height of the box can be
calculated once the velocity distribution in the boundary layer is known.
Standard theory for a flat plate boundary layer, as described in several
textbooks ([4], [5]) can be used to get a first indication of the velocity
distribution. It is convenient to use a power law velocity profile for the
boundary layer velocity distribution:

- e

where v denotes the local velocity in the boundary layer at a distance z
normal to the wall, U_ the undisturbed velocity, ¢ the local boundary layer
thickness and n the power law index.

Besides the thickness of the boundary layer & there are also derived
quantities like the displacement thickness 8, and momentum thickness 8, of

the boundary layer.
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Chapter 2. Waterjet propulsion theory

The momentum thickness can be related to the wall friction coefficient c(l) for
a flat plate:

FOE w__, (2.4)

1,2 d
5PU.

where | is the wetted length. This relation gives the frictional drag of the flat
plate in terms of the development of the boundary layer.

Substitution of the power law velocity distribution in the definitions of the
boundary displacement thickness 8;, the momentum thickness &, and the

energy thickness 83 results in a set of the following relations:

5
81 = n+1 (2.5)
_ on
%= mr(n+2) (2.6)
5, = ——2on 2.7)

(n+1)(n+3)

Combination of equations (2.4) and (2.6) gives an expression for the friction
coefficient c¢(l) as function of the boundary layer thickness §(l) and the power
law exponent n. For turbulent flow a value of n = 7 is often used. With aid of
the analysis of developed turbulent pipe flow, an expression for the flat plate
boundary layer thickness is derived:

5| _,=0370-1-Re/"°
n=7 I

(2.8)
where Re, is the Reynolds number based on the wetted length. The wall
friction coefficient for n=7 becomes:

5

c((l) = 0.0576 - Re, " 2.9)

Comparison with experimental data shows good agreement for Reynolds
numbers between 5x10° and 107 (see [4]).
In general, full scale waterjet installations operate at Reynolds numbers of

about 10°, which is 2 orders of magnitude larger. The wall friction coefficient
for a flat plate cannot be based on equation (2.9) at these high Reynolds
numbers. Several logaritmic equations for the flat plate wall friction coefficient
are defined for high Reynolds numbers. A typical example is the ITTC'57
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2.1 Characteristic velocities in a waterjet system

friction line, which is commonly used to extrapolate the viscous resistance
component of a model scale ship to full scale dimensions.

The logaritmic friction line gives the wall friction coefficient as function of
Reynolds number. Based on equations (2.4) and (2.6), there is a relation
between friction coefficient c¢(l), boundary layer thickness (1) and power law
exponent n. The actual power law exponent n is determined from velocity
profile measurements by Wieghart. Results of measurements at different
Reynolds numbers are presented in Schlichting [4]. For a certain Reynolds
number, the corresponding boundary layer thickness can be calculated once
the wall friction coefficient c¢(l) and the power law exponent n are established.

Full scale measurements of the hull boundary layer velocity distribution are
presented by Svensson [7]. Velocity profiles are measured on two different
vessels and at different ship speeds. This results in a large variation of
Reynolds numbers. A reasonable fit of a power law profile with n = 9 and the
measured values is found. The equation for the boundary layer thickness, as
given in equation (2.8), is modified for n = 9:

6 (2.10)

8|, g = 0.270-1-Re; "
It can be noticed that both the constant as well as the power of the Reynolds
number have to be changed when the value of n is changed. This is in
accordance with measurements of Wieghardt (see [4]). Adjustment of these
values should result in the right boundary layer thickness and in an accurate
prediction of the velocity profile and the wall friction. For Reynolds numbers of

order 10° the power law exponent becomes 10 to 11.

With known boundary layer thickness and volume flow through the pump, the
average incoming velocity and thus the wake fraction can be calculated. A
typical value for the wake fraction w is 0.10 to 0.14 for a fast ferry.

The accuracy of the rectangular box approximation will be reviewed in
chapter 5 when CFD calculations of the flow through the waterjet inlet duct
are discussed. With the numerical method it is possible to visualize the actual
shape of the streamtube and determine the mass-averaged velocity by
numerical integration. This numerical method is based on the computed
shape of the streamtube, whereas the determination of the wake fraction in
experiments is based on an approximated shape of the streamtube.
Consequently, the wake fraction obtained from the numerical results is more
accurate than the one obtained from experimental data.
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Chapter 2. Waterjet propulsion theory

2.1.2 Inlet velocity ratio

The averaged axial inflow velocity of the pump is denoted by vpymp. This
velocity can be written as:

__0Q
Voump = 7, (2.11)
ZDinlet

where Q is the volume flow through the pump and Dj, e the diameter at the
suction side of the pump. This velocity is an important parameter to describe
the flow phenomena in the inlet, where the speed is changed from the ship
speed to the pump velocity. The pump velocity is related to the ship speed
through the Inlet Velocity Ratio (IVR):

\V
IVR = —Ship. (2.12)
Vpump

At normal operating condition, IVR will be around 1.3 to 1.8. The reciprocal of
equation (2.12) is used in literature as well ([2], [8]) and used by the ITTC; this
results in values of this quantity, at operating conditions below 1 and a value
of infinite for zero ship speed. Use of the definition in equation (2.12) is
preferred since the operating range is bounded between 0 and about 2.5.

IVR is used to denote the flow conditions in the waterjet inlet duct. At
relatively low ship speed, e.g. during manoeuvring in harbour, IVR will be
smaller than 1. This means that the flow is accelerated upon entering the inlet
duct. In this condition the stagnation point of the dividing streamline is located
at the hull side of the inlet lip (or cutwater). This might lead to cavitation and/
or separation in the inlet at the upper side of the lip. Figure 2.2 shows a
sketch of the flow phenomena at low IVR condition.

If the vessel sails at design speed, the inlet flow phenomena are quite
different. As mentioned, the design IVR will be around 1.3 to 1.8. IVR values

—_—— eSS — = — = — ~ }-—-—

~
Increased riskfor T T - ——=—"———_ _
cavitation and/or separation

Figure 2.2 Flow phenomena at low IVR
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2.1 Characteristic velocities in a waterjet system

—_——— - L\_ _____ .*_ - — —
Increased risk of separation

Increased risk of cavitation

Figure 2.3 Flow phenomena at high IVR

of more than 2.0 are known for high speed motor yachts (>60 knots). This
implies a significant deceleration of the flow in the inlet. In this condition the
stagnation point is located at the inlet side of the cutwater. The critical
location for cavitation is located at the hull side of the lip for this condition.
The deceleration of the flow in the inlet duct leads to an adverse pressure
gradient in the inlet. If this pressure gradient becomes too large, flow
separation is likely to occur at the top side of the inlet. The possible flow
phenomena at high IVR are sketched in figure 2.3.

Whether or not cavitation or separation really occurs in a practical situation,
strongly depends on the actual geometry of the inlet duct. With a good inlet
design cavitation and separation free operation is possible up to about 44
knots [9], which is a commonly used design speed for fast ferries.

It should be kept in mind, that an inlet has to be designed to cope with the low
IVR and the design IVR condition, because each vessel has to start from zero
ship speed.

2.1.3 Jet velocity ratio

The velocity vq; at the outlet of the waterjet nozzle, is related to the volume
flow through the pump and the diameter of the nozzle as:

Vout = TI:J;_ (2.13)
ZDnozzIe

The outlet velocity is related to the incoming velocity by the jet velocity ratio g
according to [10]:

n=— (2.14)
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Chapter 2. Waterjet propulsion theory

The importance of the parameter u will be shown in section 2.5, where the
overall propulsive efficiency of the waterjet system is derived. It will be shown
that typical values are in the range of 0.5t0 0.7.

214 Summary

In this section four velocities are introduced; Vghip, Vin, Vpump @nd Vot The
relations between these velocities are defined by three ratios: wake fraction
w, inlet velocity ratio IVR and nozzle velocity ratio u. The theory of waterjet
propulsion will be based on these velocities and ratios.

2.2 General pump theory

In this section a short overview of the standard pump theory is given in order
to introduce a set of parameters to describe the pump performance. This
theory can be found in many textbooks about centrifugal pumps, see for
example [11], [12].

221 Dimensionless performance parameters

Performance of a pump can be expressed in terms of a set of non-
dimensional parameters. The performance is expressed in terms of flow rate,
head and cavitation behaviour. In dimensionless form, the flow rate through
the pump is given as the flow coefficient ¢:

0= _0_3 (2.15)
QD

where Q is the flow rate in m3/s, Q the speed of the impeller in rad/s and D
the impeller diameter in m. The head coefficient y of a pump is defined as:

SUE (2.16)
(22D)

vy

where H is the head in m. It can be shown that geometrically similar pumps
have equal values for flow and head coefficient. This forms the basis of the
so-called similarity method. If the performance of a pump for a certain size
and shaft speed is known, equations (2.15) and (2.16) can be used to predict
the performance for different sizes and shaft speeds. Elimination of the
diameter D from equations (2.15) and (2.16) results in:

1/2 3/4

1= = 3/4° 1/2 (2.17)
(gH) ()
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2.2 General pump theory

which leads to the definition of the specific speed of:

%E% (2.18)
(g-H)

where Q is the speed of the impeller in rad/s, Q the flow rate in m%/s and H
the head in m. It is also found that the similarity method implies that
geometrically similar pumps have equal values of specific speed:

172

_9
n, = ez (2.19)

The value of the specific speed of a specific pump gives a good indication of
its type: typical axial flow pumps have a specific speed above 2.4, whereas
radial flow pumps have low values of the specific speed (typically below 1.0).
Mixed-flow pumps have intermediate values for the specific speed.

Pump efficiency npymp is defined as the ratio between the hydraulic power
Phydr, Which is the product of flow rate and pressure rise, and the required
shaft power Pgpas-

p
_ Poyar _ pgHQ
Mpump Penatt QTq (2.20)

where T is the shaft torque. The required shaft power can be expressed in a
non-dimensional specific power P":

*o_ Pshaft

b (2.21)

pQ°D°

The specific power is related to the flow coefficient, head coefficient and
pump efficiency. Combination of equations (2.15), (2.16) and (2.20) yields:

pr = W (2.22)
Npump

Strictly speaking, similarity of performance is only valid in cases of both
geometrically and dynamically similar internal flows. In this analysis viscosity
is not taken into account. Since hydraulic losses do scale differently,
additional empirical relations are used to predict the effect of these losses on
pump efficiency and specific power.
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Chapter 2. Waterjet propulsion theory

2.2.2 Pump geometry parameters

It is shown in the preceding section, that the specific speed is found from the
expressions for flow coefficient and the head coefficient, when the diameter is
eliminated. In a similar way, the specific diameter & is found, if the rotational
speed Qis eliminated:

4 2
1= 9%% (2.23)
so that:
1/4
5ED.(_9HI)_ (2.24)
Q
and:
1/4
5 = H’—(pl/z (2.25)

The specific speed and specific diameter are based on the same two
parameters, namely ¢ and y. The relation between the two is represented in
the so called Cordier-diagram [14], which is based on experience from actual
pumps. Waterjet pump designs may deviate from this empirical rule for
conventional pumps due to the difference in functionality as outlined in
chapter 1.

The basic geometry of the impeller of conventional centrifugal pumps is
strongly related to the specific speed of a pump, however. The large
similarities in pump geometry lead to comparable efficiencies for different
pumps with the same specific speed. The statistically attainable optimal pump
efficiency can be derived from several published prediction formulas, based
on measured performances. An example of such empirical formula is given in
[15]:

= 0.95-—2%_ _0125[l0g(n,)1? (2.26)

3/\/Q/Qref

where Q¢ is set equal to 1 m®/s in order to maintain the non-dimensional
representation. Figure 2.4 shows the expected maximum pump efficiency for
three flow rates. The highest efficiency is found at a specific speed of 1.0.
Decrease in efficiency is rather slow when the specific speed is increased to
values above 1.0. In general, waterjet pumps have a specific speed around
2.0-3.0.

Mpump
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Figure 2.4 Maximum pump efficiency as function of specific speed, based
on equation (2.26).

Achievable pump efficiencies around 90% for large pumps seem to be a
reasonable estimate. This value will be used in the remainder of this chapter
for estimates of the overall waterjet efficiency.

2.2.3 Cavitation parameters

For cavitation free operation the pump requires a certain available pressure
at the inlet, or suction side. This is denoted with the inception net positive
suction head (NPSH;), which is a pressure expressed in meters water
column. In general, pump operation is still possible beyond the cavitation
inception level, i.e. for lower NPSH levels. Therefore the criterion for the inlet
suction head is based on a certain loss of pump performance (for example 1
or 3% head loss or a certain percentage of pump efficiency decrease, see
[16]). Based on the choice for the admissible head loss, a required NPSH is
defined.

The required net positive suction head (NPSHg) can be made non-
dimensional in a similar way as the head to form the suction coefficient k:

NPSH
= 2 20R (2.27)

QD)

Another, well-known method to present the NPSH in dimensionless
representation is the Thoma number, defined as:

_ NPSHg
o=t (2.28)
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Chapter 2. Waterjet propulsion theory

The non-dimensional parameters are related by the head coefficient.

The required NPSH can also be related to the flow rate and the rotational
speed of the impeller, similar to the pump specific speed. This gives the
suction specific speed of the pump n g, defined as:

N, = Mﬁ (2.29)
(g- NPSHg)

The suction specific speed of a pump is more or less constant for all pump
types. Values of about 4.0 are common in commercial pumps [14-17]. In
order to create some extra margin to accommodate cavitation, a design value
of 3.5 for a waterjet impeller is adopted.

224 Correlation with propeller performance parameters

The flow coefficient ¢ of a pump can be related to the propeller advance ratio
J (as given in eqgn. (1.1)) with substitution of equations (2.11) and (2.12):

v
_ pump _ J
®~ 20D " 8IVR (2.30)

This relation shows the fundamental difference between an open propeller
and a waterjet installation, where in the waterjet IVR is introduced as an
additional parameter. This parameter is needed because of the principle of
internal flow of the pump compared to the external flow of the propeller.

In a similar way, the non-dimensional head can be related to the thrust
coefficient of an open propeller. For a propeller the thrust coefficient is
defined as [18]:

Ky = — (2.31)

pnzD4

The head H of a pump is related to the total pressure increase generated by
the impeller according to:

APt = POH (2.32)

In actuator disk theory the production of thrust of an open propeller equals the
product of the pressure rise and the cross-sectional area of the propeller:

T=Ap-A (2.33)

prop

It is assumed that the static pressure rise is equal to the total pressure rise,
due to the infinitesimal thickness of the actuator disk. This results in a relation
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2.3 Thrust

between the head coefficient y of a pump and the thrust coefficient K; of a
propeller:

Ap)/ Kt

v = ( 29)2 92 =1 (2.34)
47 n D

It is concluded that the Q-H curves of a pump are equivalent to the J-Kt

curves of an open propeller. The main difference is caused by the used inflow
velocity.

2.3 Thrust

231 General thrust equation

The purpose of a propulsion installation is to produce thrust to propel a
vessel. Water is accelerated in the installation, which results in a reaction
force on the ship structure. The thrust can be derived from the momentum
balance for an incompressible fluid [5]:

d
F=F,+F, = mj\_/pdv+j\_/p\_/- dA (2.35)
Y A

The momentum balance states that the sum of all surface forces Fg and all

body forces Fy, acting on the spatially fixed control volume V equals the rate

of change of momentum in the control volume with surface A. The surface
force is defined as:

Es = [(-pl+0)-dA (2.36)
A

where p is the static pressure, | the unit tensor and ¢ the viscous stress
tensor.

In the remainder of this section the steady flow situation will be analysed. As
a consequence, the first term on the right hand side of equation (2.35)
vanishes. Moreover, the body forces, like gravity, acting on the fluid will be
neglected.

In the following subsections the momentum balance will be derived for both
an open propeller and a waterjet.
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2.3.2 Open propeller thrust

An expression for the thrust of an open propeller is determined with equation
(2.35) [6]. The propeller is treated as an actuator disk, which is a singularity
modelled by a body force acting over an infinitesimal thin disk. The control
volume consists of the streamtube of fluid which passes through the propeller
plane area. Figure 2.5 shows a sketch of the control volume of an open
propeller with the nomenclature of the velocities.

Evaluation of the momentum balance is split in two parts; the contribution of
the momentum fluxes and the contribution of the surface forces. The
contributions of the momentum fluxes in x-direction result in a net momentum
flux component in x-direction of:

2 2
¢mx = pvoutAout_pVinAin (2.37)
This can be rewritten, with aid of the continuity condition, as:

A (2.38)

Omx = PVprop prop(vout_vin)

The contributions of the surface forces in x-direction are defined as:
Fy = =Torop= [ (P=PdA+ [ (p=p)dA+ [ (p-p.)x-dA (2.39)
Ain Aout Atube

It is assumed that the pressure at the inlet (far upstream) and at the outlet (far
downstream) is equal to the ambient pressure p_ . Moreover, the contribution

of the viscous forces is neglected on the inlet and outlet area as well as on

————

—
e ———
—— o —

-
—_—

Figure 2.5 Control volume for the momentum balance applied to an
propeller within a streamtube
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2.3 Thrust

the streamtube surface. Combination of equations (2.38) and (2.39) gives the
final thrust equation for an open propeller, based on the momentum balance:

Tprop = pAproprrop(Vout_Vin)_ J. (p_poo))_( : dA (240)
Atube

where A, is the cross-sectional area of the propeller plane, x the unit
vector in x-direction and Ay, the streamtube surface. The contribution of the

pressure acting on the streamtube to the thrust vanishes, based on the
paradox of d’Alembert, if the streamlines are aligned in x-direction far
upstream and downstream.

If Bernoulli's theorem is applied along the streamlines in the part of the
control volume upstream and downstream of the propeller, a second relation
for the propeller thrust is found:

2
out

12 —v2) (2.41)

T = Ap-A = PAprop'2
Combination of the momentum balance and Bernoulli’s law, leads to a simple
relation between the inlet and outlet velocity and the volume flow through the
propeller disk (see [18]):

1y

Vprop = 2 +Vout) = Vin *Vind (2.42)

in
It can be seen that the velocity through the disk is the average of the
upstream and downstream velocities. The difference between the velocity
through the disk and the incoming velocity is called the induced velocity vj,g.

Thrust loading coefficient

Loading of an open propeller is often expressed by the propeller loading
coefficient, defined as [18]:

c _ __Tprop 2.43
Tprop = 1 (2.43)
EpvshipAprop

where A,q, is the cross-sectional area of the propeller disk, based on the
propeller diameter. The propeller loading coefficient can be expressed in
terms of the ratios as defined in section 2.1. Substitution of equation (2.41),
with the inflow velocity equal to the ship speed, i.e. Viy=Vgpip, yields:
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1 2 2
Ep(vout_vin)A

prop.  Vout 2 _1-
Crprop = =7 = () oy = 2L (2.44)
EpvinAprop n H

With p<1 the propeller loading coefficient is thus directly related to the jet
velocity ratio.

The jet velocity ratio can be related to the IVR, if equation (2.42) is substituted
into equation (2.12):

Vi 2v;
IVR = m_ — +m = 2+M1 (245a)
Vprop Vin * Vout u

It can be seen that open propellers always operate at IVR values below 1.
After rearranging this equation, it is shown that the IVR is equal to Froude
efficiency as given in equation (1.3):

2 ___ 2
1+1 1TV Vin)

IVR = =, (2.45b)

Although the term IVR is not used in the theory for open propellers, it is
already present as the Froude efficiency.

2.3.3 Waterjet thrust

For the determination of the thrust of a waterjet installation in general the
same approach as for the open propeller is used. The control volume will be
bounded by the streamtube surface on one side and the solid wall on the
other side. It is assumed that the inlet and exit planes are perpendicular to the
x-direction and the hull is parallel to the x-axis. Figure 2.6 shows the control
volume and the contributing terms to the momentum balance. The forces
acting on the waterjet structure, which are included in this control volume, are
denoted as Ty tupe-

It is noted that the control volume based on the streamtube of the ingested
water does not take into account the part of the waterjet inlet structure at the
hull side near the cutwater lip, which is excluded from the streamtube control
volume. The thrust or drag on that part of the waterjet structure will be
denoted will Tyy; hui- At high IVR conditions a significant part of the cutwater
geometry belongs to the excluded cutwater region. The subdivision of the
complete waterjet inlet structure into the part, which is included in the
streamtube approach, and the part which is excluded is shown in figure 2.7.
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Figure 2.6 Control volume for a momentum balance on the streamtube of
the ingested water of a waterjet installation

all solid wall cells

remaining hull cells

streamtube solid wall cells

Figure 2.7 Subdivision of all solid wall cells of the waterjet installation into
group belonging to streamtube control volume (left) and group
of remaining cells on hull (right)

The total thrust T,y; 5 Of a waterjet is therefore:

T =T +ij,hu|l (2.46)

wj,all wj,tube

Application of the momentum balance for a waterjet learns that there are two
momentum flux terms that contribute to the force in x-direction; these are the
fluxes at the nozzle exit surface Ay, and at the plane A;, upstream of the

inlet:
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_ 2 2
¢mx - pVoutAout_pVinAin (2.47)

where vj, is the mass averaged inflow velocity. With aid of the continuity
condition, this becomes:

Omx = PQWVout—Vin) (2.48)

where Q is the flow rate through the waterjet installation. The contributions of
the surface forces in x-direction are defined as:

Fy = ~Tujgube— | (P=PIdA+ [ (p—p)dA+ [ (p—p.)x-dA (249)
Ain Aout Atube

Similar to the open propeller, it is assumed that volumetric forces and viscous
forces can be neglected, while the pressure levels at the inlet (far upstream)

and at the outlet (far downstream) are equal to the ambient pressure p_, .

Effect of the viscous forces is neglected also on these two planes, though
there is a non-uniform velocity distribution present at the inlet plane Aj,.
Contribution of this shear stress force is assumed to be negligible. With
equations (2.48) and (2.49) can be combined to get the expression for the
waterjet thrust in x-direction based on the streamtube momentum balance:

Tujube = PQWou=Vin) = [ (P—p.)x-dA (2.50)
Atube

The contribution of the streamtube pressure can not be quantified analytically,
since the shape of the streamtube and the pressure distribution are unknown.
Even with numerical methods it is a very complex task to determine this
value, due to the three-dimensional shape of the streamtube surface and the
dependency of the shape on IVR. In chapter 7 the contribution of the
streamtube pressure term will be reviewed in more detail.

The thrust of the complete waterjet installation is found, when equation (2.50)
is substituted in equation (2.46), which yields:

Twjan = PRMVou—Vin) = j pX - dA +T i b (2.51)
Atube

The last two terms on the right-hand-side are assumed to be small compared
to the first term, and often neglected in waterjet propulsion literature. The
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influence of this simplification will be addressed in more detail in chapter 7.
The resulting simplified thrust equation for a waterjet becomes [10]:

ij = PQWVout—Vin) = K‘@_(l—ﬂ) (2.52)

nozzle

Despite neglecting the streamtube and hull surface forces, this simplified
equation can be used to explain the main theory on waterjet propulsion. This
equation shows the three main parameters of a waterjet propulsion system:
the volume flow rate Q through the system, the nozzle exit area A ,,, and

the jet velocity ratio .

Thrust loading coefficients

The thrust loading coefficient of a waterjet installation can be based on the
nozzle outlet area or the pump inlet area. The thrust loading coefficient based
on nozzle exit area is discussed in [13]. With the nozzle area as reference
area, the relation between jet velocity ratio and the thrust loading coefficient
becomes:

c _ T _21-wd-w)’
Tnozzle = 1 - - 2
EpvshipAnozzIe H

(2.53)

where w is the wake fraction according to equation (2.2). The wake fraction
becomes zero, when the inflow velocity is equal to the ship speed, i.e.
Vin=Vship- This is equivalent with an open water test of a propeller with uniform

inflow. The resulting loading coefficient for a waterjet with undisturbed inflow
yields:

=20 (2.54)

CTnozzIe‘W:0 - IJZ

Comparison with the open propeller thrust loading coefficient (equation
(2.44)) reveals a difference between the waterjet and the open propeller. This
is due to the fact that a waterjet is an internal flow machine. For a waterjet the
ratio between the inlet and nozzle area is fixed, whereas it is related to the
thrust for an open propeller.

The waterjet thrust loading coefficient can also be based on the pump inlet
diameter. In this way the dimensions of the complete installation are
recognised more clearly. This approach is more in agreement with the open
propeller thrust loading coefficient, where the propeller diameter is used.
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T _ 20— -w)®
B IVR - 1

Crpump = T (2.55)

EpvshipApump

The thrust loading coefficient based on the pump inlet diameter shows that
the IVR is introduced to describe the system performance. This gives the
designer of waterjets another optimization option, compared to open
propellers.

234 Concluding remarks

In a waterjet there is no direct relation between the IVR and p like there is for
an open propeller. Since it is an internal flow machine, part of the thrust can
be transferred to the hull structure via the transom stern and the inlet ducting.
On the other hand, it can also appear that the thrust acting on the shaft will
exceed the total thrust of the installation [19]. In such condition a negative
thrust acts on the transom stern or the inlet ducting. For conventional pumps
the axial thrust is to be kept as low as possible. Thrust production is not
regarded as an important performance indicator, like efficiency and head as
function of the mass flow.

In case of a waterjet, the thrust can be calculated, if the values for the
velocities Vi, Vpymp and Vo are known. These can be related to the mass

flow for a given geometry of the waterjet installation. This mass flow through
the system is related to the pump head. In this way the standard pump
performance characteristics, like head curve, efficiency and cavitation
behaviour, can be used to evaluate the performance of a waterjet installation.

2.4 Pump head

The required head of a waterjet installation will be discussed in this section.
The head H of a pump represents the increase of total pressure in a pump
measured in meters liquid water column as given in equation (2.32).

The volume flow rate through the system follows from the intersection of the
required system head curve and the pump head curve. The pump head curve
depends on the type of pump used in the waterjet system. In general, mixed-
flow pumps have a head-curve with a negative slope in the design point to
ensure a stable operating point. For lower volume flow rates the slope may
become zero or even negative. For the sake of simplicity, the pump head
curve, as used in the examples in this section, is assumed to be a linear
function of flow rate.
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2.4 Pump head

The required system head curve can be regarded as a pipe resistance curve
of the waterjet installation. The acceleration of the fluid in the nozzle requires
a certain pressure difference. Additional head is required to overcome the
hydraulic losses in the inlet and the nozzle. However, the energy of the
ingested fluid can be used partly, which is beneficial for the head
requirement. Finally, the waterjet nozzle may be positioned above the
waterline, which will require some more pump head. All contributions together
give the equation for the required system head Hg:

2 2
\% V.
Hg = —Z‘)St(1+¢)_2—'5(1—e)+hj (2.56)

where ¢ is the nozzle loss coefficient, € the inlet loss coefficient and h; the
nozzle elevation above the waterline. The elevation of the nozzle is limited by
the self-priming requirement of the waterjet installation. In general, the
elevation h; can be neglected relative to the other contributions in equation
(2.56).

Equation (2.56) shows a positive contribution from the incoming velocity,
therefore the system performance is coupled to the ship speed. Strictly
speaking, the average ingested velocity vj, should be based on a mass
averaged dynamic pressure term:

1 5 1/2
Vi, = {6jv(z) vndA} (2.57)
A

whereas vj, in equation (2.56) is based on the mass averaged velocity as

given in equation (2.1). The difference between the two methods can be
expressed in the power-law exponent, assumed that the water is ingested
completely out of the boundary layer:

~ 2

"i_; __(+2)® (2.58)
vo (n+3)(n+1)

The difference between the two methods of averaging is less than 1% for a
power-law exponent of n=9. The error will be even smaller if the water is
ingested from the undisturbed fluid. In general, the introduced deviation is
compensated for in the determination of the loss coefficient.

At constant ship speed, the required system head Hg can be approximated
as a quadratic function of the flow rate Q. The slope of this quadratic curve
depends on the nozzle diameter. Figure 2.8 shows an example of a pump
head diagram with a pump head and efficiency curve and two system lines for
a constant ship speed and different nozzle sizes. The assumption of constant
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ship speed is a hypothetical condition, since in actual situations, the ship
speed will depend on the delivered thrust, which is in turn related to the flow
rate.

The system lines are based on different nozzle diameters. An increase of the
nozzle diameter, results in a lower nozzle velocity for constant volume flow.
This leads to a lower required head. The work point of the pump can be
controlled by the size of the nozzle exit area.

The effect of the ship speed on the volume flow through the installation is
shown in figure 2.9.In this pump head diagram, the system lines of ship
speeds of 20, 30 and 40 knots are plotted. The nozzle size is kept constant in
this figure.

It can be observed from this diagram, that the increase in volume flow
between 20 and 40 knots is only 6%. This increase in velocity through the
impeller results in a small change of the pump operating point. It is concluded
that a waterjet installation can operate in a relatively small range of flow rates.
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Figure 2.8 Pump head diagram for different nozzle sizes and constant
ship speed
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Figure 2.9 Pump head diagram for different ship speeds

2.5 Overall propulsive efficiency

This section deals with the influence of the parameter u on the overall
propulsive efficiency. If the propulsion system is regarded as a black box,
then engine power Pg5 iS input and thrust T at a certain ship speed is

output. The overall propulsive efficiency ng of this black box is then based on
the bare hull resistance Ry, of a vessel [18]:

Ry - Vepi
ng = —g—=r (2.59)
shaft

where Ry, is the bare hull ship resistance and Pg;, . the power at the waterjet
shaft.

In conventional naval architecture theory, the resistance of a ship with an
active propeller is found to be different from the bare hull resistance. Due to
the action of the propeller, a low pressure region at the rear of the vessel is
created, which results in an increased drag of the vessel. The difference
between the bare hull resistance Ry, and the required thrust T at a certain
ship speed is expressed in terms of the thrust deduction factor t according to:

Ryp = (1-t)- T (2.60)
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For a propeller the thrust deduction factor is always positive, which leads to a
higher ship resistance due to the action of the propeller and therefore a
higher required thrust.

In waterjet propulsion theory, the thrust deduction factor t can be used to
account for the effects of (i) the neglected surface forces such as the force on
the streamtube and the force on the region aft of the waterjet inlet and (ii) a
change in the pressure distribution along the hull. This approach is used by
Van Terwisga [2], where a jet thrust deduction factor t; and a resistance
increment factor 1+r are introduced.

Substitution of equations (2.2), (2.20) and (2.60) in equation (2.59) gives:

_(1-1) T Vin
Nd = (2=w) PumppgHQ

(2.61)

In the next step, equations (2.14), (2.52) and (2.56) are substituted into
equation (2.61). After rearranging of all variables, the equation for overall
propulsive efficiency becomes:

_ (A=t . 2u(l—u) 262
My (1—w) 'pump (1+<]))—M2(1—8) (2.62)

where the first term is denoted as hull efficiency:

1-t
Mhun = ((1 —w))

(2.63)

Eqgn (2.62) shows that the overall propulsive efficiency is mainly a function of
the jet velocity ratio p, since the hull efficiency ny,, and the pump efficiency

Toump @s Well as the inlet and nozzle loss coefficients may be regarded as
constant values in a first approximation.

Figure 2.10 shows the overall propulsive efficiency for three inlet loss
coefficients. Thrust deduction is set to t=-0.02, wake fraction to w=0.12, pump
efficiency is 90% (77,ymp = 0.90) and outlet loss coefficient is ¢=0.02. Also
plotted is the ideal efficiency, where all losses are neglected. This efficiency is
defined already as Froude efficiency in equation (2.45) for an open propeller.

It is obvious that the optimum propulsive efficiency can be obtained, if the jet
velocity ratio is in the range of 0.65 to 0.75 depending on the inlet loss
coefficient €. In general the design point is chosen at a jet velocity ratio, which
is slightly below the best efficiency point. This part of the curve is relatively
flat, which results in a stable working point, when the inflow conditions show
some variation.
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Figure 2.10  Overall propulsive efficiency 74 as function of jet velocity ratio
. Thrust deduction factor t=-0.02, wake fraction w=0.12, pump
efficiency 7,ymp=90%, nozzle loss coefficient $=0.02

251 Cavitation margins

The waterjet pump needs a certain level of the pressure at the suction side of
the pump in order to prevent cavitation. This required pressure is expressed
in the required net positive suction head (NPSHRg), which is introduced in
section 2.2.3. Pump operation is allowed as long as the available NPSH
exceeds the required NPSH. The available suction head is the total head at
the inlet of the pump minus the vapour pressure of the liquid. For a waterjet
installation the available suction head is determined by the waterjet operating
point. The NPSH, can be expressed as function of the ship speed:

2 2
P.—Py Vi P..—Py Veni 2
NPSH, = V+2—'$(1—£) = p—gv‘*Z—gE(l—s)(l—w) ~h, (2.64)

where h; represents the elevation of the pump above the waterline. Due to

self-priming constrains of the pump, this elevation is negligible in most cases.
The pump will perform well as long as the required inlet suction head
(NPSHgR) is below the available inlet suction head (NPSH,):

NPSHg <NPSH, (2.65)
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Combination of equations (2.18) and (2.29), with the requirement of equation
(2.65) yields:

NPSHg, 3/4 NPSH 4 3/4
) sl =)

N, = nws( m m (2.66)

2.5.2 Limitations in specific speed

The expressions for pump head (2.56) and available suction head (2.64), with
negligible pump elevation, can be substituted into equation (2.66). Given
values for the suction specific speed n g, the wake fraction w and the inlet
and outlet loss coefficients € and ¢, a function of the ship speed and the jet
velocity ratio is found for the maximum allowable specific speed:

2(p — 3/4
(P., pv)2+(1_8)

<n .pvihip(l—w)
(0] s (m)_(l_g)

2
U

(2.67)

This equation shows that the allowable specific speed of the pump will be
limited for constant jet velocity ratio u, when the ship speed increases. This
phenomenon is illustrated in figure 2.11 for different values of the jet velocity
ratio.
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Figure 2.11  Maximum allowable pump specific speed as a function of ship
speed for various jet velocity ratios. Inlet loss € = 0.20, outlet
loss ¢ = 0.02, wake fraction w = 0.12 and suction specific
speed n, g = 3.5.
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For a given design speed and a chosen jet velocity ratio the maximum
allowable pump specific speed can be determined. On the other hand, for a
certain available pump type, with a known specific speed, the range of
possible jet velocity ratios can be determined for a given design ship speed.

253 Limitations in jet velocity ratio

In practice, to cover the complete speed range waterjet manufacturers use a
set of standard pumps with different specific speeds. The allowable jet
velocity ratio for given specific speed can be determined after rearranging
equation (2.67). Figure 2.12 shows the minimum allowable jet velocity ratio p
for a number of specific pump speeds n, This diagram shows that the
optimal jet velocity ratio u can be selected over a large range of ship speeds
with a limited number of different pumps.

A jet velocity ratio of 0.7 is possible up to 35 knots for a pump with a specific
speed of 4.0. A pump with a specific speed of 3.0 can be used at 65 knots for
this jet velocity ratio, however. It is also shown that the range of allowable jet
velocity ratios at very high ship speeds (>60 knots) increases significantly for
a radial-flow type pump (n,=2.0) compared to an axial flow type pump. A

pump with a specific speed of 4.0 requires a minimum jet velocity ratio of 0.78
at 65 knots. This condition may be at the right side of the optimum propulsive
efficiency curve, as shown in figure 2.10. Since this is undesirable, a pump
with lower specific speed is to be used.
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Figure 2.12 Minimum allowable jet velocity ratio as a function of ship
speed for various pump specific speeds. Inlet loss € = 0.20,
outlet loss ¢ = 0.02, wake fraction w = 0.12 and suction
specific speed n, g = 3.5.
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254 Limitation of power density

Weight reduction of a waterjet installation is an important issue. This can be
achieved with highly loaded, small installations. This criterion can be

expressed in terms of the power density P/D? given in terms of the specific
power P* (according to equation (2.22)):

P .
—shatt = pp’(QD)° (2.68)
D

with (D) twice the tip speed of the impeller:
_ _1
Vijp = ©ND = EQD (2.69)

Cavitation behaviour of different pump sizes with the same specific speed
can be compared with the net positive suction head coefficient k, as defined
in equation (2.27). This gives a relation between the required NPSH and the
tip speed. Since the available NPSH is a function of the ship speed, it is found
that the allowable tip speed increases with ship speed. Consequently, the

allowable power density P/D? increases also with increasing ship speed.
Effect of the ship speed on the allowable power density is shown in figure
2.13. It should be obvious that an increase of the impeller diameter reduces

the power density for given engine power. Consequently, the minimum
allowable impeller diameter as function of the ship speed can be determined
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Figure 2.13 Maximum allowable power density as function of ship speed.
Inlet loss &= 0.20, wake fraction w = 0.12, non-dimensional
flow coefficient ¢ = 0.2, specific speed ng = 3.0 and suction
specific speed n, g = 3.5.
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from the power density. It is found that the minimum allowable size depends
on the cavitation behaviour of the pump, the ship speed and the power
applied to the pump.

2.6 Waterjet selection

Up to this point, the entire analysis has been based on optimal performance
at one single design operating condition. In many cases waterjet installations
have multiple operating points. If the waterjets are applied for example in
large fast ferries or planing hulls, the resistance line is quite different from the
one of a regular displacement vessel. There is an additional resistance at a
speed range between about 20 and 30 knots. The speed, at which the local
maximum resistance occurs, is denoted as hump speed. The waterjet
installation has to provide sufficient thrust to exceed the resistance at the
hump speed. This requirement may lead to a larger waterjet than necessary
for the design operating point.

In all shown examples, values for the wake fraction 4, pump efficiency 7,mp,
inlet losses, etc., have been considered as constants. In actual installations
all these parameters depend on the ship speed and/or the flow rate Q through
the installation. Implementation of all of these dependencies will result in a
complex waterjet performance prediction program.

For a realistic comparison of various installations with different sizes over the
complete range of ship speeds, such program should be used in order to take
the actual values for the loss coefficients and the efficiencies into account.

Figure 2.14 shows the output of a waterjet performance prediction program
as used at the authors’ company for three different sized waterjets. The thrust
is kept constant and the size is changed to show the effect of power density
on the cavitation margins. The hatched area represents the non-continuous
operational region. In this region severe cavitation in the waterjet will be
present. The upper line represents the thrust breakdown line and the lower
line of this area is denoted as the 1% cavitation line. Thrust breakdown
occurs when the mass flow through the system collapses due to extreme
cavitation.

In the same figure an indication of a typical resistance curve of a fast ferry is
plotted. The increased resistance at the hump speed of 25 knots can be
noticed. The effect of waterjet size is obvious from this figure. The resistance
at the hump speed is about equal to the maximum thrust of the small waterjet.
This means that the vessel has no extra thrust available to accelerate. The
maximum speed will not exceed 25 knots in this case, which is only 55% of
the design speed. The larger waterjets, with lower power densities, have
sufficient margin up to the design speed. To get a good balance between
cavitation performance and weight of the installation, the mid-size jet will be
selected for this application.
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Figure 2.14 Maximum thrust curves for three different waterjet sizes and
resistance curves for fast ferry.

2.7 Closing remark

All equations and empirical values in this chapter are based on a uniform
inflow to the pump. However, the inflow velocity field of a waterjet shows a
strong non-uniform distribution, with variations in radial and tangential
direction. This inflow might have an influence on the empirical values or the
pump performance itself. Effects of the non-uniformity on pump performance
will be reviewed in more detail in chapter 7, where the complete waterjet
installation is analysed numerically.

2.8 Nomenclature
A area m?
c(l) local wall friction coefficient -
D diameter m
F force N
g gravitational acceleration m/s?
H pump head m
hj nozzle elevation m
IVR inlet velocity ratio (Vsip/Vpump) -
I wetted length m
NPSH  Nett positive suction head m
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pump specific speed

suction specific speed
propeller/pump shaft speed
boundary layer power law exponent
power

specific power

pressure

volume flow rate

resistance

Reynolds number based on length
thrust

thrust deduction factor
undisturbed free stream velocity
velocity

momentum wake fraction

distance normal to the wall

Greek symbols

TR ADR AL ISS N H BSOS

Subscripts
1

specific pump diameter

boundary layer thickness

boundary layer displacement thickness
boundary layer momentum thickness
boundary layer energy thickness
inlet loss coefficient

momentum flux

nozzle loss coefficient

efficiency

flow coefficient

net positive suction head coefficient
jet velocity ratio

fluid density

Thoma number

wall shear stress

angular velocity

head coefficient

inflow plane

m/s
m/s

3 3 3 3

b

Numerical analysis of a waterjet propulsion system

45



Chapter 2. Waterjet propulsion theory

2.

A available

in inflow

ind induced

out outlet / nozzle

prop propeller

R required

tube streamtube

wij,all complete waterjet structure

wj,hull  excluded part of waterjet streamtube control volume
wj,tube included part of waterjet streamtube control volume

9
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Chapter 3 Non-uniform distribution of
pump entrance velocity field

The theory as presented in chapter 2 is based on experience with pumps with
uniform inflow. It is known that in normal operating conditions the inflow
velocity in waterjet pumps is far from uniform. The first developers of
waterjets have accepted this phenomenon; most probably since it has clear
similarities with a ship-propeller wake field.

In the following subsection some methods will be presented to represent the
non-uniform pump inflow velocity distribution. With such representation it is
possible to derive an estimation of the flow rate fluctuations through an
impeller channel and the variations of the inflow angle at the leading edge of
the blade.

Obviously, the non-uniformity should be kept minimal from a hydrodynamic
point of view. Therefore, a thorough analysis of the contributing factors to the
non-uniformity is made. In section 3.4 it will be shown that the major
contributions are unavoidable in waterjet applications with flush type inlets.

3.1 Representation of non-uniform velocity distribution

In order to get an impression of the type of non-uniform velocity distributions
discussed here, typical distributions will be shown in this section. The
distributions are derived from experimental results. The distributions can be
expressed as non-dimensional parameters or with a two-dimensional
representation. Both methods will be discussed in this section as well.
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3.1.1 Experimental set-up

Measurements have been carried out on a model scale inlet, which is
mounted on the Tom Fink cavitation tunnel [1]. A sketch of the test set-up is
shown in figure 3.1. The model scale inlet has an inlet diameter of 150 mm. In
the model scale test-rig the actual waterjet pump is not included. Though, the
impeller drive shaft, with a diameter of 22 mm, is included in the test set-up.
The tunnel has a square cross-section of 600 x 600 mm.

At a cross-sectional plane just upstream of the pump, which will be denoted
as impeller plane, the velocity distribution is measured with a 3 hole Pitot-
tube.

Experiments have been carried out with a constant tunnel speed vy nne Of 8
m/s. Upstream of the inlet an serrated edge is applied to thicken the natural
tunnel wall boundary layer. The shape of the edge is selected after an
extensive test procedure. During the tests the growth of the boundary layer
thickness and the smoothness of the profiles was evaluated.

The mass flow through the inlet is adjusted to get the desired IVR values, as
defined in equation (2.12). The tunnel vy e IS used to represent the ship

speed vgpip. The measured conditions are listed in the table below. Reynolds

number for these conditions is based on the diameter of the inlet D and the
averaged pump velocity Vymp-

Figure 3.2 shows the axial velocity distributions for two inlet velocity ratios,
derived from the measurements. The condition with an IVR of 1.68
represents a normal cruising speed of a fast ferry. The figure on the right
shows the distribution at very high IVR. This condition can occur in high
speed motor yacht applications (> 60 knots). It should be noted that the shaft

pitot-tube o A-A
<——4EW R
Voump L LS i

e B
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Vtunnel

A

Figure 3.1 Sketch of test setup with inlet mounted on top of cavitation
tunnel
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3.1 Representation of non-uniform velocity distribution

Table 3.1  Parameters of conditions of the measured velocity
distributions

IVR Viunnel Vpump Reéjnl

[-] [m/s] [m/s] [-]
1.68 8.00 4.76 7.14 x 10°
1.87 8.00 4.28 6.42 x 10°
2.03 8.00 3.94 5.91 x 10°
2.19 8.00 3.65 5.48 x 10°

diameter (d=22 mm) is about half the diameter of the non measured (blank)
region. Moreover, it should be taken into account that the shaft was not
rotating during experiments, which results in a symmetric velocity profile.

Similar velocity distributions are found for another inlet geometry in this test-
rig. The measurements in the cavitation tunnel indicate that the level of non-
uniformity is almost independent of the actual inlet geometry. Measurements
in a windtunnel with systematic changes of the geometry confirm this
behaviour [2]. It is concluded that the non-uniformity is strongly related to the
inlet velocity ratio and only weakly related to the precise shape of the inlet.

Based on a survey of the available (confidential) experimental and numerical
data at the authors’ company, it is concluded that within the design space for
commercial applications all possible inlet geometries show more or less the
same type of velocity distribution.
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Figure 3.2 Experimentally determined non-uniform velocity distributions
for 2 IVR conditions. Left: medium IVR of 1.68, right high IVR
of 2.19.
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Chapter 3. Non-uniform distribution of pump entrance velocity field

3.1.2 Non-dimensional representation

For easy comparison of different inlet geometries and operating conditions,
the level of non-uniformity is expressed as a single value  [3]:

CE%I /(v—vpump)sz (3.1)

where v is the local axial velocity and v,,mp the average axial velocity. The

relation between non-uniformity and IVR can be assessed with this
parameter.

3.1.3 Two-dimensional representation

Hu&Zangeneh [4] use a circumferentially averaged velocity distribution to
investigate the effects of the non-uniform velocity distribution on the waterjet
pump performance. However, for a detailed analysis of the time-dependent
effects of non-uniformity on pump performance, this quantification is not
sufficient. At least a two dimensional description, based on the radius r and
the angle 6, of the inflow field in front of the impeller is required to capture the
time varying phenomena.

Such a description of the axial velocity distribution can be obtained if the
velocity field is approximated as a Fourier series:

m
v, (r,0) = ay(r) + z (a,(r)cos(n®)) (3.2)
n=1

where the coefficients a,(r) are taken as quadratic functions of the radius and
m is the number of harmonics. For the present Fourier approximation 4
harmonics have been used. The quadratic functions a,(r) are based on
coefficients at five different radii. Results of the two dimensional velocity field
description are shown in figure 3.3 for the condition IVR=2.19 together with
the measured values.

Agreement between measurements and the numerical approximation is

satisfactory for all radii along the complete circumference. A similar
agreement is found at lower IVR.
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3.2 Local flow rate fluctuations

Vy(1,0)Vpump [-]

¢ Measurement r=20 mm  —— Fourier r=20 mm
o Measurement r=40 mm  —— Fourier r=40 mm
0.2 1 Measurement r=55 mm Fourier r=55 mm
X Measurement r=65 mm —— Fourier r=65 mm
o Measurement r=70 mm _—— Fourier =70 mm
0 T T T T T T T
0 45 90 135 180 225 270 315 360

Angle 0 [degrees]

Figure 3.3 Comparison of axial velocity derived from measurements with
the velocities based on Fourier series for velocity distribution at
IVR =2.19

3.2 Local flow rate fluctuations

It is expected that the non-uniform inflow velocity distribution will result in a
varying flow rate through the channels between the impeller blades during a
revolution. The amplitude of the fluctuation is not only dependent on the level
of non-uniformity of the velocity distribution but also on the number of impeller
blades. An estimation of the channel flow rate as function of the rotor position
can be calculated with:

T
6+"\-l r
Qpp = j jvx(r, 0) - rdrde (3.3)
T
o=

where the axial velocity v, is integrated over the impeller passage inlet area,
with N the number of impeller blades, Qy, the volume flow rate in an impeller
channel, rq the hub radius and r, the tip radius at the impeller inlet.
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Figure 3.4 Local flow rate estimate as a function of impeller channel
position for medium IVR of 1.68, using data of figure 3.3.

In figures 3.4 and 3.5 the normalised local flow rate estimate is presented for
medium and high IVR and for impellers with different number of blades. In
these figures the channel flow rate Qy, is normalised with the averaged flow
rate per channel (Q/N).

As expected, the amplitude increases with increasing IVR. The six bladed
impeller shows a flow rate deficit of 30% for the medium IVR in figure 3.4,
which increases to 46% for the high IVR condition, as shown in figure 3.5.

For impellers with only three blades the amplitude of the variation is smaller.
The flow rate deficit is 20% at medium IVR and 35% at high IVR.

The actual local flow rate through an impeller channel for different IVR
conditions will be determined in chapter 6.
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3.3 Impeller velocity triangles
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Figure 3.5 Local flow rate estimate as a function of impeller channel
position for high IVR of 2.19, using data of figure 3.3.

3.3 Impeller velocity triangles

The axial velocity distribution can be used to derive the fluctuations in inlet
flow angles. This angle determines for a great deal the loading of the impeller
blade. A lower inlet flow angle will lead to higher blade loading in general.
Moreover the cavitation behaviour of the impeller will depend on the
fluctuations of the inflow angle.

The design inlet blade angle is based on the inlet velocity triangle with
uniform flow and without pre-rotation, as shown in figure 3.6:

atan (y—&) (3.4)

Bdesign = Qr

ﬂdesign

Qr
Figure 3.6 Velocity triangle of inlet flow angle.
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Chapter 3. Non-uniform distribution of pump entrance velocity field

The actual inflow angle will vary due to the axial velocity variations:

= atan( (3.5

Bactu al

x(T> 0)
o)

where v,(r,6) is the local axial velocity. The incidence angle is the difference
between the design angle and the actual inflow angle. Note that cross-flow
plane velocity components are neglected in this approach. This simplification
is allowed, since the tangential velocities are small compared to the tangential
velocity component Qr of the impeller. Typical cross-flow plane velocities are
about 5% of the tip speed of the impeller.

Figure 3.7 shows the estimation of the incidence angle for high IVR. The
deviations vary from +10 degrees to -10 degrees at the outer radii. It is to be
expected that such amplitude of inflow angles will result in significant
variation of the impeller blade loading during a revolution of the blade.

15

-10 -
—o—radius = 20 mm

—=&—radius = 40 mm

Incidence angle [degrees]

151 —a—radius = 55 mm

—%—radius = 65 mm

—o—radius = 70 mm

-20

Angle 6 [degrees]

Figure 3.7 Estimation of the incidence angle as function of impeller
channel position for the velocity distribution at IVR = 2.19
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3.4 Origin of the non-uniform velocity distribution

3.4 Origin of the non-uniform velocity distribution

The development of the non-uniform velocity distribution can be explained
with basic fluid dynamics theory. There are four phenomena which contribute
to the non-uniformity of the velocity distribution:

1. boundary layer ingestion

2. deceleration of the flow

3. obstruction of the flow due to the shaft
4. bend in the inlet duct

A sketch of the phenomena is presented in figure 3.8. The above items are
discussed in more detail in the remainder of this section.

Figure 3.8 Phenomena which contribute to development of a non-uniform
inflow velocity distribution to the pump. 1. boundary layer
ingestion. 2. deceleration of the flow. 3. obstruction of the flow
by shaft. 4. bend in duct.

3.4.1 Boundary layer ingestion

Waterjets with flush mounted inlet ducts ingest water from the boundary layer
below the hull. A typical ship speed for a waterjet propelled vessel is 40 knots
(about 20 m/s). With a wetted length of 80 m, the Reynolds humber becomes

1.6 x 10°. At these high Reynolds numbers the boundary layer thickness can
be approximated with a power law velocity distribution, as shown in equation
(2.3), with a power n of about 10.

The contribution of the boundary layer ingestion to the non-uniformity
depends on the amount of water that is ingested from the boundary layer.
The ingestion of boundary layer water can be expressed with the ratio
between the suction depth h and the boundary layer thickness &. If this ratio
(h/8) is smaller than 1, then all the water is taken from the hull boundary layer.
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Chapter 3. Non-uniform distribution of pump entrance velocity field

The suction depth h depends on the total ingested volume flow rate and the
assumed shape of the streamtube. As mentioned before, waterjet
manufacturers and ship model basins use a simplified method, in which the
shape of the streamtube is approximated as a rectangular box with a width of
1.3 times the inlet diameter.

When the suction depth h is smaller than the boundary layer thickness, the
suction depth h is calculated with:

_ n+1 J/m/n+D
h (VLShipr ntls ) (h<d) (3.6)

where Q is the volume flow, vgy, the undisturbed velocity and AD the
assumed width of the rectangular box with A equal to 1.3.

If the suction depth h exceeds the boundary layer thickness, then the
displacement thickness can be used to calculate the suction depth h:

__Q s __Q .3 (h>3) (3.7)

= 5. =
VehiphD 1 vshika n+1

The relations for the boundary layer thickness (for example equation (2.10)
for n=9) show that the length of the vessel has a major influence on the
development of the boundary layer. This effect is shown more clearly in figure
3.9, where the boundary layer ingestion ratio h/dis shown for three different
vessel lengths. The flow rate Q is adjusted for each ship speed, to take the
effect of increasing flow rate with increasing ship speed into account.

The ratio h/d decreases with ship speed for all ship lengths. With higher
incoming velocity and constant suction box width, the suction height h will
reduce.

It can be seen that the boundary layer ingestion ratio h/dis about 0.90 at 45
knots for the short vessel. The ratio is reduced to 0.50 when the length is
doubled. Since the velocity profile has the largest gradients near the wall, this
results in increased non-uniformity, for longer vessels. Decrease of the
boundary layer ingestion ratio h/d is coupled to an increase of IVR. As a
conseqguence, the non-uniformity will increase with increasing IVR as well.

3.4.2 Deceleration of the flow

Waterjets operate in IVR conditions of 1.3 to 1.8 in general. The averaged
velocity of the water just in front of the pump is thus smaller than the ship
speed. Even if the velocity in front of the pump is compared with the mass
averaged incoming velocity, which is smaller due to boundary layer
development, there is still a significant retardation of the flow in the inlet duct.
The retardation of the flow can be regarded as a (subsonic) diffuser flow
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3.4 Origin of the non-uniform velocity distribution
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Figure 3.9 Boundary layer ingestion ratio h/d for three different vessel
lengths | as function of ship speed vgp;, with corresponding
IVR.

phenomenon. According to the theory of standard diffusors, the velocity
profile in a conventional diffusor depends on the diffusor angle. Nikuradse
measured the velocity profiles in convergent and divergent channels with
diffusor angles between -4° and +8° (shown in Schlichting [5]). The velocity
profiles in convergent channels, which have negative diffusor angles, become
more uniform. In contrast, the velocity profile becomes less uniform in
divergent channels (or in other words, it corresponds to a lower n value in a
power law profile). Therefore, retardation of the flow increases the level of
non-uniformity in the velocity distribution. Consequently, the increase of non-
uniformity is related to the value of IVR.

The standard diffusor theory assumes a uniform inflow at the entrance of the
diffusor. However in a waterjet the boundary layer creates a non-uniform
distribution at the beginning of the diffusor. When a velocity profile is non-
uniform at the entrance a diffusor, the level of non-uniformity will even
increase. This phenomenon is explained by Betz [6] with a simple example.

3.4.3 Obstruction of the flow due to the shaft

The impeller shaft forms an obstruction of the flow in the inlet, comparable to
a propeller shaft in a ship. A narrow wake region with low velocity is found
near the shaft. If the pump shaft is equipped with a stationary sleeve, then it
can lead to unstable vortex shedding. Hu & Zangeneh [7] and Seil [8]
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Chapter 3. Non-uniform distribution of pump entrance velocity field

investigated the effect of the rotation of the shaft. They show that the flow
stabilizes due to rotation of the shaft. In general a waterjet installation does
not have a stationary sleeve around the shaft, so a stable flow is found in the
vicinity of the shatft.

3.4.4 Bend in the inlet duct

The fourth contributing factor to the non-uniform velocity distribution is the
bend in the inlet duct. Inside the bend a variation in velocity is found between
the inner and outer part of the bend. This non-uniformity will restore to a
certain extent downstream of the bend. In a waterjet however, the length of
the cylindrical pipe between the bend and the pump is in general smaller than
the inlet diameter. As a result part of the created non-uniformity due to the
bend remains in the velocity distribution.

The convex shape of the first part of the roof of the inlet may be regarded as
a bend as well, which might have a positive influence on the velocity
distribution. The radius of curvature is about six times larger than the radius
of curvature of the bend, so the effect of this curvature can be neglected in
the analysis and is therefore not marked in figure 3.8.

3.45 Closing remark

The major contributions to the non-uniformity are caused by the IVR related
phenomena of boundary layer ingestion and retardation of the flow. As long
as waterjets are operated at IVR values above 1.5, a substantial non-uniform
flow will exist.

3.5 Non-uniform inflow velocity distributions in other
turbo machinery

In the literature relatively little attention has been paid so far to the effects of
non-uniform inflow to the waterjet pump. This may be attributed to its close
relation to the conventional ship propeller, which also operates in a non-
uniform wake field in general. This wake field is determined by the shape of
the vessel, so the propulsion system designer has to cope with it. A lot of
research has been done on the effects of non-uniform inflow to a ship
propeller already. For example the work of Van Manen [9] in the 1950s can be
mentioned. Variations in effective inflow angle for the tested propeller were
between -1° and +4°. This range is significantly smaller than the expected
variations for the waterjet pump, as shown in figure 3.7.

Non-uniform inflow to mixed-flow or centrifugal pumps may occur if the pump

is mounted close to an upstream disturbance, like a pipe bend. For an
acceptable inflow to the pump, most manufacturers prescribe a minimum
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required length of straight pipe on the suction side of the pump, typically
several pipe diameters long. Examples can be found in a pump handbook of
Sulzer [10]. The use of an acceleration nozzle just upstream of the pump is
also recommended to enhance the uniformity of the inflow for certain types of
pumps.

The requirement of long straight suction pipes can not always be met, like the
flow into the first stage of a boiler feed pump. Cooper [11] shows the
calculated flow pattern at the exit of a radial inlet passageway for such a
pump. A maximum velocity of 1.75 times the average inflow velocity is found
for this example. This level of non-uniformity seems to be more in line with
that found in waterjet applications. Similar flow phenomena will occur in
double suction pumps and inline pumps.

Another typical inflow is found for pumps with a sump, as used in cooling
water pump applications in power stations. Here a suitable design of the
inflow and inlet chamber is to obtain an acceptable inflow pattern. Additional
acceleration can be applied for further improvement.

3.6 Nomenclature
A area m?
D diameter m
h suction depth m
IVR inlet velocity ratio (Vship/Vpump) -
N number of impeller blades -
n boundary layer power law value -
flow rate m3/s
Qbb channel flow rate -
r radius m
% velocity m/s
Greek symbols
B blade angle rad
0 boundary layer thickness m
9 boundary layer displacement thickness m
7] angle rad
A suction tube width factor -
¢ non-uniformity -
Q angular velocity rad/s
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Subscripts
X axial direction
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Chapter 4 Mathematical treatment

To get more insight in the behaviour of the flow through a waterjet installation,
experiments can be done and calculations can be made. With an
experimental set-up of a waterjet inlet velocity, pressure and forces can be
measured. In this thesis, however these quantities will be determined by
numerical simulations.

A numerical method is based on a mathematical model of the physics of the
flow. It constitutes a set of governing equations derived from first principles,
often complemented with empirical relations. The numerical method is
obtained by discretisation of the governing equations. The present type of
flow can be described by the Navier-Stokes equations. Before these equation
can be solved numerically for the application of interest, it is necessary to
make some simplifications. A review of the important flow features is given in
section 4.1 to get an impression of the feasible simplifications without major
loss of accuracy. This analysis will result in a selection of the best suitable
mathematical method. The chosen method will be described in more detail in
section 4.3. Some known weaknesses of the mathematical method will be
discussed in more detail to get an indication of the obtainable accuracy.

4.1 Requirements of mathematical method

In this section the requirements for the mathematical method will be
formulated. The goal of the mathematical analysis is the prediction of the flow
through a waterjet installation. Based on the different requirements for the
prediction three different mathematical methods will be evaluated: the
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potential flow model, the model based on the Euler flow and the model based
on the Reynolds averaged Navier-Stokes (RANS) equations. RANS methods
are also denoted as viscous methods, whereas the other two methods do not
include terms due to viscosity and heat conduction. They require, for example
effects of viscosity, such as flow separation, to be modelled. In potential flow
methods, the flow is irrotational, i.e. the vorticity equals zero everywhere,
except in infinitesimal regions such as vortex sheets and vortex filaments.

41.1 Incompressibility

The first requirement for the mathematical method is the capability of
handling incompressible flow. The maximum velocity in a full scale waterjet
installation is about 50 m/s, which is much smaller than the speed of sound in
water, which is about 1450 m/s. The resulting Mach number is thus
sufficiently small to treat the flow as incompressible. It is noted that the speed
of sound is based on a non-cavitating flow. In a cavitating flow, the speed of
sound reduces significantly, which results in a compressible flow behaviour.

All three mentioned mathematical methods can satisfy this requirement.
Nevertheless it can be mentioned that this requirement represents one of the
major differences between pumps and compressors, as discussed in section
1.2. mathematical methods for compressor analysis cannot be used directly
for incompressible flow. For compressible flow the Euler equations are
hyperbolic in time for any Mach number. This gives the opportunity to use a
single numerical technique for subsonic, supersonic or mixed subsonic-
supersonic (transonic) flow problems [1]. These methods are commonly
called time marching methods. In these methods compressibility is employed,
which results in amongst others travelling pressure waves through the
domain. In an incompressible flow, pressure fluctuations are instantaneous in
the whole domain. Reconditioning, i.e. some form of artificial compressibility
has to be introduced in the compressible flow solver in order to analyse an
incompressible flow.

4.1.2 High Reynolds number

For full scale waterjet installations the typical Reynolds numbers for the inlet
and the impeller are both very large. For the impeller the Reynolds number is
defined as:
_ PV4ipPiny
Rejpn, = —5— (4.1)
where p is the density, x the dynamic viscosity, vy, is the tip speed of the
impeller blade and D, the diameter of the inlet at the pump suction side. For
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4.1 Requirements of mathematical method

typical waterjet applications the tip speed can be about 50 m/s. For an inlet
diameter of 1.2 m this gives a Reynolds number Re;y,, of 6x10°.

Calculation of the Reynolds number that characterises the flow in the inlet
requires another typical velocity. This can be either the ship speed or the
pump speed (as defined in equation (2.11)). The actual choice is not so
critical, since both values do not differ by more than a factor of two. In order to
represent the flow phenomena inside the inlet best, the Reynolds number for
the inlet is defined as:

Rejy = P pume o UE 2in (4.2)

For the same typical configuration as above, the Reynolds number Re;j, will

be about 107, which is 6 times smaller than the impeller Reynolds number.
Model scale experiments are performed at lower Reynolds numbers, as

shown in table 3.1 on page 51. These values still exceed 5x10°, which can be
regarded as high Reynolds number flow. It is to be expected that, at least at
design conditions, viscous effects play a limited role.

4.1.3 Time dependency

There are two different reasons for the flow to be time-dependent in a
waterjet installation: (i) the non-uniformity of the flow at the impeller entrance
results in a time varying onset flow of the rotating blades and (ii) the
interaction between moving rotor and stationary stator blades at the impeller
outlet is unsteady. In the rotating frame of reference, phenomena associated
with the first reason have a frequency related to the shaft frequency. The
frequency of the interaction phenomena between the rotor and stator blades
depends on the number of stator blades and the shaft frequency.

In the stationary frame of reference the frequency of the fluctuations due to
rotor-stator interaction is related to the number of impeller blades. The effect
of the non-uniform inflow will give a steady component with superposed
fluctuations with the blade passing frequencies.

4.1.4 Non-uniformity of impeller inflow

In chapter 3 the velocity distribution upstream of the impeller is discussed. It
is shown that the velocity field is strongly non-uniform even at normal waterjet
operating conditions. This velocity distribution has to be reproduced by the
mathematical method in order to obtain a correct prediction of the inlet flow
phenomena. For an analysis of the isolated pump, the non-uniform inflow to
the impeller has to be implemented as an inflow boundary condition.
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The development of the velocity distribution in the inlet is attributed to the
ingestion of the boundary layer and to the deceleration of the flow.
Generation of vorticity plays an important role in these flow phenomena.
Application of a mathematical method based on the potential flow assumption
or an inviscid flow model is therefore not suitable for the analysis of inlet flow
phenomena.

Potential flow analyses of mixed-flow pumps have been made by Van Esch
[2] and Van Os [3]. These calculations are based on a uniform inflow velocity
distribution. Implementation of a non-uniform velocity distribution introduces
velocity gradients for the axial velocity component. The constraint of
irrotational flow results in additional velocity gradients in the directions
perpendicular to the axial inflow direction. The cross components of the inflow
velocity distribution have such a dominating influence on the overall
development of the non-uniformity, that the velocity distribution is almost
uniform within about one diameter pipe length. The analysis of the stability of
the non-uniform velocity distribution is discussed in more detail in appendix A.

It is concluded that for the analysis of both a waterjet inlet as well as a pump
with non-uniform inflow a suitable mathematical method should take the
presence of vorticity into account.

4.1.5 Tip clearance flow

In general, waterjets are equipped with unshrouded mixed-flow or axial
impellers. Unshrouded impellers have a small clearance between the blade
tips and the stationary housing. This housing is called the seatring. The
pressure difference between the pressure and suction side of the blade
causes some leakage flow through the clearance. This leakage flow should
be kept as low as possible to maintain a high efficiency of the pump. The
distance between the impeller tip and the seatring is therefore very small,
about 1-2% of the diameter. On the other hand, the velocity difference
between the rotating blade tip and the stationary seatring can be about 50 m/
s, which leads to large velocity gradients in the clearance.

As a result of the available pressure difference between pressure and suction
side of the blade and the occurring viscous losses in the clearance a certain
flow will establish. Effects of viscosity can not be neglected, if this flow is to be
determined. Second effect of the viscosity is the development of boundary
layers on the blade tip and the seatring. This is confirmed by Kunz et al. [4] in
the investigation of tip clearance phenomena in an axial compressor cascade
with an Euler and a Navier-Stokes method. It is found that the Navier-Stokes
method shows better agreement with experimental data than the Euler
method. Prediction of the tip clearance mass flow rate is presumed to be
more accurate with the Navier-Stokes method.
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4.2 Conservation laws

The flow in a mixed-flow pump with various tip clearances has been analysed
by Goto [5]. For this analysis he uses the unsteady Reynolds-averaged
Navier-Stokes equations in a rotational frame of reference. Results of the
calculations show reasonably good agreement with the experimental data.
Moreover a variety of jet-wake flow patterns at the exit of the impeller are
predicted well.

4.1.6 Final remarks

Based on the listed requirements and the capabilities of the different models,
the choice for a viscous flow model is justified. In the next two chapters,
results of a detailed validation study of numerical simulations for the waterjet
inlet and the mixed-flow pump are presented. It is acknowledged that a
viscous (i.e. RANS) flow method requires significantly more computational
resources than an Euler method and certainly much more than a potential
flow method.

Cavitation will not be taken into account in the analyses. Since cavitation
models are presently developed for most commercial RANS codes, is it to be
expected that application of methods with some form of cavitation model will
be feasible in the near future.

The calculations presented in this study are carried out with the commercial
CFD method Star-CD. This method is based on a finite volume numerical
method. Both tetrahedral and hexahedral cell types can be used for the
mesh. In this study all meshes are generated with hexahedral cells only.

4.2 Conservation laws

To describe the flow phenomena in a waterjet installation, two conservation
laws are used. These are the laws for conservation of mass and that of
momentum. Conservation of mass is also denoted as the continuity equation
(see for example [6]):

M.y =
§+V pyv =0 (4.3)

where pis the density of the fluid and v the velocity.

In many cases the flow can be assumed to be incompressible. This is
allowed, whenever variations in density are small. These variations in density
are caused by variations in the pressure. Since in the present applications the
velocities are much smaller than the speed of sound in the water, which is
about 1450 m/s, the variation in density will be negligible. For an
incompressible flow the continuity equation (4.3) reduces to:

V.v=0 (4.4)
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Conservation of momentum is given by (see also [6]):

p%\ﬁp(\_/-V)\_/ = —VD+HV2\_/+%HV(V-\_/)+pg (4.5)
where p is the pressure, x is the dynamic viscosity, which is assumed to be
constant in the derivation of equation (4.5) and g is the acceleration of

gravity. This set of equations is known as the Navier-Stokes equation. For an
incompressible flow, equation (4.4) can be substituted into equation (4.5).
This results in the Navier-Stokes equation for incompressible flow:

d

SR P V)Y = —Vp+ VA +pg (4.6)

p

The Navier-Stokes equation can be solved numerically directly without further
assumptions. This requires direct numerical simulations (DNS) to obtain the
time-accurate solution of equations (4.4) and (4.6) on a grid that is sufficiently
fine to resolve all flow details. Such a method is not suitable for practical
engineering analyses, however. In the following section an approach will be
discussed, which enables numerical solution of the flow field, within a
practical context.

4.3 Reynolds Averaged Navier-Stokes (RANS) flow

In order to convert the Navier-Stokes equations into a set of equations, that
can be solved numerically for general engineering applications, the concept
of splitting the flow variables in a mean and a fluctuating part is employed.
Substitution of this decomposition in the Navier-Stokes equation and time
averaging the continuity and the Navier-Stokes equations, results in a set of
equations for the mean-flow field variables. The concept of time averaging
was introduced by Reynolds in 1895. The resulting equation is therefore
called the Reynolds-averaged Navier-Stokes (RANS) equation.

4.3.1 Reynolds averaging

The principle of Reynolds averaging is based on a decomposition of the
variables in a time averaged value and a fluctuating part:

Vi = v+ 4.7
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4.3 Reynolds Averaged Navier-Stokes (RANS) flow

The time averaged variable is defined as:

t+T
v, = lim 2 j v,dt (4.8)

T—>t1

where t; has to be larger than the time scale of the smallest fluctuations.
Therefore,

t+T

v.:' = i 1' -V =
vi = fim 7 [ tvvidt = 0 (4.9)

The average of the fluctuating part is zero by definition. Nevertheless, if the
product of two variables is considered, not all fluctuating terms vanish when
they are correlated, thus:

Vivj = v,vJ +VV! vJ (4.10)

Substitution of the decomposed terms in the Navier-Stokes equation for the
velocity and pressure and application of the method of Reynolds averaging
gives:

d

av+p(v V)V = -Vp+uV2+pg -V p(V'V) (4.11)

The term p(vv) is called the Reynolds stress term, where (v'v") is a diadic

product defined by (V'v') )ij = vi'vj' . This tensor contains the correlations of the

fluctuating terms of the velocity components. The term with the Reynolds
stress can be treated in several ways. Boussinesq proposed a closure
hypothesis for the Reynolds stress term. In index notation the closure is
defined as:

vt = ug ] 20 (4.12)
PYT = Hrlax " ax) T3P -

which is referred to as an eddy viscosity model with g the turbulent or eddy
viscosity and k the turbulent kinetic energy defined as:

1—— 1 — — —
k = Q(Vi Vi) = Q(Vx Vi Vv Y, v,') (4.13)

Turbulence models are used to obtain a value for the eddy viscosity. An
alternative approach is to derive from the original time-dependent Navier-
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Stokes equations a transport equation for each of the Reynolds stress
components, however. These equations require another group of closure
relations before the equations can be solved numerically. Such a model is
called a Reynolds stress turbulence model.

Substitution of equation (4.12) into the Reynolds averaged Navier-Stokes
equation (4.11) gives:

p%\hp(\l Vv = —Vp+V-(u+uT)(V\z+(V\Z)T)+p9—V§pk (4.14)

The next step is the combination of the pressure term, the turbulent kinetic
energy term and the gravitational term. The modified pressure is defined as:

2
p* = p+§pk—pgz (4.15)

where it is assumed that gravity is directed in the z-direction. The resulting
Navier-Stokes equation with the Reynolds stress terms included, becomes:

POT+P(T- V)T = —VP* + V- (VT + (VD)) (4.16)

where the molecular viscosity x and turbulent viscosity ut have been
combined into the effective viscosity f.

4.3.2 Eddy viscosity turbulence models

Eddy viscosity turbulence models are used to determine a value for the eddy
viscosity 1. Once this eddy viscosity is known, the Reynolds stresses are
known and consequently the Reynolds-averaged Navier-Stokes equations
can be solved. The available eddy viscosity turbulence models can be divided
into 3 groups:

1. mixing length or algebraic models or zero-equation models

2. one-equation models

3. two-equation models

In a zero-equation model, the eddy viscosity w1 is based on the mixing length

concept. This mixing length is based on algebraic relations. The eddy
viscosity for an algebraic model is defined as:

_ |2
Uy = Plyix

dv
av 4.17
dy‘ (4.17)

where |,,ix is Prandtl’s mixing length.
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4.3 Reynolds Averaged Navier-Stokes (RANS) flow

The one-equation model uses a transport equation for the turbulent kinetic
energy k and an algebraic relation for the mixing length scale. This model is
thus an extension of the mixing length model. The eddy viscosity for a one-
equation model is defined as:

1/2
Wr = pk™ ik (4.18)

which uses a transport equation for k and an algebraic relation for the mixing
length Iix-

Two-equation models use a transport equation for both the turbulent energy k
as well as the turbulent length scale or an equivalent. Two well-known
examples are the dissipation ¢ for the k-£ model and the dissipation per unit
turbulence kinetic energy o for the k- model.

k-€ turbulence model
The eddy viscosity in the k-e turbulence model is defined as:

K2
Wp = pC“z (4.19)

with Cﬂa dimensionless constant. The standard k-¢ turbulence model will be

discussed in more detail. This model was first presented by Jones and
Launder in 1972. The exact transport equation for the turbulent kinetic energy
can be derived from the Navier-Stokes equation. The transport equation is
given for example by Wilcox [7]:

ok ok _ ——Vi 3T ok 1l ——— ——
pﬁ + p"ia_xj = -py, vja—xj+a_xj[ua—xj—vaivivj —pvj} -pe (4.20)

where the terms on the right hand side represent production, diffusion and
dissipation respectively. The diffusion term has three components; diffusion
by viscosity, turbulent velocity fluctuations and pressure fluctuations. The
latter two require a closure term in order to enable the transport equation to
be solved. The turbulent transport and pressure diffusion terms are modelled

by:

1 ——— = _ Mok
SPVIViVj PV = cka_xj (4.21)

where o, is a dimensionless closure coefficient.
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The final transport equation for k becomes:

K pu K 0 [( Mais a_k:|—p8 (4.22)

— +pV-— =P +_—
pVJaxj K E)xj o E)xj
where the production term of the turbulent kinetic energy P is defined as:

.—.a\_/i

P, = —pvivja—xj (4.23)
The exact equation for the dissipation € can be derived from the Navier-
Stokes equation, but it requires a considerable amount of algebra to arrive at
the final equation as given by Wilcox [7]. The exact equation for € has a
number of unknown double and triple products, so a number of closure terms
are still required. The entire equation for € can also be regarded as a model in
a similar form as the transport equation for k (see [8]). The final equation
becomes:

de . _o0¢g 0

01 ov?® =c p 8+ 0 (u+&)ag ’
gt " lax; T Kk ox o,

€
a—xj ~Cops (4.24)

with dimensionless closure coefficients C4, C,, and c,. Similar to equation
(4.22) a production, diffusion and dissipation term can be recognized on the
right-hand-side.

The k-¢ turbulence model contains five closure coefficients. The values for the
coefficients of the k-e turbulence model, as used in the CFD method
employed in the present study, are listed in the table below. These values are
found in the manual [9].

Table 4.1  Values for k-¢ turbulence model closure coefficients

C Csl C€2 Ok G¢

7

0.09 1.44 1.92 1.0 1.22

A value of 1.3 for the constant o, can be found in literature as well ([7], [10]).

k-w turbulence model

The k- turbulence model has a similar set of equations as the k-¢ turbulence
model. The k- model uses the dissipation per unit turbulence kinetic energy
o, whereas the dissipation ¢ is used in the latter. The basis of the k-o model
was postulated by Kolmogorov. Further development of this model has led to
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4.3 Reynolds Averaged Navier-Stokes (RANS) flow

the following set of equations. The eddy viscosity hypothesis for the k-o
turbulence model is defined as:

elix

Ur =p (4.25)
The equation for the turbulent kinetic energy is similar to equation (4.22)
except for the dissipation term and the closure coefficients:

ok _dk d

ok
— = — * i
Pat * pVJan Pt [(“ FOHTgy

X ]— B pko (4.26)

J J

with the production term Py according to equation (4.23) and the closure
coefficients B* and o*. The transport equation for the dissipation per unit
turbulence kinetic energy o is also adapted in a similar way, as shown by
Wilcox [7]:

0w | _ 0w ©, 9

- L) 2
Pt +pvja—xj = oPy ” a_xj[(u+cuT)a—XJ—Bpm (4.27)

where o, B and ¢ are three more closure coefficients. The values for all five
closure coefficients of the k- turbulence model are shown in table 4.2

Table 4.2  Values for k- turbulence model closure coefficients

o B B* c o*

5/9 3/40 9/100 1/2 1/2

Wall functions

Use of one of the many available high Reynolds turbulence models implies
the application of wall functions to replace the no-slip boundary condition.
The wall functions employ special algebraic formulas for the representation of
the distribution of the velocity and turbulence within the part of the boundary
layer closest to the wall. This is necessary to relax the requirement of grid
resolution in the boundary layer. The dimensionless distance from the wall to

the cell centre of the first cell is generally denoted as y* and is, according to
[10], defined as:

A T Ay u
yh= e [ Dl (4.28)
v P v

where u; = /t,,/p and 4y, is the distance from the wall to the near wall cell

centre. Note that the dimensionless distance y* is a kind of Reynolds number,
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based on the distance from the wall and the velocity near to the wall to the
power 1/2. For accurate application of the wall function the y* value should be
in the range of 30 to 100, according to the manual [9]. For y* values smaller

than y:n the dimensionless velocity u* is calculated from:
u =y (4.29)
For y* values larger than y; , the u™ is calculated from:

ut = iln(Eer) (4.30)

where y; satisfies the equation:

Y= HIN(EYy) = O (4.31)

with x the von K&rméan constant and an empirical constant E.

The dimensionless velocity u* is defined as:

+ _(u=uy) (u-uy)
= m = ﬁv
B

where u is the tangential fluid velocity and u,, the velocity of the wall. The

empirical constants of equation (4.30) can be coupled to the universal loga-
rithmic velocity distribution, known also as log-law [11]:

u (4.32)

ut = %{ln(y*nc (4.33)

with x the von K&rman constant equal to 0.4187 and C a constant with a
value between 4.9 and 5.5 ([12]). The default value for the empirical constant
E in the CFD method used is 9.0. This results in a value for C of 5.25.

The definition of y* according to equation (4.28) will lead to numerical prob-
lems at points where the flow is about to separate. At such locations the wall

shear stress 7, becomes zero, which results in an y* of zero. This is solved
with the modified definition for y* based on the turbulent kinetic energy k:

A
y' = p—EMy ¢/t K (4.34)
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It is assumed that there will always be turbulent fluctuations at a flow separa-
tion point, which eliminates the problem.

4.4 Two-dimensional test cases

In order to get an indication of the obtainable accuracy of both the
mathematical and the numerical methods, the flow around a number of well
known NACA profiles has been analysed. The flow along isolated profiles as
well as profiles in a cascade have been calculated. For all configurations
experimental data for the lift and drag is available.

4.4.1 Isolated NACA 0012 profile

The mesh for the numerical analysis of the flow along the NACA 0012 profile
is shown in figure 4.1. The chord length of the profile is 600 mm. The domain
is divided in three subregions. The first region is meshed with an O-grid
around the profile. This gives good control of the quality of the boundary layer
cells along the surface. A rectangular box is placed around the first region to
make a transition from the O-grid to an H-grid. In this second region also an
O-grid type of mesh is applied.

The third domain extends the numerical domain to either the tunnel walls in
the experiments or to a distance to impose the far-field boundary conditions.
At the interface between the second and third domain an arbitrary coupling
method is employed, which allows non-matching cells at both sides of the
interface.

The O-grid region closest to the profile surface can not be recognised well in
the mesh plot due to the large number of mesh lines. The other two regions
can be distinguished more clearly. In this approach the mesh around the
profiles is identical for all calculated conditions. Regions 1 and 2 can be
rotated to obtain the desired angle of attack for the profile.

Mesh dependency studies have been carried out to evaluate the variation in
lift and drag prediction for an angle of attack of 4 degrees. The number of
cells around the profile and in the direction perpendicular to the profile have
been varied. The number of cells in the O-grid around the profile has been
varied from 150 to 330 cells. In the normal direction the number of cells is
increased from 32 to 48. The number of cell in normal direction in the first

region is kept constant to keep a constant y* value of about 110. This is in
accordance with the requirements for the use of the wall functions.

At the upper and lower boundary of the domain two types of boundary
conditions can be applied: (i) wall boundary conditions or (ii) constant
pressure boundary conditions. The first type can be used if the experimental
data is obtained from wind tunnel tests. The second type is suitable for an
unbounded region. For sufficiently large numerical domains both types will
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Figure 4.1 Plot of a part of the mesh as used in calculations of isolated
NACA 0012 profile.

give comparable results. At the inlet boundary a uniform velocity distribution
of 10 m/s is prescribed and the constant density of water is used. The

Reynolds number for the calculations becomes 6 - 10°. Turbulence intensity
is set to 0.01% and the length scale is set to a small fraction of the tunnel
height. All calculations have been carried out with the standard k-¢ turbulence
model and employing wall functions. Solution is based on a second order
MARS (= Monotone Advection and Reconstruction Scheme) discretisation
scheme for the momentum equations. This second order method is least
sensitive to the mesh structure and skewness [9]. The k-e model turbulence
equations are discretised with a first order upwind differencing scheme.

Convergence behaviour of one of the calculated conditions is shown in figure

4.2. The convergence criterion for all calculations is set to 10 for the
momentum, mass and turbulent kinetic energy equations.
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Figure 4.2 Plot of convergence of a calculation of NACA 0012 profile at
angle of attack of 4 degrees for mesh with 222 cells around
profile and 40 cells in normal direction.

Figure 4.3 shows a comparison of the calculated and measured lift and drag
for the isolated NACA 0012 profiles. The experimental data is taken from
Abbott & von Doenhoff [13], where the results of the measurements with

smooth profiles at a Reynolds number of 6 - 10° are used. Compressibility
has been negligible for the tested conditions.
The numerical values for lift and drag are based on the integrated pressure

and shear forces acting on the profile surface. The dimensionless lift and
drag coefficients are defined as:

L
¢ =15 (4.35)
épV A
D
Ca =15 (4.36)
épV A

where p is the density, v the free-stream velocity and A the surface area of
the wing, i.e. here the chord length times the width in span wise direction. L is
the lift force and D the drag force.
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Figure 4.3 Comparison of measured and calculated lift an drag for NACA
0012 profile. Reynolds number of experiments and
calculations is 6.0x10°. Mesh is based on 222 cells around
profile and 32 in normal direction

Agreement is good for the lift up to an angle of attack of about 6 degrees. The
comparison of calculated and measured drag shows a clear over-prediction.
The relative error increases from 33% at O degrees angle of attack to 55% at
an angle of attack of 4 degrees. The deviation between the measurements
and the calculations continuously increases with larger angles of attack.

The results of the mesh sensitivity study are shown in table 4.3 for the lift
prediction and in table 4.4 for the drag prediction at an angle of attack of 4
degrees. The relative difference in lift coefficient between the minimum and
maximum lift is about 3%. For the drag coefficient a variation of about 9% is
found. The results of the finer meshes do not show a reduction of the
deviation with the experimental data. The error in prediction of drag might be
related to an error in the production term of the turbulence model at the
stagnation point, as described by Moore & Moore [14].
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Table 4.3  Lift coefficient for mesh convergence study. Columns
show number of cells in normal direction and rows show
cells in O-grid around the profile

¢ [-] 32 cells 40 cells 48 cells
150 cells 0.4418 0.4386 0.4407
222 cells 0.4384 0.4375 0.4366
330 cells 0.4291 0.4289 0.4302

Table 4.4  Drag coefficient for mesh convergence study. Columns
show number of cells in normal direction and rows show
cells in O-grid around the profile

Cq [] 32 cells 40 cells 48 cells
150 cells 0.010754 0.011324 0.011493
222 cells 0.010522 0.010988 0.011332
330 cells 0.010784 0.011243 0.011495

The sensitivity of the turbulence model is evaluated by a variation of the
turbulence intensity of the free stream flow at the inlet boundary condition.
Calculations are carried out with a mesh with 222 cells around the profile and
32 in normal direction. The level of the turbulence intensity at the inlet
boundary condition is increased from 0.01% to 1.0%. The results for the
prediction of lift and drag coefficient are presented in table 4.5. Variation in lift
coefficient is 4%, whereas the change in drag is about 42%.

Table 4.5  Lift and drag coefficients for calculations with variation of
input values for turbulence intensity
Turbulence intensity [%] ¢ [ Cq [
0.01 % 0.4384 0.010522
0.10 % 0.4287 0.012713
0.50 % 0.4242 0.014147
1.00 % 0.4206 0.014980

The test calculations with the NACA 0012 profile show that the error in
prediction of profile drag remains after some mesh refinement steps.
Moreover the deviation between experimental data and calculations
increases significantly when the level of turbulence intensity at the inlet
boundary increases. It should be noted that the low turbulence levels as used
in the experiments are not representative for the inflow to the waterjet pump.
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It is concluded that with the currently used cell sizes, which is comparable
with the sizes to be used in the three dimensional pump mesh, a significant
deviation between calculated and measured profile drag will remain.

4.4.2 Cascades with NACA 65-410 profiles

Apart from calculations on isolated profiles, also the flow around profiles in a
cascade have been analysed. Extensive experimental data is available on
tests with NACA 65 compressor blade profiles [15]. Data were reported for
NACA 65 profiles with various camber lines and a maximum thickness of
10% of the chord. Cascades of profiles can be described with two additional
parameters. These are the solidity and the blade angle. The solidity is a
measure for the distance between two profiles in relation to the chord length.
The blade angle is defined as the angle between the profile base line and the
line connecting all leading edges. An example of the cascade is shown in
figure 4.4.Calculations have been carried out for a NACA 65 410 profile with a
blade angle of 20 degrees and a solidity of 1.0 and 1.5. The designation of
the profile is based on a design lift coefficient of 0.4 and a maximum
thickness of 10%. The basic camber line used is the a =1.0 mean line (see for
example [13]).

The mesh is created in a similar way as for the isolated NACA 0012 profile.
Periodic boundaries are applied to simulate a cascade with an infinite number
of profiles. Turbulence model, discretisation scheme and convergence criteria
are identical to the calculations for the NACA 0012 profile.

o

Figure 4.4 Geometry of NACA 65-410 cascade. Cascade solidity o= 1.0,
blade angle S = 20 degrees.
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Figure 4.5 shows the non-dimensional pressure distribution C, for the
cascade with a solidity of 1.0 and a blade angle of 20 degree. The
dimensionless pressure C,, coefficient is defined as:
P—DP.
Cp =7 2 (4.37)
PVeo

where p is the static pressure, p_, the reference pressure, p the density and
v_, the free-stream velocity.

The angle of attack varies from 0.5 to 12.5 degrees. Agreement between
calculations and measurements is acceptable for most pressure taps for the
different conditions.

Lift and drag are derived from the CFD results in the same manner as for the
NACA 0012 profile. These results are compared with the experimental data in
figure 4.6. The lift is predicted quite well for most conditions. The deviations

o = 0.5 degrees o = 4.5 degrees

05 0.5

Cp [']
Cp [']

—CFD results ——CFD results
-15 -15
Chord length [%] Chord length [%]

o = 8.5 degrees o = 12.5 degrees

05 - .
.

.

i
20 60 80 100

Cp [']

= CFD results |——CFD results
-15 -1.5
Chord length [%] Chord length [%]

Figure 4.5 Pressure coefficient distribution along surface of NACA
65_410 profile for different angles of attack. Cascade solidity =
1.0, blade angle = 20 degrees.
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Figure 4.6 Comparison of measured and calculated lift and drag for
NACA 65_410 profiles in cascade with solidity of 1.0 and blade
angle of 20 degrees.

between the measured and calculated drag vary between about 10% and
50%. This is in agreement with the results of the isolated NACA 0012 profile.

It can be concluded that the trend of over-prediction of drag occurs for both
isolated profiles as well as for profiles in a cascade. In both cases the lift is
predicted much better. In the next subsection the consequences of an error in
lift or drag on the prediction of thrust and torque are discussed.

4.4.3 Sensitivity of errors in drag on thrust and torque

Torque and thrust of a waterjet impeller are related to the tangential and axial
force experienced by the blade sections. These forces can be derived from
the lift and drag of these profiles. Consequently, if the blade profile drag is
over-predicted, there will be an effect on the prediction of the torque and the
thrust. Lift and drag are transformed into axial and tangential forces with:

Fax
F

cos¢-L—sing-D

_ (4.38)
sing-L+cos¢-D

tan

where ¢ is the inflow angle, L the lift force and D the drag force. The inflow
angle ¢ is related to the blade angle B and the angle of attack o of the flow
with respect to the chord line:

o0 =pf-a (4.39)
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The drag prediction based on CFD calculations can be expressed as:

Dcep = Deyact(1*€) (4.40)

where ¢ represents the relative over-prediction of the profile drag. It is
assumed that:

I‘CFD = I-exact (4-41)

This can be up to about 50%. Figure 4.7 shows a sketch of the forces acting
on a profile. From this sketch the effect of a higher drag can already be
recognised.

Atorque

-

Figure 4.7 Sketch of forces acting on profile

Substitution of equation (4.40) in equation (4.38) gives an expression for the
axial and tangential force prediction based on CFD results.These forces can
be related to the exact solutions to determine the resulting relative error in
axial and tangential direction. The relative error for the axial force can be
calculated with:

F
ax_CFD =1_ € (4.42)
I:ax_exact 1 L exact _1
tan¢ Deyag

where ¢ is the inflow angle, L/D is the lift over drag ratio. The relative error in
tangential direction yields:

=
Ftan CFD =1+ LS (4.43)
tan_exact tan ¢ _ —exact +1
Dexact
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To get an indication of the influence of the error in drag prediction on the axial
and tangential force, the data for the NACA 65-410 cascade will be used. The
lift over drag ratio as function of the angle of attack is derived from figure 4.6.
The relative errors in axial and tangential force are plotted as function of the
angle of attack in figure 4.8. The drag over-prediction is set to 20%, 40% and
60%.

From this diagram is becomes clear that the effect on axial force is very small
even for large over-prediction of drag. The estimated error on thrust will be
less than 1% for most cases. On the other hand the error in tangential force
remains significant for realistic values of the angle of attack o and drag error
factor €. The error in tangential force can be about 2.0 to 8.0%. For cascades
with smaller blade angles B, the error in tangential force will increase even
more.

It is to be expected that this effect will be noticeable in both impeller and
propeller torque calculations. Calculation of thrust seems to be insensitive to
an error in drag. It is expected that the calculation of pump head shows the
same behaviour, based on the similarity between propeller thrust and pump
head as shown in equation (2.34).

12%

I:CFD/Fexact [-]

Figure 4.8
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4.5 Nomenclature

Greek symbols

eéﬂb‘t RSSO R S

Subscripts
ax

Nomenclature

area
drag coefficient

lift coefficient

pressure coefficient

drag

force

gravitational acceleration
turbulent kinetic energy

lift force

Prandtl’s mixing length
production term of turbulence
pressure

Reynolds number

time

dimensionless velocity
velocity

distance from wall
dimensionless wall distance
coordinate in vertical direction

angle of attack

blade angle

dissipation

relative error in drag prediction
inflow angle

Von Karman constant
dynamic viscosity

fluid density

wall shear stress

vorticity, dissipation rate

axial direction

degrees
degrees
m?/s3
degrees
kg/ms
kg/m3
N/m?
1/s

Numerical analysis of a waterjet propulsion system
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CFD
eff
exact
i)
imp
inl

T
tan
tip

w
X,Y,Z

based on CFD results
effective (=laminar + turbulent)
based on exact formulations
directions

impeller

inlet

turbulent

tangential direction

impeller blade tip

wall

carthesian coordinate system directions

Superscripts

4.

\Y

\Y

6

(1]
(2]

(3]

(4]

(5]

(6]

(7]

(8]

fluctuating part
time averaged value
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Chapter 5 Numerical analysis of waterjet
inlet flow

In this chapter the flow through the waterjet inlet will be analysed in more
detail. First a critical review of several published analyses of the flow through
waterjet inlets will be given, which provides additional information about the
suitable numerical approach for the inlet flow CFD analysis. Discussion of the
application of the numerical method is divided into two parts: (i) the mesh
generation for the three dimensional inlet geometry based on the
experimental set-up for the finite volume analysis and (ii) the selection of
boundary conditions. In order to validate the computational method the CFD
results are compared with experimental data for a model scale waterjet inlet
duct. During the validation process, the effects of the confinement of the flow
due to the cavitation tunnel walls are also addressed.

The CFD results can be used to visualise the flow behaviour in more detail.
Besides pressure and velocity distribution, it is also interesting to quantify
wall friction and to determine the shape of the dividing streamtube.

5.1 Review of CFD analyses on waterjet inlets

Calculations for a three dimensional waterjet inlet have been reported by
Forde et al. [1]. For the calculations an Euler method was employed, but
computed results were not validated with measurements. The presented
velocity distribution at the impeller plane is not in agreement with a typical
flush type waterjet inlet. This is caused by the neglect of the boundary layer
velocity profile at the inlet and absence of viscous effects in the method,
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Chapter 5. Numerical analysis of waterjet inlet flow

necessary for describing the development of the boundary layer in the inlet
duct.

A potential flow method has been applied by Van Terwisga [2]. Comparison of
the calculated pressure distribution along the ramp and the cutwater (or inlet
lip) with experimental data shows large deviations. This is due to the neglect
of viscous losses and due to small deviations in the calculated velocity field
near the stagnation point at the cutwater. A small deviation of the angle of
attack at the cutwater can lead to relatively large differences in the prediction
of the static pressure distribution.

Pylkkénen ([3], [4]) presented results of CFD calculations obtained from a
RANS code. A two-dimensional model of a waterjet inlet is used for these
analyses. Differences between calculations and measurements of pressure
are about 11 to 15%. The experimental data is based on measurements of a
three-dimensional inlet on a windtunnel. It is known that an actual three-
dimensional waterjet inlet ingests water from a region that is wider than the
inlet itself. In a two-dimensional situation this phenomenon cannot be
reproduced, and therefore the pressure distribution at the lip section will be
different. In the second part of the inlet, the rectangular cross-section
transitions to a circular cross-section in general. This transition is not taken
into account in a two-dimensional analysis either. Therefore it is expected that
the pressure distribution in this part of the inlet will show a deviation from the
three-dimensional case as well.

The necessity of considering the three-dimensional geometry is shown by
Van der Vorst et al. [5]. Calculations were made for a two and for a three-
dimensional case. Results of both calculations were compared with
experimental data. The calculated pressure distribution along the inlet ramp
centre line shows agreement with the measurements for the three-
dimensional analysis, whereas large deviations are found for the results of
the calculations of the two-dimensional geometry. The pressure
measurements were performed for a model scale waterjet inlet, mounted on
top of a windtunnel.

Another example of the use of viscous methods for the calculation of three-
dimensional inlet flows was reported by Seil et al. [6]. In these calculations,
the geometry of the pump is included. The effect of the impeller is modelled
with an actuator disk, however. Calculated results show that the location of
the stagnation point at the cutwater depends on the IVR value. It is also found
that the level of non-uniformity of the velocity profile at the bend increases
with increasing IVR. This non-uniformity vanishes towards the impeller plane,
where the actuator disk is located. This behaviour may be a result of the
implementation of the actuator disk. Yang et al. [7] have also calculated the
flow around a waterjet inlet with a viscous flow method. A complete hull is
included in the computational domain. Agreement between measurements
and CFD results is poor for the pressure distribution along the ramp and lip
centre lines.
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5.2 Geometry and mesh generation

Experimental data from windtunnel tests has been used for comparison with
calculations of the viscous flow through a three-dimensional inlet geometry
[8]. Agreement between measurements and calculations is good for the static
pressure distribution along the ramp for a range of IVR values. Moreover, the
typical non-uniform velocity distribution in the impeller plane is reproduced
well for the conditions considered. A comparison between the calculated and
measured velocity distribution is shown for an IVR of 1.59.

Hu and Zangeneh [9], [10] have presented an optimization algorithm for
waterjet inlet geometries. This method optimizes the two-dimensional
symmetry-plane geometry of the inlet, which is then extended in the third
direction. Both the two-dimensional as well as the three-dimensional
geometries are analysed using a viscous flow method.

The development described above has resulted in a widespread use of three-
dimensional viscous flow calculations for the analysis of the flow phenomena
in waterjet inlets. However, these calculations are not always validated with
measurements of static pressure and velocity.

Validation of the CFD method requires an accurate set of experimental data.
This data can be obtained from cavitation tunnel experiments, for example. In
a test set-up with an inlet mounted on top of a cavitation tunnel, all governing
parameters of the operating condition can be measured accurately. If a wind
tunnel is used for measurements instead of a cavitation tunnel, the air density
has to be monitored simultaneously in order to be able to determine the flow
rate accurately. Relatively small variations in flow rate will result in a deviation
of the IVR. Another important aspect in the experimental set-up is the
capability to create an incoming hull boundary layer of sufficient thickness, in
accordance with normal waterjet applications. Accurate measurements of the
static pressure at the ramp and the velocity distribution at the impeller plane
were obtained in the Tom Fink cavitation tunnel [11]. These measurements
are used for validation purposes in this chapter.

Measurements on actual waterjet installations can provide validation data as
well. Some typical problems of model scale testing, like Reynolds scaling
effects, artificial boundary layer thickening and confinement of the flow by
tunnel walls are eliminated in these measurements. On the other hand, it is
very difficult to determine the exact operating conditions of the waterjet
installation. This limits the use of measurement data obtained from full scale
waterjet installations.

5.2 Geometry and mesh generation

The analysis presented in this chapter is based on the geometry of the inlet
as used in the experimental set-up, as described in subsection 3.1.1. The
calculations are carried out to reproduce the flow phenomena of the
measured conditions.
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Figure 5.1 Inlet geometry with main parameters and specific
nomenclature listed

The geometry of a waterjet inlet duct can be described by a number of
parameters, e.g. the pump inlet diameter, the inlet angle, the radius of
curvature of the bend and the shape of the cutwater. It is therefore convenient
to develop a fully parametric three-dimensional geometry and mesh
generator, based on a list of geometric parameters. Figure 5.1 shows a
sketch of a two-dimensional inlet geometry with the main parameters. Based
on the geometric parameters the three-dimensional shape of the inlet is
calculated. This geometrical data is used in the CFD pre-processor. From this
input data the block definitions are created. The topology of the blocks is kept
identical for all waterjet inlets. Figure 5.2 shows a typical output of the used
block structure. A thin layer of cells is created at the walls of the inlet, in order

LA

=

Figure 5.2 Wire frame plot of block structure of the inlet mesh
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5.2 Geometry and mesh generation

Figure 5.3a  Final mesh of waterjet inlet (half of the complete domain)
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Figure 5.3b  Detail of cutwater mesh with local refinement and regular mesh
coupling on the block boundaries (left) and mesh around the
(stationary) shaft

to get high quality cells in the boundary layer. The averaged y* value of the
cells near the wall is about 60 for this mesh.

Near the so-called cutwater (or inlet lip), a local refinement of the mesh is
applied to capture the gradients of the flow field better. The final mesh is
shown in figure 5.3a and in figure 5.3b a detail of the cutwater with local
refinement and the region around the shaft is shown. In case of computations
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with a stationary shaft or without a shaft, the computational domain is
restricted to half the geometry for reasons of symmetry with respect to the
vertical plane through the centreline of the pump.

5.3 Numerical approach

5.3.1 Boundary conditions

All cell faces at the boundary of the computational domain require some type
of boundary condition.

At the inlet of the computational domain an inlet type boundary condition is
applied. This type of boundary condition requires a prescription of the
velocities in all three directions and values for the turbulence intensity and the
length scale, if a turbulence model is used. The velocity profile, which
represents the hull boundary layer, is input through a user-routine. In this
routine a power-law velocity profile is calculated for all cells that are located in
the boundary layer. The presented calculations are based on a boundary
layer profile with a power-law value n=7 and a thickness & of 0.3D, with D the
diameter of the inlet. An undisturbed uniform velocity is prescribed in the
remainder of the cells. The turbulence intensity is set to 2.0% and the length
scale to 0.05 m, which is equivalent to about 8% of the tunnel inlet hydraulic
diameter.

At the impeller plane the total mass flow leaving the domain through the inlet
duct is imposed. This is established with a fixed flow outlet boundary
condition. This type of condition allows for a non-uniform velocity distribution
over the surface. The pressure distribution in the outflow plane is part of the
solution as well.

For the outflow plane of the cavitation tunnel a constant pressure boundary
condition is used. It is assumed that the static pressure is uniform at large
enough distance from the waterjet inlet. The resulting velocity distribution will
be non-uniform, however.

The side plane and the bottom plane of the domain are placed at the location
of the cavitation tunnel walls. For these walls, the slip condition is applied as
the wall boundary condition. The mesh near these walls can be made
relatively coarse, since the boundary layer is not resolved. With this boundary
condition the normal velocity is set to zero, which simulates the effect of the
wall on the flow. The effects of the development of the natural tunnel wall
boundary layer, characterised by the displacement and momentum thickness,
are neglected. The effects of the actual boundary layer in the cavitation tunnel
are analysed during the tests and it is concluded that the effect of blockage
was less than 0.2%.

For conventional waterjet inlet CFD analyses the tunnel walls are not taken
into account. The side and bottom planes of the domain are modelled as
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5.3 Numerical approach

constant pressure planes. Using pressure boundary conditions, additional
inflow of water is allowed. The difference between wall boundary conditions
and constant pressure boundary conditions is investigated later on in this
thesis.

Calculations for a half model geometry require symmetry conditions at the
symmetry plane. If the complete model is analysed with shaft rotation, an
additional wall boundary condition is applied to the shaft surface in order to
model the rotation.

5.3.2 Fluid properties

Selection of the fluid properties for the waterjet inlet analysis is
straightforward. As discussed in the previous chapter, the flow can be
considered as incompressible, which results in a constant density. All model

scale calculations have been carried out with a density p of 1000 kg/m3. The
dynamic fluid viscosity u is set to 0.001 kg/ms.

Turbulent flow behaviour is modelled with a turbulence model. Though the
CFD method provides several different turbulence models with different
levels of complexity, the well established high-Reynolds number flow k-e
turbulence model is applied for all calculations. This also implies the use of
wall functions to impose the no-slip boundary condition. It is acknowledged
that the standard k-¢ turbulence model has a moderate performance for some
types of flow. These are (i) some external unconfined flows, (ii) flows with
large extra strains (e.g. the flow in curved boundary layers, swirling flows), (iii)
rotating flows and (iv) fully developed flows in non-circular ducts, see [12].
Results from the validation process will show whether the choice of this
turbulence model for the present flow is acceptable.

The effect of gravity is accounted for in the analyses, but it should be
mentioned that this is only an additional post-processing feature, since the
density is constant.

5.3.3 Discretisation and solution algorithm

Solution of the partial differential equations requires a discretisation scheme.
As for the turbulence models, several methods are provided within the CFD
method used. Here all calculations have been performed employing the
second order MARS scheme (short for Monotone Advection and
Reconstruction Scheme) for the momentum equations. This second order
method is least sensitive to the mesh structure and skewness [13]. The k-
model turbulence equations are discretised with a first order upwind
differencing (UD) scheme.

The coupling between the velocity and pressure field is resolved with an
iterative solution strategy based on the SIMPLE pressure-correction method.
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In this algorithm, originally put forward by Patankar and Spalding [14], the
convective fluxes are evaluated from an estimated velocity field. Furthermore,
an estimation for the pressure distribution is used to solve the momentum
equations. The continuity equation then yields a pressure correction
equation, which yields a pressure correction field. This pressure correction
term is used in turn to update the estimated velocity and pressure field. This
process is iterated until the velocity and pressure fields are converged.

The system of discretised partial differential equations is solved with an
Algebraic MultiGrid (AMG) algorithm.

Figure 5.4 shows the convergence behaviour of a calculation for an IVR of
1.87. In order to accelerate the convergence, first 125 iterations are carried
out with the first order UD scheme for the velocity components. The restart
with MARS discretisation causes the step in the residuals of the momentum

and the mass. The convergence criterion is set to 10 for the momentum,
mass and turbulent kinetic energy equations.
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Figure 5.4 Plot of convergence of a calculation of waterjet inlet flow
phenomena for IVR = 1.87.

5.4 Validation with experimental data

The experimental data used in this chapter is measured at the Tom Fink
cavitation tunnel [11] as described in subsection 3.1.1. In this test program
measurements are made on two different inlet geometries. The experimental
program consists among others of static pressure measurements along the
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5.4 Validation with experimental data

ramp centre line, total pressure measurements at the plane just upstream of
the impeller, cavitation inception observations at the cutwater and
visualisation of streamlines. In the following sections, measured data will be
used for comparisons with CFD results.

5.4.1 Comparison of static pressure along the ramp centre line

The static pressure is measured at the ramp centre line at 12 different
locations. The locations are determined by the distance along the ramp
centre line from the impeller plane towards the entrance of the inlet. The
entrance of the inlet, sometimes denoted as ramp tangency point, is located
at a distance of 1000 mm for this model scale inlet.

The static pressure is made non-dimensional using the density p and the
tunnel speed Vynnel:

_ P —Dres
Cp = —1 > (5.1)

épvtunnel

The reference static pressure p,s and the tunnel speed are taken at a

location upstream of the inlet, since the velocity, and the pressure

downstream of the inlet vary with the value of IVR value (see equation

(2.12)).

The static pressure is measured for eight different IVR values. Table 5.1

shows the conditions, used for the measurements. The Reynolds number

Rejy is defined in equation (4.2).

Table 5.1  Parameters of measured conditions for the static pressure
distributions. Djpjer = 150 mm.

IVR [-] Vtunnel Vpump Reéjnl
(=VtunnelVpump) [m/s] [m/s] []
1.07 8.00 7.48 11.21 x 10°
1.21 8.00 6.61 9.92 x 10°
1.29 8.00 6.20 9.30 x 10°
1.50 8.00 5.33 8.00 x 10°
1.70 8.00 471 7.06 x 10°
1.87 8.00 4.28 6.42 x 10°
2.03 8.00 3.94 5.91 x 10°
2.19 8.00 3.65 5.48 x 10°
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Figure 5.5 Comparison of measured and calculated pressure coefficient
Cp along the ramp centre line. Values are given as a function
of the distance from the impeller plane. The data for different
values of IVR are divided in 2 groups for improved visibility.

98



5.4 Validation with experimental data

The comparison with CFD results is shown in figure 5.5. Values of pressure
coefficient Cp along the ramp centre line are given as function of the distance
from the impeller plane. The two diagrams present the data for alternate
values of IVR.

Both figures show a good agreement between measurements and CFD
calculations along the entire ramp section. The discontinuity in calculated
pressure between 350 mm and 400 mm is due to the presence of the shaft.
This influence is strongest at low IVR since the velocity in the inlet duct is
then highest. The static pressure at the impeller plane increases with
increasing IVR (due to decreasing vpymp) according to the expectations.
However, at high IVR values the static pressure is more or less constant. This
is due to increased non-uniformity and hydraulic losses.

Figure 5.6 shows the pressure distribution in the symmetry plane of the
configuration for an IVR of 1.07 (top) and 2.03 (bottom). It can be observed
that the effect of IVR on the pressure distribution is not restricted to the ramp.
Clear differences in pressure can be recognized at the cutwater and in the
bend of the inlet.

From the pressure distributions can be seen that the location of the
stagnation point at the cutwater changes with variation of IVR. As a
consequence, the location of minimum value of the pressure also changes.
This phenomenon is reported before by Seil [6]. It is shown in more detail in
figure 5.7, where the pressure distribution along the cutwater is presented for
all calculated IVR conditions. On the left part of the diagram the negative s
coordinates represent the lower part of the cutwater, whereas the positive s
coordinates represent the upper part of the cutwater. The influence of IVR on
the results can be recognised clearly. The stagnation point moves from a
negative s coordinate in the positive direction for increasing IVR. The
locations of the minimum pressure can be divided in two groups. For IVR
conditions up to 1.29 the minimum pressure is found at a location with
positive s coordinate. For higher IVR, the location of minimum pressure is
found at a negative s coordinate.

The movement of the stagnation point, and consequently the location of the
minimum pressure, is related to the change in the shape of the dividing
streamtube with varying IVR. The streamtube analysis will be given in section
5.5.

Analysis of the pressure in 5.7 learns that the static pressure at the tunnel
outlet plane is not equal to the reference pressure at the inlet plane and
moreover, this variation is dependent on IVR. This deviation in static pressure
might influence the experimental determination of the cavitation inception
pressure, when the location of the minimum pressure is at the lower side (or
hull side) of the inlet for high IVR conditions. The cavitation inception results
will be compared with CFD results in the next section.
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Figure 5.6 Pressure coefficient Cp at symmetry plane for IVR of 1.07 (top)
and IVR of 2.03 (bottom).
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Figure 5.7 Calculated pressure coefficient Cp along the cutwater for
different IVR values. Negative s coordinate represents lower
side of cutwater and positive coordinate represents upper side.

5.4.2 Comparison of cavitation inception pressure at cutwater

Cavitation below the cutwater occurs at high IVR conditions. For four IVR
values the inception pressure is determined by visual observation. During the
tests the reference pressure p,os in the tunnel is gradually reduced until a

small cavity is observed. With this procedure only cavities at the lower side of
the cutwater could be observed. These are typical for high IVR conditions.
The measuring point for the reference pressure p,et is located upstream of
the inlet at half the tunnel height, as shown in figure 3.1 on page 50.

The cavitation inception pressure is presented in non-dimensional form,
according to:

_ pref_pv_pgh
v_pump ~ 1 2
2PVpump

c (5.2)

where p, is the vapour pressure of the fluid, h the height correction between
the cutwater and the centre plane of the cavitation tunnel and v, the

average axial inflow velocity of the pump. The comparison of the
experimental results and the CFD results is shown in figure 5.8.
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It should be noted that the pump inflow velocity is used in the definition of
6y_pump: Whereas the ship speed is used for Cj,. With the current ¢ definition
the inception behaviour of different inlet geometries at high IVR can be
evaluated better.

Agreement between experiments and CFD calculations is good for all four
tested conditions. The calculated conditions at lower IVR values show the
expected behaviour. At a certain IVR the dividing streamline is optimally
aligned with the cutwater geometry, which results in a minimum value for
6y _pump- Further decrease of IVR results in the point of minimum pressure,

i.e. the cavitation inception point, moving to the inner side of the inlet.
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\S\S\ / ® Measurements
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Figure 5.8 Comparison of measured and calculated cavitation inception at
cutwater

Effect of tunnel walls

At normal waterjet operating conditions cavitation inception occurs below the
cutwater in general. Figure 5.7 shows that the pressure in this region is not
constant and depends on IVR. This is due to the effect of tunnel walls and
conservation of mass in the complete system. The mass flow which enters
the tunnel is split into a part which leaves the domain through the waterjet
inlet and a part which leaves through the tunnel exit section. As long as the
pump exit is open the mass flow rate at the exit of the tunnel section is lower
than at the inlet. Because the tunnel cross-section is constant, this results in
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lower velocities and consequently a higher static pressure. The pressure
increase as a function of IVR can be estimated as:

AC._. = 2Apump _( Apump )2 (53)
P IVR 'Atunnel IVR'Atunne

where Ayymp is the cross-sectional area at the impeller plane and Aypnel the

cross-sectional area of the tunnel. The effect of viscous losses is neglected in
this estimation.

The diameter of the cross-sectional area at the impeller plane is 150 mm and
the cavitation tunnel has a square section of 600 x 600 mm. The velocity at
the outlet of the tunnel shows a drop of about 5% for an IVR = 1.0 to 2% for
IVR = 2.0. Figure 5.9 shows the pressure difference ACp based on the CFD
results and the theoretical value. Agreement between the analytical value
and the numerical result is good over the complete IVR range.

Equation (5.3) neglects the effect of the displacement thickness of the
boundary layer on the tunnel walls in the calculation of the mass fluxes.
Inclusion of this displacement thickness will result in a slightly lower mass
flow entering the tunnel section, which is equivalent to a lower IVR. The
analytical pressure difference estimate will increase with less than one
percent in this case. This simplification is assumed to be justified. Moreover,
hydraulic losses in the tunnel are not taken into account in the estimation.
These hydraulic losses will reduce the actual pressure increase in the tunnel.
However, for a first indication of the effect of the confinement of the tunnel

0.1

AC, []

—o—CFD

— - - Equation (5.3)

1 1.2 1.4 1.6 18 2 2.2 24

IVR [-]
Figure 5.9 Dimensionless pressure increase in tunnel section based on
CFD results and analytical formula
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Figure 5.10 Comparison of calculations of static pressure distribution along
ramp for configuration with and without tunnel walls

walls on the pressure distribution, equation (5.3) can be used as a first
estimate.

In actual conditions at open sea the equivalent cross sectional area goes to
infinity and consequently the pressure difference tends to zero. This is in
accordance with the expectations.

Effect of the tunnel walls on static pressure distribution along the ramp is
shown in figure 5.10 for two IVR values. These are the same conditions as
shown in the symmetry plane pressure distributions of figure 5.6. Clear
deviations between the calculation with and without the walls can be seen in
the first part of the inlet. In this region the pressure is influenced most by the
local tunnel pressure. Moreover, the deviations are larger for the low IVR
condition. This is in line with equation (5.3). Further downstream in the inlet
duct the pressure distribution is similar for both configurations.

It is to be expected that the largest influence of the tunnel pressure increase,
due to the wall confinement, is found in the tunnel downstream of the
cutwater. This is the location where the cavitation inception occurs at medium
and at high IVR. The effect of the tunnel walls on cavitation inception
pressure is shown in figure 5.11. The deviations between the two series of
calculations are large. For a cavitation free design, the cavitation inception
diagram of the inlet is matched with the available ambient pressure. The
cavitation inception diagram represents the required pressure to avoid
cavitation. As long as the required pressure is lower than the available
ambient pressure, cavitation free operation is possible. Figure 5.11 shows
that the required pressure, based on experiments or calculations with tunnel
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Figure 5.11 Comparison of calculations of cavitation inception pressure for
configuration with and without tunnel walls

walls is too optimistic for medium and high IVR. The actual required pressure
is higher, as can be seen from the calculations without tunnel walls. This
effect should always be taken into consideration when interpreting cavitation
inception results in a test set-up with finite dimensions.

5.4.3 Comparison of total pressure at impeller plane

Good agreement between measurements and calculations is shown in the
previous subsections for the static pressure along the ramp and the cavitation
inception that occurs at the cutwater. In this subsection the total pressure
distribution in the impeller plane is evaluated. The impeller plane is defined as
the cross-sectional area at the end of the inlet, just upstream of the impeller,
as shown in figure 3.1.

Total pressure measurements have been made with a pitot-rake positioned at
different radii. In the tangential direction steps of 10 degrees are made
between the measurement locations.

Figures 5.12a to 5.12d show the comparison between the measured and the
calculated total pressure distribution for four different IVR conditions. The
lowest IVR is a normal operating condition of 1.68 and the highest IVR is a
very high speed condition of 2.19. The other two IVR conditions are in
between with values of 1.87 and 2.03. The results are made non-dimensional
with the tunnel speed in a similar way as the static pressure, i.e.:
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_ Ptot ~Pret
ptot 7 1 o
Epvtunnel

C (5.4)

The experimental data shows total-pressure losses up to 65% at the highest
pump speeds (low IVR) in the wall boundary layer. In the region around 12
o'clock, i.e. the region affected by the flow around the stationary shaft losses
are found up to 50%.
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Figure 5.12a Comparison of measured (left) and calculated total pressure
distribution in impeller plane for IVR = 1.68

CTP (VR B)
098

Figure 5.12b Comparison of measured (left) and calculated total pressure
distribution in impeller plane for IVR = 1.87
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CTP (IVR C)

Figure 5.12c Comparison of measured (left) and calculated total pressure
distribution in impeller plane for IVR = 2.03

CTP (VR D)

Figure 5.12d Comparison of measured (left) and calculated total pressure
distribution in impeller plane for IVR = 2.19

For all four conditions the qualitative agreement between the measurements
and the calculations is good. The typical distribution and the effect of the shaft
is reproduced well within the CFD model. It appears that the computed
boundary layer is thinner than in the experiment. However, measuring with a
total pressure tube close to the wall will be troublesome.

Comparison of the four IVR conditions shows that in the region affected by
the presence of the shaft, a decrease of the total pressure level with
increasing IVR takes place. This means an increase of hydraulic losses with
increasing IVR. This increase is in accordance with the expectations and this
is partly due to the increased retardation of the flow as discussed in chapter
3.
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5.4.4 Comparison of velocity field at impeller plane

Total pressure measurements of the previous subsection are used to derive
an axial velocity field. In this derivation a constant static pressure over the
cross-section is assumed. moreover, the influence of the in-plane velocity
components is neglected. The axial velocity is derived from the experimental
data according to:

Piot —P
axial = tOtl stat (55)
5P
Integration of the axial velocity over the impeller plane showed that the flow
rate was predicted within 2.5% compared to the measured flow rate. The
comparison between the value of the axial velocity derived from the
measured total pressure and the calculated axial velocity component is
shown in figures 5.13a to 5.13d in a similar way as for the total pressure
distribution. The axial velocity is normalised with the averaged axial velocity.

Vel.Retio (IVR A)

Figure 5.13a Comparison of axial velocity derived from measured total
pressure (left) and calculated axial velocity distribution in
impeller plane for IVR = 1.68
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Vel.Retio (IVR B)

Figure 5.13b Comparison of axial velocity derived from measured total
pressure (left) and calculated axial velocity distribution in
impeller plane for IVR = 1.87

Figure 5.13c Comparison of axial velocity derived from measured total
pressure (left) and calculated axial velocity distribution in
impeller plane for IVR = 2.03
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Vel Ratio (IVR D}
1

Figure 5.13d Comparison of axial velocity derived from measured total
pressure (left) and calculated axial velocity distribution in
impeller plane for IVR = 2.19

Qualitative agreement between experimental data and calculated velocity
field is good for all four IVR conditions. The location and magnitude of
minimum and maximum axial velocity is predicted well with the numerical
method.

The numerical results of the velocity distribution are compared to the
representation of the measured data by Fourier-series (see section 3.1). The
deviation between the two is used to quantify the relative error of the
calculated axial velocity. Figure 5.14 shows the relative difference for the both
low IVR of 1.68 and the high IVR of 2.19.

The relative difference is defined as:

Vepp =V
A = vcFD ~VEXP (5.6)
Vaver

with vexp based on the two dimensional Fourier representation of the
measured data.

The deviations are below 15% for a significant part of the cross-sectional
area. It is concluded that the CFD analysis of the inlet flow reproduces the
typical non-uniform velocity distribution well. Therefore, the CFD method
employed in the present investigation seems suitable for the investigation of
the effect of non-uniform inflow into the mixed-flow waterjet pump.
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Figure 5.14 Relative difference between experimental data and calculated
axial velocity distribution at impeller plane for IVR = 1.68 (left)
and IVR =2.19

The velocity distributions show a clear increase of non-uniformity with
increasing IVR,i.e. decreasing Vp,mp. The non-uniformity can be represented

in a single value, if calculated according to equation (3.1). Figure 5.15 shows
the non-uniformity parameter { as a function of IVR. Both the results of
calculations with wall and pressure boundary conditions have been used. The
relation between the IVR and the non-uniformity is shown clearly for the two
types of boundary conditions. The small deviations are negligible.
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Figure 5.15 Non-uniformity parameter {’in impeller plane as function of IVR
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Figure 5.13d shows a region with very low axial velocity in the upper part of
the cross-sectional area. For such conditions there may even be a region of
flow recirculation upstream of the impeller plane.

The distribution of the magnitude of the velocity in the symmetry plane for two
different values of IVR, is shown in figure 5.16. At low IVR conditions the
effect of the bend on the velocity distribution can be recognised. At the inner
corner of the inlet the velocity reaches a maximum value which reduces
further downstream. This effect is less pronounced at high IVR conditions.

In the region in the bend above the shaft a very low velocity magnitude is
observed. Here flow separation is likely to occur at sufficiently high IVR, i.e.
low values of vymp. The method to determine boundary layer separation will
be discussed in section 5.6, where additional flow phenomena in a waterjet
inlet are reviewed.
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Figure 5.16  Distribution of magnitude of velocity in symmetry plane for IVR
1.07 (top) and 2.03 (bottom)
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5.45 Results obtained with k-@ turbulence model

The use of turbulence models in CFD calculations always provides reason for
discussion. Though an in-depth study of effects of turbulence models on the
flow in waterjets does not fit within the scope of this thesis, results of
calculations with the k- turbulence model will be shown for comparison with
results of the k-e turbulence model. The k- turbulence model is used widely
just like the k-¢ turbulence model. Often, the level of accuracy or the absence
of accuracy of a CFD calculation is attributed to the turbulence model used.
Comparison of the experimental data with the results of calculations
employing the k-m turbulence model can show whether the result is sensitive
to the choice of a particular turbulence model.

Comparison of static pressure along ramp centre line

Figure 5.17 shows the static pressure distribution along the ramp as
calculated with the k- turbulence model. Agreement between calculations
and experimental data is good for all four presented conditions. Similar
results have been found for intermediate IVR conditions. The accuracy of the
calculations is comparable to the calculations with the k-e turbulence model,
as shown in figure 5.5. The main differences are in the region downstream of
the shaft, where the pressure predicted by the method employing the k-w
model gives higher values than the ones predicted by the method using the k-
€ model. This suggest that flow separation occurs later for the method
employing the k-w model.
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" — CFD
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— IVR=1.07
— IVR=1.29 T
—— IVR=170
— IVR=203
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Distance along ramp [mm)]

Figure 5.17 Comparison of measured and calculated static pressure along
ramp centre line obtained with k-@ turbulence model
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Comparison of velocity field at impeller plane

The assessment of the performance of the k-o turbulence model is not only
based on the prediction of static pressure, but also on the prediction of the
velocity field. Figures 5.18a and b show the comparison of the velocity
distribution at the impeller plane for two IVR conditions. Agreement is good
for both conditions.

The relative difference between calculations and data derived from the
measurements is shown in figure 5.19 for both conditions. The majority of the
cross-sectional area has a difference below +/- 10%. Quantitative agreement
seems to be slightly better with the k-o turbulence model than with the k-
model, see figure 5.14.

Vel. Retia (IVR A)

Figure 5.18a Comparison of axial velocity derived from measurements (left)
and calculated axial velocity distribution with k- turbulence
model in impeller plane for IVR = 1.68

Vel Ratio (IVR D}
1

Figure 5.18b Comparison of axial velocity derived from measurements (left)
and calculated axial velocity distribution with k-@ turbulence
model in impeller plane for IVR=2.19
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VELOCITY DIFFERENCE
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Figure 5.19 Relative difference between experimental data and calculated
axial velocity distribution with k- turbulence model in impeller
plane for IVR = 1.68 (left) and IVR = 2.19

5.4.6 Mesh convergence study

The mesh as used in this study has been made coarser and finer to evaluate
to mesh convergence of the applied mesh. For the coarse mesh, the block
divisions of the blocks near the symmetry plane of the original mesh are
reduced by a factor of two in the direction perpendicular to the symmetry
plane. In the direction along the cutwater the number of cells is reduced by a
factor of two as well for the blocks near the cutwater. The reduction of cells
from the original mesh to the coarse mesh is about 30.000, but it should be
noted that this reduction is achieved mainly in the region of the cutwater.

The fine mesh is derived from the original mesh by doubling all block
divisions in all three directions. The number of cells in the normal direction of

the extrusion layer has been kept constant to remain at the same y* values.

It should be noted, that the original medium mesh size has been developed
about 5 years ago. The number of cells of the original mesh, of about
200.000, were governed by the hardware constrains of that time. Currently,
the tools for generation of inlet meshes are used in the design procedure for
waterjet inlet geometries. In order to have calculation times, which are
acceptable during the design phase, the default number of cells has not been
increased. Nevertheless it is now possible to run the refined mesh, which has
about 1.5 million cells.

The pressure distribution along the cutwater, as shown in figure 5.7 will be
reviewed for the different meshes, because the largest gradient are presentin
this region. Figure 5.20 shows the pressure coefficient for IVR = 1.87 along
the cutwater for the three different meshes.
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Figure 5.20 Calculated pressure coefficient Cp along the cutwater for

different mesh sizes for IVR of 1.87. Top figure shows s range
of -100 to 100 and bottom figure shows region with location of
minimum pressure, located between s range of -10 and 0.
Negative s coordinate represents lower side of cutwater and
positive coordinate represents upper side.
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The region with the location of the minimum pressure is shown in detail in the
second diagram. The markers in this figure represent the corner points of the
cells.

Increase of the number of cells with a factor of 8 results in a difference of the
prediction of minimum pressure Ac,=0.06 for this condition. The difference is

found along a small part of the cutwater region of about 2 mm, which is 1.3%
of the inlet diameter.

The difference in pressure distribution along the cutwater between the
original mesh and the fine mesh is regarded to be representative for the
complete mesh. Since the deviations between the two meshes are limited to
a small region near the cutwater and the magnitude of the difference is small,
is it concluded that the cell sizes of the original mesh are suitable for the
presented study.

5.4.7 Closing remarks

Agreement between the experimental data and the results of the calculations
is quite good, despite the mentioned deficits of the k-e turbulence model.
Performance of the k-o turbulence is comparable. It is not an aim to
benchmark turbulence models in this study, and therefore the k-e model is
used in the remainder of the analyses.

One aspect of the use of RANS methods has not been addressed yet. This is
the capability to calculate the flow for geometries according to full scale
dimensions with full scale boundary conditions. Calculations of full scale
waterjet inlets only require a refinement of the cells near the solid walls in

order to keep acceptable y* values. The thickness of the actual hull boundary
layer can be applied at the inflow boundary condition. In this way, the effect of
a thicker boundary layer, due to an increase in the length of a vessel, can be
taken into account for example.

5.5 Analysis of the suction streamtube

The preceding section covers the comparison of measured and calculated
results. Typical quantities which can be measured in experimental facilities
are total and static pressure. Velocities can be derived from this data
afterwards. The CFD results provide a wide range of additional post-
processing capabilities to get more insight into the behaviour of the flow.
Examples include the calculation of shear stresses along the inlet surface
and the determination of the suction streamtube. The CFD results used in this
section are the results obtained for the waterjet inlet without tunnel walls, this
in order to avoid possible effects of the confinement on the flow of the
presence of the cavitation tunnel walls.
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55.1 Visualisation of suction streamtube

The CFD method provides a way to introduce a concentration scalar as a
passive traces in the flow field. This concentration scalar can be implemented
at inlet or pressure boundaries and it can be used as a weight function for
further analysis.

The shape of the streamtube is not known in advance. In fact, only at the
impeller plane the streamtube is known to coincide with the impeller plane
boundary. Setting the concentration factor to 100% in the impeller plane
allows for the determination of the complete streamtube with a upstream
tracing method. In this approach the flow field is reversed and frozen, which is
allowed in a steady flow problem. With the frozen velocity field, the solution of
the scalar only takes a few iterations for the complete numerical domain.

The shape of the streamtube is derived from an iso-surface plot of the
concentration. In this way a clear representation of the streamtube interface
can be obtained. An example of the three-dimensional streamtube
visualisation is shown in figure 5.21 from different view angles.

Figure 5.21 Visualisation of three-dimensional suction streamtube for
IVR=1.29

5.5.2 Determination of suction streamtube shape

The shape of the suction streamtube at the inlet boundary of the domain can
be used to calculate the average ingested velocity v;,. This velocity is used in
the calculation of the wake fraction w and the thrust of the installation.
Determination of the cross-sectional area of the streamtube at several
locations upstream of the impeller plane provides information about the
diffusor effect in the streamtube. The values of the cross-sectional areas can
be used to calculate the equivalent diffusor angles. This will give an indication
of the risk of the onset of boundary layer separation in the inlet duct.
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5.5 Analysis of the suction streamtube

Cross-sectional shape of streamtube at inlet boundary

The shape of the suction streamtube at the inlet boundary of the numerical
domain can be approximated with a semi-elliptical shape. An example is
given in figure 5.22 for a range of IVR values. The boundary of the
streamtube can be approximated by the ellipse:

(V)V’_O)ﬂ(@z -1 (5.7)

where 2wg and hg are the maximum width and maximum height resp. These
two parameters are determined by employing a least-square fit of the data
determined from the computed streamtube surface cross-section at the inlet
plane of the computational domain.

The elliptical curve fit can be used to determine the mass averaged inflow
velocity of the ingested fluid out of the boundary layer. In the calculations a
power-law exponent n=7 and a boundary layer thickness of 0.3D, with D the
inlet diameter, is used.
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Figure 5.22 Computed semi-elliptical shape of suction streamtube at inlet
of numerical domain for various IVR conditions

An efficient method to determine the inflow velocity is based on the
integration of the streamtube velocity. Once the concentration scalar is
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available, the mass averaged inflow velocity can be determined by simple
integration:

[ pec-vida
— Ainfiow
Vip = (5.8)
[ pc-vdA
Ainflow
In this equation the concentration scalar is denoted by ¢ and x is the direction
normal to the inflow area Ajnfiow-

Figure 5.23 shows the calculated wake fraction w (as defined in equation
(2.2)) based on the elliptical streamtube shape and on direct integration of the
CFD results. The rectangular box approach is also plotted for three different
widths of the box.
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Figure 5.23 Calculated wake fraction w based on elliptical fit, rectangular
box method and direct integration of CFD results.

The method of direct integration and the method of the elliptical curve fit give
more or less comparable results for the wake prediction. The method, based
on a rectangular streamtube with a width of 1.3D, gives an underestimation of
the wake fraction of about 20%. The other two curves for the rectangular box,
based on 1.6D and 1.9D, show that a width depending on IVR is required to
obtain a good fit. It is acknowledged that the value of 1.3D is an empirical
factor, which has been derived in the past to obtain good correlations with the
actual sailing fleet.
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5.5 Analysis of the suction streamtube

Cross-sectional area of streamtube

In the preceding section the cross-sectional shape of the streamtube at the
infow boundary has been discussed. Here the development of the cross-
sectional area of the streamtube will be analysed in more detail. The cross-
sectional area has been determined at 9 different stations. The cross-
sections are taken perpendicular to the ramp surface from the inlet boundary
to the cutwater, as shown in figure 5.24. The area is determined by
integration of the concentration factor over the whole plane:

A = j cdA (5.9)

An

tube

where n is the integration plane index number, in the range 1 to 9.

Figure 5.24  Location of streamtube cross-sections. The parameter s is the
length along the waterjet inlet contour in the plane of
symmetry.

Figure 5.25 shows the development of the cross-sectional area of the
streamtube. The areas are normalised with the streamtube area at plane 9.
This area is denoted as intake throat area [2]. The distances are calculated
from the first plane to the throat area.
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Figure 5.25  Streamtube cross-sectional area normalised by Ag. The
numbers refer to the integration plane index numbers, as
shown in figure 5.24.

Far upstream, near the inflow plane, a constant cross-sectional area is found
for each IVR condition. The influence of the ramp curvature, at cross-section
numbers 4 and 5, can be recognised as a small region of reduced area,
which is due to an acceleration of the flow. The typical retardation of the flow
at higher IVR (i.e. lower vp,mp) conditions is reflected in a steep increase of
the streamtube area when approaching the inlet lip.

The development of the streamtube in streamwise direction can also be
expressed in an equivalent diffuser angle . This diffusor angle is based on
the equivalent streamtube diameter and the distance dl between the different
cross-sections:

D -D
n+1 n
The equivalent diameter is based on a circular section with area identical to
the area of the streamtube cross-section. The variation of the equivalent
diameter along the streamtube in streamwise direction has been fitted with a
fifth order polynomial. With this curve fit the diffuser angle oy can be derived

in small steps of the length dl.

The development of the diffusor angle along the streamtube up to the
cutwater is shown in figure 5.26 for various IVR values.
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Figure 5.26  Equivalent diffuser angle oy of streamtube

At the ramp curvature (around s/D = 3.5), all conditions show a small
negative value of gy, Which represents the contraction of the streamtube. At
IVR conditions of 1.87 and higher, the diffuser angle exceeds 8 degrees. At
such high diffuser angles, flow separation is likely to occur in normal circular
diffusers [15]. The occurrence of flow separation will be discussed in more
detail in the following subsection.

5.6 Evaluation of wall shear stress

Evaluation of the wall shear stress in the inlet duct can provide information
about the probability of flow separation in the inlet. Flow separation will lead
to increased non-uniformity of the flow in the impeller plane and higher
hydraulic losses. This is a deterioration of the performance of the whole
propulsion system and should be avoided in the range of normal operating
conditions. Boundary layer separation will occur inside the inlet duct at the
ramp side, because of the strong adverse pressure gradient acting on the
flow. Occurrence of this large pressure gradient at high IVR (i.e. low vy;y;)
has already been demonstrated in figure 5.5 in subsection 5.4.1.

Determination of a possible region of separated flow is based on the
magnitude of the wall shear stress along the duct. It is assumed that the
onset of separation occurs at the location where the wall shear stress
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reduces to a zero value [16]. The dimensionless wall shear stress is denoted
as the dimensionless friction velocity vi:

T
V= (5.11)

PVpump

The non-dimensional representation can be used to get a more
comprehensive comparison of calculations for varying pump velocity.

For the standard flush-type inlet geometries, possible flow separation is
located inside the duct near station 9 (as shown in figure 5.24). The wall
shear stress component in axial direction will change sign in case of
boundary layer separation in this region. For the detection of flow separation,
the friction velocity is multiplied with the sign of the axial wall shear stress.

Figure 5.27 shows the result of the evaluation of the minimum wall shear
stress at the waterjet inlet duct part. Results of calculations with both wall as
well as pressure boundaries are used in this evaluation. The difference
between the results of both series of calculations is negligible.

According to the wall shear stress criterion, flow separation will occur for IVR
values higher than 1.75. This is in accordance with the maximum allowable
diffuser angle criterion of 8 degrees (as shown in figure 5.26).

For a practical inlet design, flow separation should not occur at normal
operating conditions. With a dedicated inlet geometry design it is possible to
avoid flow separation in the inlet for all operating conditions.
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Figure 5.27 Dimensionless wall shear stress as function of IVR
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5.7 Nomenclature

5.7 Nomenclature
A area m?
c concentration -
Co pressure coefficient -
g gravitational acceleration m/s?
h height from tunnel centre line to cutwater m
ho maximum suction depth m
IVR inlet velocity ratio (Vship/Vpump) -
p static pressure N/m?
Po static ambient pressure in tunnel N/m?2
Py vapour pressure N/m?
\ velocity m/s
Vi friction velocity -
Wo maximum suction half width m
y,z coordinates m
Greek symbols
P fluid density kg/m?3
o cavitation inception pressure -
T wall shear stress N/m?
Subscripts
n normal direction

pump  based on values just upstream of the impeller
tunnel  based on tunnel values
X axial direction
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