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Abstract

This work takes a three-dimensional approach to examining the problem of an exter-
nal shockwave interacting with a twin-hulled, submerged, fluid-filled structure. The
problem will be examined parametrically by using multiple variables including in-
ner and outer shell thickness, internal fluid composition, external shell composition,
and distance between shells. The effect that each variable had on the peak stresses
and normal displacements seen within the model were examined independently to
provide an overview of the problem for potential design considerations, as well as
to highlight the power of the three-dimensional model used. Additionally, to justify
the additional computational expense of using a three-dimensional model vs a two-
dimensional model, comparisons were done with two-dimensional simulations using

the same variables to examine to what degree the two methods diverge.
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Chapter 1

Introduction

The analysis of interactions between shockwaves and submerged structures is a wide
and diverse field that has seen extensive study since the end of World War II. Orig-
inating within the field of naval architecture, the work has progressed from simple
modal analysis of structures to detailed three-dimensional simulations that can take
into account a wide range of different variables. It is, however, still a field with many
potential areas of research to be done. The interactions involved are quite complex

and as a result there are unresolved issues in just about every branch of research.

The scope of the research has been greatly assisted by new technologies. The
earliest studies provided analytic approximations of the systems to allow for easier
evaluations, but with advanced computing techniques the research has evolved to be
able to analyze a variety of situations; no longer confined to simple structural analysis,
the field has evolved to consider everything from acoustics to cavitation to complex

hydrodynamic interactions.

The adequacy of the models has similarly improved. The original two-dimensional
shells subjected to a plane shock have been expounded upon. The shockwave models
have been improved to more accurately simulate real conditions. The interaction mod-
els have been improved from simple approximations to much more detailed models
that take into account elements such as the diffraction and radiation of the shock-
waves. Additionally, the geometries of the systems have become much more complex,
evolving from two to three dimensions and adding multiple shells or surface features

to more accurately model particular scenarios of interest.

One of the current challenges, and the primary focus of this work, is modeling the
full shockwave interactions of a complex shell system in three dimensions. The system
in question involves a twin-hulled geometry, where two shells separated by a fluid-
filled space are subjected to external shockwaves, which is of particular interest for its

application in the design and operation of multi hulled submarines. Understanding
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how such a craft responds to shockwaves and how it differs from similar vessels is an
important step to ensuring long-term operational viability.

This problem has seen some research in the past, but is still far from being fully
understood. The added complexity of the two-shell configuration has meant that it
has seen significantly less research than its classical, single shell counterpart, which has
been the primary focus in the research to date. Additionally, a full three-dimensional
analysis has not yet been performed on such a system, with previous work primarily

using a two-dimensional approximation.

1.1 Scope of the Work and Goals

The work herein is a natural progression of that done by Ilakovlev[[29]-[38]]. The
purpose here is to study the effects of shockwaves on twin-hulled submarines through
the use of a three-dimensional mathematical model. The model uses two cylindrical
shells in order to represent the submarine. The model was originally utilized to
analyze single shell structures[29], but has evolved to take into account more complex
geometries [30], up to the point where it has previously been used for two-dimensional
analysis of these twin-hulled systems[38]. This work outlines the next step, expanding
this previous work into a full three-dimensional study of the twin-hulled system. Two-
dimensional approximations have been present within shell-shockwave work since the
very beginning. By focusing on a cross section rather than the whole structure, the
problem can be greatly reduced in complexity and computational requirements. By
removing this simplification, an already complex system, the twin-hulled geometry;,
becomes even more so. Because of this, it has become important to refer back to
what has been learned already in order to direct our investigation and to understand
the differences between the current work and the two-dimensional model.

To allow for a detailed comparison between the two and three-dimensional models,
this work uses many of the same variables and restrictions used within a previous two-
dimensional analysis of the same problem [38]. The study took into account a wide
range of variables to demonstrate the capabilities of the model and to analyze how
the variables affected the exremeties of the stress-strain state and hydrodynamic field.
The first step of the current analysis will be to perform a similar parametric study for

the three-dimensional model. The variables used for the three-dimensional parametric
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analysis are much the same as those used within the two-dimensional study, with few

alterations.

One of the primary variables for the study is the inter-hull clearance, the space
between the inner and outer hulls. Previously, a range of values from 10% to 50%
of the outer hull radius had been considered. However, from the two-dimensional
analysis, it is clear that it is not necessary to model this full range, so instead only
the extremes will be analyzed here. Similarly, the previous study also analyzed a
wide range of values of shell thicknesses, both of the inner and outer shell. Inner shell
thickness varied relative to the radius of the outer shell, and the outer shell thickness
varied relative to the thickness of the inner shell. For the three-dimensional study,
similar values are used. The inner shell thickness varies between 0.25% and 1% of
the radius of the outer shell, and the outer shell thickness varies between 20% and
100% of the inner shell thickness. Finally the study will consider outer shell shell
material and the type of fluid in the inter-hull space. Analyses were done using steel
and composite materials for the shells, and water and diesel fuel for the internal fluid.
This results in three distinct cases for analysis: a steel-water-steel system to act as
the baseline, a steel-diesel-steel system to examine the effects of the internal fluid,
and a steel-water-composite system to examine the effects of the material used for

the outer shell.

In addition to the parametric study, a comparison study will also be included to
examine the differences between the two-dimensional and three-dimensional models.
Three-dimensional datasets will be matched with the data from their two-dimensional
counterparts and direct comparisons made to highlight the variations between the
two. The primary focus of this study will be to examine how the stresses and strains
vary between the models, and to understand how well the two-dimensional mode

approximates the three-dimensional one.

Overall, the three major goals of this work are fairly straightforward. First, the
three-dimensional model must be able to execute all of the cases listed above without
issue. The results must converge and erroneous values must be kept to a minimum.
Second, any notable trends with respect to the different variables should be identi-
fied. Not every variable is going to have a major effect on the results, but obvious

trends and unexpected results should be made note of. Third, the three-dimensional
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results should be compared against the two-dimensional results and how well the two
models agree should be noted. Additionally, whether the different variables cause any

particular trends in this agreement should be commented on.

1.2 Literature Review

Since the 1950s, the field of shell-shockwave interactions has been continuously evolv-
ing. Up until the 1980s, most of the work focused on the structural aspects of the
problem and primarily used analytical methods. The shells used were most often
evacuated cylinders and a variety of assumptions were used in order to simplify the
evaluation process.

In the 1980s, with computational technology evolving, numerical methods became
much more practical and analytical methods became less widely used. Complex
imaging became possible as well, so experiments were set up to observe the shockwave
interactions. Simulating these interactions became much more achievable, and with
experiments to compare the results to, such simulations had a reliable means of
verification.

Since the 1990s, as numerical methods became even more powerful, the types of
problems that were considered became more and more specific. Rather than focus on
a general problem, specific applications of shell-shockwave interactions became the
norm. These include specific shell configurations, types of hydrodynamic interactions,
and, in general, systems that were much more complex than what had been seen

previously

1.2.1 Early Period (1950s-1970s)

Early references mention a paper from 1951 written by G. L. Carrier [4] as the first
publication to model the shell-shockwave problem in its current form. This report
outlined the governing equations of the shell’s motion within certain modes. This
report, however, did not provide any numerical results, only the governing equations.
Following this, in 1953, another report was written on the subject [42], which also
included some limited numerical results. However, due to the classified nature of the

work it was not mentioned until years later [11].
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The first major publication of the problem in its current form was by Mindlin and
Bleich in 1953 [46]. The problem outlined involved a shell that was elastic, circular
in cross section, homogeneous in material, and infinitely long. The modes of motion
allowed were also constrained. The shell was submerged in an acoustic media and the

wave was considered to be flat and parallel to the central axis of the shell.

The purpose of the paper was to provide an approximate mathematical solution.
The setup allowed the whole problem to be essentially two-dimensional, and the use
of a plane wave, which was presented in the form of a step function, further simplified
the setup. The equations are developed with major simplifications regarding how the
shockwave propagates through the shell over time. Because of this, as stated within
the work, the model was only really accurate at the early stages of the interaction,

and the closeness of the results to what would be expected fall off greatly over time.

This work was soon revisited by Haywood in 1958 [19]. This new work used much
the same setup as Mindlin and Bleich [46] but aimed to address some of the error due
to simplifications and allow for a greater range of valid solutions. Haywood’s work
was focused on providing a practical numerical approximation of the shell deflections,
as Carrier’s exact solution was deemed far too computationally expensive for practical
use. Hence, a number of simplifications were used and compared to a finished result

for validation.

As was seen in Mindlin and Bleich’s work, the wave was considered to be indefi-
nitely long and parallel to the shell’s axis, turning the problem into a two-dimensional
one and greatly reducing the complexity of the system [46]. One of Haywood’s devel-
opments was the use of a wave that was cylindrical in nature. The approximations

within the method mostly involved how the shockwave interacts with the shell.

While not exact, the improved model provided valid approximations over a much
longer timeframe, with deviations more limited along the full duration of the shell-
shockwave interactions. This was unlike Mindlin and Bleich’s previous approxima-
tions that quickly dropped off in accuracy after the early stages [46]. While not a
breakthrough, this new method did provide a means for practical analysis and evalu-
ation. Very much in the spirit of work being done even today, this early work sought
to overcome the technological limitations of the time to provide a stepping stone for

what would follow.
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Work that followed in the early 1960s focused on a variety of different aspects of the
shell-shockwave interaction. Bryson and Gross published a study in 1961 in which
they photographed shockwave interactions with various shapes, among them solid
cylinders [3]. Here the fluid was air and the objects were subjected to shockwaves with
mach numbers near 3. While, strictly speaking, not a shell-shockwave interaction,
these photos would serve as a helpful tool for researchers in the years to come to make

comparisons and validate models.

Peralta and Raynor published a paper in 1963 that focused on the early stage
interactions only [52]. The setup was two-dimensional and the shockwave considered
to be a plane wave. The inner and outer fluids, however, were one of the areas where
changes were made. Multiple cases involving different fluids inside and outside of the
shells were considered here. Particular cases included one where both the inner and
outer fluids were water, and also one where the inner fluid was gasoline. Different
shell response characteristics were also considered. While more limited in scope, this
work would mark a departure from a focus wholly on the structural elements of the

problem to one where the hydrodynamic response is an important characteristic.

The first of a series of fully analytical solutions was published by Geers in 1969 [11].
The solution used a new approach which was based on the Laplace-Fourier transform
technique. The final result of this analysis was an analytical solution in the form of a
Fourier Series. The goal of this research was to provide a complete analytic solution
for motion in all dimensions. In addition, the work sought to compare this solution
to some of the approximate models seen previously. Both Mindlin and Bleichs model
[46] and Haywoods model[19] were used for comparison, with Geers findings closely

matching those of the original authors within limited timeframes.

Following Geers’ publication was one by Huang in 1970, which also used the
Laplace-Fourier transform technique to solve the problem [23]. Huang’s work took a
slightly different approach to the problem, focusing more on presenting the results over
longer time periods, rather than focusing on short term interactions. His publication
included numerous graphs of the shell-shockwave interactions done over these longer
time periods. This highlighted the asymptotic and oscillatory nature of the motion.
The results of the work were compared to those of Payton [51] who modeled the

early-time response, and refers to the works of Murray [47] and Forrestal [10] who



modeled the exact solutions of the second and first modes of motion, respectively.

At this point, however, both Geers’ and Huang’s works are still focusing on the
two-dimensional model. The major developments were that the new method of solv-
ing the problem meant that the approximations were no longer needed to provide
solutions. It is also around this time that the more complex three-dimensional load-
ing would begin to be addressed. The beginnings of this came in 1970 when Huang
and Wang [24] developed a method similar to the previous, two-dimensional work
to solve for a model involving a cylindrical shell subjected to a spherical shockwave,
rather than a plane or cylindrical wave. Rather than being completely analytical, it

included a numerical procedure to calculate the inverse transforms.

In Huang and Wang’s work, the spherical shockwaves were treated as a series of
cylindrical waves with infinitely steep wave fronts. However, due to this treatment
Gibbs’ phenomena was present during the initial interactions, which caused some
minor instability at the early stages. In order to correct this issue, the pair would
follow this up with another paper in 1971 [25]. Here, only the early time interactions
are considered, and the concept of a fictitious Reimann surface was used to overcome
the issues caused by the Gibbs phenomena. With this addition, simple expressions for
the early time responses were found. These expressions detailed how the curvature
of the incoming shockwave affects the bending moments of the shell. Basically, if the
source of the shockwave is extremely close to the shell, much higher peak values are

seen. This effect decreases as the source is moved farther from the shell.

Up until this point, most of the work had been dedicated to single shelled struc-
tures. With the models becoming more complex and considering additional parame-
ters, the issue of more complicated geometry was first considered. Huang’s publication
in 1979 became the first incidence where multiple shells were considered [27]. As was
the case with previous studies, the focus here was primarily on the structural dy-
namics of the system, and how the addition of an outer shell affected the loading

experienced by the inner shell.

In this work, two co-axial shells made of steel were considered, with the outer
shell considered to be relatively thin. The motions observed by the inner shell were
plotted against a single shell only[23]. In each case the results indicated a slight

reduction of the inner shell values. There were similar findings when spherical shells



were examined rather than cylindrical shells[28].

The overall developments of this period focused first on advancing the understand-
ing of the structural elements of the problem and unifying much of the work done thus
far. Beyond this, there were also some advances in understanding the hydrodynamics
of the system. Up to this point the computational technologies available had been
somewhat limited and many simplifications have been used to allow the problems to

be solved.

1.2.2 Later Period (1980s-Present)

In the 1980s analysis of shell-shockwave interactions shifted from using primarily
analytical methods to using numerical methods.

In 1985 Yang et al. examined the diffraction of strong plane shocks by various
curved surfaces, such as cylinders [62], and in 1987 Yang and Liu presented a numerical
model to compute the shock wave diffraction on solid cylinders [63]. The model
was two-dimensional and used numerical methods to model the Euler’s equations
of gas dynamics. Using the experimental values, a corresponding simulation was
performed and compared to the Bryson and Gross experiment for validation [3]. The
agreement, between the experiment and the simulation was very good, and captured
the important features of the interaction with remarkable accuracy. On a similar note
was the work of Glass et al. in 1989 which considered the diffraction of shock waves on
a semi-circular cylinder and presented experimental comparisons [18], and the work
of Eidelman et al. in 1993, which examined shock wave diffraction of cylinders within
dusty flows [9].

With advancing experimental techniques a number of high quality visualizations of
shell-shockwave interactions were published. In 1987 a series of such studies appeared,
including the work of Takayama, which considered shock wave propagation over a
cylinder in a dusty gas flow [59]; Heilig, who addressed aspects of shock wave reflection
from a cylinder [21]; and Hermann et al., who studied vortex shedding by a cylinder
within a shock flow [22]. Tn 1989 Sugiyama et al. examined a shock-induced flow past
a circular cylinder in a dusty flow, and included numerical results [56], and in 1993
Takayama addressed a shock flow inside and outside a cylinder with a slotted surface
[60].
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In 1994 an investigation by Geers and Zhang was published that aimed to sim-
plify the modeling of fluid-filled shells [15][16]. In order to do this, equations that
approximate how an internal fluid responds to an excited outer fluid were developed.
These equations were developed using a technique referred to a doubly asymptotic
approximations (DAA), a technique in use since the 1970s to solve similar sorts of
problems [12][13][14]. The results were then compared to exact transient response
time histories for a fluid-filled submerged spherical shell. The approximations com-
pared favorably, and the simplification deemed well suited for use within numerical

investigations to cut down on computation time.

An experimental investigation by Stultz in 1994 examined some different aspects
of the twin-hulled geometry [55]. In this experiment, a system consisting of a two-
shell arrangement with additional weight rings was used. The model intended to
provide a more realistic representation of certain types of industrial systems, and
the results were compared with the outcomes of respective numerical simulations.
The time-histories of the structural strains and velocities were recorded along with
those for the pressure in the inter-shell domain. The work provided insights into the
fundamental physics of the shock response of a double-shell configuration. Of specific

note was the influence of the outer shell on the structural dynamics of the inner shell.

There also are a considerable number of shock-response studies that, while not
directly addressing the double-shell case, are still valuable sources of information
about various aspects of the interaction between a shock load and a structurally
complex systems. In 1999 Oakley et al. considered the interaction between a shock
wave and cylinder placed inside a larger cylindrical confinement [48], and addressed
the shock wave reflection patterns occurring in such a system. This was extended
by Oakley et al. in 2001 to a system of three cylinders, a more representative model
of the reactor system in question [49]. In 1997 Jialing and Hongli considered the
reflection on a system of two cylinders of a shock wave propagating in a channel [40],
and addressed the shock wave reflection patterns induced during the shock response.
The shock interaction with a two-cylinder arrangement was addressed by Heilig in
1999 [20]. Takano et al. examined stresses in elastic cylinders subjected to external
shock waves in 1997, and also considered surface-radiated acoustic waves [58]. In

1998 Sun studied shock wave diffraction on bodies of various shapes numerically,
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comparing simulations to experimental results [57]. In 1997, Ofengeim and Drikakis
[50] and Drikakis et al. [8] numerically examined diffraction of a plane shock wave
on a rigid cylinder, considering inviscid and viscous models. Additionally, a system
of multiple cylindrical structures placed inside a larger cylindrical confinement filled
with fluid was addressed by Sigrist et al. in 2007, with innovations introduced aimed

at efficient numerical simulation of such a system [54].

In 2000, Wardlaw and Luton published a study where they consider an explosion
inside a double-wall cylinder [61]. This is essentially the ‘internal’ version of the
double-shell problem where the inter-shell clearance is small. They considered both
the fluid and structural dynamics of the interaction and particular attention was
paid to the effect of shock-induced cavitation, a challenging to model phenomenon.
Time-histories of the hydrodynamic pressure and shell surface velocity were presented
for the inner and outer shells, highlighting the importance of the shock wave reflec-
tion phenomena in both the structural and fluid dynamics of the system. In 1999,
Sandusky et al. conducted experiments on fluid-filled aluminum shells subjected to
internal explosions, examining plastic deformations, wall velocities, and strain [53].
In 2001 this was expanded as Chamber et al. experimentally examined pressure on

the inner surface of a similar shell, presenting comparisons to numerical studies [5].

There have also been a number of studies on the reflection effects in the presence
of additional surfaces, structural or otherwise, which have also provided valuable
insights into the potential reflection mechanisms: for example, in 2006 Jappinen and
Vehvilainen considered an explosion under ice [39], and in 2000 Gitterman and Shapira
addressed an explosion in the presence of a free surface [17]. Furthermore, studies
where the radiation by elastic structures was addressed are also relevant as they
provide the information on the wave structure of the radiated hydrodynamic fields.
To that end, in 1998 Ahyi et al. considered the radiation by a single submerged
cylindrical shell[1], in 2000 Derbesse et al. [7] and in 2005 Ahyi et al. [2] considered
the radiation for more complex shell systems, notably cylindrical shells with spherical

endcaps.

In 2002, the first version of our current model for analyzing the shockwave in-

teraction of submerged, fluid-filled shells was published by Iakovlev [29]. It uses a
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combined analytical-numerical approach and because of the hybrid nature the re-
spective simulations are relatively computationally inexpensive, and are suitable for
carrying out repeated simulations within reasonable timeframes.

Following this there were several additional studies published devoted to the anal-
ysis of various aspects of more complex systems. These studies include, in 2004 and
2010, an examination of the shock response of a fluid-filled shell filled containing a
rigid co-axial core [30][36], an analysis of the interaction effects of an external shock-
wave and a fluid-filled shell in 2006 and 2007 [31][32]. Additional works published in
2008 focus on the acoustic fields induced during the interaction, including compar-
isons to experimental data [33][34], and another study published in 2009 examines the
effects on the fluid-filled shell where the internal and external fluids are not necessarily
identical [35]. These studies have served to establish the mathematical framework and
to provide information about the shock-structure interaction that will be critical in
the context of the double-hull geometry being explored here, this includes the most
recent work from 2014 which examines the same problem from a two-dimensional

point of view [38].



Chapter 2

Mathematical Formulation

2.1 Initial Setup

The problem, as it is considered here, consists of a circular cylindrical shell of radius
ro and thickness hy, with an inner, co-axial shell of radius a and thickness hq, as
shown in Figure 2.1. We assume that the thickness to radius ratios hy/ry < 1 and
hi/a < 1; and that the deflections of the shell surfaces are small compared to their
thicknesses. Additionally, we assume that the Love-Kirchhoff hypothesis holds true.
The density, Poisson’s ratio, and Young’s modulus are ps, 15, and F5 for the outer
shell and p;, 14, and E; for the inner shell. Additionally, the sound speed in the
external and internal shells are ¢y and ¢y, respectively. For motion, the longitudinal,
transverse, and normal displacements of the middle surface of the shells are us, vo,
and wy for the external shell and uq, v, and w; for the internal shell. The shell is
submerged into fluid with the density p. and sound speed c. which is assumed to be
irrotational, inviscid, and linearly compressible. The same assumptions are made for
the inter shell fluid, which has density p; and sound speed ¢;. The system is subjected
to a shock wave with the source located at a distance R from the shell axis. Due to
the high frequency nature of these shell shock interactions, it is more convenient to
deal with dimensionless variables. As such, all variables are normalized according to
ro, Ce, and p.. The notable exception to normalization is pressure, which is expressed
in Pascals. Due to the cylindrical nature of the structure, a polar co-ordinate system

(0,0) is employed.

12



13

shock wave
VWz

external fluid ==
Pe; Ce ’W1
ha

inter—hull f|UId
Pi» G

Figure 2.1: Diagram of the double-shell problem

The fluids are governed by the wave equations,
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where ¢, and ¢; are the fluid velocity potentials of the external and internal fluids,
and t is time.

The hydrodynamic pressures of the external and internal fluids, p. and p; are
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are given by Love in 1927 [43]
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where
Ouy 1 (0vy vy 1 Ous
] 2 _ 1 [Ov2 _ 0tz 10w
2T o “2 o (86’ w2> ’ 2 ox + ro 00
82’11)2 1 821112 (91)2 1 82102 (91)2
1 2 _ ov2 _* gt
N2 T vw<%2+w =\ g o ) 20
and (ky)? = (hy)?/12 for the outer shell and
ou 1 [0ov ov 10u
1 1 2 1 1 1
—_ — = - R Q _ —
1T oy “1 a(@@ w1>, YT on +a86”
0w 1 (0*w, Ov 1 (0%w;, Ov
1 1 2 1 1 1 1
= - — oL == )@
M= g M a2<am +ew>’ m a<&wx+em>’( )

and (k1)* = (h1)?/12 for inner shell. As an additional note, here we consider an
inward normal for the ’elastic’ part of the problem, so some of the signs differ from
those within Love’s work.

Equations (2.4) and (2.5), with the expressions for the kinetic energy per unit
area of the shell E% and E¥,

SIS N AN A N A
Ly = 2p2h2 BT + ot + ot ) (2.8)
e Lo L(omY, (n), (9w

are used to derive the equations of shell dynamics using Hamilton’s principle.
The pressure loads on each of the shells, po and p;, can be expressed as a sum of

the incident pressure, pg, diffraction pressure, p,, external radiation pressure, p¢ and

internal radiation pressures from each shell, pi! and pi?,
p=p7" = p (2.10)
P2 = po + pa+ 15+ p;% =t (2.11)

The total fluid potential is expressed similarly
Pe = G0 + da + 5 + 9}, (2.12)

bi = &y, (2.13)
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where ¢q is the incident shock wave potential, ¢4 is the diffracted wave potential,
¢¢ is the external radiated potential and ¢’ is the internal radiated potentials. The

individual surface pressure components are therefore

efol) 0¢q ol
- - = ¢ e = __If 2.14
Po ot - ) Pa ot - ) 2 ot B ) ( )
T=To T=ro r=ro
and A
0,2 pi 09;
2_ _ 2.15
p’l’ pe at e Y ( )
for the external shell and ,
i1 pi 0P,
1 _ P 7 2.16
Py 0 Ot (2.16)

for the internal shell.
The fluid velocity potential of the spherical, step-exponential shock wave acting
on the external shell is expressed as [31]

_ApaSR
pelt*

where A is the decay constant, p, is the pressure in the front of the shock wave

B0 = {emt=E =S 4 (£ — (R — Sp)e;!) (2.17)

when it first makes contact with the shell, Sp = Ry — ro, the stand-off distance

between the shockwave origin and the outer shell, R* = \/ R3 + 22+ r2 — 2Rgrcosf,

the distance between the source and the point (x,r, ) in the cylindrical coordinates,

7 is dimensionless time, and finally H(z) is the Heaviside unit step function

1, 23>0,
H(z) = °= (2.18)
0, z<0.

Here it is assumed that 7 = (t — (R* — Sg)c;') = 0 is the moment the wave front
makes contact with the outer shell. The parameters A and p, vary depending on R,
and a few other factors as described by Cole in 1948 [6].

Finally, the boundary and initial conditions are stated, which completes the setup
of the problem. The shell dynamics is coupled to the fluid dynamics through the

boundary conditions on the shell surfaces

00| _ 9w 0| _ _Ow
or | T ™ e T e (2.19)
and .
8¢; . 8w1
ol o (2.20)



16

For the diffraction pressure

¢a ol
= = 5 2.21
or|,_. ~or|_. ' (2.21)
and also
(g + ¢%) — 0 when r — o0 (2.22)

In order to formulate the boundary conditions with respect to x, we make use of the
fact that hydrodynamic waves in the fluids and elastic waves in the shell have a finite
velocity of propagation. Therefore we introduce a large parameter L and state the

boundary conditions at x = L for the displacements as

8U2 82w2
- :0, Ule:j:L:O? w2|x:iL:O, ere :0, (223)
O |, _yy Ox? | _yp

and
8u1 821,01
—~ :0, vllx:iL:()? w1|x:iL:O7 :O, (224)
O |,y Ox? |y

as well as zero boundary conditions for all potential components. We assume that
the displacements and potentials are periodic with respect to 8, and we also assume

zero initial conditions.
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2.2  Fluid dynamics

In order to obtain the hydrodynamic components, we first apply the Laplace transform

with respect to the time to the wave equations (2.1) and (2.2) to arrive at

0?®, . 100, 0°®., 1 0%°P,

2
- — 0T 2g, = .
or? r or * ox? i 2 o2 T 0 (2.25)

and

2(I)z' 1 (I)z Q(I)i 2 i 2.2
] o0, 0 Lo st (2.26)

C
o T ror "o TRl &

where ®, and ®; are the Laplace transforms of ¢, and ¢; where s is the transform

variable.
Then, we separate the spatial variables in order to obtain the general solutions of

(2.25) and (2.26) satisfying the zero condition for r at infinity as
O¢ = DKo (1B (8)) cos(ma) cos(nbh) (2.27)
and
o= {anl (rBm(scec;i ) + GrnKy (rﬁm(sceci_l))} cos(mx) cos(nf).  (2.28)

Within these series m = 0,1,..., n = 0,1,..., m = 2m + D)7(2L)7!, B,.(s) =
Vm? + 52, I, and K,, are the modified Bessel functions of the first and second kind
of order n, and D,,,, Fi.,, and G,,, are arbitrary functions of s.

We must determine the coefficients D,,,,, Fu., and G,,,. This is done through a
process of expanding our terms into double series. First we expand our wsy, wq, po,

and % terms into series form
T lr=rg

Z Z Winn,2(t) cos(ma) cos(nd), (2.29)

m=0n=0

Z Z Winn1 () cos(ma) cos(nd), (2.30)

m=0n=0
Z Zpgm ) cos(mmax) cos(nh), (2.31)
m=0n=0

O = Z Z by (t) cos(max) cos(nd), (2.32)

or

r=ro m=0n=0
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respectively. By imposing the boundary conditions, we obtain the Laplace transforms

of the harmonics of the unknown potential components as

O = Bun(s)ZE,, () cos(mx) cos(nb), (2.33)
ore = sW2 (s)=¢,,(s) cos(mx) cos(nf), (2.34)
Prit — W2 (5)Z-2 (scec;t) cos(ma) cos(nd) (2.35)

and
Prit = —sW (5)Z4L (scec;t) cos(ma) cos(nd) (2.36)
where B,,,, Wmn, and W —are the Laplace transforms of by, W2, and Wy, 1;
and =¢, . =42 - and Zhl are the Laplace transforms of the response functions of the

problem, the response functions defined as

e i / £ (VE —72).J, (ir)or (2.37)
2 M / 2V 12).J, (7r)dr (2.38)
=&l m/ ENVIE2 — 72) Jy (i) 0T (2.39)

where £¢, €42, and &' are the corresponding two-dimensional functions [38].

These response functions represent the response of the fluid to the motion of
the shell surface and/or the scattering by the shell [31][34]. They are useful from a
computational standpoint because after being computed to the necessary accuracy
once, the calculations can be re-used for any shell of the same geometry. As these
response functions represent a large portion of the computations within this problem,
pre-computing them allows for a wide variety of parameters to be analyzed without
adding undue computation time[34].

With the response functions and applying certain theorems related to the Laplace
transforms, we can fully develop the components of the pressure on the shells. These

components are

Pa = Z men cos(ma) cos(nf), (2.40)

m=0n=0

Z men ) cos(mz) cos(nh), (2.41)

m=0n=0



Z Zp ) cos(mzx) cos(nh),

m=0n=0
and
Z Zp ) cos(mx) cos(nd),
m=0n=0
where
P (t) / w Lt —T)oT,
P ) = 24 [ (e e (¢~ )or
PeCe Jo
and

it = 2% [N (i (i ¢~ )or

PeCe JO
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(2.42)

(2.43)

(2.44)
(2.45)

(2.46)

(2.47)

The total pressure on the surface of the shells is therefore given in series form by

Z Z Pmn.1(t) cos(max) cos(nh),

m=0n=0

Z Z Pmn,2(t) cos(mx) cos(nh),

m=0n=0

where, for the inner and outer shells

?

r=a/ro

and

Pmn2 = (p(r),m + pg,m + pfnn + p?r;zzn - p}r;zln)

r=rQ

(2.48)

(2.49)

(2.50)

(2.51)



2.3 Structural dynamics
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With the loading on the shells known, the process for computing the stress strain

states on both the inner and outer shells is very similar. The components u, v, and

w are expanded into series form for each shell

Z Z U1 (t) cos(ma) cos(nh),

m=0n=0

Z Z Umn (t) cos(mx) cos(nd),

m=0n=0

Z Z Winn1 (t) cos(ma) cos(nd),

m=0n=0

and

Z Z Umn,2(t) cos(mx) cos(nh),

m=0n=0
Z Z Umn,2(t) cos(mx) cos(nd),
m=0n=0
Z Z Winn,2(t) cos(ma) cos(nd),
m=0n=0

(2.52)

(2.53)

(2.54)

(2.55)

(2.56)

(2.57)

We can now express the strain and kinetic energy in terms of these harmonics of

the displacements. Integrating them over the shell surface and applying Hamilton’s

principle result in the following system of integro-differential equations for each com-

bination of m and n. The mn subscripts have been removed from each ¢, u, v, w,

and p term for ease of presentation:

0%u

(71)? 81521 + cltuy + ?vy + cPwy = 0,
82
N AL U oA

o 0%wy 31 32 33,
(1) 5z TG Uttt et = xap,

and
0%u
(72)2 ('9t22 + Célug + C%QUQ + c§3w2 =0,
0%vy
(72)2 + c2 U + c2 U2 +C2 wey = 0,

ot?

28271’ 31 32 33
(72) 12 + ¢y ug + 657 ve 4 CTwe = Xop2,

(2.58)

(2.59)
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where

1—

C%l = 72 V1n2 + m2,
1

=t = zyl mn,
cd =t = —um,

1 —
P = i 4+ (k)P0 + (L= )i?),
= = —n— (k)*(n® +nm?),
A =1+ (k)*(m* +n?)?, (2.60)

and

1—

C%l = 72 V2n2 + ﬁl2,
1

ey =c3 = —; V2'r7m,
ey =yt = —wym,

1—
F = S+ (k) (0 + (L= i),
3P =3 = —n — (ko)*(n® + nm?),
A =14 (ko)?(m? +n?)?, (2.61)

and additionally v, = (Cs,l)_lv Y2 = (03,2)_17 X1 = (03,1(63,1)2h1)_1, X2 = (03,2(05,2)2h2)_1
and all initial conditions are zero.

The system (2.59) is then solved numerically using finite differences. The deriva-
tives are approximated using the central difference theorem, and the integrals using
the trapezoidal rule. Removing the mn subscripts from each term allows for the

external shell finite difference scheme for the inner shell to be expressed as

) ) ) h? ) ) .
utt =20t — it — S{ettul + o 4+ ’wi b
(71)
‘ S B2 . ‘ .
ot = 20— i — T+ Pl + B,
(71)
1 1 h? 31 32 33
i+l o, i i i i i i
wy =2w; —wy = {(cvul + ci™v) + e"wi + x17( Sy — Jaa) |

(71)? + x170h
(2.62)

where h is the time step.
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With the same conventions the outer shell can is expressed as

= 20— — el el ).
7= g o = g+ )
wy' = 2wy —wy = Q{3 uy + 7y + Pwy + Xa(—po + T — 0 (Jh — Jn))}
(2.63)
where €0, = 2 The J terms are summations, defined as

2(y2)%+hx2

Ji, = z:{u;]Jrl 2w1 +w1 }h §1a , (2.64)
j=1

Ji = Z{uﬂ“ —2wh +w) Y hTrE (2.65)

Ji = z:{wfrl — 2w +wl” }h €7 (2.66)

Ji _Z{uﬂ“ 2wl +wj 'y hr e (2.67)
Z{uﬂ“ Qwh 4+ w) 'y AT e, (2.68)

where ul, v}, wi, ub, vy, wh, &, & &, €, and £ are the nodal values of w,,, 1 (t),
Vi, 1 (8)s Winm,1 ()5 U, 2(t), Vi 2 () Winn,2(t), §51 (Cice )| r=rg s §57 (i )l r=rg s €5 (i€ ) r=a o
&n2(cicg )l r=asro> and &5 (t)|r=r.

The convergence of the scheme was analyzed and it was established that the step

size of h = 0.001 is sufficient to ensure convergence in all cases of interest.



Chapter 3

Results and Shell Thickness Analysis

3.1 Overview

To analyze the effects of the different variables of the system, a parametric approach
was used. This approach involved two major geometries of the problem, a model with
a relatively small inter-hull space, and a model with a much larger inter-hull space. For
each model, three different material configurations were considered. These different
cases included a baseline steel inner and outer shell setup with water as the inter-hull
fluid, one with the water replaced by diesel fuel, and one where a composite material
was used for the outer shell. The simulations are named according to this shell and
fluid configuration: steel-water-steel, steel-diesel-steel, and steel-water-composite.

For each of these configurations, multiple simulations are carried out to test the
effect of the inner and outer shell thicknesses. There are six thickness values used
for the inner shell and a further six values used for the outer shell for a total of 36
thickness combinations. The values of interest are then extracted from each dataset,
most notably the location, timing, and value of the stress and strain experienced
during the simulations. From these, three-dimensional plots are generated that show
the extreme values for each thicknesses of the inner and outer shells.

The mathematical model used requires the input of material properties of the
shell and shockwave. For the purposes of this analysis the shockwave is defined as
follows. Its origin is fixed at 4 radii from the shell, with variables corresponding to
a H0kg charge of TN'T. The properties of the external fluid will remain constant and
correspond to water.

For the purposes of this parametric study two different geometries will be used, a
large and small inner shell radius. This is handled with the variable, a, which expresses
radius of the inner shell normalized to the radius of the outer shell, which itself is
expressed dimensionlessly within the model as o = 1. With these response functions

calculated, the parametric analysis branches off into multiple cases that explore the
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effects of different material and fluid configurations of the shell structure. The two
geometries present within this study are the large inter-hull geometry, (a = 0.5), and
the small inter-hull geometry, (a = 0.09).

With the geometries fixed, the different cases that make up the next level of the
parametric analysis are all material-related. For each shell, the density p, speed of
sound ¢, and Poissons ratio v are defined. The internal fluid is similarly defined by
density p, and speed of sound ¢. By modifying these variable sets we create our three
major cases for study. The steel-water-steel configuration will serve as the first case
and will act as the baseline for comparison. Modifying the fluid used gives us our
steel-diesel-steel case to analyze the effect of the internal fluid. Finally, by modifying
the values of the external shell material, we create a steel-water-composite case.

Finally, for each of these cases our shell thicknesses, h; and hy will be varied. Six
values of the inner shell thickness will be used, equally spaced between h; = 0.0025
and hy = 0.01, or 0.25% to 1% of the inner radius. Similarly, six values of the outer
shell radius will be used for each of these, varying between 20% and 100% of the
inner shell thickness. The combination of the two gives a total of 36 datasets per
case. These datasets include values of stress for both shells, from which maximum
values can be extracted, including the time and location of those maxima.

Each dataset is an individual execution of the three-dimensional model, which
takes approximately 8 hours to complete. To make computation easier the model was
broken up into multiple steps with the datasets saved in text form after each step.
Up to six datasets were run concurrently, increasing the time spent on individual
simulations, but allowing for easier scheduling and greatly speeding up the overall
process. The majority of the data was computed over the course of a month in June
of 2014, with additional computations done later as needed. The two-dimensional
model, by comparison, took under two hours to complete a simulation. Overall,
due to efficient scheduling, running more instances of the model concurrently, and
reducing the number of variables analyzed, the three-dimensional parametric analysis

took a comparable amount of time to the two-dimensional analysis.
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3.2 Individual Case Results

Each case is considered plotted separately on a three-dimensional graph against the
thickness of the inner and outer shell to examine what trends are present with respect

to shell thickness.

3.2.1 Steel-Water-Steel Case (a=0.5)

The steel-water-steel case was the simplest case and served as the basis for comparison
for the others. For this geometry the dimensionless external radius was o = 1 and
internal radius was a = 0.5. Both shells of this structure were comprised of steel with
densities p; and py of 7800kg/ m?, sound speeds ¢; and ¢y of 5000m /s, and Poisson’s
ratios vy and vy of 0.3. The thickness of the inner shell, h;, varied between 0.25%
and 1% of rg. The thickness of the outer shell, hy similarly varied between 20% and
100% of hy. All fluids used were water, with densities p, and p; of 1000kg/m?3, and
sound speeds ¢, and ¢; of 1400m/s. Results from this case can be found in Figures
3.1 to 3.8.

The steel-water-steel case illustrates the general trend seen within all of the stress
and strain results. The maximum stress was found to decrease as the thickness of
the inner shell was increased. Additionally, there was also some decrease in the
maximum as the outer shell thickness as increased, but at a much lower rate. For
the inner shell the maximum stress peaked at 2273.8M Pa and the maximum normal
displacement was 0.0256, both at the minimum thickness of inner and outer shells. For
the outer shell, the maximum stress peaked at 1057.8 M Pa with normal displacement
0.0207. Again, these maxima occurred at the point where the thicknesses were at
their minimum.

For the inner shell, the maximum stress occurred at different points along the
surface of the shell depending on the thicknesses of the shell. For higher thicknesses
of the inner shell the maxima were located at the point nearest the origin of the
shockwave. For lower thicknesses, however, the maxima occurred at intermediate
points along the surface of the shell, neither at the point closest nor furthest from the
shockwave origin. For the outer shell, the maximum stresses only appeared at two

distinct points. For small thicknesses, the maxima were located at the point nearest
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to the origin of the shockwave, but as the thicknesses were increased, the maximum
values moved to the point farthest from the shockwave origin. It is also worth noting
that for the outer shell, the maxima that occur nearest to the origin were actually
occuring at a later time within the simulation, as can be seen in Figures 3.6 and 3.8;

they are stress wave superpositions, rather than part of the initial impact.
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Figure 3.5: Steel-Water-Steel (a=0.5), Timing of Maximum Inner Shell Stress (Di-
mentionless)

Figure 3.6: Steel-Water-Steel (a=0.5), Timing of Maximum Outer Shell Stress (Di-
mentionless)
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Figure 3.7: Steel-Water-Steel (a=0.5), Location of Maximum Inner Shell Stress (Ra-
dians)

0.01 02

Figure 3.8: Steel-Water-Steel (a=0.5), Location of Maximum Outer Shell Stress (Ra-
dians)
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3.2.2 Steel-Diesel-Steel Case (a=0.5)

The steel-diesel-steel case examined the effect of the inner fluid. Most of the variables
were identical to the steel-water-steel case; the dimensionless external radius was
ro = 1 and the internal radius was a = 0.5. Again, both shells of this structure
were comprised of steel with densities p; and py of 7800kg/m?, sound speeds ¢; and
¢y of 5000m/s, and Poisson’s ratios v; and vy of 0.3. The thickness of the inner
shell, hy, varied between 0.25% and 1% of ro. The thickness of the outer shell, hs
similarly varied between 20% and 100% of hy. The difference only appeared within
the fluid variables. While the external fluid variables remained the same, with a p.
of 1000kg/m? and c, of 1400m/s, the internal fluid density and sound speed were
reduced to a p; of 880kg/m? and a ¢; of 1250m/s. Results of this case can be found
in Figures 3.9 to 3.16.

The results of the steel-diesel-steel case were very similar to those of the steel-
water-steel case. The trends were essentially the same, with the maximum stress
very clearly decreasing as the inner shell increased in thickness, and also slightly
decreasing as the outer shell increased in thickness. For the inner shell the maximum
stress peaked at 2262.3M Pa and the normal displacement at 0.0266, both at the
minimum thicknesses of inner and outer shells. For the outer shell, the maximum
stress peaked at 1188.7M Pa and the normal displacement at 0.0220. Once again
these values all occurred at the point where the thicknesses are at their minimum.
Compared to the steel-water-steel case, all of these peakss were slightly higher, with
the exception of the internal stress, which was slightly lower.

Compared to the steel-water-steel case, the timings and locations of the maxima
were very similar, but some additional dependance on the outer shell thickness ap-
peared within the results. Once again, for the inner shell, the maximum stress occured
at multiple points. For higher thicknesses of the inner shell the maxima was always
at the point nearest the origin of the shockwave. However, for lower thicknesses of
the inner shell two possibilities occurred. First, when both the inner and outer shells
were thin, the maxima appeared at intermediate points along the side of the shell,
neither at the point closest to the shockwave origin, nor at the point furthest from
the shockwave origin. However, at some points where the outer shell was thicker, the

maxima occured once again at the point nearest the shockwave origin.
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For the outer shell, a similar dependance appeared. For large thicknesses of the
inner shell the maxima all occurred at the point farthest to the origin of the shockwave.
For small thicknesses of the inner shell there was some variation depending on the
thickness of the outer shell. When both inner and outer shell were thin, the maxima
was located at the point nearest the shockwave origin, but as the outer shell thickness
was increased the maxima shifted to the point point farthest from the shockwave
origin. Like in the steel-water-steel case the maxima that were located nearest to the
origin were actually happening at a later time within the simulations; a superposition

of the different shockwave components, rather than part of the initial impact.



33

0.0

0.5), Maximum Inner Shell Stress (MPa)

Figure 3.9: Steel-Diesel-Steel (a

0.5), Maximum Outer Shell Stress (MPa)

Figure 3.10: Steel-Diesel-Steel (a



34

Displacement .02

0.015

0.5), Maximum Inner Shell Normal Displacement

Figure 3.11: Steel-Diesel-Steel (a

g
£g
25

:

0.5), Maximum Outer Shell Normal Displacement

Figure 3.12: Steel-Diesel-Steel (a



35

Figure 3.13: Steel-Diesel-Steel (a=0.5), Timing of Maximum Inner Shell Stress (Di-
mentionless)

Figure 3.14: Steel-Diesel-Steel (a=0.5), Timing of Maximum Outer Shell Stress (Di-
mentionless)
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Figure 3.15: Steel-Diesel-Steel (a=0.5), Location of Maximum Inner Shell Stress (Ra-
dians)
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Figure 3.16: Steel-Diesel-Steel (a=0.5), Location of Maximum Outer Shell Stress
(Radians)
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3.2.3 Steel-Water-Composite Case (a=0.5)

The steel-water-composite case examined the effect of modifying the material com-
position of the outer shell. Like the previous cases, the dimensionless external radius
was rg = 1 and the internal radius was a = 0.5. The difference in this case that rather
than both shells of this structure being comprised of steel, only the internal shell was,
with density p; of 7800kg/m?, sound speed c; of 5000m /s, and Poisson’s ratio vy of
0.3. The external shell was comprised of a composite material, with density py of
1800kg/m?, sound speed ¢, of 3430m/s, and Poisson’s ratio v, of 0.15. Besides these
changes, the simulation was identical to the steel-water-steel case, with the thickness
of the inner shell, hy, varied between 0.25% and 1% of ry and the thickness of the
outer shell, ho, varied between 20% and 100% of h,. The fluid variables used were
those of water, density p. and p; of 1000kg/m?, and sound speed c, and ¢; of 1400m /s.
Results of this case can be found in Figures 3.17 to 3.24.

The results of the steel-water-composite case varied greatly from the steel-water-
steel case, mostly when it came to the results of the external shell. For the inner
shell, the results were similar as the maximum stress decreased as the inner shell
thickness increased. However, unlike previous cases, the stress did not seem affected
by the thickness of the outer shell. For the outer shell, the numbers are an order of
magnitude lower than what was seen previously. The outer shell stress decreased as
the inner shell thickness was increased, but minimally so, only seeing a drop of around
10% after the initial increase, and remaining mostly constant after that. For the inner
shell the peak stress experienced was 2309.1M Pa and the normal displacement was
0.0266. For the outer shell, the absolute maximum stress was 134.8M Pa and the
normal displacement was 0.0208. As seen in the previous cases, all of these values
occur when the thicknesses of the shells were at their lowest. With the exception of
the outer shell stress, all of these peaks are slightly higher than the values seen in
the steel-water-steel case. The outer shell stress, however is a full order of magnitude
lower than what was seen in the steel-water-steel case.

As for the timings and locations, the results of the steel-water-composite case
were very similar to the steel-water-steel case for the inner shell, but not for the
outer outer shell. The inner shell maximum stress occured at multiple locations as

before, depending on the particular shell thicknesses. For higher thicknesses of the
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inner shell the maxima was at the point nearest the origin of the shockwave and for
lower thicknesses the maxima ocurred at intermediate points along the side of the
shell. For the outer shell, the maximum stress occurred at the point furthest from
the shockwave at all points except for when the inner shell was at it’s thinnest. In
those cases, the maximum values happened slightly later, and were located along the

side of the shell, at points neither furthest nor nearest the shockwave origin.
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Figure 3.18: Steel-Water-Composite (a=0.5), Maximum Outer Shell Stress (MPa)
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Figure 3.21: Steel-Water-Composite (a=0.5), Timing of Maximum Inner Shell Stress
(Dimentionless)

Figure 3.22: Steel-Water-Composite (a=0.5), Timing of Maximum Outer Shell Stress
(Dimentionless)
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Figure 3.23: Steel-Water-Composite (a=0.5), Location of Maximum Inner Shell Stress
(Radians)
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Figure 3.24: Steel-Water-Composite (a=0.5), Location of Maximum Outer Shell
Stress (Radians)
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3.2.4 Steel-Water-Steel Case (a=0.9)

This second iteration of the steel-water-steel case was the basis for comparison for
the other small inter-hull clearance models, as well as providing the first point of
comparison for the previous a = 0.5 cases. The only changes in this model were those
of the shell geometry. While the dimensionless external radius remained ry = 1,
the internal radius was increased to a = 0.9. Otherwise, both shells were steel with
densities p; and ps of 7800kg/m?, sound speeds ¢; and ¢y of 5000m /s, and Poisson’s
ratios v; and v, of 0.3. As before, inner shell thickness, h;, varied between 0.25%
and 1% of rg and outer shell thickness, hy varied between 20% and 100% of hy. All
fluids were water with densities p, and p; of 1000kg/ m?, and sound speeds ¢, and ¢;
of 1400m/s. Results of this case can be found in Figures 3.25 to 3.32.

One of the differences seen in the stress and normal displacement, Figures 3.25
to 3.28 is the larger effect of the outer shell thickness compared to the results from
the previous geometry, seen in Figures 3.1 to 3.4. Other than this the general trends
within the stress and displacement were similar. The peak of the inner shell maximum
stress was 2382.2M Pa with a normal displacement of 0.0376. For the outer shell, the
peak of the maximum stress was 1720.7M Pa with a normal displacement of 0.0303.
As before, these peaks occur at the point where the thicknesses were at their minimum.

The timing and location results for these maximum values, Figures 3.29 to 3.29,
show very different patterns than those seen in the previous geometry, Figures 3.5
to 3.8. This case had three distinct times and locations where the maximum stress
occurred on the inner shell. The first was when the inner and outer shells were near
their thinnest, and the maximum stress was at the point closest to the shockwave
origin. As the inner and outer shells were increased in thicknesses the second location
was seen, where the maximum value appared at the point furthest from the shockwave
origin. Finally, when both thicknesses approached their highest a third location was
witnessed where the maximum value returned to a point close to the shockwave origin.
The timing data for these three locations indicated that they occurred separately, as
the shockwave reflects within the structure. For the outer shell, two distict times
were seen. Similar to the inner shell, as the thicknesses were brought to their highest
the maximum stresses occurred at a point near the shockwave origin at the front of

the shell. At low thicknesses, the maximum stress was far from the shockwave origin.



44

001 9

0.9), Maximum Inner Shell Stress (MPa)

Figure 3.25: Steel-Water-Steel (a

0.9), Maximum Outer Shell Stress (MPa)

Figure 3.26: Steel-Water-Steel (a



45

Normal

Displacement 0.03

Te)
N
=
o

0.9), Maximum Inner Shell Normal Displacement

Figure 3.27: Steel-Water-Steel (a

0
0.0275

Displacement 0.025

Normal

0.9), Maximum Outer Shell Normal Displacement

Figure 3.28: Steel-Water-Steel (a



46

Figure 3.29: Steel-Water-Steel (a=0.9), Timing of Maximum Inner Shell Stress (Di-
mentionless)

Figure 3.30: Steel-Water-Steel (a=0.9), Timing of Maximum Outer Shell Stress (Di-
mentionless)
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Figure 3.31: Steel-Water-Steel (a=0.9), Location of Maximum Inner Shell Stress (Ra-
dians)
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Figure 3.32: Steel-Water-Steel (a=0.9), Location of Maximum Outer Shell Stress
(Radians)
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3.2.5 Steel-Diesel-Steel Case (a=0.9)

The second steel-diesel-steel case continued to examine the effects of the internal
fluid, as well as to provide more data on the effect of the small inter-hull geometry.
As such, only this geometry was changed compared to the steel-diesel-steel large inter-
hull model. The dimensionless external radius was g = 1 and the internal radius was
increased to a = 0.9. Once again,the shells of this structure were steel with densities
p1 and py of 7800kg/m3, sound speeds ¢; and ¢p of 5000m/s, and Poisson’s ratios 1
and vy of 0.3. Inner shell thickness, hi, varied between 0.25% and 1% of ry and outer
shell thickness, hovaried between 20% and 100% of h;. The external fluid density p,
was 1000kg/m? and sound speed c. was 1400m/s, the internal fluid density p; was
880kg/m? and sound speed ¢; was 1250m/s. Results of this case can be found in

Figures 3.33 to 3.40.

The results of this steel-diesel-steel analysis was very simular to those from the
steel-water-steel analysis. For the stress and displacement results, seen in Figures
3.33 to 3.36, only a small amount of variation can be seen compared to the previous
steel-water-steel results from Figures 3.25 to 3.28. The highest inner shell stress was
2133.18 M Pa and the highest normal displacement was 0.0366. The highest outer
shell stress was 1743.09M Pa and the highest normal displacement was 0.0320. All
of these values continue to occur at the points where the shells are at their thinnest.
Compared to the steel-water-steel case, all of the inner shell values are slightly lower,
while the outer shell values are slightly higher.

The timing and location results for this case, Figures 3.37 to 3.40, are once again
similar to the steel-water-steel case seen in Figures 3.29 to 3.32. The three distinct
times and locations for the inner shell stress were again present, though slightly
shifted. The first when the inner shell was at it’s minimum the maximum stress was
at the point closest to the shockwave origin. Increasing the thickness shifted the max-
imum to the second location where the maximum value appared at the point furthest
from the shockwave origin. Finally, when the thicknesses approached their highest
the maximum stress returned to a point close to the shockwave origin. The timing
data continued to indicate that these three locations were separate occurances, as the
shockwave reflected within the structure. For the outer shell, two distict times were

again seen. When the thicknesses were brought to their highest the maximum stresses
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occurred at a point near the shockwave origin at the front of the shell, otherwise the

maximum stress was located at a point far from the shockwave origin.
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Figure 3.37: Steel-Diesel-Steel (a=0.9), Timing of Maximum Inner Shell Stress (Di-
mentionless)

Figure 3.38: Steel-Diesel-Steel (a=0.9), Timing of Maximum Outer Shell Stress (Di-
mentionless)
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Figure 3.39: Steel-Diesel-Steel (a=0.9), Location of Maximum Inner Shell Stress (Ra-
dians)

Figure 3.40: Steel-Diesel-Steel (a=0.9), Location of Maximum Outer Shell Stress
(Radians)
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3.2.6 Steel-Water-Composite Case (a=0.9)

The second steel-water-compsite case continued to test effects of the outer shell ma-
terial, as well as provide further data for the study of the small inter-hull geometry.
As such, again the only change from the steel-water-composite large inter-hull model
was that of the geometry, with the dimensionless external radius kept as rg = 1 and
increasing the internal radius to a = 0.9. The internal shell was steel with density p;
of 7800kg/m?, sound speed ¢; of 5000m /s, and Poisson’s ratio v, of 0.3 and the exter-
nal shell was composite with density ps of 1800lg/m?, sound speed ¢y of 3430m/s and
Poisson’s ratio vy of 0.15. Inner shell thickness, hy, varied between 0.25% and 1% of
ro and outer shell thickness, ho, varied between 20% and 100% of hy. All fluids were
water with densities p. and p; of 1000kg/m?, and sound speeds ¢, and ¢; of 1400m /s.
Results of this case can be found in Figures 3.41 to 3.48.

The results of the steel-water-composite case, Figures 3.41 to 3.44, are notably
different than those of the steel-water-steel case seen previously in Figures 3.25 to
3.28. While the inner shell stress results follow a similar trend to the steel-water-steel
case, they do not show any apparent dependance on the outer shell thickness. Unlike
the steel-water-composite a = 0.5 case from Figure 3.18, the outer shell here does
show decreasing stress with increased inner shell thickness, much like the other cases.
Peak inner shell stress was 2510.2M Pa and normal displacement was 0.0385. Peak
outer shell stress was 257.43M Pa and normal displacement was 0.0306. All of the
values were taken at the points where both shells were at their thinnest. Compared to
the steel-water-steel case, the internal shel stress and displacement peaks are slightly
higher. The outer shell peak stress is much lowe, and the normal displacement was
slightly higher.

The timing and location results for these values, seen in Figures 3.45 to 3.48, are
very different than those of other a = 0.9 cases. The inner shell maximum values
were located at two distinct points. When the inner shell thickness was lower, the
maximum values occurred at the point nearest the shockwave origin. As the inner
shell thickness was increased the maximum values shifted to the point furthest from
the shockwave origin. For the outer shell, the maximum value did not undergo any
sort. of transition, and remained at the point furthest from the shockwave origin

regardless of the thickness of the inner and outer shells, unlike previous results.
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Figure 3.45: Steel-Water-Composite (a=0.9), Timing of Maximum Inner Shell Stress
(Dimentionless)

Figure 3.46: Steel-Water-Composite (a=0.9), Timing of Maximum Outer Shell Stress
(Dimentionless)
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Figure 3.47: Steel-Water-Composite (a=0.9), Location of Maximum Inner Shell Stress
(Radians)
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Figure 3.48: Steel-Water-Composite (a=0.9), Location of Maximum Outer Shell
Stress (Radians)



Chapter 4

Individual Variable Analysis

4.1 Overview

To understand the effects of each variable, direct comparisons were made between the
cases to highlight the differences within the results. For the steel-water-composite
and steel-diesel-steel cases, the sets were compared with the baseline steel-water-steel
case. For the differences caused by the geometry, the small inter-hull space models
were compared against their large inter-hull space counterparts. For all of the cases,
these comparisons were done by taking the maximum stress and maximum normal
displacement results and dividing them by their baseline counterparts to create a ratio
of change. These ratios allowed for visualization of the changes, indicating when
the variables had a large impact and when their effects were small. The resulting
graphics give a sense of the overall difference between the cases, while also containing

information of smaller, localized fluctuations.

29
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4.2 Internal Fluid Analyis

To study the effect of the internal fluid on the model, diesel and water were both used
as the liquid medium between the inner and outer shells. The models were identical
except for the changes to the internal fluid variables. The baseline model had density
p; = 1000kg/m? and sound speed ¢; = 1400m/s to simulate water, whereas the
alternative model had density p; = 880kg/m? and sound speed c¢; = 1250m/s to
simulate diesel. The comparison was done by taking the maximum stress and normal
displacement values of the diesel results and dividing them by those of the steel results

to create a ratio between the two. These comparisons can be seen in Figures 4.1 to

4.8.
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4.2.1 Inner Shell Stress Comparison: Diesel

The first two graphics, Figure 4.1 and Figure 4.2, show the steel-diesel-steel to steel-
water-steel stress ratios for the inner shell of the a = 0.5 and a = 0.9 cases. These two
images show how the stress on the inner shell changes after the shockwave has passed
through the new fluid medium. In both cases, the ratio starts out low when the shells
are thinnest, and increases as the shell thickness increases, but the particulars of that
increase, as well as the scale, sets the two apart. When the inter-hull space is large,
the internal fluid appeared to have had a lesser effect on the inner shell stress. The
difference between the two models was limited to a range of approximately —2% when
the shells are thin, to +5% as the shells initially become thicker, leveling out to about
+3%. Here there is not a definite trend in the ratio with respect to the thickness of
the shells; the ratio starts near unity, sees a sharp increase, then declines slightly as
the thickness is increased. Overall the inner shell appeared to experience slightly more
stress as a result of the internal fluid changing to diesel, but the effect is fairly minor.
When the inter-hull space is small, however, the internal fluid appeared to have a
larger effect on the inner shell stress. The relative difference between these models
show a range of about —10% when the shells are thinnest, to +11% when the shells
are thickest. A possible explanation for this behavior relates back to the location and
timing of where the peaks happen. The decrease corresponds to a situation where the
maximum stress was a superposition of internal waves between the shells, so the diesel
isn’t able to propogate the waves as well as water, while the increase occurs when
the maximum is a result of the oncoming impact, where the diesel doesn’t absorb as

much of the impact.
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Figure 4.1: Inner Shell Stress Ratio of Steel-Diesel-Steel (a=0.5), to Steel-Water-Steel
(a=0.5)
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Figure 4.2: Inner Shell Stress Ratio of Steel-Diesel-Steel (a=0.9), to Steel-Water-Steel
(a=0.9)
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4.2.2 Outer Shell Stress Comparison: Diesel

Figure 4.3 and Figure 4.4 show the steel-diesel-steel to steel-water-steel stress ratios
for the outer shells of the a = 0.5 and a = 0.9 cases respectively. The ratios here
show a similar trend as their inner shell counterparts, but the values themselves are
quite different. When the inter-hull space is large, the internal fluid seemed to have a
larger effect on the outer shell stress. The difference between the diesel and the water
models ranges from about +10% to approximately +18%. This varied a bit, tending
toward the lower end when the inner shell was thinner, but overall the change in the
internal fluid caused an increase in the outer shell stress for this model. This is likely
a result of the internal fluid acting as a backing medium for the outer shell when the
shockwave makes contact with it, and in this regard is not a suprising result. When
the inter-hull space is small, the internal fluid did not have as much of an effect on
the outer shell stress. Here the difference between the models ranges from 0% to
+4%. There does appear to be some correllation with the shell thickness here, but
it is not as promenant as seen with the inner shell. Like the large inter-hull space
model, the general increase in stress may be a result of the internal fluid’s role as a
backing medium when the outer shell interacts with the external shockwave, and the

lesser effect may be a result of less fluid present when the inter-hull space is small.
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Figure 4.3: Outer Shell Stress Ratio of Steel-Diesel-Steel (a=0.5), to Steel-Water-Steel
(a=0.5)
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Figure 4.4: Outer Shell Stress Ratio of Steel-Diesel-Steel (a=0.9), to Steel-Water-Steel
(a=0.9)
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4.2.3 Inner Shell Normal Displacement Comparison: Diesel

Figure 4.5 and Figure 4.6 show the steel-diesel-steel to steel-water-steel normal dis-
placement ratios for the inner shells of the a = 0.5 and a = 0.9 cases. The behaviour
of the two shells here is quite different, with one case showing a trend with respect to
shell thickness, and the other showing a largely constant result. When the inter-hull
space is large the effect of the changing internal fluid seems to have had a mostly con-
stant effect. The difference between the steel-diesel-steel and steel-water-steel cases
here is limited to a small range of about +3.5% to +4.5%. While there is some vari-
ation in the figure, the results do not suggest an overall trend. The normal displace-
ment results for when the space is small look very different, with a trend correllating
with inner shell thickness. The diesel model had a lower normal displacement when
the inner shell is thin, but as the thickness increased the results become essentially
the same. The overall scale of the difference is, however, quite small, ranging from
—3% when the inner shell is at it’s thinnest to 0% when the shell is at it’s thickest,

suggesting a relatively minor effect overall.
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Figure 4.5: Inner Shell Normal Displacement Ratio of Steel-Diesel-Steel (a=0.5), to
Steel-Water-Steel (a=0.5)
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Figure 4.6: Inner Shell Normal Displacement Ratio of Steel-Diesel-Steel (a=0.9), to
Steel-Water-Steel (a=0.9)
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4.2.4 Outer Shell Normal Displacement Comparison: Diesel

Figure 4.7 and Figure 4.8 show the steel-diesel-steel to steel-water-steel normal dis-
placement ratios for the outer shells of the a = 0.5 and a = 0.9 cases. The two figures
are very similar, both indicating that the displacement in the outer shell increases for
all shell thicknesses when the internal fluid is changed to diesel. When the inter-hull
space is large the displacement of the steel-diesel-steel model sees an increase ranging
from +7% to +5.5% relative to the steel-water-steel case, a tight range of differences
much like the inner shell experienced. However, when the inter-hull space is small the
effect of the internal fluid does appear to vary with thickness. Here the difference be-
tween the two models ranges from +5.5% when the shells are thinnest, to +1% when
the shells are thickest. There is an overall trend that with increasing thickness the
results of the two models become more similar, though the steel-diesel-steel results
are at all points higher than the steel-water-steel results. A possible explanation for
this is that as the shells get thicker and thus more rigid, the effect of the backing fluid

has less of an impact on strain.
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Figure 4.7: Outer Shell Normal Displacement Ratio of Steel-Diesel-Steel (a=0.5), to

Steel-Water-Steel (a

0.5)

0.9), to

Figure 4.8: Outer Shell Normal Displacement Ratio of Steel-Diesel-Steel (a

Steel-Water-Steel (a

0.9)
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4.3 Composite External Shell Analysis

To study the effect of the external shell in greater detail, two different materials were
used to model the external shells. The baseline model used an external shell made
of steel to match the internal shell, while the alternative model used a composite
material for the external shell. The models were identical except for the change
of shell material. The baseline model had density p, = 7800kg/m?, sound speed
co = 5000m/s, and Poisson’s ratio 15 = 0.3 to simulate steel, whereas the alternative
model had density p, = 1800kg/m3, sound speed ¢y = 3430m/s, and Poisson’s ratio
vy = 0.15 to simulate the composite material. The comparison was done by taking
the maximum stress and normal displacement values of the composite results and
dividing them by those of the steel results to create a ratio between the two. These

comparisons can be seen in Figures 4.9 to 4.16.
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4.3.1 Inner Shell Stress Comparison: Composite

Figure 4.9 and 4.10 show the steel-water-composite to steel-water-steel stress ratios
for the inner shell of the a = 0.5 and a = 0.9 cases. These graphics show how the
stress on the inner shell changes as a result of the shockwaves passing through a much
lighter external shell. The results of both cases are very similar, and both make sense
given the changes that were made to the model. When the inter-hull space is large
the relative difference between the composite model and the steel model increases
gradually as the external shell thickness is increased. This difference ranges from
+1% when the external shell is thinnest, to around +10% when the external shell is
thickest; the internal shell stress for the composite case being higher at all points.
Presumably the steel external shell is providing a greater barrier to the shockwave
than the composite shell, which is why the difference between cases increases with
thickness. The trend is the same for both small and large amounts of inter-hull space,
however, the magnitude of the difference increases when the inter-hull space is small,
ranging from around +3% when the external shell is thinnest to a maximum of +30%
when the external shell is thickest. Once again at all points the internal shell of the
composite case is under more stress than the steel case, but the difference between
cases is about three times larger. This also makes sense; as before, a steel external
shell absorbs more than a composite one, but here, without a large fluid medium

between the two shells, this external shell effect is a larger part of the interaction.
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Figure 4.9: Inner Shell Stress Ratio of Steel-Water-Composite (a=0.5), to Steel-
Water-Steel (a=0.5)
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Figure 4.10: Inner Shell Stress Ratio of Steel-Water-Composite (a=0.9), to Steel-
Water-Steel (a=0.9)
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4.3.2 Outer Shell Stress Comparison: Composite

Figure 4.11 and 4.12 show the steel-water-composite to steel-water-steel stress ratios
for the outer shell of the a = 0.5 and a = 0.9 cases. These graphics show the
differences in stress carried by the two outer shell materials. The cases here differ
by almost an order of magnitude, clearly setting these results apart from the others.
The results are not suprising considering how different the two materials actually are.
For the case where the inter-hull space is large the difference ranges from —87% to

—82%. When the inter-hull space is small the difference ranges from —85% to —82%.
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Figure 4.11: Outer Shell Stress Ratio of Steel-Water-Composite (a=0.5), to Steel-
Water-Steel (a=0.5)
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Figure 4.12: Outer Shell Stress Ratio of Steel-Water-Composite (a=0.9), to Steel-
Water-Steel (a=0.9)
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4.3.3 Inner Shell Normal Displacement Comparison: Composite

Figures 4.13 and 4.14 show the steel-water-composite to steel-water-steel normal dis-
placements for the inner shells of the a = 0.5 and a = 0.9 geometries. The two figures
show a similar trend as the shell thicknesses change, which suggests a straightforward
relationship. In the first figure when the inter-hull space is large the difference be-
tween the cases ranges from +0% when the shells are at their thinnest, to +14% when
the shells are thickest. Basically, the internal shell of the steel-water-composite case
is displaced more relative to the steel-water-steel case the thicker the external shell is.
This fits with what would be expected from using a lighter material for the external
shell, as it absorbs less energy than a heavier shell would. In the second figure, when
the inter-hull space is small, the difference between the paired cases is larger, ranging
from +1% when the shells are thinnest to +21% when the shells are thickest. The
difference is larger likely because when the shells are closer, and there isn’t as much
internal fluid present, the external shell plays a greater role in absorbing energy from

the incoming shockwave.
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Figure 4.13: Inner Shell Normal Displacement Ratio of Steel-Water-Composite
(a=0.5), to Steel-Water-Steel (a=0.5)
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Figure 4.14: Inner Shell Normal Displacement Ratio of Steel-Water-Composite
(a=0.9), to Steel-Water-Steel (a=0.9)
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4.3.4 Outer Shell Normal Displacement Comparison: Composite

Figure 4.15 and 4.16 show the steel-water-composite to steel-water-steel normal dis-
placements for the outer shells of the a = 0.5 and a = 0.9 geometries. The two figures
are similar and show a trend much like the inner shells. When the shells are thinnest,
the difference between the steel-water-composite and steel-water-steel cases is small,
when the shells are thickest the difference is large. The difference between the cases
ranges from +0% to +15% for the large inter-hull space and from +0% to +17% for
the small inter-hull space. The reason the two results are so similar is likely because
the displacements here are largely the result of the incoming wave and are affected

minimally by the proximity of the two shells.
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Figure 4.15: Outer Shell Normal Displacement Ratio of Steel-Water-Composite
(a=0.5), to Steel-Water-Steel (a=0.5)
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Figure 4.16: Outer Shell Normal Displacement Ratio of Steel-Water-Composite
(a=0.9), to Steel-Water-Steel (a=0.9)
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4.4 Geometry Analysis

To study the effect of the the shell geometry, every case was done using two distinct
shell configurations. Only two configurations were used because each requires its own
response function to be pre-calculated, and simulations to be run separately for each
geometry. The first model used was one where the distance separating the two shells
was large. Here the inner shell radius was set at a = 0.5, 50% of the dimentionless
outer shell radius of 7y = 1. The second model was one where the distance between
the shells was small, the inner shell radius was set at a = 0.9, 90% of the outer shell
radius. Each of the different material and fluid configurations were first run using
the a = 0.5 geometry, then repeated for a = 0.9. Here, those results will be paired
and compared to each other to better understand how the change in geometry effects
the model in the presense of other variables. The results of these comparisons can be
seen in Figures 4.17 to 4.28. Results were obtained by normalizing the a = 0.9 results
to the a = 0.5 results to obtain a ratio of change between the two. These ratios were

then plotted with respect to shell thicknesses on three-dimensional figures.
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4.4.1 Inner Shell Stress Comparison: Geometry

Figures 4.17, 4.18, and 4.19 show the differences between the inner shell stress of the
a = 0.9 and a = 0.5 models for the steel-water-steel, steel-diesel-steel, and steel-water-
composite cases. Figure 4.17, representing the steel-water-steel cases, does not show
any obvious trend with shell thickness. The relative differences range from —10% to
+8%, fluctuating up and down as the thicknesses change. Figure 4.18, representing
the steel-diesel-steel cases, is similar. The relative differences here range from — %%
to +5%, and follow a similar pattern as the steel-water-steel cases. Once again there
is no obvious trend correllating with shell thickness. Figure 4.19, representing the
steel-water-composite cases, breaks the previous pattern. Rather than the results
ranging from positive to negative, the relative difference ranges from +2% to +13%.
This means that for all thicknesses the a = 0.9 case experienced a greater stress than
the a = 0.5 case. The composite results do however mimic the steel and diesel results
in that the peak is at a similar location. All three cases experience peaks when the
outer shell is at it’s thinnest and % = 0.004. Other than this similarity there does not
appear to be any clear correllation between shell thickness and the effect of changing

the distance between shells.
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Figure 4.19: Inner Shell Stress Ratio of Steel-Water-Composite (a
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4.4.2 Outer Shell Stress Comparison: Geometry

Figures 4.20, 4.21, and 4.22 show the differences between the outer shell stress of
the a = 0.9 and a = 0.5 models for the steel-water-steel, steel-diesel-steel, and steel-
water-composite cases. All three figures for this shell show a similar pattern, with
the ratio starting high and decreasing as the inner shell thickness increases. Figure
4.20, representing the steel-water-steel cases, shows a very clear relation between the
inner shell thickness and the effect of the change in geometry on the outer shell.
The relative difference here ranges from 4+60% when the inner shell is thinnest and
decreases steadily as the shell becomes thicker to around +10% when the shell is
thickest. A similar result can be seen in Figure 4.21, representing the steel-diesel-
steel cases. Here the trend is the same though the values are slightly reduced, having
a relative difference ranging from +42% to +0%. The third case shown in Figure 4.22
also has the same trend, though the values are higher, with the relative difference
ranging from +90% to +9%. All three cases indicate that changing the geometry
increases the stress on the outer shell. This effect is greatest when the inner shell is
thin, and decreases as the inner shell is made thicker. The effect is reduced slightly
when diesel is used as the internal fluid, but increases when the steel outer shell is
replaced with a composite material. Additionally, the outer shell thickness seems
to have only a minor effect on the relative stress in the steel-water-steel and steel-
diesel-steel cases. For these models, increasing the outer shell thickness decreases the
relative stress when the inner shell is thin, and increases the relative stress when the
inner shell is thick. This effect does not appear in the steel-water-composite case,

where the effect of the outer shell thickness is minimal at all thicknesses.
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Figure 4.22: Outer Shell Stress Ratio of Steel-Water-Composite (a
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4.4.3 Inner Shell Normal Displacement Comparison: Geometry

Figures 4.23, 4.24, and 4.25 show the differences between the inner shell normal
displacement of the a = 0.9 and a = 0.5 models for the steel-water-steel, steel-diesel-
steel, and steel-water-composite cases. For the two different geometries, all three sets
of cases show a similar pattern of increasing displacement as the inner shell thickness
is increased. Figure 4.23 shows the steel-water-steel case, with displacement increases
ranging from +46% when the inner shell is thinnest to +65% when it’s thickest. Also
present is a slight trend of decreasing displacement as the outer shell is made thicker.
These trends also appear in the steel-diesel-steel case, seen in Figure 4.24. The diesel
case does have a slightly lower range, however, with the displacement varying from
+37% to +60%. The trend continued in the steel-water-composite case, seen in Figure
4.25. Here the displacements are slightly larger, ranging from +50% when the inner
shell is thin to +65% when the shell is thick. No trend with respect to outer shell

thickness is present in this case.
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Figure 4.23: Inner Shell Normal Displacement Ratio of Steel-Water-Steel (a=0.9), to
Steel-Water-Steel (a=0.5)
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Figure 4.24: Inner Shell Normal Displacement Ratio of Steel-Diesel-Steel (a=0.9), to
Steel-Diesel-Steel (a=0.5)
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Figure 4.25: Inner Shell Normal Displacement Ratio of Steel-Water-Composite
(a=0.9), to Steel-Water-Composite (a=0.5)
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4.4.4 Outer Shell Normal Displacement Comparison: Geometry

Figures 4.26, 4.27, and 4.28 show the differences between the outer shell normal
displacement of the a = 0.9 and a = 0.5 models for the steel-water-steel, steel-
diesel-steel, and steel-water-composite cases. The results here are almost identical
for all three cases, with only minor differences between each. Figure 4.26 shows the
steel-water-steel case results, and indicates the general pattern. Here, reducing the
distance between shells is resulting in an increase to the outer shell displacement.
The difference is greatest when the inner shell is thin, at +46%, and smallest when
the inner shell is thick, at +35%. In the diesel case, seen in Figure 4.27, the range
is just slightly reduced, starting at +44% with a thin shell and decreasing to +30%
with a thick shell. In the composite case, seen in Figure 4.28, the range is slightly
increased, starting at +46% and decreasing to +35% with increasing shell thickness.
In the steel-water-steel and steel-diesel-steel cases, the displacement decreases slightly
as the outer shell is increased in thickness. In the composite case the displacement

increased slightly as the outer shell increased in thickness.

Figure 4.26: Outer Shell Normal Displacement Ratio of Steel-Water-Steel (a=0.9), to
Steel-Water-Steel (a=0.5)
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Figure 4.27: Outer Shell Normal Displacement Ratio of Steel-Diesel-Steel (a=0.9), to

Steel-Diesel-Steel (a=0.5)

Figure 4.28: Outer Shell Normal Displacement Ratio of Steel-Water-Composite
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Chapter 5

Three-Dimensional vs. Two-Dimensional Models

In this section the stress differences between the three-dimensional results and previ-
ous, two-dimensional results are presented. This is done much the same way as the
previous comparisons, with the three-dimensional results presented as a fraction of
the corresponding two-dimensional results, which provides a measure of how well the
two simulations match. As before, these comparisons were done for each variable set:
steel-water-steel, steel-diesel-steel, and steel-water-composite, and also done for both
large (a = 0.5) and small (a = 0.9) inter-hull spaces.

The visualization of the results gives an overall sense of where the simplifications
cause the two models to diverge, which helps to justify the extra effort of doing
a three-dimensional analysis. In all cases the two-dimensional values were higher
than the three-dimensional values. If only rough approximations are needed, a two-
dimensional study will get the results one needs. However, the differences between the
these results and those of a three-dimensional simulations are quite varied, and often
unpredictable. For some variable combinations the differences were small, within

10%, but for others they were notably larger, as much as 30%.
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5.1 Steel Results

The first graph, Figure 5.1, shows the steel-water-steel results for the inner shell with
a = 0.5, compared to the equivalent two-dimensional simulation. Here the three-
dimensional results range between just under 74% and 83% of the two-dimensional
results, averaging around 80%. The match is closest when the inner shell thickness
is low and also when the inner shell thickness is high, the match worsens slightly
when the inner shell thickness is at a moderate value. The differences between the
two and three-dimensional simulations do not appear to be affected by the outer shell
thickness in this case. As for the inner shell thickness, because of the up and down
variation within the results it makes it difficult to say whether this affects the how

close the two simulations match positively or negatively.
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Figure 5.1: 3-D vs 2-D, Inner Shell, Steel-Water-Steel (a=0.5)
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The second graph, Figure 5.2, shows the steel-water-steel results for the outer
shell with a = 0.5, compared to the equivalent two-dimensional simulation. The
three-dimensional values range between a low of 70% and a high of 77% relative to the
two-dimensional results, averaging around 75%. The variations here show a somewhat
different pattern for the inner shell during the same simulations. Like in the previous
figure, as the inner shell thickness is increased the match between the simulations
is initially high, worsens slightly, and then improves as the thickness approaches its
maximum value. Again it is difficult to say whether the inner shell thickness directly
affects the match between the two simulations. Unlike in the previous figure, however,
the match does appear to be affected by the outer shell thickness, as it can be seen to

both increase and decrease with it, depending on the particular inner shell thickness.
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Figure 5.2: 3-D vs 2-D, Outer Shell, Steel-Water-Steel (a=0.5)
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The third graph, Figure 5.3, shows the steel-water-steel results for the inner shell
with a = 0.9, compared to the equivalent two-dimensional simulation. In this figure
the match between the two simulations varies between 68% and 92%, with an average
of about 80% and a clear downward trend as the shell thicknesses are increasing.
The match seems primarily affected by the inner shell thickness, where there is a
straightforward decline as the shell thickness is increased. Additionally, there is a
slight decrease in the match as the outer shell thickness is increased, but the effect is

not as notable for higher inner shell thicknesses.

Figure 5.3: 3-D vs 2-D, Inner Shell, Steel-Water-Steel (a=0.9)
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The fourth graph, Figure 5.4, shows the steel-water-steel results for the outer shell
with a = 0.9, compared to the equivalent two-dimensional simulation. In this figure
the values of the three-dimensional simulation relative to the two-dimensional can
be seen to vary between a low of 72% and a high of 85%, with an average of about
80%. Where the inner shell shown in the previous figure had a clear pattern with
respect to the shell thickness, for this one it is much less notable. As the inner shell
is increased in thickness the results do not appear to thrend trend one way or the
other, increasing at some points and decreasing at others. Additionally as the outer
shell thickness is increased the match improves at most points, especially when the
inner shell thickness is highest, but when the inner shell thicknesses is at a moderate

value increasing the outer shell thickness has the opposite effect.

Figure 5.4: 3-D vs 2-D, Outer Shell, Steel-Water-Steel (a=0.9)
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5.2 Diesel Results

The first graph, Figure 5.5, shows the steel-diesel-steel results for the inner shell with
a = 0.5, compared to the equivalent two-dimensional simulation. Here the match
between the two simulations ranges from a low of 75% to a high of 92%, with an
average of about 82%. The trend is similar to the corresponding steel-water-steel
case, seen in Figure 5.1, but here the match is slightly higher with a more definite
upward trend. Like the steel case, as the inner shell thickness is increased there is an
initial drop in the match, before it steadily begins to rise. However, because the drop
is much smaller here and the upward trend more notable, it is possible to say that
wit as the thickness of the inner shell is increased, the difference between the two-
dimensional and three-dimensional results tends to decrease. Like the steel results,
however, the outer shell thickness does not appear to play any significant role in how

well the simulation values match.
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Figure 5.5: 3-D vs 2-D, Inner Shell, Steel-Diesel-Steel (a=0.5)
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The second graph, Figure 5.6, shows the steel-diesel-steel results for the outer shell
with @ = 0.5, compared to the equivalent two-dimensional simulation. The match
between the simulations here ranges from just under 70% to 80%, averaging around
75%. Like the previous figure, this one also bears strong similarities to the equivalent
steel-water-steel case seen in Figure 5.2. At low inner shell thicknesses the match is
low and even drops slightly as the thickness increases. As the inner shell thickness
continues to increase, however, the match between simulations begins to improve,
until it plateaus as both the inner and outer shell thicknesses approach their maximum
values. Like the inner shell for this diesel case, aside from the initial fluctuations at
low thicknesses, the match generally improves as the inner shell becomes thicker.
Additionally, there are some variations with respect to the outer shell: at moderate
inner shell thickness values, the match improves with outer shell thickness, but at
the thickest values of the inner shell the match actually decreases as the outer shell

thickness increases.
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Figure 5.6: 3-D vs 2-D, Outer Shell, Steel-Diesel-Steel (a=0.5)
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The third graph, Figure 5.7, shows the steel-diesel-steel results for the inner shell
with a = 0.9, compared to the equivalent two-dimensional simulation. The three-
dimensional values relative to the two-dimensional values range from 68% to 82%,
with an average of about 75%. These values are at their highest point when both
shells are thinnest, then reach a secondary peak when the shells are at their thickest,
making it hard to isolate the effect of increasing the individual thicknesses. Increasing
the thickness of the outer shell results in opposite effects depending on inner shell
thickness, worsening the match when the inner shell is thin and improving it when
it is thick. Like the other figures from the steel-diesel-steel case, this figure shows
similarities to its steel-water-steel counterpart, shown in Figure 5.3. The steel-water-
steel figure does not show significant improvement in the match at higher thicknesses,
but it does follow much the same trend otherwise, so it is possible that the overall

trend would be similar if the simulations were ran with higher thickness values.

Figure 5.7: 3-D vs 2-D, Inner Shell, Steel-Diesel-Steel (a=0.9)
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The fourth graph, Figure 5.8, shows the steel-diesel-steel results for the outer shell
with a = 0.9, compared to the equivalent two-dimensional simulation. In this case
the match between simulations ranges from a low of 77% to a high of 86%, averaging
roughly 81%. Like its steel-water-steel counterpart seen in Figure 5.4, the graph
shows the simulation match fluctuating without a definite pattern across the different
thickness values. As with that case, increasing inner shell thickness does not appear
to affect the match definitively. Increasing the other shell thickness, however, does
tend to improve the match, most notably at higher inner shell thickness values, but

the effect is less pronounced and even negative at lower thickness values.

Figure 5.8: 3-D vs 2-D, Outer Shell, Steel-Diesel-Steel (a=0.9)
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5.3 Composite Results

The first graph, Figure 5.9, shows the steel-water-composite results for the inner shell
with @ = 0.5, compared to the equivalent two-dimensional simulation. The graph
here shows that the match between the two simulations ranges from a low of 74% to
a high of 84%), with an average of about 79%. As with the corresponding steel-water-
steel and steel-diesel-steel cases from Figures 5.1 and 5.5 respectively, the match here
trends almost wholly with the inner shell thickness. As in those cases, the simulation
match is high when the inner shell is thin and initially worsens as the shell increases
in thickness. Like the other cases, the match eventually reaches a low point and the
trend reverses itself, the match improving as the inner shell thickness approaches its

maximum value.
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Figure 5.9: 3-D vs 2-D, Inner Shell, Steel-Water-Composite (a=0.5)
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The second graph, Figure 5.10, shows the steel-water-composite results for the
outer shell with a = 0.5, compared to the equivalent two-dimensional simulation.
Here the three-dimensional results relative to the two-dimensional results have a low
of 73% and a high of 81%. The results for this shell were essentially constant regardless
of the shell thicknesses for both two-dimensional and three-dimensional simulations.
The only notably different value was at the lowest inner shell thickness, which is
shown here as the high match point. For all other thickness values of the inner
shell, the match does not appear to appreciably change as the thicknesses increases.
Additionally, increasing the outer shell thickness also appears to have a minimal effect

on the match between the two simulations.

Figure 5.10: 3-D vs 2-D, Outer Shell, Steel-Water-Composite (a=0.5)
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The third graph, Figure 5.11, shows the steel-water-composite results for the inner
shell with a = 0.9, compared to the equivalent two-dimensional simulation. The three-
dimensional values relative to the two-dimensional values range from a low of 75% to
a high of 94%, the highest value between the two simulations, with an average match
of about 85%. The trend here is clear, the match is best when the inner shell is thin
and worsens as the inner shell thickness increases. If the overall trend is similar to
what was seen in the steel-water-steel or steel-diesel-steel cases, Figure 5.3 and 5.7
respectively, there is probably lower limit to the match, as the slope at the highest

inner shell thickness is starting to flatten out like the previous cases did.

Figure 5.11: 3-D vs 2-D, Inner Shell, Steel-Water-Composite (a=0.9)
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The fourth graph, Figure 5.12, shows the steel-water-composite results for the
outer shell with a = 0.9, compared to the equivalent two-dimensional simulation. In
this case the three-dimensional values relative to the two-dimensional values range
from 77% to 83%, with an average of about 80%. Unlike the equivalent shell from
the steel-water-steel and steel-diesel-steel cases, Figures 5.4 and 5.8 respectively, the
results show a clear trend with respect to the inner shell thickness. The match between
the two simulations is initially high when the inner shell is thinnest but worsens as
the inner shell is increased in thickness, though the effect is not particularly large, the
range of values on this graph being quite small. Additionally, the match between the
three-dimensional and two-dimensional results does not appear to be notably affected
by changes to the outer shell in this case; the graph indicating minimal changes in

the match as the outer shell is increased in thickness.

Figure 5.12: 3-D vs 2-D, Outer Shell, Steel-Water-Composite (a=0.9)



Chapter 6

Conclusions

The three-dimensional model of the twin-hulled, submerged, fluid-filled structure was
able to simulate a variety of different conditions. While more computationally ex-
pensive than an equivalent two-dimensional simulation, the three-dimensional model
had no problem with any of the variables considered. The results across all variable
cases were consistent; the model behaved as expected given changing shell thicknesses,
internal fluids, shell composition, and inter-hull space. The comparisons performed
between the modified cases and the baseline models helped to isolate the individual
effects that these variables had, and give some understanding to how they interact
with each other.

Additionally, for all cases, the three-dimensional results match up well with those
from equivalent two-dimensional simulations. All stress values were directly compared
between the two models, with the differences between the two limited to a maximum
of just over 30%. This value actually appeared to be a limit of sorts in many of
the shell comparisons, as the match between three-dimensional and two-dimensional
results approached this value multiple times before starting to improve as different
variables were used.

The most notable contribution of this particular work to the established literature
is the addition of a full three-dimensional workup, including results, of the twin-
hulled version of the shell-shockwave problem. Additionally, as most of the previous
literature focuses on a two-dimensional version of the problem, the addition of a direct
comparison between these results, and equivalent two-dimensional results, is another

important addition.
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6.1 Parametric Analysis

For the parametric analysis, each case was first plotted against the shell thickness to
create the first comparisons. The results here are consistent across all cases. Maxi-
mum stress and normal displacement greatly decrease for both internal and external
shells when the internal shell thickness is increased. Additionally, for steel-water-steel
and steel-diesel-steel cases, the stresses and normal displacements slightly decrease
as the external shell thicknesses are increased. This isnt true for the steel-water-
composite cases, however, which see very small changes as the external shell thickness
is increased.

The first variable that was examined on its own was the internal fluid, the change
in this case was the replacement of water as the inner shell fluid with diesel, a lighter,
less dense fluid that is more limiting to sound. Slight increases in the stress and
normal displacements across both the inner and outer shells for the majority of the
variable combinations were observed, consistent with the use of a lighter fluid that
absorbs less energy. The displacement changes were fairly minor, most limited to
within 5% or so. Much more notable were two very big differences in the stress
responses. When the spacing between the inner and outer shell was large, the change
in internal fluid resulted in an increase of the external shell stress of between 10%
to 18%. This fits with the lighter diesel fuel absorbing less of the incoming energy,
but in this case also providing less support to the external shell. The other notable
stress response was the internal shell when the inter-hull space was greatly reduced.
In this case the inner shell response varied both positively and negatively with shell
thickness, from -10% when the shells were thin to +11% when the shells were thick.
Here the role of the diesel alternated, possibly damping the stress due to it occurring
as a result of wave superposition in some cases, while failing to absorb as much of the
impact in others.

The second variable analysed was the material composition of the outer shell, the
change in this case replacing the steel outer shell with a much lighter shell made
from a carbon composite material. The differences between the two models were
quite predictable and consistent across geometries and thicknesses, with the outer
shell essentially offering less protection and absorbing less of the incoming energy.

The inner shell stresses and normal displacements increased in all cases, with the
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stress and displacement increases peaking at around 10% and 15% when the inter-
hull space was large to around 30% and 22% when the inter-hull space was small.
These increases were, predictably, largest when the external shell in each model was
thickest. The fact that the results for the small inter-hull model were larger makes
sense, considering the external shell is likely playing a bigger role in the interaction
when the distance between the two is so small. External shell behavior was quite
different than what had been seen previously, but make sense given the change in
material. The stress observed in the outer shell of the composite model was essentially
an order of magnitude lower than that observed in the steel, with decreases in the
range of -90% to -80% in both the large and small inter-hull space geometries. The
normal displacements of the composite shells were also largely the same across both
geometries, with only a slight increase when the shells are closer together. In both
cases, the difference in displacements gets larger as the external shell is considered to
be thicker.

The third variable analysed was the effect of the change to the inter-hull geometry,
which was done by comparing each small inter-hull model to its corresponding large
inter-hull model which act as the baselines. The results from these comparisons
indicated that each stress and normal displacement configuration has its own pattern
with respect to shell thickness, with few similarities across shells. What was common,
however, was that each case, steel-water-steel, steel-diesel-steel, and steel-composite-
steel affected each trend in generally the same way. For all stresses and normal
displacements, shrinking the space between shells resulted in an increase in both
stresses and normal displacements. The steel-water-steel case acted as the moderate
case and indicated the initial trend. Each steel-diesel-steel graph had slightly reduced
relative values across all thicknesses compared to the steel-water-steel case, and the

steel-water-composite cases would give slightly higher values, with few exceptions.
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6.2 Three-Dimensional vs Two-Dimensional Comparisons

The three-dimensional and two-dimensional models were compared by taking the
maximum stress results for each shell in the three-dimensional results and dividing
it by the corresponding result from a two-dimensional model that used the same
variables. The two-dimensional model used the same setup, but with mathemati-
cal simplifications to consider the problem as only a cross section, rather than as
a cylinder. All of the values for the three-dimensional study were lower than those
of the two-dimensional values, but within about 30% for all values. How well the
results matched between the two models varied somewhat unpredictably with shell
thickness, but were consistent across shells for each of the variable cases. Different
patterns emerged for each shell, some having trends with shell thickness and across
different cases, with others being harder to decipher.

The inner shell stresses for the large inter-hull cases all followed a similar pattern
with respect to the inner shell thickness. How well the two models match would
initially decrease as shell thickness was increased, before reaching a low point and
the trend reversing. Thus, in general, with the exception of low values for inner shell
thickness, the two model values match better the thicker the inner shell is. The low
point, however, shifts within each variable case, with the steel-diesel-steel low point
being closer to the thinnest values than the other two cases, and thus better matching
the two-dimensional model at moderate to high inner shell thicknesses. The overall
ranges for this shell have high points between 85% to 90% and lows of about 72%,
with averages around 80%, indicating that the three-dimensional results, on average,
have a decent match to the two-dimensional results, but with a higher variance.

The outer shell stresses for the large inter-hull cases show similar patterns in
the steel-water-steel and steel-diesel-steel cases, and a slightly different pattern for
the steel-water-composite case. All three show a comparatively low match between
the three-dimensional results and the two-dimensional results at all thickness values,
ranging between 70% and 80% in each case, with average values of about 75%. The
steel-water-steel and steel-diesel-steel cases vary more with respect to thickness and
do not follow any definite trend with respect to shell thicknesses. The steel-water-
composite case, however, shows a pattern similar to what was seen in the stress for

that shell, with a maximum at the lowest shell thickness, and minimal change at other
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thickness values. Overall, the three-dimensional values for the outer shell stresses
when the inter-hull space is large just do not match as well to the two-dimensional
values as some of the other shells do, but show less overall variance.

The inner shell stresses for the small inter-hull cases show very similar patterns
in each case. In these cases, the three-dimensional and two-dimensional results are
more similar at low thickness values, but the match worsens as the shells are increased
in thickness. The steel-water-steel and steel-water-composite cases show the highest
variance, with the match between the two models varying from over 90% when the
inner shells are thin to between 70% and 75% when the shells are thick, with averages
between 80% and 85%. The steel-diesel-steel case does not vary as much, and shows
some improvement in the match as the shells approach their thickest values. The
match in this case varies between a high of just over 80% to a low of 70%, averaging
about 75%. Overall, the three-dimensional values for this shell tend to be further
from the corresponding two-dimensional values the higher the shell thicknesses that
are considered, and tend to have more overall variance.

The outer shell stresses for the small inter-hull cases show similar patterns in the
steel-water-steel and steel-diesel steel cases. with a very different pattern for the
steel-water-composite case. The overall match between the three-dimensional results
and the corresponding two-dimensional results averages to be around 80% in each of
these cases, ranging between 85% and 75%, depending on the shell thicknesses. The
first two cases, steel-water-steel and steel-diesel-steel do not show any particular trend
with respect to shell thickness, while the third case, steel-water-composite, shows a
decline in the match between the three and two-dimensional model as the inner shell
thickness increases. These results suggest that the overall variance in the difference
between the three and two-dimensional results for this shell is smaller, and the average
match is decent, so while it may be difficult to predict, it doesn’t vary as much as

some of the others do with respect to shell thicknesses.
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6.3 Summary of Results
A brief summary of the results is as follows:
e Parametric Analysis

— Shell Thickness
x Increased inner shell thickness reduced stress and normal displace-
ments on both shells

* Increased outer shell thickness slightly reduced stress and normal dis-

placements on both shells in steel and diesel cases

x Composite case did not see this stress reduction as a result of increased
outer shell thickness

— Diesel Internal Fluid

+ Inner shell sees both increases and decreases in stress, dependant on
shell thickness when the internal fluid is changed

* Inner shell normal displacement is changed minimally

x Outer shell stress and normal displacement increase, more when the
inter-hull space is large

— Composite External Shell

x Internal stress and normal displacements increase

x Increased external shell thickness no longer causes decrease in stress

and normal displacements
x External shell stress is an order of magnitude lower than steel cases

x External shell normal displacement is greater than steel case, espe-

cially at thicker shell values
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— Decreased Inter-hull Space

*

Inner shell stress in steel and diesel cases see both increases and de-

creases at different shell thicknesses
Inner shell stress in composite case increases
Inner shell normal displacements increase

Outer shell stresses greatly increase at lower shell thicknesses, and

slightly increase at high shell thicknesses

Outer shell normal displacements increase, more at lower shell thick-

nesses

e Two-Dimensional Comparisons

— Shells had similar patterns of how well the two-dimensional and three-

dimensional results agreed

— Three-dimensional results always lower than two-dimensional results, with

a lower limit of about 70%

— Inner shell stress saw wider ranges of difference between the two shells,

dependant on shell thicknesses

— Outer shell stress had smaller ranges of difference than inner shells; differ-

ence, on average, greater than inner shell

— Outer shell stress did not trend in any particular way with increased shell

thicknesses
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6.4 Future Work

Having completed the parametric analysis, there is still work to do with the three-
dimensional model. This analysis successfully provided a wide range of three-dimensional
results for multiple variables, but, for the most part, avoided going into greater detail
with any variable besides shell thickness.

If further analyses are performed, a narrower focus on individual variables would
be one way to proceed. From a design standpoint, the material composition of the
shells seems a likely variable to explore in greater detail. Given the model is meant
to simulate a submarine, it would be appropriate to consider a cross section of differ-
ent materials used in marine construction as potential shell materials. Alternatively,
using real materials as a guideline, fictitious materials could be used to better high-
light the overall trends in behaviour as different qualities, such as density, are varied
incrementally.

Another variable that could easily be examined in greater detail is the shell spac-
ing. Here, two different shell geometries were considered as part of the parametric
analysis, but it would be entirely possible to examine the shell spacing in much more
gradual increments to see if any particular patterns of behavior emerge. The need to
compute response functions for each geometry mean that extremely fine variations in
spacing wouldnt be a desirable approach, but an analysis using a modest number of
different geometries is possible.

A final consideration for future work would involve the way that the different cases
are examined. For this study, in order to easily compare the many different cases,
the different variables were analyzed according to their effect on the maximum stress
and normal displacement of each shell. However, the effect each variable had on the
timings and locations of these maxima could be an important consideration from a
design standpoint. This would most easily be done when the focus is on individual

variable effects, rather than as part of a study involving a wide variety of variables.
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