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Abstract

Internal combustion engines dominate transportation of people and goods, contributing
significantly to air pollution, and requiring large amounts of fossil fuels. With increasing
public concern about the environment and the reliability of oil supplies, automotive
companies are pushed to improve engine design in order to reduce engine emissions and
fuel consumption.

This project aims to develop a numerical model of piston dynamics and lubrication in
internal combustion engines, enabling prediction of friction generation at the piston -
cylinder bore interface, and oil transport in the power cylinder system. It is currently
estimated that the piston — cylinder bore friction accounts for up to 25% of the power loss
in a typical engine, while oil transported to the combustion chamber by the piston and
ring-pack contributes significantly to engine emissions.

A dry piston model was first developed to allow fast calculation of approximate piston
dynamics. An elastohydrodynamic lubrication model was then developed to allow direct
numerical simulation of the effect of piston tooling marks, and comparison with results
obtained using an Average Reynolds equation with flow factors. The lubrication model
was incorporated into the piston dynamics model, enabling more accurate evaluation of
friction and oil transport. Comparison between the dry and lubricated model results
demonstrate the effect of oil film thickness on piston lateral motion, tilt, friction
generation and oil transport.
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1. Introduction

1.1. Project Motivation

Internal combustion engines dominate transportation of people and goods, contributing
significantly to air pollution, and requiring large amounts of fossil fuels. As concern for
the environment, and the effects of global warning, increase, governments continue to
introduce more stringent emissions criteria. Additionally, increasing political concern
regarding dependence on foreign oil and political instability in the middle east, and
corresponding increases in fuel prices, push for increased mileage per gallon. These two
concerns, in parallel, are motivating automotive companies to improve engine design in
order to reduce engine emissions and fuel consumption, while maintaining at least the
current standards of noise, performance and maintenance requirements. An improved
understanding of interactions within the engine is therefore required.

It is useful to separate engine emissions into emissions due to fuel and those due to oil
consumption. Fuel consumption and engine emissions due to fuel can be reduced
through improvements in combustion, fuel delivery and friction reduction. Current
engine designs tend to have overall efficiencies of 38-41%, with 4-15% of the energy
being lost to mechanical friction. It is estimated that 40-55% of the friction losses are
due to the power cylinder system, made up of the piston (25-47%), ring-pack (28-45%)
and connecting-rod bearings (18-33%) [1]. Friction generated in the power cylinder
system therefore represents a significant proportion of the energy loss in the engine, and a
corresponding opportunity for improvement in engine efficiency.

In order to better understand friction generation on the piston, we first must accurately
model piston dynamics, which also significantly impact ring pack dynamics and friction
generated within the ring pack. The piston dynamics are predominantly driven by the
pressure load and connecting-rod angle, and constrained by the piston’s interaction with
the cylinder bore. Ideally, the piston has only one degree of freedom, allowing a
reciprocating motion along the cylinder axis, which is commonly referred to as its
primary motion. More realistically, the piston has six degrees of freedom, with the range
of allowable motion in each direction varying significantly. The secondary motion of the
piston is made up of translation perpendicular to the cylinder and piston pin axes, and
rotation about the piston pin axis. This motion allows the piston to collide with the
cylinder bore, a phenomenon referred to as piston slap. In a typical car engine the
displacements in the axial direction are of the order of 100 mm, while the displacements
involved in the secondary motion of the piston are of the order of 100 um [2-4], and the
piston tilts are of the order of 0.001 rad [3]. The piston’s motion due to the remaining
three degrees of freedom is currently believed to be significantly smaller than both its
primary and secondary motions and is neglected for the purposes of this project.
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Piston slap is initiated when the connecting-rod side force changes direction either due to
changes in the connecting-rod angle, or the connecting-rod force (from compression to
tension or vice versa). The piston’s impact against the cylinder bore is a significant
source of noise, vibration and energy loss, and can lead to cavitation wear on the cooling
side of the liner, while its motion along the cylinder bore generates friction and transports
oil, thereby affecting wear of the piston, rings and liner, and contributing to oil
consumption.

Piston skirt lubrication is provided by lubrication oil, which is, in general, picked up from
the oil sump and thrown onto the cylinder bore by the motion of the crankshaft. In some
engines, lubrication oil is also sprayed onto the underside of the piston or other locations
within the power cylinder system. The lubrication oil is then transported along the
cylinder bore by the motion of the piston and piston rings, and by gravity. Lubrication oil
is also transported around the system when it is entrained in blow-by gases. The
lubrication oil leaves the cylinder bore in three ways: oil returns to the sump; oil
entrained in the blow-by gas leaves the system via the crank case; or oil is consumed in
the combustion chamber. The last two options create a significant source of engine
emissions due to oil consumption.

Due to the complex nature of oil transport within this system, and the inaccessibility for
experimental observation, it is often impossible to accurately predict the location and
thickness of oil films within the system. Previous research, both experimental and
computational, indicates average oil film thicknesses in the range 1-100um [2, 4-8].
Depending on the amount of oil present, the side load and the sliding speed, regions of
boundary, mixed and elastohydrodynamic lubrication may all be present simultaneously
on the piston skirt throughout the cycle. On the lower end, oil film thicknesses of around
1 um, which is significantly smaller than typically piston tooling mark wave heights, will
result in boundary lubrication with significant solid-solid contact and friction generation.
Significantly thicker oil film thicknesses, such as 100 um may be sufficient to support the
side load via elastohydrodynamic lubrication, eliminating solid-solid contact and wear.
A detailed model of the piston — cylinder bore interface and oil film distribution is
required for estimating lubrication conditions, friction generation and oil transport on the
piston.

1.2. Introduction to Power Cylinder System

The Power Cylinder System can be considered to be made up of 6 components, each with
a separate role:

1. Ring Pack

2. Piston

3. Wrist-Pin
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4. Connecting-Rod
5. Crankshaft
6. Cylinder Bore

V4
Cylinder Bore Axis —%" e Ops:

o

T 6. Cylinder bore
2. Piston

1. Ring pack —+1» 1

3. Wrist-pin

4. Connecting-Rod

Crankshaft centreline

5. Crankshaft

y

Thrust Axis Crankshaft rotation

Figure 1.1: Power Cylinder System

The chemical energy in the fuel is converted to kinetic energy during combustion and
transmitted from the combustion chamber, through the piston, pin and connecting-rod to
the crankshaft. The geometric arrangement of the power cylinder system allows the
linear motion of the piston to be converted into the rotational motion of the crankshaft.
The angle of the connecting-rod causes lateral motion of the piston, and interaction with
the bore, combined with the lateral motion and friction at the wrist-pin bearing tends to
causes piston tilt.

1.2.1. Ring Pack

The Ring Pack plays two roles within the power cylinder system:
1. Seals the gases in the combustion chamber, both durmg compression and
combustion, minimizing energy losses and emissions due to blow-by.
2. Transport oil along the cylinder bore, balancing conflicting criteria of
providing oil to reduce friction, while reducing oil consumption.
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A typical ring pack is made up of two or three rings, with the top one or two rings
focusing on sealing the combustion chamber, and the lower ring acting as an oil control
ring. Significant research has been completed in the areas of ring pack dynamics, friction
generation and oil transport [5,6]. In terms of interactions between the piston and ring
pack:
e The piston dynamics significant impact the ring pack, and an accurate model of
piston motion is required as an input for ring pack analysis.
¢ Normal and friction forces generated between the piston and rings, while
significant for the purposes of determining ring motion, are not significant in
determining piston dynamics. The ring pack is therefore neglected for the
purposes of this project.

1.2.2. Piston

The main role of the piston is to transmit the pressure force generated during combustion
through the pin and connecting-rod to the crankshaft, thereby converting the energy of
the expanding gases to the essentially linear kinetic energy of the piston, and finally to
the rotational kinetic energy of the crankshaft. While ideally the piston travels in the
axial direction only, in reality the connecting-rod angle results in significant side forces
being transmitted through the piston, causing lateral motion. The resulting motion, often
referred to as piston slap, occurs:
e when the connecting-rod angle changes sign, which is determined by engine
geometry, and for an engine design with no crankshaft offset occurs at 0, 180,
360 and 540 °CA, and

¢ when the connecting-rod force changes sign, that is, from compression to tension,
or vice versa, which is essentially a function of the pressure trace and component
axial inertias, and typically occurs during the intake and exhaust strokes around
mid-stroke.

In general, the outer surface of a piston is specified by a nominal radius, cold profile and
ovality. There is also significant design of the internal structure of the piston, thereby
influencing the:

¢ mass and weight distribution,

o heat transfer, and therefore temperature distribution and thermal expansion, and

e structural response to pressure, inertia and skirt loads

Design criteria for a piston are often conflicting in nature:

1. Piston — Bore Clearance: In order to minimize frictional losses, a smaller
piston diameter is desired, allowing increased clearance between the piston
and bore, while in order to reduce noise and impact losses, a large piston
diameter is desired, with decreased clearances reducing lateral movement.

2. Piston structural stiffness: The piston must be structurally strong enough to
withstand the large forces transmitted both axially and laterally, requiring
stiffness around the pin bore where forces are transmitted to the wrist-pin, and
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sufficient stiffness in the skirt, while a flexible skirt is more desirable for noise
reduction and minimizing local contact pressures. Similarly there is an
optimal flexibility for the skirt in terms of friction reduction.

3. Piston Mass: Decreased piston mass reduces the loss of energy to piston
inertia, but sufficient mass must be provided for the required structural
stiffness.

4. Piston profile: Significantly affects pressure generation, oil transport and
friction generation at the piston-cylinder interface. As the piston slides axially
along the liner, pressure tends to be generated by the converging gap at the
leading edge of the piston which also acts to scrape oil along the cylinder
bore, thereby altering the oil film thickness.

0.14; Piston Cold Shape Profile

Cylinder
axis (m)0.121

100 um
017
0.08}
0.06
0.041

0.02r

0
Thrust axis (um)
Figure 1.2: Piston profile

5. Piston ovality: With increased ovality the pressure generated at the piston-
cylinder bore interface is centralized, thereby supporting the side load more
efficiently, and the portion of the skirt that is fully flooded is reduced, thereby
decreasing hydrodynamic friction, but also decreasing pressure generation for
a given surface separation. Increased beyond an optimal value, the ovality
will result in solid-solid contact due to decreased surface separation, and a
significant rise in contact friction.

1.2.3. Wrist-Pin

The wrist-pin transmits forces between the piston and connecting-rod while allowing the

piston and connecting-rod to rotate relatively independently of each other. At high loads,
however, particularly around combustion TDC, significant torque is transmitted from the
connecting-rod to the piston, even for small friction coefficients, thereby influencing the

piston tilt. At these high loads, it is expected that there will be significant bending of the
pin, but for the purposes of this work the pin is assumed to be rigid.
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Piston Ovality
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Figure 1.3: Piston ovality

1.2.4. Connecting-Rod

The connecting-rod transmits force from the wrist-pin to the crankshaft. The loads
transmitted by the crankshaft are typically of the order of 100 kN, generating moments of
5 kNm. The small end of the connecting-rod connects to the wrist-pin, carrying out axial
motion equal to twice the crankshaft radius (~ 100 mm), and lateral motion of the order
of 100 um. The large end of the connecting-rod connects to the crankshaft and rotates in
a circular motion at the crankshaft radius. The longer the connecting-rod, the smaller the
connecting-rod angle and the corresponding side force and bending moments, but the less
compact the engine design, and the larger the connecting-rod mass and resulting energy
loss due to component inertia. The connecting-rod must be sufficiently strong to transmit
these loads without significant bending, and is assumed to be rigid for the purposes of
this model.

1.2.5. Crankshaft

The crankshaft helps to convert the piston motion into a continuous rotation of the drive
train and wheels with its large rotational inertia and rigid structure smoothing out the
combustion pressure impulses. The connecting-rod - crankshaft joint represents the end
of the power cylinder system for the purposes of this project. It is assumed that the
connecting-rod — crankshaft bearing can be modeled as a frictionless pin joint, and that
the crankshaft’s motion is purely rotational.
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1.2.6. Cylinder Bore

The cylinder bore acts to create the combustion chamber, and constrain piston motion.
There are many different engine block designs including cylinder liners, coolant
passages, bolt configurations, reinforcements etc. which significantly affect the heat
transfer, temperature and thermal deformation distributions, mechanical deformations,
and structural stiffness. There are also a wide range of surface finishing methods which
impact the surface roughness and bore distortion.

For the purposes of this project, we are solely interested in the geometry of the internal
surface of the cylinder, which is typically provided by a nominal radius, cold bore
distortion and thermal deformation profiles. The deformation of the cylinder bore, due to
interactions with the piston are neglected, as is the effect of the axial temperature
distribution on oil viscosity.

1.3. Previous Research

A significant amount of research into piston motion has been carried out over the past
four decades, initially focusing on investigating piston slap as a significant source of
engine noise and then gradually developing to predicting piston secondary motion,
friction generation and oil transport. There is still much to be learnt about this system
though, and while simulation programs already exist, reports from industry suggest that
there continue to be problems of instability, long running times, and inflexibility, and
therefore that they do not currently meet the needs of industrial research facilities.

Early work in this area [9-13] was focused on reducing engine noise and vibration, and
began with rigid body, frictionless models of the piston-cylinder system based on
idealized joint constraints and a variety of additional simplifications. These models were
initially used to solve for the crank angles at which the lateral force on the piston is
reversed, causing piston slap to occur, and to develop an idea of which parameters were
likely to affect piston motion. They were later developed into more sophisticated models
that were used to investigate the effect of variations in piston-cylinder bore clearance and
wrist-pin offset. Experimental results obtained by Griffiths and Skorecki [9] confirmed
that piston slap is a significant source of engine noise, particularly in the range of 2000 to
4000 Hz, and were used both to confirm the trends predicted by the model simulations
and to investigate the effect of varying lubrication conditions on piston slap.

In the early 1980’s, focus shifted to minimizing piston assembly friction and models of
hydrodynamic lubrication based on the Reynold’s equation were developed for this
system by Knoll and Peeken [14], and then combined with a rigid body model with
idealized joint constraints by Li, Rohde and Ezzat [15]. The addition of thermal and
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elastic deformations by Oh, Li and Goenka [16], thereby extending the lubrication model
to elastohydrodynamic lubrication, further improved the accuracy of these models.

More recent work has increasingly focused on modeling of the oil film. The average
Reynolds equation developed by Patir and Cheng [17] was used by Zhu et al [18-19] to
take into account surface roughness and waviness, and models have been extended from
essentially two-dimensional kinematic models to quasi-three-dimensional models which
make use of the two-dimensional Reynolds equation, which was applied over a variable
circumferential extent by Dursunkaya, Keribar and Ganapathy [20]. Boundary conditions
for the oil film were initially modeled as fully-flooded and the pressure distribution was
simply restricted to being non-negative, but increasingly efforts have been made to
accurately model oil starvation [21-22], and Duyar et al [23] make use of a finite volume
solution to correctly satisfy mass and momentum conservation in the oil film.

There has been a significant amount of research completed on the effect of surface
roughness on lubrication flows, and several average flow models have been developed.
The Average Reynolds equation developed by Patir and Cheng [17] was expanded by
Tripp [24] to include general roughness distributions, and by Harp and Salant [25] to
include inter-asperity cavitation. Prat et al [26] and Bayada et al [27] have also
developed more rigorous approaches to average flows. As a starting point, we have
chosen to compare direction numerical simulation results with the baseline Patir and
Cheng flow factor method.

1.4. Project Objectives

The overall aim of this research is to develop an accurate numerical model of piston
secondary motion, and to improve understanding of piston dynamics, skirt lubrication,
friction generation and oil transport. In order to achieve this, the project was broken into
several objectives:
¢ To develop a fast, quasi-dry model of piston secondary motion.
¢ To develop an elastohydrodynamic lubrication model to investigate piston skirt
lubrication.
e To develop a detailed, lubricated model of piston secondary motion.
To develop a piston oil transport model.

One of the major challenges of this research is to provide a practical set of piston analysis
tools that are sufficiently accurate and numerically robust, but also fast enough to be
practically useful. Currently available lubricated piston models can take days to run,
whereas a dry model can run in a matter of minutes or hours. It is also critical that the
model is flexible, able to be applied to range of engine designs and data formats, well
documented, and modular in design to allow for future improvements.
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The first step in this process, the development of a fast, quasi-dry model of piston
secondary motion allowed the overall program architecture, inputs and outputs to be
established, and an understanding of the components dynamics and force generation and
transmission to be developed. It also provides a significantly faster running analysis tool,
than the lubricated model, and comparison with the lubricated model results allows an
estimate of the dry model’s accuracy and limitations to be established. The quasi-dry
model can be used to investigate the affect of many system parameters on component
dynamics and force generation, and to assess the degree to which current uncertainties in
the system, such as wrist-pin friction, can influence these results. The governing
equations for component dynamics and force generation due to both component
interactions and external influences are presented in Chapter 2, while the user
specifications of the power cylinder system are outlined in Chapter 3.

Results of the dry model, including discussion of component dynamics, particularly
piston secondary motion, and the affect of system parameters and uncertainties are
presented in Chapter 4. Experimental results obtained and processed by our sponsors,
and corresponding input files for modeling the same engine, enabled comparisons to be
made between the simulated and experimental piston dynamics, over a range of operating
conditions. These comparisons are included in Chapter 4.

A set of lubrication flow models were then developed, beginning with a quasi-steady
hydrodynamic lubrication flow model, based on the Universal Reynolds equation to
allow for partial film regions while maintaining conservation of oil mass. The quasi-
steady lubrication model was used to investigate the effects of piston skirt tooling marks
on pressure and friction generation in sliding flow, as predicted by different surface
representations.

The unsteady term and surface deformation were added in steps, resulting in an unsteady
hydrodynamic lubrication model and finally unsteady elastohydrodynamic lubrication
model. Each of these models provides a useful stand-alone tool for investigating
different lubrication flow behaviors, independent of piston dynamics, and enabling more
detailed analysis of surface texture effects within reasonable calculation times.
Numerical solution of unsteady elastohydrodynamic lubrication presents a significant
challenge due to the complicated geometries of the piston — cylinder bore interface,
combined with rapidly varying side loads, including impacts and squeezing throughout
the cycle, and the corresponding structural deformations that are the same order of
magnitude as the nominal piston — cylinder bore clearance. This model is further
complicated by the lack of information regarding oil supply conditions which are
expected to vary significantly, resulting in regions of boundary, mixed and
elastohydrodynamic lubrication.

In parallel, a set of lubrication flow models using an Average Universal Reynolds
equation, based on the flow factor methods introduced by Patir and Cheng [17], were
developed in order to assess the degree to which these methods can provide a sufficiently
accurate representation of the effect of piston skirt tooling marks. The development of
each of the lubrication flow models and their results are presented in Chapter 5.
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Combining the unsteady elastohydrodynamic lubrication model with the dry piston
dynamics model led to the creation a lubricated piston dynamics model. The addition of
oil reservoirs at the top and base of the piston skirt, and the development of simple rules
for the filling and emptying of these reservoirs form the basis of the piston oil transport
model, as described in Chapter 5.

Results of the lubricated piston dynamics model are presented in Chapter 6. A range of
inlet oil film thickness were investigated and the effect of oil film thickness on piston
dynamics and friction generation described. Different surface representations were then
compared and evaluated, demonstrating clear differences between the accuracy required
for prediction of piston dynamics and that required for accurate evaluation of friction.
The piston skirt oil transport model was then used to investigate a range oil supply
configurations.

The development of these models, and the preliminary analysis presented in this thesis
are just the first steps in achieving a better understanding of piston motion and lubrication
behavior. It is hoped that as our knowledge of this system increases, it will be possible to
improve this complex system, leading in the longer term to reductions in engine
emissions and fuel consumption.
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2. System Dynamics and Dry Piston Model

This chapter aims to:
Introduce the power cylinder system, and define its components as represented by

2.1.

Provide the equations of motion governing component dynamics.

Provide the equations governing interface and external force generation.
Outline the numerical algorithm used to solve for component dynamics.
Outline the numerical algorithm used to solve for the dry piston — cylinder bore
interface force and corresponding piston deformation.

System Definition, Solution Outline and Nomenclature

The power cylinder system is made up of the crankshaft, connecting-rod, wrist-pin,
piston, ring pack and cylinder bore, as shown in Figure 2.1.

Cylinder Bore Axis —;
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A
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Thrust Axis

——
—i
1 *— I'
inder bore
! P
/

N4 Wrist-pin

’6 < Piston
3F \
i

Connecting-Rod

Crankshaft centerline

Crankshaft
Yy

Crankshaft rotation

Figure 2.1: Power Cylinder System
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For a given crankshaft speed and engine geometry, the ideal axial motions of the
connecting-rod, wrist-pin and piston are defined by:

L0 = ["‘ Tes Sin(HCA)+ .Vcso]j +res COS(HCA)k

Ip10= ["cs COS(OCA)+ ler COS( CR )]k

Por = arcsin[llc—sQ - ILC§. sin(6,, )]

CR CR

In this project we aim to solve for piston secondary motion, that is, the lateral motion (in
the y-direction) of the piston, xpy, and its rotation about the pin-bore axis, gps. The
resulting motion of the power cylinder system is then defined by:

Ypi0 =%p,J+ [" cs COS(GCA)+ Ier °°5(¢CR )]k

— apecin| Yeso _Tes Xpy
Por = arcsm|:— ——= sm(HCA)— —=
CR CR CR

This solution is obtained iteratively, as explained in more detail in Section 2.5, by:

e estimating the lateral motion, xpy, and piston tilt, gps,

e applying axial force balances on the piston and wrist-pin to calculate the axial
force transmitted to the connecting-rod

¢ applying a moment balance, on the connecting-rod, about the x-axis at point Q, to
obtain the lateral force and friction torque at the connecting-rod small end
bearing,

o applying a lateral force balance on the wrist-pin to determine the lateral force
transmitted to the piston,

e checking to see whether the lateral force balance on the piston, and x-moment
balance on the piston and wrist-pin are satisfied,

e improving the estimated lateral motion, xp,, and piston tilt, gps, until convergence
is achieved.

In order to achieve this solution, we must first define:
¢ the dynamics of the each of the components,
e the force and moment balances that govern their motion, and
¢ the equations governing interface and external force generation.

For the purposes of this project, our system is defined by the following assumptions:

e The crankshaft is rigid, and carries out purely rotational motion.

e The crankshaft — connecting-rod bearing is an ideal frictionless pin joint, allowing
relative rotational motion of the two components without friction generation or
relative displacement at point Q.

o The connecting-rod is rigid, with a distributed mass.
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o The connecting-rod — wrist-pin and wrist-pin — piston bearings are defined by a
simple bearing model which generates a friction force acting perpendicular to
their normal load, and corresponding friction moment, as described in Section
2.3.2. While there are significant clearances in each of these bearings, for the
purposes of this project it is assumed that the connecting-rod small end, wrist-pin
and piston have no relative displacement at point P.

o The wrist-pin is rigid, with a distributed mass.

o The piston is rigid, with a distributed mass, for the purposes of describing the
motion of its centre of gravity. Structural deformations of the piston skirt and
lands, due to interaction with the cylinder bore, are considered when determining
the forces generated at the piston — cylinder-bore interface, as described in
Section 2.3.3, and are of the order of 100 um. Any variations in the moment of
inertia or position of the centre of gravity, due to these deformations are
considered to be negligible.

o The ring pack is neglected for the purposes of this project as the forces between
the ring pack and piston are small compared to the other forces acting on the
piston.

o The cylinder bore is assumed to be stationary and rigid. Depending on the
combination of materials, cylinder bore deformation can be as significant as
piston deformation, however, as a starting point, for the purposes of this project,
cylinder bore deformation is neglected.

Given the large number of equations contained in this chapter, and the repetitive nature of
the symbols used, it is convenient to define some general guidelines for nomenclature,
which are assumed to apply unless otherwise specified.

Location Symbol Explanation of Variable
Main text

Vector acceleration
Vector force
Scalar force, direction usually specified by subscript
Gravity vector
Unit vector in the x-direction
Unit vector in the y-direction
Unit vector in the z-direction
Length
Vector moment
Scalar moment
Mass
Pressure
Vector position
Radius
Time
Vector position
Scalar position, direction usually specified by subscript,
otherwise, in x-direction

y Scalar position in y-direction
Ycso Crankshaft offset

z Scale position in z-direction

LR EN R R E R CRE R KR e S E SR LT
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é ¢ ) ¢ Angular position, velocity and acceleration
B éCA’ g‘CA Crankshaft angle, speed and acceleration
T Scalar torque or moment
@y Crankshaft speed (angular)
A Degrees of crankshaft angle
Subscript

ij Dynamics: Pertaining to i, relative to j.

Forces and Moments: Due to component #, acting on
component j.

0 Referring to an initial configuration or geometric
specification

/A With respect to reference frame A

ANG Pertaining to angular momentum
/B With respect to reference frame B
B Pertaining to the bearing model

bore Pertaining to, or relative to the Cylinder Bore
CB Pertaining to, or relative to the Cylinder Bore
CG Pertaining to the component’s centre of gravity
CR Pertaining to, or relative to the Connecting-Rod
CS Pertaining to, or relative to the Crankshaft
ext External

F Friction component

N Normal component (generally acting radially)

o Pertaining to, or relative to the point O, located at the
ideal centre of the crankshaft.

P Pertaining to, or relative to the point O, located at the
ideal centre of the wrist-pin, pin boss and connecting-
rod small end bearing.

P Pertaining to the combustion chamber pressure.

PS Pertaining to, or relative to the Piston
9 Pertaining to, or relative to the point O, located at the
ideal centre of the connecting-rod large end bearing.
WP Pertaining to, or relative to the Wrist-Pin
x, X Component in the x-direction
XX Relative to the x-axis (Moment of Inertia)
y Y Component in the y-direction
2z, Z Component in the z-direction

Table 2.1: Nomenclature Guidelines

2.2. Component Dynamics and Equations of Motion

This section contains a summary of the equations defining the component dynamics, and
the force and moment balances governing their motion. A more detailed derivation of
these equations is provided in Appendix 1.
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2.2.1. Crankshaft Dynamics

It is assumed that the crankshaft has no linear motion, and rotates about its axis with a
given angular speed, wca(f). The motion of the centre of the connecting-rod large end

bearing, point O, as a function of crankshaft angle, 6ca(?), relative to reference frame A,
is therefore given by:

To0= [‘ Tcs Sin(BCA)'l' YCsoli + s cos(HCA )k

Reference Frame A: (X, Y, Z) Z

Oca rcs

€<— Ycso

Pr—

Figure 2.2: Crankshaft Dynamics

2.2.2. Connecting-Rod Dynamics and Equations of Motion

The connecting-rod connects the wrist-pin to the crankshaft, helping to convert the linear
motion of the piston into the angular motion of the crankshaft. It is assumed that:
o There is no relative displacement between the centre of the large end of the
connecting-rod and the corresponding point on the crankshaft, Q.
¢ The large end of the connecting-rod is attached to the crankshaft via bearings
which are assumed to be frictionless, and therefore provide no moment to the
connecting-rod.
The connecting-rod is considered to be rigid for the purposes of this work.
There is no relative displacement between the small end of the connecting-rod,
the wrist-pin and piston at point P.
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Reference Frame A: (X,Y,Z) Z4

Reference Frame B: (x,y,z)

L
| Y
<-Ycso

Figure 2.3: Connecting Rod Geometry and Dynamics

The connecting-rod angle, @cg, is defined by:

— arecin] Yo _Tes o *py
@r = arcsin| 252 — G gin (g, ) -2
CR CR CR

The lateral motion of point P does not significantly impact the connecting-rod angle, but
the resulting changes to the connecting-rod angular acceleration, and the corresponding
connecting-rod, wrist-pin and piston inertia terms, are important.

The motion of the centre of gravity of the connecting-rod can be expressed in terms of the
crankshaft motion and engine geometry:

Yer_ccro0 =Ygi0 T Yer_ceig

= [" Ies Sin(gc/{)"' yCSO]j + T COS(GCA)k +Tcr ceio

Ak cora =4t |,(¢CRi)x rCR_CG/QJ+ (¢CRi)x l(¢cxi)x rCR_CG/QJ
= [— B gres €08(Bg )+ O Fos SIN(G4 )1| - [éc,,rcs sin(f, )+ 6,75 c0s(8, )}(
+ [(JCRi)X rCR_CG/Q]+ (&cni)x [(&cxi)x rCR_CG/Q]

where the position of the centre of gravity, of the connecting-rod, relative to point
Q, rcr corps is defined as:

Ter_ceio = xCR_CGOi + I.cos(¢CR)_ Zcr_cGo Sin(¢cx )h + |.yCR_CGo 5in(¢cn)+ 2cr_cGo cos( 'CR )k‘
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As shown in Figure 2.3, the connecting-rod is subject to external forces from the
interfaces it shares with the crankshaft and wrist-pin, Fcg/cr and Fwp/cr respectively, and
due to gravity. The calculation of these forces is described in Sections 2.3 and 2.4.
Conservation of linear momentum for the connecting-rod yields the following equation:

Fesicr + Fypicr + Mcr = Mcpder cia

Assuming that the motion of the connecting-rod is two-dimensional, conservation of
angular momentum for the connecting-rod, about the point Q, yields the following
equation:

ICR_)O(¢CR =Typicrx t+ rCR__P/QyFWP/CRZ - rCR_P/QZFWP/CRY +Ter_ce10yMcr8z

—Ter_cGioz™Mcr8y ~Ter_cG1oyMcrRAcr_c1az t Ter_cGi0,McrRcr_cGiay

Rearranging this equation, we can express that angular motion of the connecting-rod in
terms of known quantities, and the three unknown forces and moments acting at the
connecting-rod — wrist-pin interface, Fwr/cr z, Fwricry, and twescr x:

TwpIcRy 1 rCR_P/QyFWP/CRZ T Ter_ccropMcr8z ~ Ter_ccio,Mcr8y
= +

FWP/CRY -

Ter_pig;  Tcr_prog _rCR_CGlemCRaCR_CG/AZ+rCR_CG/QZmCRaCR_CG/Ay_ICR_)O(¢CR

The axial force acting at the connecting-rod — wrist-pin interface can be defined by axial
force balances on the piston and wrist-pin, leaving the lateral force and moment to be
solved for simultaneously from the above equation and the simple bearing model
described in Section 2.3.2.

2.2.3. Wrist-Pin Dynamics and Equations of Motion

The wrist-pin connects the connecting-rod to the piston, allowing the piston to rotate
relative to the connecting-rod. It can be fixed to the connecting-rod, fixed to the piston,
or able to rotate independently of both the connecting-rod and piston (floating pin). For
the purposes of this project we assume that the wrist-pin is rigid, and that there is no
relative displacement between the wrist-pin, piston and small end of the connecting-rod
at point P.

The motion of the centre of gravity of the wrist-pin can be expressed as:

Yyr_ccro =Ywe_pio * Ywp_cciwe_p

=Xp yj + [" cs COS(HCA )+ ler COS(¢CR )]k + Y% coiwp_p
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App cora=Axpp_prat I.(éj.l‘VPi)x rWP_CG/WP_P_I"' (¢.WPi)x K(Iiwpi)x rWP_CG/WPJI
=X - [ém"cs sin (gc,q ) + 9mzrcs COS(HCA)+ Berlcr Sin(Ber )+ bor Ton °°5(¢CR )}‘

+ [((ZWPi)X rWP_.CGIWP_P]+ (&WPi)X [(&WPi)x rWP_CG/WP_P]

where the position of the centre of gravity, of the wrist-pin, relative to point
WP_P, rwp_ comp_p, is defined as:

Ywp_coiwe_p = Xwp_cool + I)’Wp_coo COS( P)_ Zyp_cGo Sin(¢WP).lj

+ b)WP_CGO Sin(¢m>)+ Zwp_cGo cos(¢WP )]k

Figure 2.4: Wrist-Pin Dynamics

The wrist-pin is subject to external forces from the interfaces it shares with the
connecting-rod and piston, Fcrawp and Fpswp respectively, and due to gravity. The
calculation of these forces is described in Sections 2.3 and 2.4. Conservation of linear
momentum for the wrist-pin yields the following equation:

Fosiwp + Feriwp + Myp@ = Mypdyp cG1a

Assuming that the motion of the wrist-pin is two-dimensional, conservation of angular
momentum for the wrist-pin, about point P, yields the following equation:

IWP_XX¢WP =Tpsiwpx t Tcriwpx + Twp_cciwp_py X Mwp&z ~Ywe_cciwp_py X Mwr8y

~Ywp_cciwp_py X PwpOuwp_cGiaz; Thwe_cciwe_py X Pwewe_cGiay

2.2.4. Piston Dynamics and Equations of Motion

The piston is connected to the wrist-pin and constrained by the cylinder bore. During
combustion the pressure force pushes the piston along the cylinder bore, thereby
converting the chemical energy in the fuel into kinetic energy. The piston also carries the
ring pack, which act to seal the combustion gases and control the transport of lubricating
oil along the cylinder bore. The piston rotates relative to the wrist-pin, but it is assumed
for the purposes of this model that there is no relative displacement between the two
components at point P.
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Figure 2.5: Piston Geometry and Dynamics:

The motion of the centre of gravity of the piston can be expressed as:

Yos ccio =Yps_prio t¥ps_ceips_p
=Xp,j+ ["cs COS(QCA)+ Ier °°S(¢CR )]k +Tp5 corps_p

. .

Aps co1a=aps piat |,(¢Psi)x rPS_CGIPS_PJ+ (¢Psi)x I.(¢Psi)x rPS_CG/PS_PJ

=3%p yj - éCAr cs Sin(ec/i )"' éCAZr cs COS(HCA)+ JCRICR Sin( 'R ) + (£CRZICR cos( 'cR )}‘

+ [(Jpsi)x rPS_CG/PS_P]+ (¢5Psi)x [(¢psi)x rPS_CG/PS_P]

where the position of the centre of gravity, of the piston, relative to point PS_P,
Ips co/ps_p, is defined as:

Yps ccrps_p=%ps_cool + I_yPS_CGO cos(¢Ps)— Zps_cGo Sin(¢PS )JJ

+ [y PS_CGO Sin(¢Ps)+ Zps_cGo COS(¢Ps )}‘

The piston is subject to external forces from the interfaces it shares with wrist-pin and
cylinder bore, Fwepps and Fcpyps respectively, and due to combustion chamber pressure,
Fyps, and gravity. The calculation of these forces is described in Sections 2.3 and 2.4.
Conservation of linear momentum for the piston yields the following equation:

Fyp1ps +F¥egips + Fpips + Mps@=mpdps 6,4

Assuming that the motion of the piston is two-dimensional, conservation of angular
momentum for the piston, about the ideal centre of the pin bore, point P, yields the
following equation:

Ycpips_p X Fepips ¥ ¥pips p %X Fp pg }
X

Ios x®ps =Twpipsy + +
Yps cGips_p X Mps8 —Yps cgrps_p X MpsBps cgra
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2.3. Component Interface Models

2.3.1. Crankshaft - Connecting-Rod Interface:

The Crankshaft — Connecting-Rod interface is assumed to be an idealized frictionless pin-
joint with no relative displacement between the two components at point Q. The forces
transmitted at this joint are not considered in this analysis, apart from assuming that no
moment is generated at the joint.

2.3.2. Connecting-Rod - Wrist-Pin and Wrist-Pin — Piston Interfaces:

Depending on the engine design, the Wrist-Pin may be fixed to Connecting-Rod, fixed to
the Piston, or float freely between the two. Cold wrist-pin — piston clearances are
generally of the order of 5-25 um, expanding with speed and load to around 80um [28,
29]. Previous hydrodynamic modeling results [28] indicate that most of the wrist-pin
motion, relative to the piston, is in the axial direction, with relative lateral motions of
about one quarter of the operating clearance. Taking these motions into account would
require a significantly more complicated wrist-pin bearing model, and corresponding
increase in computational time. As a starting point it is assumed that there is no relative
displacement between these three components at point P, but that the Wrist-Pin rotates
independently of the other two, generating a friction moment, and that we must solve for
this angular motion.

The Connecting-Rod — Wrist-Pin and Wrist-Pin — Piston interfaces can be considered as
lubricated bearings whenever there is relative angular motion between the two
components. The load supported by the bearing is considered to be made up of two
components as shown in Figure 2.6:
e Fy: A normal force, which acts radially to the ideal bearing centre.
e Fp: A friction force, which acts circumferentially to the ideal bearing centre, at
the same location as the normal force, in order to resist relative rotation of the two
components.

The magnitude of the friction force is assumed to be related to the magnitude of the
normal force by a friction coefficient function of the form:

_(uRLAG )" (RY"
f[ G J(c)
|FF|=f|FN‘

where fis the friction coefficient, a;, az and a; are user supplied constants
describing the wrist-pin bearing’s friction behavior, p is the viscosity of the
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lubrication oil in the bearing, R is the bearing radius, L is the bearing length, c is
the bearing clearance, F is the load on the bearing, Fy is the normal load on the

bearing, Fr is the friction force, and Agis the relative angular velocity of
component 1 with respect to component 2.

; |

Component 1 £ Ad=¢ —4,>0

Figure 2.6: Bearing Forces Acting on Component 1

Many different correlations are available for bearing friction. Petroff’s law [30] is one of

the simplest of these:
f=2r HRLAY (E) = 2ﬂ2(ﬂ)(£)
IF| Ne P Nc

a =2m,a,=l,a,=1

where N = relative rotational speed in rev/s, P = pressure

The friction coefficient is a constant, a;, when a; and a; are set equal to zero. Previous
research [29] provides experimentally obtained friction coefficient values of 0.005 to 0.1
throughout the region around combustion TDC, with lower values (0.02-0.04) during
peak loads. The oil temperature during these experiments was 140-150°C.

The direction of the friction force is determined by the angle at which the normal force
acts, and the sign of the relative rotational speed of the components.

: Fg A&=¢;|_¢Sz>0

s

Y
~

y
Figure 2.7: Direction of Bearing Forces
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0y = arctan(—lf’—"i}
F, Ny
F, = —sign(A&) £|Fy|[-sin(6;)j + cos(8; k]

where G is the angle at which the normal load on the bearing acts, as defined in
Figure 2.7.

In some case, particularly when the coefficient of friction is a constant, small changes in
rotational speeds may change the direction of relative rotation, and thereby significantly
change the friction force, leading to system instability. In order to reduce this effect, a
smoothing function has been added to the friction coefficient function. The smoothed
friction coefficient is given by:

)

f= [l —exp(— 5

where fs is the smoothed friction coefficient, and a is the friction coefficient
bandwidth.

Aé

Axa

The resulting equation governing beafing friction force is:
F, = —sign(A¢)fs|FN|[— sin(8, )j + cos(6, k]

Combining the friction and normal components, the total force acting on the bearing is
given by:

F, =|F, |fcos(8,)+ sign(Ag)f; sin(6, )} +|F,|kin(8,)- sign(Ag)f; cos(8, )k

The normal force is assumed to act radially, and therefore generate no moment. The
moment generated by the friction force, about the ideal centre of the bearing, is given by:

M, =—sign(Ad)f;|F, | Ri

2.3.3. Piston - Cylinder Bore Interface:

The piston — cylinder bore interface is essentially made up of three components:
1. The deformed piston surface geometry, taking into account piston motion.
2. The cylinder bore geometry, which is considered to be stationary and rigid for
the purposes of this project.
3. The oil film thickness distribution, which is neglected for the purposes of the
dry piston model, but included in the lubricated piston model, as discussed in
Chapter 5.
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Piston — cylinder bore clearances are typically in the range of 0-100 pum. The variations
in bore geometry are significant and lead to a height distribution which varies in time,
relative to the piston. The combined surface roughness is of the order of 0.5 um [31].
When piston tooling marks are present, they tend to have surface gradients of the order of
1/30, and are expected to dominate over any surface roughness effects.
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Figure 2.8: Diagram of Piston — Cylinder Bore Interface

The piston’s axial sliding velocity ranges from 0-10 m/s. There is significant lateral
motion of the piston both during piston slap events, and throughout the rest of the cycle
due to the applied side load. Peak lateral velocities are expected to be around 0.01 m/s.
In the absence of oil, the side load is supported by solid-solid contact between the piston
and cylinder bore, generating significant friction.

The elasticity of the piston, as described by a compliance matrix, leads to structural
deformations of the piston skirt and lands due to combustion chamber pressure, axial
inertia, and pressure generated at the piston — cylinder bore interface. These
deformations significantly alter profile of the piston, and resulting piston — cylinder bore
clearance distribution.

The piston - cylinder bore interface model can be considered to be made up of four sub-
models:
e Contact model: Determines pressure generation as a function of surface overlap.
o Contact friction model: Determines friction force as a function of normal force
and relative surface velocity.
e Fluid model: Determines hydrodynamic pressure generation, shear stress and oil
flow as a function of surface motion and oil film thickness.
e Compliance matrix: Determines piston surface deformation as a function of
normal force.
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These sub-models form a highly non-linear system which must be solved iteratively,
using the algorithms described in Sections 2.6 and 5.5, to determine:
¢ net forces and moments acting on the piston,
hydrodynamic and contact pressure distributions,
shear stress and contact friction distributions,
piston deformation, and
oil film thickness distribution and oil transport by the piston skirt.

2.3.3.1 Contact Model:

A contact model describes the way in which pressure is generated by solid-solid contact
as two surfaces approach each other, as shown in Figure 2.9. We assume that the
pressure generation can be described by three constants, C;, C, and A, and a function
of the form:

(A () S 9
Pey 0, h>h,,
where p,, is the average asperity contact pressure, 4 is the local gap height

between the mean surface lines, A, is a measure of asperity or tooling mark
height, as appropriate, and C; and C; are the corresponding user supplied

constants.
Cylinder bore
Ve
Piston profile Triangular Tooling Marks
N
h A ®< —
"

E AN h<h = Q
: asp — B
i | Asperity contact <7 < hasy=Q12
: pressure —T1
\ is generated :

Figure 2.9: Contact Model Representations

When the piston skirt has tooling marks, their geometry dominates the generation of
contact pressure. For triangular tooling marks, the analytical solution for a blunt wedge
against a flat plane [32,18] provides an appropriate description of the relationship
between contact pressure and surface separation:
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where A is the wavelength of the tooling marks, Q is the peak to valley
waveheight of the tooling marks, E; is the Young’s Modulus of surface i, and v; is
the Poisson’s Ratio of the surface i.

For a given set of surface properties, curve-fitting over an appropriate range of Sresults
in an expression of the form assumed above.

A =250 um

1.0652
Q=7 um b Doy, =4.9065x% 10‘3(% - h)
E*=47GPa
A =640 ym 1.069
Q=20 m . pasp=2.013x1013(%—h)
E*=47GPa

A detailed derivation of the analytical solution and numerical integrals is provided in
Appendix 1.

When there are no tooling marks, or the waveheight is of the same order as the surface
roughness, an asperity contact model is more appropriate. Greenwood and Tripp’s model
of contact pressure generated by two nominally flat surfaces [33] has been widely used to
describe the relationship between contact pressure and surface overlap for both the piston
— cylinder bore and ring-pack — cylinder bore interfaces [5, 6, 20, 23, 34]. A convenient
formula for this model was proposed by Hu et al [34]:

_ | 4(a.00 - n)*** h<4.0c
0 h>4.00

A=4.4068x107° x

16J5”(Nﬂ'a)z 2 1
15 o ﬁ’l—vlz+1—v22
E, E,

4=2.0884x10- 2L g
of
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E*~7%10"°-9x10" [31,33,34]
where N is the number of asperities per unit contact area, 3’ is the asperity radius
of curvature, and o is the variance of the composite surface roughness.

2.3.3.2 Contact Friction Model:

A simple friction model is used to describe the contact friction force generated as the
piston slides along the cylinder bore, as a function of contact force and a constant
coefficient of friction:

Fp = —sign(Afcz )fFNk

where fis the coefficient of friction, Fy is the contact force generated at the
surface, and Ax, is the axial velocity of the piston, relative to the cylinder bore.

2.3.3.3 Fluid Model:

An elastohydrodynamic lubrication model is included in the lubricated piston model, as
described in detail in Chapter 5. It describes the way in which pressure and shear stress
are generated within the oil film between the piston and cylinder bore, and the way in
which the oil is transported. In the dry model, the effect of lubricant is neglected.

2.3.3.4 Compliance Matrix:

The compliance matrix is used to describe the radial mechanical deformation of the
piston due to the combined loading of the contact and fluid pressures acting normal to the
surface of the piston skirt and lands. The piston has a complicated structure with varying
wall thicknesses ranging from a few millimeters to the full diameter of the piston,
reinforcing struts, bearing surfaces, wear resistant inserts, and other variations in
material. There are many different ways of generating such a matrix, and some of these
are discussed in more detail in Section 3.4.4. For the purposes of this project, it is
assumed that the user supplies a suitable compliance matrix, generated using an FEA
program. This matrix is then used to calculate the radial deformation of the piston due to
the normal forces generated due to the combined loading of the contact and fluid
pressures.

{Radial Deformation } = [Compliance Matrix {Normal Force}
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2.4. Externally Applied Forces and Inertia Terms

2.4.1. Combustion Chamber Pressure Force:

The pressure force applied to the piston is assumed to act at a specified position in the
plane perpendicular to the cylinder axis, at a specified height from the wrist-pin, as

shown in Figure 2.10. Typically the pressure force is assumed to act at the ideal centre of
the cylinder bore.

zcyf/ \Zpb ——
— —— —=>rp
TPz Ie—

Fp; /’—’ \y

‘ i3 iniesi g

p 7_1
\/
rroz M|
z 1 \ s ’ Xeyl Xpb
L/
— I
—— I

Figure 2.10: Combustion Pressure Force and Moment

When the piston tilts, the magnitude of the axial component of the pressure force is
unchanged as it is assumed that the rings and piston combined still block the cylinder
bore and transmit the same total force to the piston, therefore the projected area in the
axial direction is constant. In the lateral direction though, the projected area over which
pressure acts changes significantly. The projected areas and corresponding pressure
forces are given by:

AZ = m'.be:arez

Ay = mm,,,," tan(- gy
Fp, ==p4,

Fpy =—p4y

The force radius, relative to the wrist-pin, must be adjusted to take into account the
piston’s lateral motion, resulting in the following definition for the pressure moment:

Tpx = Trox

Tpy =Tpor ~Tpby — Xpsy

Tpz =Troz

M, = {r,, XFP}X = (’"Por ~ Foby _xPSY)‘FPZ — ooz Fpy
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2.4.2. Gravity Force:

The gravity force for each component is given by the product of the components mass
and the gravitational vector specified by the user:

Fg =mg

The moment generated by the gravity force, about a point, P, is given by the cross
product of the position of the centre of gravity, relative to P and the gravity force.
Mg =1, oxF;

2.4.3. Inertia Terms:

The general component equations of motion, described in detail in Section 2.2, are of the

form:
zFexl =macg, 4

dH
_9H¢g
ZMext/P =T T TXeGip X Macg 4

The terms on the right-hand side of these equations are usually referred to as inertia terms
and describe the component’s resistance to changes in motion. We can consider the
inertia terms to be “forces” or “moments”, as appropriate, and place them on the left hand
side of the equations, resulting in the following governing equations:

>F, +F =0

ZMaxth +Mye+M, =0

dH
dt

where F, =—ma_;, ,, M o =— s M =—Tcgp XMacg, ,

The inertia “force” for each component is given by the product of the component’s mass
and the acceleration of its centre of gravity:
F, =—-ma_;

The inertia “moment” for each component, about a point, P, is given by the cross product
of the position of the centre of gravity, relative to P and the inertia “force”.
M, =1, o xF
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The angular inertia “moment” for each component is given by the negative rate of change
of angular momentum:

rd e -1 b~ 1,6, -68)-1.. 44, ¢ )16 -7
+[Iyy¢.y +(In—1a)¢.x¢z_lﬂ($z _¢x¢y) ¢ +¢¢ -1 ¢‘2 )]"

52 +4, )k

(
+[In¢;+(1W—Ix,)¢5y¢x—1xz($,"‘¢5,¢,) ¢ +¢¢ Ixy(

For two-dimensional planar motion the above equation reduces to:
{MANG }x =-L.9,

2.5. Numerical Solution Method for Component Dynamics

2.5.1. Globally Convergent Newton’s Method

In order to define the component dynamics, we have six unknowns:
o The lateral position and velocity of the point P (piston, wrist-pin and small
end of the connecting-rod).
The angular position and velocity of the piston.
The angular position and velocity of the wrist-pin.

To solve for these unknowns, we require that force and moment balances, as derived in
Section 2.2, are satisfied for each of the components. Section 2.5.2 describes in more
detail the algorithm for calculating the forces and moments acting on each component,
based on linear and angular momentum balances, and interface model equations.

A globally convergent Newton’s method [35] was chosen to solve these six highly
nonlinear equations. This method was chosen due to the fact that:
¢ This is a highly nonlinear system without a well defined analytical jacobian.
e There are only a small number of variables, so an iterative method, based on
calculating a numerical jacobian is reasonable in terms of computational time.

The performance of this solution method appears to be adequate, typically requiring
about 2 iterations to achieve convergence, with a maximum of around 30 iterations.
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The general aim of this method is to find the vector of unknowns, X, such that the
function vector FVEC(X) is equal to zero. Given a current guess for the vector of
unknowns, X, and the corresponding function vector, FVEC(X), we can use a Taylor
series expansion to define the variation in FVEC for small variations in X, 3X:

FVEC(X +5X)=FVEC(X)+ Y XV EC 5% + ofpx?)
J

ox,

The numerical jacobian, J, of the function vector can be defined as:
_ FVEC/X+4x,|)- FVEC/(X) _ aFvEC,

7y %.e)= x| oX,

The accuracy of the numerical jacobian, compared to the analytical jacobian, is a trade
off between taking a very small step size, &, when calculating the jacobian, and the
numerical errors introduced by dividing by a small number.

The variation in the vector unknowns, 8X, such that the resulting function vector,
FVEC(X+6X), is approximately equal to zero, can therefore be estimated:
FVEC(X +8X)=FVEC(X)+J5X =0

3X = -J'FVEC(X)

The closer the initial guess, X, is to the correct solution, that is, the smaller the size of
58X, the more accurate this estimate will be. Taking the entire Newton step, X, may lead
to divergence, particularly for highly nonlinear systems such as this one. In order to
improve the convergence behavior of this algorithm, an additional criteria is specified.

The Newton step is scaled by a relaxation parameter, A, such that the size of the function
vector, as measured by the function FMIN, decreases:

FMIN = %FVEC(X + A8X)- FVEC(X + 16X)

X, =X, + 15X

For this project, the vector of unknowns, X, is defined as:
X = Lateral position of point P, x, )

Lateral velocity of point P, x,,
Angular position of piston, ¢,
Angular velocity of piston, gy
Angular position of wrist-pin, 8,,
Angular velocity of wrist-pin, ¢f,,,,,

The function vector, FVEC, is defined as:
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¢ Linear momentum balance in the lateral direction, for the piston.
FVEC(I) = Fypipsy + Fopipsy + Fppsy + Mps8y — MpsQps _cG1ay

e Piston lateral velocity equation
k-1

k
. k_Xpioy ~Xp
FVEC(2)=%,,,,* - ;k_t,{’_;”

¢ Angular momentum balance about the point P, for the piston.

FVEC(3)= Ty psy + {

Yepips b X Fepips +¥pips p X Fpypg

} - IPS_)O(JPS
X

TYps_carps_p X Mps8 ~TYps_ccrps_p X Mpsps_cGia
¢ Piston angular velocity equation

FVEC()= g, -4~
¢ Angular momentum balance about the point P, for the wrist-pin.

Ywp_coiwe_p X Myp8 o
FVEC(S) = Tpsiwpx T Tcrimex + { } —Lyp xxwp
X

~Yop_coiwp_p X Mypyp _cG/a

o Wrist-pin angular velocity equation

FVEC(6)=4,,’ _ b b

tl t:—l

Although explicit analytical functions for each of the individual terms of these equations
are not available, we can consider the terms to be general functions of the vector of
unknowns, X. Sections 2.3 and Section 2.4 describe in more detail the calculation of
these terms. Each term of both the vector of unknowns, X, and the function vector,
FVEC, must be normalized to bring their values to order(1), so that the numerical
methods can be applied successfully.

The normalization is currently defined by user supplied parameters, FSCALE ~ 100 N,
LSCALE ~ 100 pm, TSCALE ~ 1 revolution and DEGSCALE ~ 0.1 degrees, and the
cylinder bore and wrist-pin radii:

FVEC*(1)= FVEC(1)/ FSCALE

FVEC*(2)=FVEC(2)/ (LSCALE/TSCALE)
FVEC*(3)=FVEC(3)/ (FSCALE x RBORE)
FVEC*(4)= FVEC(4)/ (DEGSCALE/TSCALE)
FVEC*(5)= FVEC(5)/ (FSCALE x RPIN)
FVEC*(6)= FVEC(6)/ (DEGSCALE/TSCALE)

Given that we have chosen a globally convergent solution method, ideally our algorithm
should be able to find the solution from almost any initial guess, but calculation of the
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piston — cylinder-bore interface forces can be computationally expensive, so it is worth
spending a little computational effort on making a good initial guess, and thereby
reducing the number of iterations required. The initial guess is calculated from the
previous two time steps, using a user-defined weighting:
Xk _ xk—l
X* ! = X* + Weight e (t"” -t )

k_ k-1
-t

Based on this initial guess, the function vector is calculated using the algorithm described
in Section 2.5.2, and then normalized as described above. If the function vector, FVEC,
is already sufficiently close to zero, as specified by the stopping criterion given below,
the algorithm exits at this point.

Stopping criterion: maquVEC, |)< 0.1TOLF

Otherwise, the numerical jacobian, Ji{X, €), is calculated, requiring repeated calls to the
subroutine for calculating the function vector, FVEC. This is computationally very
expensive due to the solution of the non-linear equations governing the piston — cylinder
bore interface force, which is required for each calculation of FVEC.
FVEC,(X + |X |)- FVEC,(X)
J,(X,6)=
el |

The following equation is then solved via Crout’s Method (LU decomposition) [9], in
order to calculate for the Newton step, dX.
J8X = FVEC(X)

The optimum step size, A, such that f decreases is calculated and the resulting vector of
unknowns, Xyew, is given by the following equation:
X, =X+146X

The function vector, FVEC(Xyew), is then calculated, and using the following stopping
criterion we check whether the function vector is sufficiently close to zero, exiting the
iteration loop if this criterion is satisfied.

Stopping criterion: maquVEC,. |) <TOLF

Otherwise, we check whether the algorithm has converged to a local minimum of FMIN,
by checking whether the gradient of FMIN is sufficiently close to zero. If this criterion is
satisfied, the time step calculation is restarted from a new initial guess. The new guess is
achieved by halving the time step size, D_CA, and restarting the calculation from the
previous time step data.

Stopping criterion: max(V/)< TOLMIN
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If neither the function vector, nor the gradient of FMIN, are sufficiently small, the change
in the vector of unknowns is tested to see if it has converged. If this change is
sufficiently small, the program exits the iteration loop, despite not satisfying convergence
of the function vector.

Stopping criterion: maxﬂ - X|) < TOLMIN

If all three stopping criterion are not met, then the iteration loop continues, and the
numerical jacobian at the new vector of unknowns is calculated to begin the search for
the next vector of unknowns. This algorithm is summarized in Figure 2.11.

2.5.2. Calculation of the Function Vector, FVEC

For an estimated lateral position and velocity of point P (the ideal centre of the pin bore,
wrist-pin and small end of the connecting-rod), the lateral acceleration is calculated using
a simple first order difference method.

Guess: X0y %p 4y

Xpiay; = Xp1ayioy
L=t

H

xP/AY,

For an estimated piston angular position (tilt) and angular velocity, the angular
acceleration is calculated using a simple first order difference method.

Guess: @, &Ps

¢PSi ¢PS:—1
L, — tl—l

¢PS i

For an estimated wrist-pin angular position and angular velocity, the angular acceleration
is calculated using a simple first order difference method.

Guess: By
¢WP1 ¢WP:—

L—t,

Br, =

The connecting-rod angle and its time derivatives are then defined by:

bon = —sin™'| X sin(g,,,) - Zaso 4 Zerar
Ier J

CR ICR




\ 4

Define step size, D_CA

Normalized initial guess, X

A

Calculate normalized function vector, FVEC, and scalar measure of its size, FMIN.
FMIN = 0.5(FVECeFVEC)

Exit
Check whether the function vector is already zero.
If max(JFVEC]|) < 0.1 TOLF

Calculate jacobian of function vector, FJAC

A 4

FJAC; = [ FVEC(X +£.X-FVEC(X) ]/ £.X;

A

Solve linear set of equations for AX,
3X =FJAC'(-FVEC)

Search for a weighting, A, such that the size of FVEC, as measured by FMIN, decreases
Xoew = X + A0X

Check for FVEC equal to zero
If max([FVEC|) < TOLF

Check for FMIN converged to local minimum
If max(Vf) < TOLMIN

Exit, with
warning

Check for X converged
If max(|X,ew-X|) < TOLX1

Figure 2.11: Globally Convergent Newton’s Method
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o= i ui®
CR \/l—uz (l_u2)3/2

where:

teg . X
u =S sin(g,, ) - 2eso 4 Zprar
CR CR ICR

. Feg g X
U= -I—C§—9CA cos(@,, )+ 2L
CR CR

s _Tos 4 Tes g 2 Xp1 4y
"=—9CA°°S(9C,4)—I—9CA sm(Hc,,)+—l———
CR CR CR

The axial position of point P, and its time derivatives, are then defined by:
Xpiaz =Tcs cos(ec,q ) +lcg cos(¢c1e)

Xpaz =T, CSéCA sin (QCA ) - lCRéCR sin (¢CR)

Xpraz = _rcséCA Sin(HCA ) — K CSéCAZ cos(acA ) - ICRJCR Sin(¢CR) - ICR¢CR2 COS( CR)

The motion of the piston, wrist-pin and connecting-rod centers of gravity are then
calculated:

Aps cora =ps_piat I.(¢Psi)x rPS_CGIPS_P.|+ (¢Psi)x |.(¢Psi)x rPS_CG/PS_P.l

Ayp cGra=qwp_piat [(¢Wpi)x rWP_CGIWP__P]+ (¢Wpi)x [(¢m>')x rWP_CG/WP_P]

Ack cGra =34 T |.(¢Cki)x rCR_CG/QJ+ (&CRi)x I,(¢c1ai)x rCR_CG/QJ

A4 = [“ Ccales COS(QCA ) + “’CAZ" fo Sin(HCA )ll - laCA Ies SIN (‘904)"’ G’CAZ" cs COS(HCA )ﬁ‘

The external forces and moments due to combustion pressure and gravity, and the inertia
terms can then be calculated, as described in Section 2.4. Calculation of the piston —
cylinder-bore interface force and moment is a significant proportion of this project, and is
described in detail in Section 2.3.3 for the dry piston model, and in Section 5.5 for the
lubricated model. Linear and angular momentum balances for each of the components,
and wrist-pin bearing model equations, are then applied to calculate the remaining
interface forces, and define the function vector, FVEC.

Solve conservation of linear momentum for the piston, in the axial direction, in order to
obtain Fwpps z:

Fypipsz =—Feipsz = Fpipsz —Mps&z + MpsQps_cGray,
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Using the fact that Fyp/ps = - Fegwp, solve conservation of linear momentum for the
wrist-pin, in the axial direction, in order to obtain Fcrmwp 2

Feriwez =—Fpsiwpz —Myp8z + MypQyp cGiay,

Using the fact that Fcamwr = -Fwpcr, we then have the equation describing conservation
of angular momentum for the connecting-rod, about point Q, in terms of two unknowns
Fwercr yand twescr x:

ICRY = +

F _ Twpicrx 1 Yer_pioyFweicrz +Tcr_co10yMcr82 ~Ter _co10,Mcr8y
wp
Ter_rig;  Ter_rigg

—Yer_cc10y™Mcr9cr_cGi4z T Ter_cG107McRACR _cG1ay —Icr_xxPcr

This equation can be simplified to:

Fypicry = ATwpicry + 4,
1

A =—
Ter_pigg
y 1 rCR_P/QyFWP/CRZ +7er_cG10y™Mcr8z ~ Ter_cG10,Mcr8Y
2 I — ..
Ter_p1gz | —er_caroyMcrAcr_cG1az T Ter_cG10;McRACR_cG14y _ICR_)0(¢CR

where 4; and A; are fully defined at this stage of the calculation.

The Connecting-Rod — Wrist-Pin interface equations given in Section 2.3.2 also describe
the relationship between the forces and moments generated at this interface. For the

purposes of calculating the friction coefficient only, we will assume that the force acts
along the main axis of the connecting rod:

Fepiwp = —lFCR/WPISin(¢CR )J + |FCR/WP|°°S(¢CR )k

FCR/WPZ

IFCRIWPl = cos( CR)

The friction coefficient can then be calculated:

Serimr = —sign(yiw,, - giCR {1 - exp(_.VZP - ¢.CR D] a, H WPICR_WP|¢WP = ¢CR| ( Tp J :

Axa lFCRIWP| Ccr_wp

The equations governing the bearing interface are then:
FWP/CRY = IFNWP/CRI{COS(HBCR/WP)"' fCR/WP Sin(gBCR/WP)}

Fypicrz = |FNWPICR|{Sin(98CR/WP)— Seriwp COS(QBCR/WP)}

Twpicrx = —fCR/WPlFNWPICerWP

54



Substituting these into the angular momentum balance for the connecting-rod, about Q,
and rearranging, we have:

(fCR/WPFWP/CRz - AZ)Sin(HBCR/WP)+ (FWPICRZ + fCRIWPA’Z)COS(GBCR/WP) = JferiweFwp1crzTwr 4

Using the following trigonometric identity we can solve for G wp/cr;

. 2 2 .
¢,sinx +c,co8x =4/¢, +¢,” sin(x + )

tan-‘[&), ifc,>0;

G

@
tan"'(sz-) +x, ife<0.

G
r - -
sin™! = JeriweFwpicrz e _tan—ll:(FWP/CRZ + ferimeAa ]
b
L\/(,fCR/WP WPICRZ A2)2 ( Fypicrz +fCR/WPA2)2 i crweEwpicrz =

lf(fCR/WP Fypicrz Az 20;

Oscrime =3 - .
sin”! = Jeriwe Fwpicrz e —tan” I:gWP/CRz + ferimr s ] .
\/(fCRIWP Fopicrz A2)2 ( Fupicrz +fCR/WPA2)Z crweFwpicrz =
L if (fWP/CRFWP/CRZ <0.
We then have:

| = F WPICRZ
wrieR {Sin (HBCR/ wp ) = feriwe GOS(HBCR, WP)}

Fypicry = IF NWPICRl{cos(eBCRIWP)+ Jeriwe Sin(eBCR/WP)}

[P

Tweicrx = fCR/WPIF NWP/CRIrWP

Using the fact that Fcrwp = - Fwpcr, solve conservation of linear momentum for the
wrist-pin, in the lateral direction, in order to obtain Fpswpv:

Fosiwpy = —Ferimwpy + MypOp_c1ay

Considering the Wrist-Pin — Piston interface equations described in Section 2.3.2 we then

have:
J u /”WPIPS_WP|¢;WP _¢;PSV Typ "
l |FPS/WP| Cps_wp

2

¢WP_¢;PS
0.1xa

Sesiwp == ign((’;WP - ¢5Ps {1 - CXP(‘

2
|FPS/WP| - '\/FPSIWP}' + FPS/WPZ
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Fosiwpz _ {_ Sin(gspsmp)"' Sesiwe COS(BBPS/WP )}
Fos 1wy {— COS(BBPS/WP ) = fesiwe Sin(eapslwp )}

Rearranging, we obtain an equation for &g yp/ps.

(‘ Fosiwpz = JosiwpFrsiwpy )COS(QBPS/WP)"' (" SesiweFesiwpz + Fswey )Sin(gspswp) =0

93 tan-l (_ F, PSiwPz — f PS/WPF PS/WPY)

psiwp = )
= SesiwpFrsiwpz + Fosiwpy

lFN /WPI _ Fosiwpz
. {“ sin (HBPS/WP) + fesiwe COS(HBPS/ WP)}

Tpsiwpx = fPS/WPlFNPS/WPlrWP

All the terms required to fully define the function vector, FVEC, have now been
calculated.

2.6. Numerical Solution Method for Dry Piston — Cylinder Bore
Interface

The piston node locations are defined by the position of point P, and the reference
location of the node, rotated by the piston tilt, gps.

Xps =X, + [Rotation(¢,,s )]x,ef

The bore radius is interpolated, for each piston node, from the bore data supplied by the
user, as a function of circumferential and axial position. The rigid (undeformed) radial
gap between the cylinder bore and the piston, at each of the piston nodes, is then
calculated.

The calculate domain is reduced to those nodes at which the rigid radial gap is less than
zZero, as it is assumed that any resulting radial deformation will increase the radial gap at
most nodes, and therefore that contact will not occur outside this reduced domain. A
check is also added to the end of this calculation to ensure this assumption is valid,
requiring the calculation to be repeated over the full domain otherwise.

For the reduced domain, the overlap is estimated using a simple time difference and user
supplied weighting, WRDEF:
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At*
Atk-l
{overlap} = (1 + woverlap}*™ — w{overlap}*~

w=WRDEF*

The overlap is then scaled by the user supplied variable, OSCALE ~ 0.1 pm. The vector
of scaled overlaps is supplied to the IMSL library function DNEQNJ [36] as the initial
guess for the variable vector, X, along with the names of subroutines for calculating a
function vector, F(X), and its analytical jacobian, J. DNEQNJ uses a modified Powell
hybrid algorithm to solve a system of nonlinear equations, defined by the used supplied
function vector, using a user supplied jacobian, and returns the resulting variable vector,
and the length of the function vector (ZF(X)2).

The function vector, F(X), in this case is the difference between the radial deformation
that would result from the asperity contact force, Fayp, generated by the vector of
overlaps, X, and the radial deformation calculated directly from the sum of the overlap
and the rigid radial gap. The equations governing asperity contact pressure generation
are discussed in more detail in Section 2.3.3.1.

v ={-c,{)(,.}cz, X, >0
o , X, <0
{F}=[CMATIF,, }- {X}- {Rigid radial gap}
where
{X}= {Overlap}= {Radial deformation } - {Rigid radial gap}
[CMAT] = Compliance Matrix
{Radial deformation}=[CMAT] {Fmp }

Cylinder bore
-~

Rigid radial gap > 0

Reduced
- Calculation

Radial deformation <0 | Domain

Deformed piston profile v

Rigid piston profile
Figure 2.12: Definition of Overlap, Radial Deformation and Rigid Radial Gap
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The analytical jacobian, J, is defined as:

_OF
¢
_ aﬁCMAT]{Fmp }}, _ 08X, d{Rigid radial gap}
oX, oX, ox,
a(z CMAT,.IE,W]J
= ] - 6’_.
ox J

J
CMAT,X “7, X,>0

— —CICZZ{ /il
J

0 ) X,<0 -

Once the library function DNEQN]J returns the resulting vector of overlaps we map it
back to the full domain, and the asperity contact force is calculated directly from the
overlap at each node. The radial deformations at all piston nodes (full domain) are then
calculated as a function of the asperity contact force vector and the compliance matrix,
using the equations described above.

In order to check that our results are consistent within the reduced domain, we require
that:

{Overlap}— {Radial deformation}+ {Rigid radial gap} < TOLOVERLAP

If this condition is not satisfied, a warning is returned to the user, but the calculation
continues.

In order to confirm that our reduced domain assumption was appropriate, that is, outside
the reduced domain there is no overlap, and therefore no asperity contact force, we
require that, outside of the reduced domain:

{Overlap} = {Radial deformation} - {Rigid radial gap} < TOLOVERLAP

If this condition is not satisfied, a warning is supplied to the user, and the calculation is
repeated over the full domain.

It is currently estimated that this reduced domain calculation can reduce calculation time
by a factor of around 18, but that this time saving is dependent on the geometry and load,
as a full domain calculation is more often required in situations where there are large
deformations and a wide contact area, such as interference fits and high loads.
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3. User Specification of System

This chapter aims to provide a summary of the user supplied data which defines the
power cylinder system for the purposes of our model, including:
e Pressure curve
e Piston geometry
o Piston structural deformations in response to combustion chamber, axial
inertia and piston — cylinder bore pressure.
e Cylinder Bore geometry

The program user specifies the system geometry, material properties, running conditions
and numerical parameters via several input files, as described in detail in the User
Manual [37]. Essentially the input pressure curve and crankshaft speed drive the
system’s motion, while the piston and cylinder bore geometries constrain it. The piston’s
geometry is specified not only by its cold shape and range of thermal deformations, but
also by the deformations induced by combustion chamber pressure, axial inertia and
piston-cylinder bore interactions. The piston’s structural behavior (compliance matrix,
pressure and inertia deformation vectors) is specified via FEA data, which is converted
by the pre-processor program to a uniform grid, ready for use in the main program. The
cylinder bore is specified, for the purposes of this program by its cold shape (bore
distortion) and range of thermal deformations. For a single engine design, a range of
pressure traces and piston and cylinder-bore thermal deformations, corresponding to the
range of operating speeds and loads should be provided.

3.1. General Specifications

General system and simulation parameters, including those listed below, are provided by
the user via the file ‘in_specs.txt’ as described in detail in the User Manual [37]:
e Number of cycles to be simulated and time step size,

Crankshaft speed,

Grid specification for skirt and lands,

Initial Conditions,

Input options, controlling expected format of inputs,

Output options, controlling type and frequency of output,
Bore sensor locations,

Crankcase pressure,

Component masses, inertias and macro-geometry,

Piston — cylinder bore interface options and surface properties,
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e Wrist-pin interface properties, and
¢ Gravity vector.

Numerical parameters for the various solutions algorithms are provided by the user via
the file ‘num_params.txt’, as described in detail in the User Manual [37].

3.2. Pressure Curve

The pressure force and crankshaft speed drive the system’s motion. Combustion
chamber and crankcase pressures, as functions of crank angle, are required for calculating
the pressure force acting on the piston as described in Section 2.4.1. A vector of crank
angle values and corresponding combustion chamber pressures is supplied by the user via
the file ‘in_press.txt’, as described in more detail in the User Manual [37]. The crankcase
pressure can either be supplied as a single value, via the file ‘in_specs.txt’, or as an
additional column in ‘in_press.txt’, depending on the value of the variable OPPRESS.
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Figure 3.1: Combustion chamber pressure
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3.3. Piston Geometry Specification

As discussed in more detail in the following sections, typically the program user specifies

piston geometry via:
Cold Shape
Nominal radius,

Cold shape profile,

- Ovality
e Thermal deformation
Z
A

1
]
)
!
Cold shape profile i !
H ]
1
Radial thermal _ !
deformation 1
'
Ovality >
!
]
i

1 _.'._Ar

Hot Ovality +
o Cold Ovality
i
-~

Hot Shape

Nominal piston radius +
cold shape profile +
radial thermal deformation

Nominal piston radius
+ cold shape profile
s ~

~ - - -:— -
1
. . (]
Pin bore ams/':

Cold Radius (z,0) = Nominal piston radius + Cold shape profile (z) — Cold Ovality(z)[1-cos(26-m)]/2
Hot Radius (z,0) = Cold Radius (z,0) + Radial thermal deformation(z) — Hot Ovality(z)[1-cos(28-m)}/2

Figure 3.2: Cold shape skirt profile, ovality and thermal deformation
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Alternatively, the combined piston shape (hot radii), can be specified by the FEA data
provided by the user. This is discussed in more detail in Section 3.4. The control
variable OP_PISR, provided in ‘in_specs.txt’, indicates how the uniform piston grids are
generated, as described in the User Manual [37].

3.3.1. Cold Shape Specification

The cold shape of the piston is typically specified for manufacturing purposes by a
nominal radius and a set of data points describing radial profile at the thrust axis, and
ovality (see Section 3.3.1.3), as a function of height from the base of the piston skirt. The
finer details of the piston surface are then specified by the size and shape of the tooling
marks, and the surface roughness. Coatings are often applied to the piston surface,
significantly altering the surface geometry, roughness and friction coefficient.

3.3.1.1 Nominal Radius

The nominal radius of a piston is typically specified as the radius at the widest point on
the piston skirt, which tends to be on the thrust axis. The nominal radius of a piston
usually falls with the range 40-500 mm, with passenger car engine pistons having radii of
about 50-60 mm.

3.3.1.2 Cold Shape Profile

The cold shape profile describes the radial variation from the nominal radius, at the thrust
axis, as a function of axial position. These values tend to be negative, as the nominal
radius of the piston is usually the radius at the widest point on the thrust axis.

Piston Cold Shape Profile
0.141

(=]
=
)

100 pm

Cylinder axis (m)
o o ] °
2 8 8 =

o
o
o

o

Thrust axis (um)

Figure 3.3: Cold Shape Profile
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Typically the piston skirt has a convex initial shape which generates a converging/
diverging gap, thereby enabling the oil film to build pressure as the piston slides along
the cylinder bore. The oil film pressure helps to support the side load on the piston and
minimizes solid-solid contact and friction. The larger reductions in radius on the upper
half of the skirt are compensated for by the higher thermal expansion at these points,
leading to a relative flat central profile of the skirt. The chamfers at the top and base of
the piston skirt are believed to act as oil reservoirs, collecting excess oil as the piston
travels along the cylinder bore which may be partially retained for use as a supply when
drier conditions are reached.

The lands tend to be recessed, compared to the piston skirt, so that the skirt supports the
bulk of the side force, but in some cases the lands can make contact with the cylinder
bore. Note that in Figure 3.3, the third land geometry is specified by only one data point.
Since the third land in this case is significantly recessed, this may not effect the
simulation results, but in general, care should be taken to specify each component of the
piston (the skirt and each of the lands) by at least two data points in the axial direction,
and to confine the program grid to within the data points.

3.3.1.3 Ovality

The piston ovality describes the radial variation in the circumferential direction. The
ovality is defined as the difference between the piston radius at thrust axis and the piston
radius at the pin bore axis. The radial variations at intermediate points are then defined
by:

Ar(z,6) = Ovality(z) [1- 005(220 —7)]

For this project, a positive value of ovality indicates a reduction in piston radius going
from the thrust axis, to the pin bore axis.
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Figure 3.4: Ovality Profile
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The main role of the piston is to support the side force transmitted by the connecting-rod,
not to seal the combustion chamber (the top ring(s) seal the combustion chamber). This
side force is most efficiently supported along the thrust axis of the piston, as away from
this axis, additional force components are generated along the pin axis, resulting in
increased friction. The piston’s ovality allows the side force to be concentrated along the
central portion of the skirt (along the thrust axis), reducing unnecessary interference and
friction generation at the sides of the skirt.

3.3.2. Radial Thermal Deformation

During combustion, the piston crown and lands are exposed to combustion gases,
resulting in heat transfer to the piston, and crown temperatures of about 200°C. The top
ring(s) seal the combustion chamber, and there is significant clearance between the piston
and the cylinder bore at the pin axis, so in general the piston skirt is not exposed to a
significant amount of the combustion gases. The piston skirt temperature is therefore
predominantly determined by conduction of heat from the crown, and typically varies
axially through 60-100°C. Depending on the material and structure of the piston, and
whether any cooling oil is supplied to the underneath of the piston, temperatures within
the piston can vary significantly. These temperatures and the corresponding thermal
expansion, which is of the same order as the piston-cylinder bore clearance, vary over
time with running conditions from cold shape at start-up, to a significantly larger shape at
steady-state, high load and speed. It is assumed for the purposes of this project that we -
have steady state thermal behavior, for a given running condition.

Piston Radial Thermal Deformation
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Figure 3.5: Piston temperature and thermal deformation profiles

The detailed geometry of the piston is used in determining the gap height between the
piston and the cylinder bore. At this interface, variations of the order of a micron can, in
some cases, significantly effect the pressure generated at the interface, lead to solid-solid
contact, and result in a corresponding shift in lateral motion. Given the large variations
in thermal expansion for various running conditions, and the fact that an engine can be
expected to transition between these conditions during normal, unsteady, operation, it is
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not realistic to expect micron level accuracy of hot shape geometry, but it is important to
recognize the effect of uncertainty in this data.

In determining thermal deformation, it is expected that the user will build a thermal finite
element model of the piston, with appropriate boundary conditions, to predict the
temperature distribution and corresponding thermal deformation for each running
condition. For the purposes of this project the user may specify the thermal deformation
in the same way as the cold shape, that is, via an axial profile and ovality.

3.3.3. Resulting Hot Shape Profile

The rigid radius of the piston at each grid point is defined by:
e nominal radius, plus
o linear interpolation of the cold shape profile and ovality, plus
¢ linear interpolation of the hot shape profile and ovality.
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Figure 3.6: Piston Hot Shape Geometry

Depending on the relative grid densities of the user provided data sets and the program
grid, the resulting piston hot shape can contain concave sections and other undesirable
surface features which may be physically unrealistic and/or lead to a decrease in
numerical stability. The enlarged section of Figure 3.6 shows such a case. The finer grid
of the thermal deformation data, when added to the coarse grid cold shape results in
undesirable concave sections connected by cusps. If the thermal deformation raw data is
first interpolated at the same axial locations as the cold shape data, and then used to
general the hot shape profile this problem is avoided as shown in Figure 3.7. In general
this will add no more error to the profile than the existing uncertainty in the thermal
deformation data. These changes may seem small, and given that they are within the
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uncertainty in the data it is concerning that they may result in significant different
program behavior. This is due to the extremely nonlinear dependence of fluid pressure
on gap height at small clearances.
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Figure 3.7: Piston Hot Shape Geometry - Adjusted

The hot shape profile at the pin axis should also be checked to confirm that a physically
realistic and numerically desirable shape is obtained.
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Figure 3.8: Piston Hot Shape Profiles
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3.4. Piston Structural Specifications

A piston design is not only defined by the outer surface of the piston, but also by its
internal structure and material(s) which determine its structural stiffness and weight. The
piston surface is significantly deformed in the radial direction (significant relative to the
piston — cylinder bore clearances) by:

¢ Combustion chamber pressure,

¢ Axial inertia, and

o Piston — Cylinder bore contact’hydrodynamic pressure.

Deformations in the axial and circumferential directions are negligible compared to the
grid size and accuracy of node positions.

3.4.1. Piston Finite Element Model

It is expected that a finite element model of the piston will be generated by the user in
order to determine the surface deformations caused by pressure, axial inertia, and piston —
cylinder bore interface forces. This finite element model may also be used to specify the
surface geometry of the piston. A preprocessing program is then used to convert this data
to a uniform grid.

The correct development of such a model, with appropriate grid/elements and boundary
conditions is outside the scope of this project, but some tentative guidelines are provided
in the following sections. From the perspective of this project, it is simply required that
the user provides the following:

o A list of nodes, which cover the piston skirt and lands (see Figure 3.9). In the
case of a symmetric piston model, two separate lists are required: a list of the
nodes along the symmetry line, and a list of the remaining (non-symmetry line)
nodes.

o Positions of the nodes. For the case where these positions are used to specify the
piston hot shape profile, the radial component of the position must be of sufficient
accuracy.

o Deformation of those nodes, in Cartesian Coordinates, due to a unit pressure load
applied to the piston crown.

¢ Deformation of those nodes, in Cartesian Coordinates, due to a unit inertia load
applied throughout the piston.

¢ A Compliance matrix, Cj;, containing the deformation at node i, due to a unit
radial load applied at node j.

The finite element model may either be a symmetric model, with the thrust and cylinder
axes forming the symmetry plane, or an asymmetric model where the entire piston is
simulated. Slightly different inputs are required for these two cases, as described in the
User Manual, and there is a separate pre-processing program for each case.
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Figure 3.10: Subset of Piston Nodes Covering the Skirt and Lands

In most engines, the piston itself is symmetric, and asymmetry is introduced into the
system by the Cylinder bore distortion, resulting in asymmetric loading of the piston -
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cylinder bore interface, and perhaps requiring an asymmetrically generated compliance
matrix.

For cases where both the piston and cylinder bore are symmetric, or where the system’s
asymmetry is negligible, a symmetric piston model is appropriate, and saves storage
space and time for the pre-processing program only. The main program does not take
symmetry into account, running a full piston model only.

3.4.2. Pressure Deformation

Combustion chamber pressure can result in significant radial deformation of the piston,
relative to the piston — cylinder bore clearance, particularly close to combustion TDC. It
is expected that a finite element model of the piston will be generated by the user in order
to determine these deformations. A constant unit pressure of 1 bar should be applied to
the crown of the piston, with the resulting load being supported by the wrist-pin.

A vector plot of the pressure deformation predicted for a heavy duty diesel engine, after
conversion to a uniform grid, is shown in Figure 3.11.

The radial component of this pressure induced deformation is shown in Figure 3.12. The
upper portion of the piston is deformed outwards, while the lower portion bends in and
the soft, central portion of the skirt bends further inwards that the more rigid outer edges.

Pressure deformation becomes significant over the compression and expansion strokes,
with typical peak pressures of around 100 bar resulting in deformations of 5-10 pm.

3.4.3. Inertia Deformation

Axial inertia can result in significant radial deformation of the piston, relative to the
piston — cylinder bore clearance, particularly at TDC and BDC. It is expected that a finite
element model of the piston will be generated by the user in order to determine these
deformations. At each element of the model, a body force of 1 m/s*> multiplied by the
element mass should be applied, with the resulting load being supported by the wrist-pin.

A vector plot of the inertia deformation predicted for a heavy duty diesel engine, after
conversion to a uniform grid, is shown in Figure 3.13.

Negative axial acceleration results in a positive axial inertia force, deforming the piston
upwards. The lower portion of the skirt is deformed outwards while the crown bends
inwards, and the soft, central portion of the skirt bends further outwards that the more
rigid outer edges. The radial component of deformation due to axial inertia is shown in
Figure 3.14.
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3.4.4. Compliance Matrix

3.4.4.1 Generation of symmetric compliance matrix.

When generating a compliance matrix, the way in which the physical component will be
loaded must first be considered. In the case of a general piston, loads are applied to the
skirt and lands in an almost symmetrical manner, with the load being mainly supported
by the wrist-pin. Non-symmetric geometry and dynamics may lead to non-symmetric
loading, but these effects are often small, depending on the degree of bore distortion. At
times, the load applied to the skirt is partially supported by the opposite side of the skirt,
but we will also choose to neglect this effect for the moment. Since the loading is
assumed to be symmetrical, the net load to be supported is perpendicular to the wrist-pin
axis.

The compliance matrix can be generated using a symmetric finite-element model in the
following manner:

Symmetry line

Wrist-pin supports load

IN Force applied Symmetric IN Force
radially at x; applied radially at x;’
Displacement at X,
on the symmetry line

Figure 3.15: Generation of Symmetric Compliance Matrix

— For nodes not on the symmetry line, two unit forces were applied symmetrically
at x; and x;’, and the net displacement at each node, x;, was measured.

— For nodes along the symmetry line, a single unit force (or equivalently, two forces
of 0.5N) was applied at x,, and the displacement at each node, x;, was measured.

— These results are symmetric, and therefore data for only one half of the piston was
recorded.
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For each node j which is not on the symmetry line, the element of the compliance matrix,
C; represents the deformation at node 7 due to two unit forces applied symmetrically at
node j and the mirror nodej. For a node s which is on the symmetry line, Cy;is equal to
twice the displacement at x; due to a unit load at either x; or x;”. As we move away from
the symmetry line, the effect of the symmetric force decreases, and Cj; approaches the
displacement at x; due to a unit load at x;. The variation is not monotonic, due to the fact
that at intermediate distances, the symmetric load leads to a decrease in the magnitude of
the displacement. For a node s which is on the symmetry line, C; represents the
deformation at node 7 due to a single unit force applied on the symmetry line at node s.

If we now consider the diagonal values of the compliance matrix, for a node s on the
symmetry line, Cs; is the displacement at the node, due to a unit force applied at the same
node. For node i a long way from the symmetry line, the effect of the force applied at the
symmetric node is relatively small, so Cj; is very close to the displacement at node x; due
to a single unit force applied at x;. For a node j close to the symmetry line, however, the
symmetric force applied at x;” has a significant effect on the displacement at x;, and
thereby significantly changes the value of Cj;, which approaches twice the displacement
at node x; due to a unit force at the same node.

The compliance matrix generated in this manner was then mapped to a simple, full piston
compliance matrix for a uniform grid.

3.4.4.1 Generation of asymmetric compliance matrix.

For cases where the bore distortion, or other asymmetries, are sufficiently large, the
loading on the piston can no longer be consider symmetric. It is still assumed that loads
are applied to the skirt and lands are supported by the wrist-pin only, but the net load is
no longer perpendicular to the wrist-pin axis, and requires a supporting force along the
axis. At times, the load applied to the skirt is partially supported by the opposite side of
the skirt, but we will also choose to neglect this effect for the moment. The piston itself
is still symmetric, and therefore only requiring data to be collected for loading over half
the piston, but the deformation data for each load must recorded for the full piston

The compliance matrix for this program was generated using a full piston finite-element
model in the following manner:
— For nodes not on the symmetry line, a unit forces was applied at x;, and the net
displacement at each node, x;, was measured, over the full piston.
— For nodes along the symmetry line, a unit force was applied at x;, and the
displacement at each node, x;, was measured, over the full piston.
— The piston is symmetric, and therefore only one half of the piston was loaded.

The compliance matrix generated in this manner was then mapped to a simple, full piston
compliance matrix for a uniform grid.
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Symmetry line

IN Force applied
radially at x;
Displacement at xg,
on the symmetry line

Figure 3.16: Generation of Asymmetric Compliance Matrix

3.4.4.2 Typical compliance matrix features.

The resulting full piston compliance matrix, for a uniform grid, is a very dense matrix, as
shown in Figure 3.17. Values are in the range of 3x10”> mm/N for the current uniform

grid, with 17 x 17 nodes on the piston skirt, which corresponds to an element area of

3.17x10”° m?, and deformations of 0.1 pm/bar. It is difficult to determine the structural
behavior of the piston from the full compliance matrix as represented in Figure 3.17, but

we can note that:

If instead we consider the diagonal of the compliance matrix, Ci;, which represents the
deformation at node i, due to a unit load at node i, and map it to the position of node i, as

Compliance values along, and generally close to, the diagonal of the matrix are
larger, as points loads will generally cause the most deformation at the point of

application of the load, and in the surrounding area.

There are periodic fluctuations in the matrix values due to the way in which the

nodes were numbered (by circumferential position, then axial).

There are also small but significant negative values in the compliance matrix, as
structural effects cause the piston to be deformed outwards away from the load

point.

shown in Figure 3.18, we can see that:

The central and lower portion of the skirt is significantly softer than the rest of the

piston, resulting in larger radial deformations.
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¢ The hardest part of the piston is not at the very side, or the very top of the skirt,
but forms a horseshoe shaped perimeter around the soft portion of the skirt,
similar to typically observed wear patterns.

e The compliance matrix values on the lands should not be compared directly with
each other, or to the skirt, due to the different element areas. In general, pistons
are often designed to avoid land contact, but this is not always the case, with the
second land in particular sometimes providing support.

e As expected, none of the deformations are positive, that is, pressure applied to the
piston surface cannot increase the radius of the piston.

X 1[j|'6 Compliance Matrix, Thrust Side

3
Compliance 2.5+
Matrix Value
(mm/N) 24
154

14

054

600
400
200 500
Node Number 0 200 300 400

0 100
Node Number

Figure 3.17: Compliance Matrix

It is expected that the softer portion of skirt will initially impact the bore, deforming
under contact pressure and resulting in a larger contact area, thereby decreasing the
contact pressure as the side load remains constant. The more rigid edges will limit the
spread of this contact area though, and correspondingly limit friction generation. These
two features therefore help maintain a balance between increasing contact area to limit
contact pressure, and keeping the load centrally supported to avoid excess friction.

The deformation resulting from a single unit load is demonstrated in Figures 3.19 and

3.20. Note that there are significant deformations throughout the piston due to its
structure.
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76



Radial Deformation due to a unit load at point B

z-axis ~ Cylinder Axis {m)

= 3piva

-3

2
T T B
. 10.’ Radial Deformation ( m /N ) Circumferential Position (rad)

Raudiint Drefvernation due % 3 unh load ot poies B
¢ ?

Radial Defownation due 16 & und ad at point B

oMy , : it ey
: q ;
o2 v ‘ -y B
g RIS A u.w:a_,,..,.
2 aesl-
i | B == Y "
':‘ (2] Bl v T LYt 4 Tx
- o b, M. BN
i : - XS L I §
L] e e S A e
i AN {
. H ¥ g, .
o2 : 3 B i : i i ;
: : : : : + ‘l' : ik - foeges 3 E :
- —
2E 9 25 2 a5 4 45 @ 4 E O TR R TR R T ]
238 10

Figure 3.20: Row/Column Due to Load at Hard Top of Skirt

3.5. Cylinder Bore Specification

The cylinder bore is typically manufactured to a nominal radius, and then plateau honed
to achieve the desired surface characteristics [31]. Typical values of roughness are ¢ =
0.5 um. Manufacturing processes and tolerances can result in significant variations in
bore radius, as can the mechanical deformations due to engine assembly. The combined
effect of these is specified by the user via the bore cold shape. During combustion
significant energy is transferred to the cylinder bore, both directly by the combustion gas,
and via the piston, ring pack and oil, resulting in temperatures ranging from atmospheric
to around 300°C. These changes in temperature cause thermal deformations of the order
of 100 pm, significantly changing the piston — cylinder bore clearance.
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3.5.1. Cold Shape Specification

The cold bore shape can be specified in four ways:

¢ Nominal radius

¢ Nominal radius + data vector specifying radial variation as a function of axial
position

¢ Nominal radius + data grid specifying radial variation as a function of axial and
circumferential position

e Nominal radius + twelfth order ovality scheme specifying radial variation as a
function of axial and circumferential position

The first three options are straightforward, and described in detail in the User Manual
[37].

For the fourth option, a twelfth order ovality scheme, the user provides a set of data
containing, for a set of axial positions, bore distortions up to twelfth order at each axial
position. The variation in radius defined by a bore distortion of order 7 is given by the
following equation:
Ar, =6, cosix (6 +a,)]
where Ar,= radial variation

8, = magnitude of bore distortion

i = order of bore distortion

&= circumferential location

a,= phase angle of bore distortion

The phase angle of bore distortion, o, defines the location of a peak of the cosine curve.
For a phase angle of &;, a peak of the cosine curve is located at = -a;. The magnitude of
bore distortion, &, defines the height of the peak. The order of the bore distortion, i,
defines the number of peaks per full circle (range of 2z radians, or 360 °).

The total bore distortion for a given axial position is therefore defined by the following
formula:

Ar(z, 0) =0, (z) +9, (z)cos(9 +a (z)) +0, (z)cos[2(9 +a, (z))] 4ot 512(z)cos[l 2(9 + a,z(z))]
where Ar = radial variation,
z = axial position, in Cylinder bore coordinate system,
6 = circumferential position, in Cylinder bore coordinate system,
d; = magnitude of ith order bore distortion,
o,; = phase angle of ith order bore distortion.

An example of the bore distortion for an instrumented heavy duty diesel engine is shown
in Figure 3.22.
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Figure 3.22: Bore Distortion Data
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3.5.2. Radial Thermal Deformation

During combustion, a large portion of the cylinder bore is exposed to the combustion
gases, resulting in heat transfer to the cylinder bore. Depending on engine design,
cooling fluid may be supplied to the exterior of the cylinder in order to remove heat, and
control temperature. Depending on the material and structure of the cylinder bore and
surrounding engine block, and whether any coolant is supplied, temperatures within the
cylinder bore can vary significantly. These temperatures and the corresponding thermal
expansion, which is of the same order as the piston-cylinder bore clearance, vary over
time with running conditions from cold shape at start-up, to a significantly larger shape at
steady-state, high load and speed. It is assumed for the purposes of this project that we
have steady state thermal behavior, for a given running condition.

The detailed geometry of the cylinder bore is used in determining the gap height between
the piston and the cylinder bore. At this interface, variations of the order of a micron can,
in some cases, significantly effect the pressure generated at the interface, lead to solid-
solid contact, and result in a corresponding shift in lateral motion. Given the large
variations in thermal expansion for various running conditions, and the fact that an engine
can be expected to transition between these conditions during normal, unsteady,
operation, it is not realistic to expect micron level accuracy of hot shape geometry, but it
is important to recognize the effect of uncertainty in this data.

In determining thermal deformation, it is expected that the user will build a thermal finite
element model of the cylinder bore, with appropriate boundary conditions, to predict the
temperature distribution and corresponding thermal deformation for each running
condition. For the purposes of this project the user may specify the thermal deformation
in the same way as the cold shape, that is, via data points as a function of axial and/or
circumferential position, or via a twelfth order ovality scheme.

Bore Temperature Distribution Bore Thermal Deformation
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Figure 3.23: Cylinder Bore Temperature Distribution and Thermal Deformation
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4. Dry Model Results

This chapter aims to:

e Demonstrate that the equations of motion governing the power cylinder dynamics,
as derived in Section 2.2, are satisfied by the dry model.

* Provide a systematic explanation of the driving mechanisms for lateral motion
and tilt, in the context of the dry model.

¢ Provide a simplified functional form for the forces and moments driving piston
motion, where appropriate.
Highlight the main parameters affecting piston secondary motion.
Identify uncertainties or sources of error in the current model, and estimate their
significance in accurate prediction of piston secondary motion.

o Demonstrate the model’s ability to investigate the effect of key parameters on
piston secondary motion.

Unless otherwise specified, the results included in this chapter are for a heavy-duty diesel
engine at 1200rpm, full load (2200 Nm), with the key parameters as specified in Table
4.1. Figure 4.1 contains the hot piston profile, cold bore distortion and bore thermal
deformation.

Parameter Value Units
Cylinder Bore radius ~ 65 mm
Piston — cylinder bore friction coefficient 0.05 -
Asperity contact model constant — multiplier 2.040 x 107 [ Pam™™® |
Asperity contact model constant — exponent 1.0689 -
Nominal piston — cylinder bore cold clearance ~ 60 pm
Piston mass ~3 kg
Piston moment of inertia ~0.01 kgm®
Wrist-pin — piston friction coefficient 0.02 -
Wrist-pin radius ~0.03 m
Wrist-pin mass ~2 kg
Wrist-pin moment of inertia ~0.001 kgm”
Connecting-rod — wrist-pin friction coefficient 0.02 -
Connecting-rod mass ~6 kg
Connecting-rod moment of inertia ~0.1 kgm®
Connecting-rod length ~03 m
Crankshaft radius ~0.1 m
Crankshaft offset 0 m

Table 4.1: Baseline Model Parameters
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Figure 4.1: Baseline Piston and Bore Profiles

4.1. Equations of Motion

4.1.1. Axial Force Balance on Piston

The engine’s motion is driven, in concept, by the combustion chamber pressure. For the
purposes of this steady state model though, the piston’s motion along the cylinder axis is
prescribed by the crankshaft speed, and the force transmitted from the wrist-pin to the
piston must balance the loads on the piston from combustion chamber pressure, inertia,
friction, and gravity:

Eyppsz = MpsQps cgra, = Fepipsz = Fpipsz —Mps&z

Results for a heavy duty diesel engine, at 1200 rpm, full load, are shown in Figure 4.2.
Typically, for passenger car and truck engines, the pressure load dominates through the
second half of the compression stroke and most of the expansion stroke. Outside of this
range inertia becomes more significant, while the friction and gravity forces are generally
small throughout the cycle. The lower left-hand plot in Figure 4.2 demonstrates that the
force balance is met to within 0.1N.
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Figure 4.2: Axial Force Balance on Piston

In Figure 4.2, we can see that the force exerted on the piston, by the wrist-pin, changes
sign during the intake and exhaust strokes, resulting in piston slap, as discussed in
Section 4.2.1. The timing of this change is determined largely by the balance of inertia
and pressure forces, and hence can shift significantly depending on load, speed, piston
mass and engine geometry (crankshaft offset, crankshaft radius, connecting-rod length).
Mid-stroke piston slaps are also possible during the compression and expansion strokes,
though less common due to the increased pressure force.

A rough estimate of the magnitude of axial forces, for this heavy duty diesel engine
demonstrates that the pressure and inertia forces are dominant in determining the load to
be supported by the wrist-pin, while the friction and gravity forces are smaller. The
simplified equations used in these estimates also help demonstrate which model
parameters can significantly affect this force balance.

Force Simplified Equation Estimated Value
Pressure | ~ Combustion pressure x Bore area ~200 kN
~ 150 bar x % (65 mm)?
Inertia ~ Piston mass x (Crankshaft speed)’ x Crankshaft ~3kN
radius
~2.5 kg x (1200 rpm)? x 0.08m
Friction ~ Friction coefficient x (Crankshaft radius /Con-rod ~1.1kN

length) x Pressure force
~0.05 x 1/3.5 x Pressure force

Gravity = Piston mass x g ~25N
~2.5 kg x 9.81 m/s’
Wrist-Pin | ~ Pressure + Inertia Forces ~200 kN

Table 4.2: Axial Piston Forces
Note that the friction is estimated to be about 1.5% of the pressure force, and hence when

the pressure is small during the intake and exhaust strokes the friction is negligible
compared to both pressure and inertia. The friction coefficient at the piston — cylinder
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bore interface is the greatest source of uncertainty in this force balance, but in general the
friction force is very small, and hence this uncertainty does not significantly effect the
piston dynamics at this point.

The friction-pressure relationship does not hold when an interference fit occurs between
the piston and cylinder bore, resulting in significantly higher side forces and friction at
the piston — cylinder-bore interface, as discussed in Section 4.4.1. For the running
conditions investigated, however, the friction force did not significantly affect the axial
force balance on the piston. It is possible that extreme cases of interference fit may result
in sufficient friction to affect this force balance, but such severe running conditions
would indicate an undesirable engine design, and most likely result in engine damage.

For engines with significantly higher rotational speeds, such as small two-stroke engines
in chainsaws, and formula 1 racing car engines, or at low load running conditions, the
inertia forces may be comparable to pressure forces during portions of all four strokes,
significantly altering the power cylinder dynamics. A comparison of the effects of speed
on piston dynamics is included in Section 4.5.1.

4.1.2. Axial Force Balance on Wrist-Pin

An axial force balance on the wrist-pin then determines the force that is transmitted
through to the connecting-rod. In most cases, the connecting-rod force is dominated by
the pressure force on the piston around combustion TDC, and the combined pressure and
inertia loads throughout the rest of the cycle, as shown in Figure 4.3. The lower left-hand
plot in this Figure demonstrates that the force balance is met to within 0.1N.
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The wrist-pin inertia affects the timing of the mid-stroke piston slaps, significantly
shifting the crank angle position at which the connecting rod changes from tension to
compression, and vice versa. In general, the timing of mid-stroke piston slaps are
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determined by the balance of pressure load and component axial inertias. At high speeds,
or lower loads, the effect of inertia becomes much more significant, as discussed in
Section 4.5.1, significantly altering the wrist-pin — connecting rod axial force.

A summary of the wrist-pin forces, their estimated values for this engine and running
condition, and the simplified equations these estimates are based on, are included in
Table 4.3.

Force Simplified Equation Estimated Value

Piston ~ Pressure + Inertia Forces ~ 200 kN

Inertia ~ Wrist-Pin mass x (Crankshaft speed)” x ~1.9kN
Crankshaft radius
~ 1.5 kg x (1200 rpm)* x 0.08m

Gravity = Wrist-Pin mass x g ~14N
~ 1.5 kg x 9.81 m/s’

Connecting- Rod | ~ Pressure + Inertia Forces ~ 200 kN

Table 4.3: Axial Wrist-Pin Forces

4.1.3. Moment Balance on Connecting-Rod

Due to the fact that the connecting-rod acts at an angle to the cylinder axis, a lateral force
will be generated as the connecting-rod supports its axial load. Assuming that the large
end of the connecting-rod can be approximated as a frictionless pin joint, a moment
balance about this point, combined with the wrist-pin — connecting-rod interface
equations can be used to determine the lateral force and torque at the wrist-pin —
connecting-rod interface.

The moment balance on the connecting-rod, about the centre of its large end, as derived
in Section 2.2.2, is given by:

Twepicrx ~ "CR_P/QZFWP/CRY = CR_)0(¢CR _rCR_P/QyFWP/CRz

- {rCR_CGIQ XMer8 —Yer_coig X Mercr_cGi4 }x

The terms on the right hand side of this equation are well defined at this point in the
calculation, while the lateral force, Fyp/cr v, and friction torque, zwp/cr x, are unknown.

A detailed description of the wrist-pin — connecting-rod interface model is provided in
Section 2.3.2. The resulting equations for the forces and moments generated at this
interface are a function of two unknowns, the magnitude of the normal load on the
bearing, |Fa, and the angle at which this load acts, &s:

Fy =|Fy |{°05(93)+ Sign(A(I;)f ssin(6, )}J +|Fy ,{Sin(es) - sign(AqS)fs cos(6; )}k
M, = -sign(Ag)f;|F,|Ri
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This set of equations must be solved simultaneously to define the lateral force and
friction moment acting at the wrist-pin — connecting-rod interface.
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Figure 4.4: Moment Balance on Connecting-Rod

As shown in Figure 4.4, the rate of change of angular momentum of the connecting-rod,
and the moment generated by its inertia, appear significantly larger than the total moment
generated at the wrist-pin — connecting-rod interface, and are almost equal and opposite,
with the wrist-pin moment making up the difference, as the connecting-rod carries out its
pendulum-like motion. This impression however, is not entirely correct. If the wrist-pin
— connecting-rod moment is separated into its three components (moment due to axial
force, moment due to lateral force and friction moment), as shown in Figure 4.5, then it
becomes apparent that the moments generated individually by the axial and lateral forces
are significantly larger than their net effect.

The driving force in this balance is the axial load on the connecting-rod, combined with
the significantly smaller moments due to the ideal motion of the connecting-rod, as
shown in the upper plot in Figure 4.6. Fluctuations in the inertia terms due to lateral
motion of the small end of the connecting-rod, particularly during piston slap, are also
evident. The lateral force must then satisfy the moment balance, while simultaneously
taking into account the friction moment that will be generated, and its contribution to this
balance which is only significant around combustion TDC. The effect of gravity is
negligible.

It is useful to estimate the magnitude of these moments in order to demonstrate their
dependencies, and identify whether uncertainties, such as the friction coefficient at the
wrist-pin — connecting-rod interface, have a significant effect on these results. Note that
the wrist-pin moments are over-estimated due to the fact that the peak pressure force
occurs at a smaller radius.
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Figure 4.6: Driving and Reacting Connecting-Rod Moments

The wrist-pin — connecting-rod bearing friction is investigated in more detail in Section
4.4.2 and can be shown have a significant effect on piston tilt, particularly around
combustion TDC, and results in small changes to the piston slap timing and lateral
motion in this region.

Note that by using this bearing model of the wrist-pin — connecting-rod interface we
allow the connecting-rod — wrist-pin force to have a component perpendicular to the main
axis of the connecting-rod, contrary to the assumption made in some piston secondary
motion models and friction measurement methods. If the connecting-rod force lies along
the main axis of the connecting-rod, then it does not generate a moment about the point
Q, and the lateral force at the wrist-pin — connecting-rod interface is completely defined
by the corresponding axial force and the angle of the connecting-rod. This assumption
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decouples the connecting-rod inertia from the piston dynamics, and neglects the
significant effect that connecting-rod mass, position of centre of gravity, and inertia can
have on mid-stroke piston timing, as shown in Section 4.5.2.

Moment Simplified Equation Estimated Value
Wrist-Pin ~ Pressure + Inertia Forces x Con-rod length x ~ 16 kNm
Axial sin(d@cr)

~ Pressure + Inertia Forces x Crankshaft radius
~ 200 kN x 0.08m
Wrist-Pin ~ Pressure + Inertia Forces x tan(gcg) x Con-rod ~ 16 kNm
Lateral length x cos(dcg)
~ Pressure + Inertia Forces x Crankshaft radius
~ 200 kN x 0.08m
Friction ~ Friction Coefficient x Pressure + Inertia Forces/ | ~ 130 Nm
Moment cos(gcg) x Pin radius
~0.02 x 200kN / 1 x 0.03m
Inertia ~ Con-rod mass x Acceleration x Crankshaft radius | ~ 500 Nm
~ 5 kg x (1200 rpm)* x 0.08m x 0.08m
Rate of ~ Con-rod moment of inertia x Con-rod angular ~130 Nm
Change of acceleration
Angular ~ Con-rod moment of inertia x asin(Crankshaft
Momentum | radius / Con-rod length) / (90 °CA)?
1200 rpm = 7200 °CA/s — 90 °CA =0.0125 s
~ 0.07 kgm?® x asin(1/3.5) rad / 0.0125% s
Gravity = Con-rod mass x g x Crankshaft radius ~4Nm
~ 5 kg x 9.81 m/s* x 0.08m

* Wrist-pin moments are overestimated due to the fact that the peak pressure force and
radius occur at different times.

Table 4.4: Connecting-Rod Moments
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Figure 4.7: Wrist-Pin — Connecting-Rod Force, Angle of Action
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Figure 4.7 shows a comparison between the connecting-rod angle, and the angle at which
the wrist-pin — connecting-rod force acts. The second plot demonstrates the difference
between the predicted lateral force, and the lateral force component that would be
generated if the force acted along the main axis of the connecting-rod. These variations
are generally small. However, if we consider the resulting force acting perpendicular to
the connecting-rod axis, as shown in Figure 4.8, it is not negligible, particularly during
the intake and exhaust strokes.
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Figure 4.8: Forces Relative to Connecting-Rod Axis

8

Lateral and axial force balances on the connecting-rod can then be used to predict the
forces that will be transmitted to the crankshaft, as shown in Figure 4.9.
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Figure 4.9: Forces Transmitted to Crankshaft
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Force Simplified Equation Estimated Value
Wrist-Pin ~ Pressure + Inertia Forces ~200 kN
Axial
Wrist-Pin ~ Pressure + Inertia Forces x tan(dcg) ~ 57kN
Lateral ~ Pressure Force x Crankshaft radius / Connecting-
Rod length
~200kN x 1/3.5

Inertia ~ Con-rod mass x Acceleration ~6 kN
~ 5 kg x (1200 rpm)* x 0.08m

Gravity = Con-rod mass x g ~49N
~5kg x 9.81 m/s®

* Wrist-pin lateral force is overestimated due to the fact that the peak pressure force and
value of tan(dcr) occur at different times.

Table 4.5: Connecting-Rod Forces

4.1.4. Lateral Force Balance on Wrist-Pin

A lateral force balance on the wrist-pin is used to determine the lateral force transmitted

to the piston, as shown in Figure 4.10.

Net Lateral Force
Acting on Wrist-Pin (N)

The wrist-pin inertia is significantly smaller than the lateral force transmitted through the
wrist-pin to the piston, except for during piston-slap events in the intake and exhaust
strokes, where the combined effect of connecting-rod, wrist-pin and piston inertias can
cause significant fluctuations in the lateral force, as shown in Figure 4.11. Gravity is

Fogiwpy = MypQyp_cGray ~ Feriwey —Myp8y
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Figure 4.10: Lateral Force Balance on Wrist-Pin

negligible throughout the cycle.
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Figure 4.11: Effect of Component Inertias
Force Simplified Equation Estimated Value
Connecting- | ~ Pressure + Inertia Forces x tan(dcg) ~ 5TkN
Rod
Inertia ~ Wrist-Pin mass x Lateral Acceleration ~310N
~ 1.5 kg x 100um / (5 °CA)?
1200 rpm = 7200 °CA/s — 5 °CA = 6.95 x 10™s
~310 kg m/s”
Gravity = Wrist-Pinmass x g ~15N
~ 1.5 kg x 9.81 m/s*
Piston ~ Pressure + Inertia Forces x tan(gcg) ~57kN

* Connecting-rod and piston forces are overestimated due to the fact that the peak pressure force
and value of tan(gcg) occur at different times.
Table 4.6: Lateral Wrist-Pin Forces

4.1.5. Moment Balance on Wrist-Pin

The torque at the wrist-pin - piston interface is defined by the bearing interface model as
a function of the lateral and axial forces at this interface and a smoothed friction
coefficient:

M, =-sign(Ag)f;|Fy|Ri

The smoothed friction coefficient, fs, is a function of the relative angular velocity of the
wrist-pin and piston.

oot ey
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The angular position and velocity of the wrist-pin are initially unknown, and solved for
iteratively based on satisfying a moment balance on the wrist-pin, about the pin axis. The
angular acceleration of the wrist-pin is defined as:

N ; k-1

Jw k_ ¢WP - ¢WP

P -

PO

The moment balance is given by:
IWP_)0(¢WP =Tpsiwpx t Tcriwpx T wp_cciwp_py X Mwp&z —twp_cciwe_py X Mwp8y
~Ywp_cciwp_py X MwpOwp_cGia; t Twe_crwp_py X Mwe@wp_cGray

The friction moments generated at the wrist-pin’s interfaces with the connecting-rod and
piston drive the angular motion of the wrist-pin as shown in Figure 4.12. For this engine,

the centre of gravity of the wrist-pin is on the pin axis, and therefore no inertia or gravity
moments are generated.
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Figure 4.12: Moment Balance on Wrist-Pin

Differences in the friction moments are initially balanced by the rate of change of angular
momentum of the wrist-pin, as the wrist-pin accelerates to follow the component with the
highest friction moment. As the angular velocity of the wrist-pin approaches that of the
driving component, though, the friction coefficient at this interface will decrease, thereby
achieving the moment balance.

This process can be seen clearly in Figure 4.13:
e 0-60 °CA: Wrist-pin accelerated to follow the connecting-rod due to larger force
at wrist-pin — connecting-rod interface (see Section 4.1.4).
e ~60 °CA Wrist-pin and connecting-rod angular velocities equal. Connecting-rod
moment changes sign.
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o 60-110 °CA: Wrist-pin rotation decelerated and reversed by both connecting-rod
and piston rotation.

o ~110°CA: Wrist-pin angular velocity equal to piston angular velocity. Piston
moment changes sign.

e 110-240 °CA: Connecting-rod force continues to dominate, rotating wrist-pin to
follow connecting-rod, but to a decreasing extent as connecting-rod angular
velocity decreases after 180 °CA.

e ~240°CA: Wrist-pin angular velocity close to connecting-rod velocity, resulting
in decreased friction coefficient.

e 240-270 °CA: Wrist-pin driven by piston, due to decreased friction coefficient at
wrist-pin — connecting-rod interface.

e ~270 °CA: All three angular velocities equal, direction of moments on wrist-pin
change.

e 270-450 °CA: Wrist-pin driven by piston due to larger force at wrist-pin — piston
interface.

¢ Similar analysis can be completed for the rest of the cycle.
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Figure 4.13: Wrist-Pin Angular Moments and Velocity

The resulting angular motion of the piston, along with the angular motions of the piston
and connecting-rod are shown in Figure 4.14.

For cases where the friction coefficients of the two interfaces are significantly different,
reduction of the friction coefficient is the only way to achieve a balance, and the wrist-pin
will predominantly move with the component with the highest nominal friction
coefficient. The lowest friction coefficient determines the friction moment that will be
transmitted to the piston. The effect of wrist-pin friction coefficient on system dynamics
is investigated further in Section 4.4.2.

The magnitudes and approximate functional dependence of the wrist-pin moments are
summarized in Table 4.7.
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Figure 4.14: Component Angular Motions
Moment Simplified Equation Estimated Value
Connecting- ~ Friction Coefficient x Pressure + Inertia ~ 130 Nm

Rod Moment Forces / cos(gcr) x Pin radius
~0.02 x 200kN / 1 x 0.03m

Inertia ~ Wrist-Pin mass x Acceleration x CG radius ~0Nm
~ 1.5 kg x (1200 rpm)* x 0.08m x 0
Rate of Change | ~ Wrist-pin moment of inertia x Wrist-pin ~3.5Nm
of Angular angular acceleration
Momentum ~0.0007 kgm® x 5000 rad/s
Gravity = Wrist-pin mass x g x CG radius ~0Nm
~ 1.5 kg x 9.81 m/s*x 0
Piston Moment | ~ Friction Coefficient x Pressure + Inertia ~ 130 Nm

Forces / cos(@cr) % Pin radius
~0.02 x 200kN / 1 x 0.03m
Table 4.7: Wrist-Pin Moments

4.1.6. Lateral Force Balance on Piston

The lateral force transmitted from the wrist-pin to the piston is defined by the lateral
force balance on the wrist-pin. This force, combined with the lateral pressure force
around combustion TDC, drives the piston’s lateral motion while interaction with the
cylinder bore constrains it, and supports the driving force, as shown in Figure 4.15. The
contribution of gravity is negligible.

The lateral position and velocity of the piston are initially unknown, and solved for
iteratively based on satisfying a lateral force balance on the piston:

94



MpsQps cGray = Fopiesy + Fearpsy + Fpipsy + Mps8y

The lateral acceleration of the piston is defined as:
. k . k-1
5k _Xesy ~Xpsy
PSY tk gkt

The angular position and velocity of the piston are also initially unknown, and solved for
iteratively based on satisfying a moment balance on the piston, about the pin axis, as
discussed in Section 2.5. The piston tilt significantly impacts both the lateral pressure
force generated around combustion TDC, and the piston — cylinder bore clearance
distribution.
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Figure 4.15: Lateral Force Balance on Piston

During the intake and exhaust strokes there are significant fluctuations in the wrist-pin
force due to the wrist-pin and connecting-rod inertias, and corresponding fluctuations in
the cylinder force due to these plus the added effect of piston inertia, as shown in Figure
4.16. These fluctuations are due to the fact that at light loads, the component’s lateral
inertias are significant and the elastic piston tends to bounce on the rigid cylinder bore
during piston slap. It is expected that, in the physical system, oil would significant damp
out this motion. At higher loads, the piston’s tendency to bounce is significantly reduced
as the piston’s inertia becomes negligible compared to the large driving force.

As shown in Figure 4.17, the force supported at the piston — cylinder bore interface is

essentially a function of the combustion chamber pressure and connecting-rod angle, both
of which are well defined.

95



Piston Forces - Lateral Direction (N Piston Forces - Lateraf Direction (N)

2000 . —  inetia 2000 -
J b —— Pressue §
' b
% - - - Ofinder 1000l
! ) v £
f / §
{ ! £ 0
€ ot 5§
g | 3
5 ,.1:'1“\ f 2 4000 . N . L . L ,
§ ho Y J 0 90 180 270 380 450 540 630 720
1
2 0] 4 e n AN ‘\PH% \ ; X Time (degCA)
2 :\; lI ' N 190
' )
-um} VI h \ g
g Y AVE e o
Y hm ¢ i g
| ! | 4 100
2000 | ) | &
[ i ! ! g -200
i ! g
00! 1 iy 1 1 1o . a4 ‘Mo A i L 1 1 Iy I 1
[} 0 180 270 330 450 540 60 720 ] 90 180 270 380 450 540 830 720
Time (degCA) Time (degCA)

Figure 4.16: Piston Forces — Lateral Direction
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Figure 4.17: Piston Side Force

In the absence of a significant amount of interference, variations in the side force driving
the piston’s motion, from the ideal function of pressure force, are demonstrated in Figure
4.18:
¢ Piston and wrist-pin axial inertias lead to a difference between the pressure force
on the piston, and the axial force on the connecting-rod. The balance of
combustion chamber pressure and component inertias can significantly shift the
timing of mid-stroke piston slaps during the intake and exhaust strokes, but all of
these features are well defined and do not introduce significant uncertainty into
our model.
e The angle at which the connecting-rod acts generates a lateral force from the axial
load. Ideally this lateral force is given by:
lateral force = axial forcex tan(g )

e Connecting-rod inertia and wrist-pin friction shift the moment balance on the
connecting-rod, altering the angle of action of the connecting-rod force and the
resulting lateral force on the connecting-rod. The wrist-pin friction is not well

96



defined, but was investigated in more detail in Section 4.4.2, and found to not
significantly impact the lateral force transmitted to the piston. Connecting-rod
inertia is investigated in Section 4.5.2 and shown to significantly shift the timing
of mid-stroke piston slaps, and in high speed, low load running conditions
increasing component inertias significantly change the lateral force as they
become more significant compared to the pressure load.

The wrist-pin lateral inertia introduces further fluctuations in the lateral force.
These fluctuations, and those due to lateral motion of the connecting-rod small
end, are dependent on the detailed piston — cylinder bore interface interactions,
and while they can be considered to represent a significant source of uncertainty
in the exact motion of the system, the average behavior tends to be unchanged.
The lateral component of the combustion chamber pressure force can become
significant around combustion TDC, but is highly dependent on piston tilt.
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Figure 4.18: Piston Slap Timing

The side force driving the piston’s motion is essentially well defined, and therefore the
side force that must be generated at the piston — cylinder bore interface is well defined by
the lateral force balance on the piston, as shown in Figure 4.18. The piston’s inertia
introduces additional fluctuations to the piston — cylinder bore interface force, and the
translation of the piston across the cylinder during piston slap interrupts this force,
particularly in the upper section of the cylinder bore where there are significant

clearances.
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A summary of the magnitude and approximate functional dependence of lateral forces
acting on the piston is summarized in Table 4.8:

Force Simplified Equation Estimated Value
Pressure | ~ Combustion pressure x Bore area x sin(gps) ~200 N
~ 150 bar x 7 (65 mm)? x sin(0.001)
Inertia ~ Piston mass x Lateral Acceleration ~520N

~2.5kg x 100pum / (5 °CA)?
1200 rpm = 7200 °CA/s — 5 °CA = 6.95 x 105

~ 520 kg m/s’
Gravity = Piston mass x g ~25N
~2.5 kg x 9.81 m/s?
Wrist-Pin | ~ Pressure + Inertia Forces x tan(gcg) ~S7kN
Cylinder | ~ Pressure + Inertia Forces x tan(gcg) ~357kN

Bore
* Wrist-pin and cylinder bore forces are overestimated due to the fact that the peak
pressure force and value of tan(gcr) occur at different times.

Table 4.8: Lateral Piston Forces

Piston slap begins to occur when the side force driving the piston’s motion changes sign.
The timing of this sign change is well defined, as can be seen in Figure 4.18 and tends to
occur for two reasons:

¢ The connecting-rod angle changes sign. The timing of this is a function of the
engine’s geometry, and for an engine with no crankshaft offset is 0, 180 , 360 and
540 °CA. There is a small shift in this timing due to the fact that the wrist-pin —
connecting-rod force does not lie along the connecting-rod axis, as discussed in
Section 4.1.3.

e The axial force transmitted through the components changes sign. This tends to
occur mid-stroke during the intake and exhaust strokes as the inertia and pressure
force terms balance, but may also occur in the compression or expansion strokes
at high speed, low load running conditions. The exact timing is dependent on the
pressure trace.

There is a small delay between the initiation of piston slap, and the piston actually
leaving the cylinder bore surface. The piston may then translate freely across the
cylinder, during which time there is no piston — cylinder bore interface force, before
making contact with the other side of the cylinder bore. In cases where there is an
interference fit, the piston will remain in contact with both side of the cylinder bore
throughout this process. It is possible, even without an interference fit, for the piston to
remain partly in contact with each side of the cylinder bore if there is sufficient tilt.
Further discussion of the way in which the piston translates across the cylinder is
provided in Section 4.2.3.

Although the required force at the piston — cylinder bore interface is well defined there
are many uncertainties at this interface which affect the detailed distribution of the force,
and therefore the piston lateral motion and tilt, as is discussed in more detail in Section
4.2. These uncertainties include:
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local surface geometry,

asperity contact force,

piston compliance matrix,

friction coefficient, and

in the case of the lubricated model, the oil film thickness.

4.1.7. Moment Balance on Piston

The friction moment transmitted to the piston, from the wrist-pin, is defined by the net
force acting at the wrist-pin — piston interface, and the friction coefficient at this
interface, as discussed in Section 2.3.2. This moment drives the rotational motion of the
piston around combustion TDC, but throughout the rest of the cycle the moments
generated at the piston — cylinder-bore interface dominate, and are balanced by the very
oscillatory rotational motion of the piston as shown in Figure 4.19.

The angular position and velocity of the piston are initially unknown, and solved for
iteratively based on satisfying a moment balance on the piston. The second plot in Figure
4.19 demonstrates that this balance is met to with 10> Nm.

Yearps_p X Fep/ps + Torps_p X Fp/ps }
X

Ips xxPps =Twpipsx +
+Tps_crps_p X Mps8 —Tps_ccips_p X Mpsps_cGra

The angular acceleration of the piston is defined as:

k-1
¢Ps ¢Ps ¢Ps

tk _ tk-l

The magnitude and approximate function dependence of the moments acting on the
piston are summarized in Table 4.9.

We can consider the moments acting on the piston to be of two types, as shown in Figure
4.20. Firstly, the external moments driving the piston motion, that is, the moments due to
combustion chamber pressure, wrist-pin friction and gravity (negligible). In response to
these moments, the piston moves and is constrained by the cylinder bore, thereby
generating the moments due to inertia, interaction with the cylinder bore, and the rate of
change of angular momentum of the piston.

As we approach combustion TDC, the moment due to wrist-pin friction increases
significantly, and must be supported by the moments generated at the piston — cylinder
bore interface, as shown in Figure 4.21. At this point, the connecting-rod is rotating
clockwise, and will transmit a negative moment through the wrist-pin to the piston,
rotating the piston away from the anti-thrust side of the cylinder, and shifting the normal
force distribution to the lower portion of the skirt. The piston rotation continues as the
piston crosses the cylinder. On making contact with the thrust side though, the moment
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generated by contact with the cylinder bore can become sufficiently large to dominate,
controlling the piston’s rotation which oscillates until the moments balance.
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Figure 4.19: Moments Acting on Piston
Moment Simplified Equation Estimated
Value
Wrist-Pin ~ Friction Coefficient x Pressure + Inertia Forces / ~ 130 Nm
Moment cos(@cr) x Pin radius
~0.02 x 200kN / 1 x 0.03m
Inertia ~ Piston mass x Acceleration x CG radius ~20 Nm
Axial ~ 2.5 kg x (1200 rpm)* x 0.08m x 0.2mm
Lateral ~ 2.5 kg x 100um / (5 °CA)* x 36mm
Rate of ~ Piston moment of inertia x Piston angular ~70 Nm
Change of acceleration
Angular ~0.007 kgm® x 10,000 rad/s*
Momentum
Gravity = Piston mass x g x CG radius ~0.003 Nm
~ 1.5 kg x 9.81 m/s*x 0.2mm
Cylinder Bore | ~ Friction Force x Piston radius ~ 40 Nm
Friction ~0.01 x Pressure + Inertia Forces x tan(¢cg) x 65 mm
Moment ~0.01 x 57kN x 65 mm
Cylinder Bore | ~ Side Force x Force Radius ~300 Nm
Pressure ~ Pressure + Inertia Forces x tan(gcg) x Smm
Moment ~57kN x 5 mm
Pressure ~ Pressure Force x (Lateral Motion + Pin Offset) ~20Nm
Moment ~ 200 kN x 100 um

Table 4.9: Piston Moments
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Figure 4.20: Moments Acting on Piston
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Figure 4.21: Piston Moments Close to Combustion TDC
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For this particular engine, there is no wrist-pin offset, so the pressure moment is
generated via two mechanisms, neither of which generate sufficient moment to
significantly change the piston’s motion:
o The lateral pressure force, generated due to piston tilt, acting at the distance
between the wrist-pin and the piston crown.
¢ The axial pressure force, acting at a distance equal to the lateral motion of the
piston.

When the wrist-pin is offset, the pressure moment is dominated by the component due to
the axial pressure force, acting at a distance equal to the wrist-pin offset, and becomes
significant around combustion TDC.

During the intake and exhaust stroke, the piston moments due to the wrist-pin, pressure
force and gravity are small compared to the fluctuating moments generated at the piston —
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cylinder bore interface, and the corresponding inertia moment and rate of change of
angular momentum, as shown in Figure 4.22. The large fluctuations in piston — cylinder
bore interface moment are generated after piston slap events as the piston impacts against
the cylinder bore and tilts back and forth until a balance is found. The system’s balance

is also perturbed to a lesser degree by geometric features on the cylinder bore, leading to
further fluctuations.
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Figure 4.22: Moments Acting on Piston During Intake and Exhaust Strokes

Separating the moment generated at the piston — cylinder bore interface into the
components due to the normal and friction forces at this interface it becomes apparent
that the friction force, which acts at a distance equal to the piston radius, results in a
moment which is relatively smooth and unaffected by piston tilt, as expected. In contrast,
the point of action of the normal force is dependent on the detailed local geometry, which
is in turn affected by piston tilt, and fluctuates significantly throughout the cycle. It can
be seen, however, that the mean line of the moment generated by the normal force acts to
balance the friction moment during the intake and exhaust strokes, and close to
combustion TDC their combined effect will balance the wrist-pin moment.
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Figure 4.23: Piston — Cylinder Bore Moments
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There are significant uncertainties in most of the moments acting on the piston:

The wrist-pin friction coefficient is not well known, and its variation significantly
impacts the wrist-pin moment which drives piston tilt around combustion TDC.
This is discussed in more detail in Section 4.4.2.

The pressure moment is a strong function of piston tilt, but does not become
significant unless there is wrist-pin offset.

The friction coefficient at the piston — cylinder bore interface is not well defined,
and significantly impacts moment balance throughout the cycle, as discussed
further in Section 4.4.1.

The point of action of the normal force at the piston — cylinder bore interface is
highly dependent on the detailed local geometry, interface model, and piston tilt.
This point of action, combined with the piston’s motion, is responsible for
maintaining the moment balance, and therefore its equilibrium value is defined by
the other moments.

4.2. Piston and Wrist-Pin Motion

4.21.

Lateral Motion

The lateral motion of the piston is driven by the wrist-pin lateral force, and constrained
by the piston ~ cylinder bore interface. As discussed in more detail in Section 4.1.6, the
side force is essentially a function of the axial pressure load on the piston and the
connecting-rod angle, with shifts due to component inertias. It is expected that the side
force on the piston will change sign for two reasons:

When the connecting-rod angle changes sign, which for an engine with no
crankshaft offset is at 0, 180, 360 and 540 °CA, as shown in Figure 4.24.

— arccin| 2eso. _ Tes o Xpy
Per = arcsm[—— ~S5in(g,,)- 22
CR CR CR

When the axial load on the connecting-rod changes from compression to tension,
which is determined by the pressure trace and component inertias, as discussed in
detail in Section 4.1.4, and typically occurs about mid-stroke during the intake
and exhaust strokes. In Figure 4.24, we can see that for this running condition,
mid-stroke piston slaps occur at 55°CA and 660°CA. For higher speed, or lower
load, conditions mid-stroke piston slap can also occur during the compression
and expansion strokes.

The timing of these changes in side force direction are well defined to sufficient degree
of accuracy by the current dry model, and as shown in Figure 4.24, the piston translates
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across the cylinder bore at the expected crankshaft angles, and lies against the correct
side of the cylinder bore.

x 10" Piston Lateral Motion

——— Wrist-Pin

Piston Lateral Force (N)
o
H
]
(

0 90 180 270 360 450 540 630 720
Time (degCA)

Piston Lateral Position (um)
g8 o

Figure 4.24: Timing of Piston Lateral Motion

While the timing of piston slaps, and the side of the cylinder against which the piston
should rest, are well defined, the detailed lateral position is much more complicated. In a

general sense, the lateral motion of the piston is a function of the local piston — cylinder
bore clearance, and the side force acting on the piston.
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Figure 4.25: Piston Lateral Motion
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We therefore expect that:

In the upper portion of the bore (~ 270-450°CA and ~ 630-90°CA), where thermal
expansion leads to significantly higher piston — cylinder bore clearances, lateral
motion increases.

In the lower portion of the bore (~ 90-270°CA and ~ 450-630°CA), where there is
less thermal expansion, and smaller piston — cylinder bore clearances (for this
running condition a slight interference fit), lateral motion is reduced, and in cases
where there is significant interference, reduced to extent allowed by piston
deformation due to the net side force.

At lighter loads (during the intake and expansion strokes), there is very little
piston deformation and the lateral motion is roughly determined by the piston —
cylinder bore clearance, as shown in Figure 4.26.

At higher loads (during the compression and expansion strokes), the piston skirt
deforms significantly due to both the piston — cylinder bore interface normal
force, and due to the combustion pressure load, and significantly higher lateral
motions are obtained.

Effect of Clearance on Piston Mation

- - - - Wist-Pin Clearance
— Piston Lateral Motion

Rigid Clearance or Lateral Motion (um)

Figure 4.26: Piston Lateral Motion

Figure 4.26 compares the rigid clearance at a position on the piston skirt level with the
wrist-pin to the piston lateral motion. The wrist-pin clearance appears to be the most
appropriate point of comparison as the point of action of the normal contact force
generally needs to be close to here in order to balance the friction moment. Obviously
the length of the load bearing portion of the piston is significant, and therefore the
clearance at a single point is not sufficient alone to predict lateral motion.

At low loads during the intake and exhaust strokes, the piston lateral motion
matches the wrist-pin clearance very closely in the upper portion of the bore.

As the lower portion of the skirt reaches the interference region, the lateral motion
is reduced, and the piston tilts.
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e As the wrist-pin passes the interference region, piston tilt allows more lateral
motion than the wrist-pin clearance predicts.

e At the piston’s lowest positions, the upper portion of the piston is still in contact
with the contact region, reducing lateral motion below the level predicted by the
wrist-pin clearance.

e At high loads, significantly higher lateral motion occurs due to piston
deformation.

More accurate prediction of piston lateral motion requires a detailed knowledge of:
o Local cylinder bore and piston geometries,

Asperity contact and friction coefficient models,

Piston deformation,

Oil film thickness and pressure distribution,

Piston tilt, which can significantly alter the gap height distribution.

Each of these parameters introduces significant uncertainty into the model. Variations in
the piston and bore geometries are investigated in more detail in Sections 4.4.3 and 4.4.4,
where it is shown that piston — cylinder bore clearance has a direct impact on lateral

motion while the piston profile and cylinder bore gradient tend to affect lateral motion via
changes in tilt.

The effect of variations in the friction coefficient at the piston-cylinder bore interface, on
lateral motion, are found to be small, as discussed in more detail in Section 4.4.1.

The effect of an oil film is discussed in the lubricated system model sections of this
report. It is expected that the presence of oil may reduce the effect that the detailed local
geometries and friction have on piston motion, and that the dry model results represent, in
most cases, the maximum possible lateral motion.

4.2.2. Tilt

Piston tilt is determined by the moment balance on the piston, about the wrist-pin axis.
As discussed in Section 4.1.7, the wrist-pin friction moment tends to drive piston
rotational motion approaching combustion TDC, while the friction and normal moments
at the piston — cylinder bore interface, combined with the piston’s rotational inertia,
determine the tilt during intake and exhaust strokes, and all four are significant during
combustion. In some cases, particularly when there is wrist-pin offset, the combustion
chamber pressure moment also significantly affects piston tilt around combustion TDC,
and can be used to counter-act the wrist-pin moment.

Approaching combustion TDC, the connecting-rod is rotating clockwise (negative), and
drives both the wrist-pin and the piston to rotate clockwise, decreasing piston tilt. The
large loads on the wrist-pin bearings at this point result in a large negative moment being
applied to the piston. At TDC the side force on the piston goes to zero and piston slap is
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initiated. As the piston travels across the cylinder bore it rotates rapidly clockwise until
contact is made on the upper portion of the skirt, generating a very large positive
moment, which in turns results in rapid, anticlockwise rotation of the piston and brief
oscillation until the tilt reaches a stable positive tilt.
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Figure 4.27: Piston Tilt

Piston tilt throughout the rest of the cycle is determined by the balance of normal and
friction moments created at the piston — cylinder bore interface, and the piston’s
rotational inertia. This balance is very sensitive to the point of action of the normal force
at the piston — cylinder bore interface, which in turn is dependent on the local geometry.
Oscillations occur as the piston hits the cylinder bore at an angle, then rotates, over
correcting, to find its balance point. To complicate matters further, the piston profile is
significantly changed by radial deformation due to combustion chamber pressure, axial
inertia, and contact with the cylinder-bore.

In the absence of significant wrist-pin and pressure moments, the “stable” piston tilt
(neglecting oscillations) is therefore a function of:

o Deformed piston geometry: The location of the minimum clearance point and the
slope of the profile determine the amount of tilt required to shift the point of
action of the contact force, as described in more detail in Section 4.4.3.

e Cylinder bore geometry: Variations in bore geometry are investigated in more
detail in Section 4.4.4, where it is shown that the average cylinder bore gradient,
over the load bearing area of the piston, significantly contributes to piston tilt.

e Piston — cylinder bore friction coefficient: Around combustion TDC, the
significant friction moments generated affect piston tilt, as discussed in more
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detail in Section 4.4.1, while throughout the rest of the cycle it was found to have
very little effect.

No frlctlon, flat bore, no tilt: Negative titt required to Negative bore ang|e

Negative moment generated —p 4 — results in negative
due to piston profile. achieve zero moment moment g

Larger negative tilt

) - it Less negative tilt
—» required to achieve —_ Friction force creates —» required to balance

ositive moment T
zero moment P friction force and result

in zero net moment
Figure 4.28: Stable Piston Tilt

4.2.3. Piston Secondary Motion

The piston secondary motion, combining lateral motion and piston tilt, and the effects of
piston geometry and deformation, cylinder geometry, and side force, are best
demonstrated pictorially.

At the beginning of the cycle the piston is resting against the thrust side of the bore,
leaning toward the thrust side (negative tilt). The side force on the piston changes sign at
TDC and the piston begins to move toward the anti-thrust side, with a slight rotation
towards the thrust side as it translates across the cylinder bore, due to the wrist-pin
moment, making contact on the lower portion of the skirt.

Significant piston tilt oscillation occurs as the piston rotates against the cylinder bore
until a stable positive tilt is reached. The side load on the piston is small at this point,
resulting in very little piston deformation, and the relatively constant bore gradient leads
to a reasonably constant tilt value until around 67°CA, after the side force has changed
sign, when the piston leaves the anti-thrust side.
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Figure 4.29: Piston Secondary Motion 0-11°CA
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Figure 4.30: Piston Secondary Motion 24-67°CA
the axial force and therefore wrist-pin moment are both zero at this point, making contact
on the thrust side with the lower portion of the skirt. The piston then rapidly tilts toward
the thrust side, and settles after oscillation into a negative stable tilt. As the piston moves
further down the bore, the bore narrows, resulting in contact on both sides of the piston,

The piston translates across the cylinder with essentially no rotation, due to the fact that
and deformation of the lower portion of the piston skirt.

As the piston moves into the lower portion of the bore, the interference fit results in

significant deformation of the piston skirt and reduced lateral motion and tilt.

109



Crark Angle = 0083

Crank Angle = 0077

0070

Crank Angle

0 100 200

-100

Radial Variation fromé5.4 mm (microns)

-200

100 200

o
fromé5.4

-100

-200
Radial Vari

200

100

-100

0
Radiaf Variation from65.4 mm (microns)

-200

Piston Secondary Motion 70-83°CA

Figure 4.31:

Crank Angle

Angle = 0116

Crank

=0099

200

T 200

" -200

100 200

-100
Radial Variation from65.4 mm (microns)

100 200

-100
Radial Variation from65.4 mm (icrons)

0 100 200

-100
Radial Variation from85.4 mm (microns)

iston Secondary Motion 99-123°CA

P

Figure 4.32

and the piston moves slightly to the anti-

At 180°CA the side force changes direction,

thrust side, where it remains for the compression stroke. Moving back up the bore, the
lateral motion and tilt are initially constrained by the interference fit, with significant

deformation of the anti-thrust side of the skirt.

the

thrust side and allowing more tilt. As the piston moves out of the interference region,
lateral motion increases significantly, and the tilt initially decreases due to a decrease in

bore gradient.
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Figure 4.35: Piston Secondary Motion 326-356°CA

The piston moves rapidly across the cylinder at combustion TDC, rotating towards the
thrust side, due to the wrist-pin moment, and contacting on the crown land before the
lower portion of the skirt leaves the anti-thrust side. The piston then rotates rapidly
towards the anti-thrust side, shifting the thrust side contact down the piston, and oscillates
until a stable tilt is found. There is substantial piston deformation, not only on the thrust
side skirt due to interaction with the cylinder bore, but also on the land and anti-thrust
side due to the inertia and combustion pressure loads.

As the piston moves down the bore, the large side loads cause significant deformation of
the piston skirt, resulting in an altered piston profile, and corresponding positive tilt
which decreases along with lateral motion as the load is reduced. The combined effects
of bore geometry and reduced load lead to a negative tilt around 445°CA.

Towards the end of the expansion stroke, as the side load and correspondingly lateral
motion decreases, the piston behavior is similar to during the intake stroke, with the
piston tilting around the large bore feature, and then settling into a neutral position at

BDC.
The exhaust stroke can be analyzed in a similar manner.
Piston slap can be loosely separated into five stages:

1. Side force sign change: The onset of piston slap begins when the net external side
force acting on the piston (typically wrist-pin force) changes sign.
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Figure 4.36: Piston Secondary Motion 362-370°CA

Piston leaves bore: A significant delay may occur between the force sign change

and the piston leaving the surface of the cylinder bore due to:

e Piston inertia

¢ Piston rotation, which will continue to occur throughout piston slap in
response to the moment balance, and may keep the piston in contact with the
bore for longer than a simple translation.

Translation across the bore: During translation across the cylinder bore there is

no force generated by the piston — cylinder bore interface. The piston is

accelerated by the net external side force, and rotated by the net external moment,

which is provided by the wrist-pin pressure moments at the end of each stroke,
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Piston tilt significantly alters the effective width of the piston and therefore

Rate of acceleration, which is determined by the external side force
the clearance.

but essentially zero during mid-stroke piston slaps. The time taken to translate is
Local piston — cylinder bore clearance.
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4. Initial contact: The location of initial contact is dependent on the piston and bore
geometry, and the piston tilt at time of contact. Piston tilt at the time of contact is
dependent on:

e Piston tilt as piston leaves bore.
e Rotation during piston slap, which is essentially zero for mid-stroke piston
slaps, and driven by the wrist-pin and pressure moments at TDC and BDC.

5. Stable position reached: After making contact the piston lateral motion and tilt
oscillate as the piston bounces and rotates until a relatively stable position is
found.

For small clearances, though, the piston may not be able to freely translate across the
bore, and with more extreme interferences fits it may remain in contact with both sides of
the cylinder bore throughout piston slap.

As the piston moves along the bore in between piston slaps, the lateral motion is directly
a function of the local clearances and piston deformation while the piston tilt tends to be
governed by a combination of piston geometry, average bore gradient, piston-cylinder
bore friction force and, close to combustion TDC, the wrist-pin moment.

4.3. Other Degrees of Freedom

The power cylinder system components are currently considered to carry out two-
dimensional planar motion. In the physical system, however the piston is able to move a
small amount along the pin axis and to rotate about the cylinder and thrust axes, as
constrained by its connection to the wrist-pin. A rough estimate of the magnitude of the
driving force and moments for these motions can be provided by the model.

4.3.1. Motion along pin axis

For a symmetric piston and bore, there should be no net force generated along the pin
axis. Bore distortion, and possibly asymmetries of the piston, can lead to asymmetric
contact pressure distributions at the piston — cylinder bore interface, resulting in an
imbalance in the forces in this direction, as shown in Figure 4.39.

It is expected that, in the physical system, small motions in this direction would allow the
balance to be restored, resulting in a much smaller net force being transmitted to the pin.
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Figure 4.39: Net Force Along the Pin Axis

4.3.2. Rotation about cylinder axis

The same asymmetries and geometric variations that lead to a net force along the pin
axis, as described above in Section 4.3.1, can result in a net moment about the cylinder
axis, as shown in Figure 4.40, as does the location of the piston centre of gravity.
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Figure 4.40: Net Moment About the Cylinder Axis
Once again, it is expected that small motions along the pin axis, combined with very

small rotations about the cylinder axis would correct this imbalance, significantly
reducing the forces transmitted to the wrist-pin.
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4.3.3. Rotation about thrust axis

The same asymmetries and geometry variations that lead to a net force along the pin axis,
as described above in Section 4.3.1, can also result in normal and friction forces which
generate a net moment about the thrust axis, as shown in Figure 4.41, as well inertia
moments due to the offset location of the piston centre of gravity.
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Figure 4.41: Net Moment About the Thrust Axis

Once again, it is expected that small motions along the pin axis, combined with very
small rotations would correct this imbalance, significantly reducing the moments about
the thrust axis.

4.4. Effect of Parameter Uncertainties on Piston Dynamics

Four main areas of uncertainty are investigated in this section in order to determine their
importance in accurately predicting piston dynamics:
¢ Piston — Cylinder Bore Friction Coefficient, which for the dry model is not
well defined as it is expected that in the physical system lubricating oil will
support part of the load, and reduced asperity contact and friction generation.
e  Wrist-Pin Friction Coefficient, which in the absence of a detailed bearing
model, is not well defined.
¢ Piston Geometry, which varies in normal operation through a range of profiles
due to temperature variations and the corresponding thermal deformations.
¢ Cylinder Bore Geometry, which also varies due to thermal deformation, and
must take into account bore distortions due to manufacture and assembly.
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4.4.1. Piston - Cylinder Bore Friction Coefficient

The piston-cylinder bore friction coefficient has two possible effects:
o Shifting the axial force balance on the piston, which is very unlikely in the
absence of a large amount of piston — cylinder bore interference.
¢ Changing the friction moment generated at the piston — cylinder bore
interface, and therefore the piston moment balance, piston tilt and lateral
motion.

Results for a running condition with a small amount of interference (1200 rpm, 2200
Nm), and a range of piston — cylinder bore friction coefficients are shown in Figures 4.42
and 4.43. Figure 4.42 demonstrates that, despite significant changes in the axial friction
force exerted on the piston, there is no significant change to the wrist-pin — piston axial
force, nor to the wrist-pin — piston lateral force and piston lateral motion.
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Figure 4.42: Effect of Piston Friction Coefficient on Lateral Motion

With no change to the wrist-pin — piston forces, there is correspondingly no change in the
corresponding wrist-pin moment, as shown in Figure 4.43. There are, however,
significant variations in the friction moment generated at the piston - cylinder bore
interface, and these changes must be balanced by the moments generated by the normal
force at this interface, and the piston’s motion. The resulting changes in piston tilt are
significant, but do not change the overall direction or character of the piston’s rotational
motion, and are not sufficient to impact the piston’s lateral motion.

It was expected that the effect of the piston friction coefficient on piston dynamics may
change when there is a large amount of interference, but this was found not to be the
case. The following results are for a preheated, and therefore significantly larger piston,
at 1200rpm, 1500Nm. There is a large amount of interference throughout the lower half
of the stroke, resulting in a significant increase in the friction force on the piston, as
shown in Figure 4.44. The variations in friction are not sufficient to significantly impact
the lateral force transmitted from the wrist-pin to the piston though.
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Figure 4.43: Effect of Piston Friction Coefficient on Piston Tilt
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Figure 4.44: Effect of Piston Friction Coefficient with an Interference Fit

The corresponding wrist-pin moment is also unchanged over the range of friction
coefficients, and the variations in piston tilt are limited to the region around combustion
TDC, as shown in Figure 4.45. The changes in this region are similar to the case without
significant interference, as the interference fit does not extend to this region.
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Figure 4.45: Effect of Piston Friction Coefficient on Piston Tilt
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The reason for the lack of system dynamic response to friction coefficient through the
interference fit region is due to the fact that when the piston is constrained tightly by the
bore, normal and friction forces are generated on both sides of the piston. The moments
tend to balance each other, so that the net result is relatively independent of friction
coefficient throughout the interference region. The system dynamics therefore respond in
a similar manner to the piston — cylinder bore friction coefficient with or without a

significant interference fit.
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Figure 4.46: Effect of Friction Coefficient on Cylinder Bore — Piston Moments.

In the absence of severe interference between the piston and cylinder bore, the piston-
cylinder bore friction coefficient does not significantly affect the axial force balance on
the piston, and therefore does not affect the wrist-pin — piston force and moment. The
piston — cylinder bore friction coefficient does, however, significantly affect the friction
moment generated at the piston — cylinder bore interface, and therefore alters the moment
balance on the piston, resulting in small changes to piston tilt, particularly around
combustion TDC, and to a lesser degree, to lateral motion.

4.4.2. Wrist-Pin Bearing Friction Coefficient

The wrist-pin bearing friction coefficients determine the moments generated at the
connecting-rod — wrist-pin and piston — wrist-pin interfaces. In the case where the two
friction coefficients are similar, the friction moment generated at the connecting-rod —
wrist-pin interface, due to the load on this interface, is transmitted to the piston — wrist-
pin interface, with a small alteration due to the wrist-pin moment of inertia. The friction
moment generated at the piston — wrist-pin interface becomes significant in determining
piston tilt around combustion TDC. Increasing the friction coefficient increases the
negative moment generated, and therefore decreases piston tilt in this region, as shown in
Figure 4.47. For high levels of friction, the moment generated is sufficient to prevent the

piston tilt from becoming positive during piston slap.
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Figure 4.47: Effect of Wrist-Pin Friction on Component Angular Motion

Such large changes in tilt are very significant, affecting piston-cylinder bore clearances,
particularly on the piston lands, and altering lateral motion, as shown in Figure 4.48.
Piston tilt around combustion TDC is critical in determining the timing and point of
impact for piston slap, thereby significantly effecting noise and oil transport.

The wrist-pin friction coefficient also impacts that connecting-rod moment balance, and
therefore the lateral force transmitted to the piston, as shown in Figure 4.48. The piston
lateral position is affected by both the side force, and the piston tilt, resulting in a
significant reduction in peak lateral motion with increased friction coefficient.
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Figure 4.48: Effect of Wrist-Pin Friction on Force Generation and Lateral Motion

In the case where the friction coefficients are very different, it is not possible for the
difference in moments to be balance by the wrist-pin’s rotational inertia. Small
differences in the friction moments are initially balanced by the rate of change of angular
momentum of the wrist-pin, as the wrist-pin accelerates to follow the component with the
highest friction moment. As the angular velocity of the wrist-pin approaches that of the
driving component, though, the friction coefficient at this interface will decrease, thereby
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achieving the moment balance. The wrist-pin will therefore travel with the component
with the highest friction coefficient, as shown in Figure 4.49, thereby reducing the
friction coefficient at that interface so that the moment balance is achieved. The moment
transmitted to the piston is therefore a function of the load on the wrist-pin, and the
minimum of the two nominal friction coefficients, as shown in Figure 4.49.
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Figure 4.49: Effect of Difference Between Wrist-Pin Bearing Friction Coefficients

The friction moment generated at the piston — wrist-pin interface becomes significant in
determining piston tilt around combustion TDC, where the moment generated can be
sufficient to change the direction of piston tilt during piston slap, thereby affecting the
timing and point of impact, and significantly changing piston land — cylinder bore
clearances.

4.4.3. Piston Geometry

The piston’s geometry has a significant impact on its motion. In order to investigate this
further it is useful to first consider a simpler system, with a flat bore, larger clearances
(165 um nominal), and a simple quadratic piston skirt profile. Three different skirt
profiles, with the minimum point located at the wrist-pin axis (Symm) and 10mm above
or below this axis (Symm + 10mm) are shown in Figure 4.50. The piston lands were
significantly recessed to minimize their interaction.

With such a large nominal clearance, the lateral motion of the piston is relatively
constant, but the following features can be noted in Figure 4.51:

e These piston profiles are relatively sharp, leading to large oscillations in piston
tilt, which in turn cause general fluctuations in the lateral motion of around 20um,
and during the intake and exhaust strokes peak fluctuations of close to 100 um. It
is expected that these oscillations would be damped out in the physical system.
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o At low loads the lateral position is roughly equal to the nominal clearance.
o At high loads, there is much less oscillation as the piston tilt stabilizes, and an
increase in lateral motion due to piston deformation.
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Figure 4.50: Simple Piston Profiles
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These relatively sharp piston profiles result in a significant amount of oscillation about
the wrist-pin. This oscillation occurs as the moments generated at the piston-cylinder
bore interface are balanced by the piston’s motion, and it is expected that they would be
damped out in the physical system by the lubricating oil. During the intake and exhaust
strokes, the oscillations are so large for these examples that it is difficult to draw any
conclusions about the piston’s motion, but focusing on the expansion stroke we can note
that:

o During this stroke the piston is moving downwards, against the thrust side of the
bore, and therefore the friction force acts upwards, and the friction moment is
positive.

¢ In the initial part of this stroke, the moment due to the wrist-pin and pressure is
large and negative, but decreases in significance throughout the stroke.

o Initially the piston will make contact on the upper part of the skirt due to the
negative tilt at this point, thereby generating a significant positive moment due to
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the contact force, and driving the piston to rotate toward the anti-thrust side,
making the tilt more positive.

e The equilibrium position of the piston toward the end of this stroke must result in
the contact moment balancing the friction moment, therefore the net contact force
must act at a point below the wrist-pin axis.

¢ Given that we have a flat bore, and therefore no bore inclination effect on piston
tilt, for the piston with its minimum point at the wrist-pin axis, the piston must be
tilted slightly to the anti-thrust side (positive tilt).

o For the piston with its minimum point below the wrist-pin axis (Symm — 10 mm),
less tilt is required to achieve the same point of action for the contact force.

o Similarly, for the piston with its minimum point above the wrist-pin axis (Symm
+ 10 mm), more tilt is required, clearly showing the effect of piston profile on
“stable” piston tilt.

When the bore geometry is more complicated, prediction of the required tilt is more
difficult, but the same principles apply. In the absence of significant wrist-pin and
pressure moments, the piston will tilt so that the balance between the friction and contact
moments is achieved, and as discussed in Section 4.2.2, the piston tilt will essentially
made up of three contributions: piston profile, bore inclination and friction coefficient.
Wrist-pin and pressure moments only contribute significantly around combustion TDC,
in which region the wrist-pin moment drives the piston to rotate towards the thrust side.
The effect of bore geometry is discussed in more detail in Section 4.4.4.

There is considerable uncertainty in the thermal deformation of the piston during engine
operation. While estimates can be made of the piston’s temperature distribution and
corresponding thermal deformation at a given steady state speed and load, under normal
operation, the piston would transition from its cold shape through a variety of hot shapes
depending on driving conditions. The predicted piston hot shapes, at 1200 rpm, for a
range of loads are provided in Figure 4.52. Note that with increasing load, and therefore
increasing temperature, not only does the average radius of the piston increase, but the
profile becomes flatter, and the minimum clearance point moves slightly lower.

Simulations were run using the profiles shown in Figure 4.52, with a flat bore (~60 pm
nominal clearance from the 2200Nm piston), and pressure traces corresponding to 1200
rpm, 2200Nm. From the piston lateral position plots shown in Figure 4.53 we can note
that:

o In general, reduced piston — bore clearance due to increased average piston radius
results in a corresponding reduction in lateral motion.

o During piston slaps, oscillations in side force due to inertia and tilt can result in
larger peak lateral motions than would be predicted by the nominal clearance
alone. For example at both the combustion TDC piston slap, and the mid-stroke,
intake piston slap the peak lateral motion is achieved by the 300 Nm piston.

e At higher loads, flatter piston profiles, combined with smaller clearances, reduce
oscillations.
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Piston Hot Shape Geometry
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Figure 4.53: Effect of Piston Profile on Lateral Motion

Once again, the large oscillations predicted by the dry model, which are partially due to
the increased bore radius, make it difficult to draw many conclusions, but we can note
that:
e With increased load, and correspondingly flatter profiles, piston tilt oscillation is
generally reduced (not clear that this is the case for the 300 Nm profile).
¢ Correspondingly, the flatter profiles that are achieved with increasing load require
less tilt to achieve the same balance point, resulting in more positive tilts
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approaching combustion TDC, and more negative tilts imnmediately after
combustion TDC and throughout most of the expansion stroke.
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Figure 4.54: Effect of Piston Hot Shape on Piston tilt

For the dry model, the major affects of piston geometry on piston dynamics are:
¢ Piston — Cylinder Bore clearance directly affects lateral motion.
o The location of the minimum clearance point can significantly affect the “stable”
tilt.
¢ Piston profile gradient, particularly about the minimum clearance point,
significantly affects the amount of tilt required to achieve a “stable” tilt, and the

amount of piston tilt oscillation, although much of this oscillation is expected to
be damped out by the lubrication oil.

4.4.4. Bore Geometry

The bore geometry significantly impacts the piston’s motion throughout the cycle. In
order to investigate this further, simplified bore profiles, with larger clearances (nominal
clearance for flat bore ~60um), were initially simulated, as shown in Figure 4.55.

In Figure 4.56, while the net lateral force and moment acting on the piston are relatively
constant, there are significant variations in the lateral motion and tilt:
¢ In the lower portion of the bore, the ~25um reduction in clearance for the curved
bore is clearly demonstrated by the decrease in lateral motion.
e During the expansion stroke, the difference between the lateral motion due to
geometry and the lateral motion due to piston deformation is demonstrated,
particularly during the second half of the stroke where the tilts are the same.
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¢ Approaching combustion TDC, the curved bore requires the piston to tilt
significantly further toward the anti-thrust side (positive tilt) in order to maintain
the moment balance, while after combustion TDC it must tilt toward the thrust
side (more negative tilt), demonstrating clearly the component of piston tilt due to
bore inclination.

o The effect of the curved bore, on the piston tilt, is also observable approaching
gas exchange TDC, around 630 °CA, when the piston is still against the anti-
thrust side, the piston tilts further toward the anti-thrust side, and then after piston
slap occurs, it tilts further towards the thrust side, and then returns back again
after the piston slap at TDC.
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Figure 4.56: Effect of Simple Bore Geometry on Piston Motion

The flat and simple curved bore profiles were then compared to more realistic bore
geometries, as shown in Figure 4.57. The baseline case has significant bore distortion,
leading to large variations in bore radius in both the circumferential and axial directions.
The other three profiles are axisymmetric.
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Figure 4.57: Realistic Bore Geometries

Figure 4.58 contains the lateral motion and tilt results for these bore geometries. It is
useful to consider the bore in three sections:

1.

2.

The top portion, which does not significantly impact piston motion, as the
majority of the skirt never enters this region.

The middle portion, where we have three different clearances, and three different
slopes. This portion covers 0-120°CA, 240-480°CA and 600-720°CA. The
lateral motion clearly shows the smaller clearance available for the curved profile,
and the way in which the flat profile maintains a fairly constant clearance while
the other three decrease toward BDC, causing the flat results to cross over the
baseline and no distortion cases. The effect on piston tilt is clearest during the
expansion stroke, where the flat, baseline and no distortion profile initially have
similar tilts, while the curved profile results in the piston tilting significantly
further toward the thrust side (negative). As the piston moves further down the
bore, the baseline and no distortion results become significantly more negative as
the lower portion of the skirt reaches the small clearance region, and the curved
bore results increase as the bore gradient is reduced. Approaching combustion
TDC the large wrist-pin moment dominates piston tilt for all bore geometries.
The lower portion of the bore where the flat bore represents a significant increase
in clearance, but has the same slope as the curved and no distortion cases. This
portion covers 120-240°CA, 480-600°CA. The lateral motion clearly
demonstrates the significant increase in clearance for the flat profile. The effect
on tilt, however, is less clear. On the downstrokes (120-180°CA and 480-
540°CA), the piston is against the thrust side, and the baseline case tilts to the
anti-thrust side due to the bore inclination, while the other profiles result in a tilt
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to the thrust side. On the upstrokes (180-240°CA and 540-600°CA) all tilts are
essentially the same, and toward the anti-thrust side (positive) apart from
increased oscillation for the flat bore.

Piston Lateral Position

Baseline
- - - - No Distortion
— - Curwed Bore
—— Flat Bore

Piston Lateral Position (um)

_m 1 1 1 1 1 I} 1 J
0 20 180 270 360 450 540 630 720
Time (degCA)
x10* Piston Tilt
8
6
4
2

Piston Tilt (rad)
A b o

8 — Baseline
- - - - No Distortion
A0} — ~ Cunwed Bore
—— Flat Bore
12+
1 1 1 1 1 1 L i
0 90 180 270 360 450 540 630 720

Time (degCA)

Figure 4.58: Effect of Simple and Realistic Bore Geometries on Piston Motion

For a given engine design, the range of operating conditions result in a range of geometry
profiles as a function of load and speed, as shown in Figure 4.59. Correspondingly a
range of piston dynamics are predicted. The results presented in Figure 4.60 are due to
bore variation only, that is, the pressure trace, piston profile and engine speed were kept
constant (1200 rpm, 2200 Nm). The increased clearances in the upper portion of the bore
clearly correspond with the increase lateral motion in these regions. The variations in tilt
at mid-stroke are due to the increased average bore gradient at these positions, with
increasing load, while the more negative tilt with increased load after combustion TDC,
and approaching gas exchange TDC, while the piston is against the thrust side, are due to
the increased bore gradient in the top portion of the bore.
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Figure 4.60: Effect of Load Related Bore Variation on Piston Dynamics

The cylinder bore profile essentially affects the piston dynamics in two ways:
¢ Piston — cylinder bore clearance directly affects lateral motion.
o The average cylinder bore gradient, over the load bearing portion of the piston
skirt, significantly affects piston tilt.

The length of the load bearing portion of the piston determines how localized these
affects are.
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4.5. Interesting Parameters

4.5.1. Speed

In general, as the speed is increased, the combustion pressures and temperatures increase,
resulting in larger thermal deformations of the piston and cylinder bore, and for an
aluminum piston in a cast iron bore, smaller piston — cylinder clearances. Results for a
range of speeds and loads, including all these effects are included in Section 4.6. In this
section, by neglecting the changes in pressure trace, and piston and cylinder bore
geometry, we can use the dry model to investigate the effect of engine speed alone.
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Figure 4.61: Effect of Speed on Axial Piston Forces

The only direct effect that speed has on the equations of motion is via the inertia terms,
which increase with increasing speed, as shown in Figure 4.61. This significantly shifts
the pressure — inertia balance used in determining the axial wrist-pin — piston force, and
correspondingly results in significant changes to the lateral wrist- pin — piston force, as
demonstrated in Figure 4.62.

The piston dynamics change significantly as inertia increases, initially resulting in
significant shifts in the timing of mid-stroke piston slaps, as the pressure — inertia balance
shifts. As the speed increases further, inertia terms becoming significant throughout the
cycle and result in two mid-stroke piston slaps during the compression stroke as the
inertia changes direction mid-stroke, and then the pressure increases sufficiently to force
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the piston back to the anti-thrust side close to 300 °CA. The lateral motion is changed
throughout the cycle due to the significantly larger side loads at high speed. The changes
in piston tilt are mainly due to the changes in piston slap timing, and the additional piston
slap events.
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Figure 4.62: Effect of Speed on Piston Dynamics

4.5.2. Connecting-Rod Moment of Inertia, Mass and Centre of Gravity.

Variations in the connecting-rod moment of inertia and mass, and the position of its
centre of gravity all affect the moment balance on the connecting-rod in a similar manner.
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Figure 4.63: Effect of Connecting-Rod Moment of Inertia on CR Moments
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Altering any one of these three variables will change the balance between the rate of
change of angular momentum and the inertia moment, thereby changing the net moment
that is applied to the connecting-rod, about point Q, by the wrist-pin forces. In order to
investigate the effect that this will have on piston lateral motion and tilt, the moment of
inertia of the connecting was varied by 20% of its baseline value. The resulting moments
acting on the connect-rod are shown in Figure 4.63.

While there is a significant change in the net wrist-pin — connecting-rod moment, the
corresponding change in the moment due to the lateral wrist-pin force appears quite
small. It is not insignificant however, and results in a significant shift in mid-stroke
piston slap timing, as shown in Figure 4.64.
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Figure 4.64: Effect of Connecting-Rod Moment of Inertia on Piston Motion

4.6. Effect of Operating Conditions on Piston Dynamics

For a given engine design, the range of operating conditions, in terms of temperature,
speed and load leads to a corresponding range of piston and cylinder bore geometries,
and combustion pressure traces. The pressure traces, piston cold profile and ovality,
cylinder bore distortion, piston and cylinder bore thermal deformations, and piston
compliance matrix were provided by the project sponsors, for a heavy duty diesel engine,
over a range of operating speeds and load.

With increasing speed and load, combustion characteristics and the corresponding
pressure trace are changed due to increased piston speed, altered fuel injection timing,
and increased fuel mass. In general, with increasing load, combustion pressure is
increased, and the peak pressure occurs later in the expansion stroke.

The engine temperature increases with speed and load, and correspondingly the thermal

deformations of the piston and cylinder bore increase. In general both the piston and
cylinder bore temperatures and thermal deformations increase with axial height, but the
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location of the coolant chamber affects the temperature distribution, and any
reinforcements can restrict thermal deformation.

For this engine, with an aluminum piston and cast iron cylinder bore:

o the piston thermal deformations tend to exceed those of the cylinder bore, thereby
decreasing piston — cylinder bore clearance with speed and load, particularly in
the lower portion of the cylinder bore,

o thermal deformations flatten the piston profile, decreasing the piston surface
gradient, particularly on the upper half of the piston skirt where the increasing
thermal deformation counteracts the decreasing cold profile radii, and

¢ crown and second land clearances are significantly reduced due to the higher
temperatures and thermal deformations toward the top of the piston.

For all of the speeds simulated, the motoring and idling piston profiles are the same, and
for the 1000 rpm case, there was not any data for the 1100 Nm operation conditions, so
the motoring/idling profile was used. Similarly, no data was provided for the 600 rpm
conditions, so the 800 rpm motoring/idling profile was used.

Figures 4.65 and 4.66 show the lateral motion and piston tilt respectively over a range of
operating conditions. In general, increasing load results in:

¢ Reduced lateral motion and tilt for 0-270 °CA and 450-720 °CA, due to the
decreased piston — cylinder bore clearance, particularly in the lower portion of the
cylinder bore (~90-270 °CA, ~450-630°CA).

o Increased lateral motion for 270-450 °CA despite the decreased clearances due to
the increased pressure load, and resulting side force and piston deformation.

o Significant changes in piston tilt for 270-450 °CA, even leading to reversal of tilt
direction due to the large deformations of the piston skirt and resulting changes to
the piston profile.

¢ Reduced piston tilt oscillations due to the flatter piston profile.

The effect of increased pressure load is clearly demonstrated for the 1000 rpm case,
where the same geometry was used for all three loads, and the changes in mid-stroke
piston slap timing and increase in lateral motion during the expansion stroke are due to
changes in the pressure trace alone.

4.7. Comparison with Experimental Results.

Experimental results were also provided by the sponsors, but are not included here for
reasons of confidentiality. A heavy duty diesel engine was instrumented with gap sensors
at five points along the cylinder bore, located at the thrust axis, on the thrust and anti-
thrust sides. The experimentally obtained gap data was then post-processed by the
sponsors to obtain calculated piston lateral motion and tilt. In comparing the
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experimental and simulated piston motion it is useful to note that each of them contain
significant sources of uncertainty, and hence while general trends and behavior should
match, there will also be many variations.
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Figure 4.65: Effect of Speed and Load on Lateral Motion
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Figure 4.66: Effect of Speed and Load on Piston Tilt

For the experimental data:
e Itis very challenging to obtain accurate gap measurement data under the high
temperature and pressure conditions experienced in internal combustion engines.

e Any gap sensor measurement has a degree of accuracy which may vary over the
range of gaps measured.

e The depth of the piston tooling marks is of the same order of magnitude as the
gaps being measured.
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e A calculation procedure is required to convert the gap sensor data into lateral
motion and piston tilt, involving estimation of piston deformation, which
introduces a degree of uncertainty.

o The running conditions must be specified carefully in order to allow for correct
specification of inputs to the simulation model.

For the simulation data:
o The output can only be as accurate as the input data, which is dependent on
accurate determination of the running conditions, and includes:
- piston and cylinder bore geometry, and
- piston compliance matrix.
e The following results are for the dry model, so there is no consideration of the
effect of oil film thickness.
o The current model does not include cylinder bore deformation.

Comparing the experimental/calculated piston dynamics with those simulated using the
dry model, we found that:

o General motion, magnitude and direction for both lateral motion and tilt are in
good agreement, except for:

- lateral motion during combustion, which is significantly larger for the
experimental results, and

- piston tilt, during combustion, at high loads, which is also significantly
larger for the experimental results.

o At light loads, particularly during the upper haif of the intake and exhaust strokes
the lateral motions are in very good agreement.

o Simulated piston tilt is significantly more oscillatory due to the absence of oil in
the dry model, but the mean line of these oscillations is in good agreement with
the experimental results. It is expected that the lubricated model will significantly
damp oscillations.

e There is significantly oscillation in the experimental lateral motion and tilt at
combustion TDC, indicating a lack of damping and therefore perhaps oil, at this
point.

o Toward the lower half of the bore, the simulated results consistently predict more
lateral motion, implying larger piston — cylinder bore clearances, than the
experimental results. It is quite possible that this variation is due to the presence
of oil which is neglected in the dry model.

o The dry model results are limited by the accuracy of the input data. For example,
for the 600 rpm cases, the same piston and cylinder bore geometry were provided
for the two load conditions, and there is very little difference in the pressure
traces. Correspondingly, there is very little difference in the simulated piston
dynamics, but the experimental results showed significant variation in both the
lateral motion and tilt.

e Both the simulated and experimental results demonstrate the same physical
behaviour with increasing load:

137



- reduced lateral motion and tilt for 0-270 °CA and 450-720 °CA, due to the
decreased piston — cylinder bore clearance, particularly in the lower
portion of the cylinder bore (~90-270 °CA, ~450-630°CA), and

- increased lateral motion for 270-450 °CA despite the decreased clearances

due to the increased pressure load, and resulting side force and piston
deformation.

The experimental and simulated results were found to be in good agreement,
demonstrating the same general motion, and similar responses to increasing load. There
were significant differences around combustion TDC, where the experimental results
displayed significantly larger lateral motions. In the lower portion of the bore, the
simulation repeatedly predicted larger lateral motions, which may be due to a lack of oil
film thickness, particularly given that the results are in very good agreement in the upper
portion of the bore during the intake and exhaust strokes. Given the uncertainties present
in both the experimental and simulated results, these results are very promising.

4.8. Conclusions Based on Dry Model Analysis

The engine’s motion is driven by the combustion pressure, with the axial pressure and
inertia loads on the piston and wrist-pin being supported by the connecting-rod. In the
absence of extreme interference between the piston and cylinder bore, piston — cylinder
bore friction is negligible for the purposes of determining axial connecting-rod force.

The lateral force on the connecting-rod must generate a moment which balances the
moment generated by the axial force, with small shifts due to the net effect of connecting-
rod angular inertia and rate of change of angular momentum, and takes into account the
resulting wrist-pin ~ connecting-rod friction moment. The effects of connecting-rod
inertia on lateral force tend to be small, but can result in a significant shift in mid-stroke
piston slap timing, while the effect of wrist-pin friction, on this moment balance, appears
to be negligible. The current wrist-pin bearing model allows the net connecting-rod force
to act at an angle to the main axis of the connecting-rod generating a small but significant
component perpendicular to this axis.

The resulting connecting-rod — wrist-pin lateral force is transmitted through the wrist-pin
to the piston. Significant fluctuations in this force occur due to each of the component
lateral inertias during piston slap events, particularly during the intake and exhaust
strokes where the combustion pressure is low. A reasonable approximation for the lateral
force applied to the piston is given by:

F,g, = (Pressure + Inertia), x tan(g )

where the inertia term contains the piston and wrist-pin inertias.
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This approximation can be improved further by adding an appropriate term to capture the
effect of connecting-rod angular inertia and rate of change of angular momentum. The
above equation captures both the driving force for piston motion, in terms of pressure,
axial inertia, and connecting-rod angle, and the way in which the side force on the piston
changes sign and therefore initiates piston slap, which occurs in two ways:

1. When the connecting-rod angle, ¢cg, changes sign, which is a function of
engine geometry alone, and for an engine with no crankshaft offset occurs at
0, 180, 360, and 540 °CA.

2. When the balance of pressure and inertia forces changes sign, which is a
function of load, speed, component mass and its distribution, and engine
geometry, resulting in mid-stroke piston slaps. As speed is increased, the
relative importance of inertia increases, and this can significantly change the
character of the piston motion, as demonstrated in Section 4.5.1.

The piston lateral motion is driven by the wrist-pin - piston lateral force and constrained
by its interactions with the cylinder bore. It is therefore essentially a function of piston —
cylinder bore clearance, and piston deformation (and cylinder bore deformation) due to
the applied side force. While the piston-cylinder bore lateral force must balance the
driving side force and piston inertia, and is therefore reasonably well defined, the detailed
piston — cylinder bore pressure distribution and the resulting friction generation, oil
transport and point of action of the net normal force at this interface are dependent on
many uncertainties including:

e detailed piston and cylinder bore surface geometries,
asperity contact force,
piston compliance matrix, and bore elasticity,
piston — cylinder bore friction coefficient, and
for the physical system and the lubricated model, the availability of oil.

Of these uncertainties, the effects of piston — cylinder bore friction coefficient, piston
geometry and cylinder bore geometry on piston motion were investigated in Section 4.4.
In the absence of a severe interference fit, the piston — cylinder bore friction coefficient
was found to have essentially no effect on the wrist-pin — piston lateral force and
therefore impacts piston lateral motion only via tilt. The piston and cylinder bore
geometries directly impact the piston — cylinder bore clearance, resulting in
corresponding changes in the lateral motion.

The timing of piston slap is well defined by the changes in sign in the wrist-pin — piston
lateral force, and as demonstrated in Section 4.2.1, the current dry model results in the
piston translating at the correcting times, and resting against the correct side of the
cylinder bore. At light loads, during the intake and exhaust strokes, the lateral motion is
in good agreement with the piston — cylinder bore clearance at the same height as the
wrist-pin, while significantly larger lateral motions are achieved due to the increased side
load and corresponding piston deformation during the compression and expansion
strokes.
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The wrist-pin tilt is driven by the friction moments applied at its bearing interfaces with
the connecting-rod and piston. The coefficient of friction at these interfaces is a
significant source of uncertainty. For cases where there is a large difference in the
friction coefficients, the wrist-pin will travel with the component with the highest friction
coefficient, thereby reducing the friction moment generated to that of the smaller
coefficient of friction.

The piston tilt is influenced by many competing factors, with many uncertainties.
Approaching combustion TDC, the wrist-pin friction moment and pressure moment drive
the rotational motion of the piston until it impacts against the cylinder bore, at which
point the cylinder bore normal and friction moments become significant. Away from
combustion TDC, the piston’s interactions with the cylinder bore dominate piston tilt,
with the moment generated by the piston — cylinder bore normal force driving the very
oscillatory motion predicted by the dry model. These oscillations occur as piston hits
bore at an angle, then rotates, over correcting, to find balance point or “stable” tilt. It is
expected that in the physical system and lubricated model these oscillations would be
reduced significantly by the damping effect of the lubrication oil. Neglecting these
oscillations, and in the absence of the wrist-pin and pressure moments, the “stable” piston
tilt can be shown to be a function of:
¢ the location of the minimum clearance point and the gradient of the deformed

piston profile,

the average cylinder bore gradient, over the load bearing portion of the piston, and

the piston — cylinder bore friction coefficient.

The piston — cylinder bore friction coefficient, wrist-pin friction coefficient and piston
and bore geometries introduce significant uncertainty in determining piston tilt. The
piston - cylinder bore friction coefficient significantly impacts the moment balance on the
piston, and resulting piston tilt, around combustion TDC, but has a relatively small effect
through rest of cycle, suggesting that tilt is mainly controlled by geometry in this region.
The wrist-pin friction coefficient determines the moment generated at the piston — wrist-
pin interface which becomes significant in determining piston tilt around combustion
TDC. Variations in the wrist-pin moment can be sufficient to change the direction of
piston tilt during piston slap, thereby affecting the timing and point of impact, and
significantly changing piston land — cylinder bore clearances.

The current model restricts the piston motion to rotation about the wrist-pin axis, axial
motion along the cylinder bore, and lateral motion across the cylinder bore, parallel to the
thrust axis. Variations in bore geometry, and the location of the piston center of gravity
lead to significant force generation along the pin-axis, and moments about the cylinder
and thrust axes. In the physical system, small motions along the wrist-pin axis, and
rotation about the cylinder and thrust axes would occur, alleviating the imbalance in
piston — cylinder bore force along the wrist-pin axis, and reducing the force transmitted to
the wrist-pin.

For a given engine design, the range of operating conditions, in terms of temperature,
speed and load leads to a corresponding range of piston and cylinder bore geometries,
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and combustion pressure traces, which in turn alter the piston dynamics. It was found
that, in general, increasing load results in:

e reduced lateral motion and tilt for 0-270 °CA and 450-720 °CA, due to the
decreased piston — cylinder bore clearance, particularly in the lower portion of the
cylinder bore (~90-270 °CA, ~450-630°CA), and

¢ increased lateral motion for 270-450 °CA despite the decreased clearances due to
the increased pressure load, and resulting side force and piston deformation.

The simulated results were compared to experimentally obtained results over a range of
operating conditions and found to be in good agreement, demonstrating the same general
motion, and similar responses to increasing load. There were significant differences
around combustion TDC, where the experimental results displayed significantly larger
lateral motions. In the lower portion of the bore, the simulation repeatedly predicted
larger lateral motions, which may be due to a lack of oil film thickness, particularly given
that the results are in very good agreement in the upper portion of the bore during the
intake and exhaust strokes. Given the uncertainties present in both the experimental and
simulated results, these results are very promising.
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5. Lubrication Flow and Oil Transport Models

This chapter aims to:

o Introduce the lubricated piston — cylinder bore interface

o Develop the governing equations for the lubricated piston —- cylinder bore
interface.

o Describe the quasi-steady and unsteady hydrodynamic lubrication models.

e Present results obtained using the hydrodynamic lubrication models, and discuss
the factors affecting normal load, friction and oil transport, particularly for the
power cylinder system.

o Investigate the effect of piston tooling marks, and compare the accuracy of
different surface representations.

o Describe the unsteady elastohydrodynamic lubrication model, and its
incorporation into the piston dynamics model.

o Introduce the piston oil transport model.

5.1. Introduction to Lubricated Piston — Cylinder Bore Interface

As discussed in Section 2.3.3, the piston — cylinder bore interface is essentially made up
of three components:
1. The deformed piston surface geometry, taking into account piston motion.
2. The cylinder bore geometry, which is considered to be stationary and rigid for
the purposes of this project.
3. The oil film thickness distribution.

Piston — cylinder bore clearances are typically in the range of 0-100 um, with macro-
scale surface gradients of around 1/100 on both the piston and bore, as shown in Figure
5.1. The variations in bore geometry are significant and lead to a height distribution
which varies in time, relative to the piston, resulting in significant geometric squeezing of
the oil film. The combined surface roughness is of the order of 0.5 um. When piston
tooling marks are present, they tend to have surface gradients of the order of 1/30, with a
wave height of the order of 10pm, and are expected to dominate over any surface
roughness effects.

The piston’s axial sliding velocity is in the range 0-10 m/s, driving significant shear flow,
particularly mid-stroke. There is significant squeezing due to the lateral motion of the
piston both during piston slap events, and throughout the rest of the cycle due to the
applied side load. The dry model predicts peak lateral velocities of around 0.01 m/s.

143



When there is sufficient oil present to fill the gap between the piston and cylinder, the
profile of the piston in the axial direction leads to pressure generation during sliding,
while the ovality of the piston allows significant circumferential flow, thereby decreasing
hydrodynamic pressure, as shown in Figure 5.2. The effect of tooling mark geometry on
pressure generation has been unclear, and is investigated in detail in Section 5.3.2.2.
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Figure 5.1: Diagram of Piston — Cylinder Bore Interface
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Figure 5.2: Diagram of Piston — Cylinder Bore Interface Lubrication Flow
The elasticity of the piston, as described by a compliance matrix, leads to structural

deformations of the piston skirt and lands due to combustion chamber pressure, axial
inertia, and pressure generated at the piston — cylinder bore interface. These
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deformations significantly alter profile of the piston, thereby changing both
hydrodynamic pressure generation and the resulting asperity contact pressure.

The actual amount of oil present, at the piston-cylinder bore interface, is currently not
well defined. Previous investigation results [2,8] suggest that the average oil film
thickness, in the piston —cylinder bore interface, may be around 20 um, which is
insufficient to fully fill the gap between the piston and cylinder. A range of initial oil
film thicknesses, and the resulting effect on piston motion, oil transport, and friction
generation, are investigated in Section 6.2. Oil viscosities are expected to be around 0.01
Pas, and while it is expected that oil viscosity will vary with temperature along the axis of
the cylinder, this variation is neglected in the current model.

When there is insufficient hydrodynamic pressure generated to support the side load on
the piston, the two surfaces will become close enough for asperity contact to occur. A
general asperity contact model is implemented, as described in Section 2.3.3.1. When
piston tooling marks are present, it is expected that their geometry will dominate this
interaction, and the model of a blunt wedge against a flat plane is used, as described in
Section 2.3.3.1.

The governing equations describing the fluid flow, asperity contact, piston deformation
and friction generation at the piston — cylinder bore interface are described in the
following section. A detailed list of the nomenclature for this chapter is given below, in
Table 5.1.

Symbol Explanation of Variable
A Control surface area
C;, G Asperity contact model parameters
yi Contact friction coefficient
F Cavitation parameter: 1 = full film, 0 = partial film
Fr Friction force vector
Fy Magnitude of normal force
h Local gap height
hagp Asperity contact onset height
Riim Minimum height for hydrodynamic pressure calculation
hrer Reference height used for normalization
h Normalized gap height = h/h,
h Average height over a control volume
p Local pressure, hydrodynamic pressure
Dasp Asperity contact pressure
Dh Hydrodynamic pressure
Pc Cavitation pressure
Drer Reference pressure used for normalization
p Normalized pressure = (p — p.) / (Prer— pc) = FO
D Average pressure over a control volume
G Gz Mass flow rate across an x- or z- surface
7..4q, Average mass flow rate across an x- or z- control surface
{rdef} Radial deformation vector

{rrgap} Rigid radial gap vector
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t Time
u Scalar velocity component in the x-direction
U, U; Surface 1 or 2 velocity component in the x-direction
v Scalar velocity component in the y-direction
v Velocity vector
Vv Control volume
Vi, Vs Surface 1 or 2 velocity component in the y-direction
w Scalar velocity component in the w-direction
W, W, Surface 1 or 2 velocity component in the z-direction
X Vector position
x Scalar position in x-direction (see Figure 5.3)
Xref Reference x-direction scale, used for normalization
x Normalized scalar position in x-direction = x / X,
y Scalar position in y-direction (see Figure 5.3)
Yrer Reference y-direction scale, used for normalization
y Normalized scalar position in y-direction =y / y,r
z Scalar position in z-direction (see Figure 5.3)
Zref Reference z-direction scale, used for normalization
z Normalized scalar position in z-direction =z / zs
&, Shear flow factor for the Average Reynolds Equation
b & Pressure flow factors for the Average Reynolds Equation, in the x- and
z-direction
b &5 0p Shear stress factors
() Global variable for Universal Reynolds Equation
Y Scaling parameter = 64U zyer/ (Drer— Pc)hret
K Ratio of reference scales = X/ Zrr
u Dynamic viscosity
p Density
Dref Reference density = density of liquid
yo; Normalized density = p / pr=[1 + (1 - F)®@]
o Surface roughness
Top Ty Shear stress, on a y surface, in the x- or z- direction respectively
Q Triangular wave amplitude

5.2. Governing Equations for Piston ~ Cylinder Bore Interface

Table 5.1: Nomenclature

5.2.1. Lubrication Flow and Reynolds Equation

When there is sufficient oil present to fill the gap between the piston and the cylinder
bore, the fluid flow at the piston — cylinder bore interface satisfies the requirements for a

lubrication flow, as described in more detail in Appendix 2. For a lubrication flow,

conservation of momentum in the y-direction requires that pressure does not vary across

the gap, that is, that pressure is a function of x, z, and ¢ only:

146




pP= p(x, Z,t)

Conservation of momentum in the x- and z- directions then provides the velocity profiles
which are given by:

(g
a)=- (- 2] 212 (v, -0,

ox )L h
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S e

The shear stress at the piston surface (y = 0) is therefore given by:
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The flow rate, across a control surface of unit width, is given by:
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Consider conservation of mass across a fixed control volume as specified in Figure 5.3:

'y

Figure 5.3: Fixed Control Volume

The rate of change of mass within the control volume is equal to the net inflow across the
surface of the control volume.

d
Z,JMV = —Jpv edA
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In the limit as dz and dx go to zero, we obtain:
d(ph) __2q, _2q,

ot 0z Ox

Substituting in the flow rate equations, we obtain the Reynolds equation, combining
conservation of mass and momentum:
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Reynolds equation does not, however, take into account the fact that fluids cannot sustain
significant tension, and that the fluid will cavitate at pressures below the cavitation
pressure, forming vapor. Our fluid model must therefore be extended to include partial
film phenomena, such as cavitation and separation.

5.2.2. Partial Film Phenomena

Fluids cannot sustain tension, and therefore cannot exist at pressures below their
cavitation pressure. Once the pressure predicted by the Reynolds equation drops to a
critical level (the cavitation pressure), as will occur for sufficiently divergent geometries,
the fluid will cavitate, separating into liquid and vapor. In central regions of the flow,
which are surrounded by fluid, cavitation will result in a region filled by a combination of
oil vapor and liquid, at the cavitation pressure. Close to the fluid boundary, however,
cavitation will result in the fluid separating, with part of the liquid oil remaining attached
to each of the two surfaces, and air at the boundary pressure filling the gap in between, as
shown in Figure 5.4.

Inlet
Starvation

3 { 200
Cavitation Cavitation

Figure 5.4: Cavitation, Fluid Separation and Inlet Oil Starvation

At the inlet to the fluid flow, if there is insufficient oil supplied to fill the gap between the
piston and the cylinder bore, then we will also have a region filled by a combination of
air and liquid oil due to inlet oil starvation, at the boundary pressure, as shown in Figure
5.4. For each of these three cases, where the liquid oil only occupies a fraction of the
current control volume, we consider the flow to be partial film, and unable to generate
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hydrodynamic pressure. In contrast, when we have sufficient oil to fill the control
volume, then the flow is full film and governed by Reynolds equation.

Jakobson-Floberg-Olsson (JFO) cavitation theory, as described by Elrod [38], proposes
that the fluid domain can be divided into two distinct zones, a full film region where the
Reynolds equation governs pressure generation, and a partial film region which is at a
constant pressure, with only a fraction of the control volume being occupied by fluid. It
is assumed that within the partial film region, the fluid distribution can be represented by
multiple streamers of fluid, spanning the gap between the two surfaces, as shown in
Figure 5.5. The oil transport rate is then determined using a linear velocity profile across
the gap.

ﬁ Inlet

Fluid :
Starvation

Separation

Cavitation Cavitation

Figure 5.5: Partial Film Representation

5.2.3. Universal Reynolds Equation

Elrod [38] proposed a Universal Reynolds Equation, based on JFO cavitation theory,
which combines the partial film and full film fluid regions into a single set of equations,
based on the following assumptions:

e In the full film region:

- The volume fraction of the liquid oil is 1.0, and therefore the density is
that of the liquid oil.

- Hydrodynamic pressure is generated, as governed by the Reynolds
equation.

o In the partial film region:

- The pressure is constant and equal to the cavitation pressure,

- The fluid is in contact with both surfaces (see Figure 5.5), which is
equivalent to assuming that half of the fluid is attached to each surface,
and shear flow governs oil transport.

- The volume fraction of the liquid is governed by conservation of mass.

- The density of the combined vapour and fluid mixture is given by the
volume fraction of the fluid multiplied by the fluid density, that is, the
mass of vapour is neglected.

Further discussion of the method, and numerical algorithms for its solution were
presented by Payvar and Salant [39], and a convenient formulation is provided by Harp
and Salant [25].
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A cavitation parameter, F, is introduced, which is 1 in the full film region, and 0 in a
partial film region, and a global variable, ®, which when combined with F allows both

the pressure, p, and density, p, to be determined simultaneously throughout the
calculation domain. The resulting Universal Reynolds Equation is given by:

az[h_,, a(;@)] ax['f F<I>)] 9 {[1+1 F)(D]h}”y {1 - Foli)

where
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For the full film region, where F = 1, and p = ®, these reduce to:
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For the partial film region, where F = 0, they reduce to:

0= 7%{1+¢]ﬁ}+ 27%{[1“1)]!;}

Coupling the equations in this manner allows for efficient solution throughout the
calculation domain, but also introduces some limitations. There is no differentiation
between the three different types of partial film, and in all three cases it is assumed that
the fluid is in contact with both surfaces, and that shear flow governs oil transport. In the
intake and outlet regions of the flow, this can lead to a significant redistribution of oil
between the piston and bore surfaces, within the calculation domain, which is not
physically correct. In the future, a detachment and reattachment model should be
implemented to avoid the introduction of these errors.

There is also no differentiation between the pressure applied in each partial film region,
with the cavitation pressure being applied even for regions that would clearly be at the
boundary pressure. For situations where the boundary pressure is significantly larger that
the cavitation pressure, relative to the pressure differences generated within the flow, this
approximation may introduce a significant error. The current application of this work,
however, has boundary pressures roughly equal to atmospheric pressure, and therefore
the error introduced by this approximation will be small.

150



5.2.4. Flow Factor Methods

A very large number of nodes, and correspondingly large calculation time, are required to
accurately capture the geometry of the piston tooling marks over the extent of the piston
skirt using direct numerical simulation. It is currently unclear whether this calculation
effort is justified, given that several average flow models have been developed for the
purpose of estimating the effect of surface roughness on lubrication flows. Patir and
Cheng [17] developed an average Reynolds equation, which was expanded by Tripp [24]
to include general roughness distributions, and by Harp and Salant [25] to include inter-
asperity cavitation.

In previous models of piston dynamics [18, 21], the average Reynolds equation
developed by Patir and Cheng [17] has been applied in order to account for the effect of
tooling marks. There has been very little justification, however, that this average
equation is sufficiently accurate for the piston-cylinder system at very small clearances,
and during solid-solid contact, or that the effect of tooling marks need to be included at
all. Computer hardware and numerical methods have now developed to that stage where
it is possible to use direct numerical simulation to investigate the effect of piston tooling
marks on skirt lubrication, and compare these results to those obtained using flow factor
methods in order to determine whether the additional computational expense results in a
significant improvement in accuracy.

As a starting point, we have chosen to compare the direct numerical simulation results
with the Patir and Cheng flow factor method [17]. Patir and Cheng proposed average
flow rate equations for the full film region in terms of three flow factors, the average gap
height and the average pressure. By equating the flow rates predicted by these equations
with those generated by a rough surface, the flow factors for that particular surface can be
calculated, as shown in Figure 5.6.
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Figure 5.6: Comparison of Rough and Smooth Surface Flow Rates.

The shear flow factor, ¢, represents the changes in Poiseuille flow due to the pressure
distribution that is generated by the sliding motion of the rough surface. The pressure
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flow factors, ¢y and ¢, represent the changes in the Poiseuille flow due to roughness and
average pressure difference alone. The Couette flow is unchanged by roughness, if we
assume that there is no inter-asperity cavitation present.

A mass balance based on these average flow equations results in the average Reynolds
equation, as proposed by Patir and Cheng [17]. When combined with the universal
Reynolds equation, it results in a governing equation that allows macroscale cavitation,
but does not account for inter-asperity cavitation [25].

T
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For striated, transverse roughness, as in the case of the piston tooling marks, analytical

expressions for these flow factors have been derived [17, 40], and for the specific case of
a triangular wave, of amplitude Q, we can obtain the following equations [18].
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Similarly, shear stress factors were also developed by Patir and Cheng [41], and for
striated, transverse roughness the analytical expressions were provided by Zhu et al [18]:
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5.2.5. Combining the Piston — Cylinder Bore Interface Sub-Models

As discussed in Section 2.3.3, the piston - cylinder bore interface model can be
considered to be made up of four sub-models:

e Contact model: Determines pressure generation as a function of surface overlap
(see Section 2.3.3.1).

_ Cl (hasp - h}‘z 4 h < h"’P
Per =0, h>h,,

where pas, is the average asperity contact pressure, 7 is the local gap height
between the mean surface lines, A, is a measure of asperity or tooling mark
height, as appropriate, and C; and C; are the corresponding user supplied
constants.
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o Contact friction model: Determines friction force as a function of normal force
and relative surface velocity (see Section 2.3.3.2).
F. = —sign(AJ'cz) VK
where fis the coefficient of friction, Fy is the contact force generated at the
surface, and Ax, is the axial velocity of the piston, relative to the cylinder bore.

o Fluid model: Determines hydrodynamic pressure generation, shear stress and oil
flow as a function of surface motion and oil film thickness (see Section 5.2.3).

i[i;fm]mza[hfam] aﬁ1+1 F)CD]hT}+27 {[1+1 F)(D]h,}

oz oz ox

e Compliance matrix: Determines piston surface deformation as a function of
normal force (see Section 2.3.3.4).
{Radial Deformation } = [Compliance Matrix [{Normal Force}

Combining these equations we form a highly non-linear system, with a large number of
variables. At each iteration of the solver for piston dynamics, that is, for a specified rigid
position of the piston, at each node i of the piston-cylinder bore interface we have four
unknowns:

1. The radial deformation of the piston, rdef;,

2 The cavitation parameter, F;,

3. The global variable (representing pressure or oil fraction), ¢;, and
4 The asperity contact pressure, pasp.

For the purpose of calculating the hydrodynamic and asperity contact pressure
distribution we require a very fine grid, particularly for direct numerical simulation of
piston skirt tooling marks. The size of the compliance matrix is proportional to the
square of the number of grid points, which very quickly becomes prohibitively large,
both in terms of memory storage requirements, and calculation times. It is therefore more
efficient to use two grids:
1. A coarse grid, over which the radial deformation of the piston is defined.
Two-dimensional quadratic interpolation is then used to define the radial
deformation over the fine grid.
2. A fine grid, over which the hydrodynamic and asperity contact pressures, and
corresponding shear stress, contact friction and oil transport, are calculated. The
normal and friction forces on the coarse grid are then obtained by integrating
hydrodynamic and asperity contact pressures, shear stress, and contact friction
over the coarse grid.

The solution procedure for combining these two grids is summarized in Figure 5.7. The
solver for radial deformation is discussed in more detail in Section 5.5 and the
hydrodynamic fluid solver is discussed in Section 5.3.1. The asperity contact pressure
and contact friction are calculated directly at each grid point with a gap height less than
the user specified limiting asperity contact height, A, according to the above equations.
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Figure 5.7: Solution Procedure for Piston — Cylinder Bore Interface

5.3. Quasi-Steady Hydrodynamic Lubrication Model

«

X

h(x.z)

Figure 5.8: Quasi-Steady Hydrodynamic Lubrication
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For situations where the two surfaces can be assumed to be rigid, and at least one surface
is flat, the gap height distribution is steady with respect to the optionally contoured
surface, as depicted in Figure 5.8, and the pressure distribution governed by the steady
form of the Universal Reynolds equation:

228w 21 AL, 2 - ol

0z 0z Ox

A quasi-steady hydrodynamic lubrication model for the piston — cylinder bore interface
was developed, based on an existing hydrodynamic model by Li [42].

5.3.1. Numerical Solution Scheme

The numerical algorithm used to solve the governing equations is described in detail by
Li [42]. Similar to Payvar and Salant [39], the control volume method [43] was used to
discretize the governing equation, but with some differences in the choices of interface
values. The control volume method is based on the integration of the mass flux, over the
boundaries of each control volume element, and therefore results in conservation of mass

for each element. The mass flux across an interface is defined by:
o The conductivity of the interface, R, defined by the harmonic mean of the
conductivities at the two nodes related to that boundary.
o(Fo) or o(FD)

Z ox
difference in node pressures divided by the difference in node positions.

o The height of the interface, h, defined by the harmonic mean of the heights at the
two nodes.
e The upwind velocity, #,, and relative density, [1 +(1-F)o).

i, = o5t 222 s - o, |

defined as the

o The pressure gradient on the interface,

2y 0z
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}/ xref ax

A minimum allowable height for the fluid model, Ay, is specified by the user. This limit
should be used to prevent the hydrodynamic pressure from exceeding the Yield Stress of
the surface, and the shear stress from exceeding a value which would cause the friction
coefficient to exceed that of solid-solid contact. It should also be larger than the gap
height at which the fluid can no longer be considered a continuous material, and smaller
than the geometric resolution of the surface profiles. Typically a value of 0.1-0.5um was
set for the purposes of this project due to the fact that the surface profiles can not be
considered to be accurate to this level. Any node below this limit is considered to be a
contact node. To avoid discontinuity in the pressure, and more accurately represent to
balance of hydrodynamic and asperity contact pressure, the fluid pressure at surrounding
nodes is applied to the contact region.
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Both the cavitation parameter, F, and global variable, @, were supplied along each
boundary, as either full film at the crankcase pressure, or partial film with the global
variable calculated from the ratio of oil film thickness, OFT, to gap height, A.

o Full film: F =1, ® = Crankcase pressure ~ 1 bar

o Partial film: F=0, ®=- (1~ OFT/h)

Initialise {F} =1, {®} =0

\ 4
Calculate gap height distribution {h}

v

Classify all grid points as boundary, contact (h; < hym) or variable nodes.

v

Set values of {F} and {®} for contact and boundary nodes

Assemble matrix, [MA], variable vector, {U} (subset of {®})
and constant vector {B}, in sparse matrix notation.

A

Sparse solver solution of linear system (Incomplete LU preconditioner
> and Generalized Minimal Residual solver).
IMAT{U} = {B}

Check for convergence
If Z(AU)* <N x TOLU, and
S(F(1-F)))* <N x TOLF

Limit variable vector, {U}: If U;<-1, U;=-1

A
Update cavitation parameter, {F}: If U;> 0, F; = 0.5F; + 0.5, else F; = 0.5F,

A

Assemble matrix, [MA], variable vector, {U} and constant vector {B},
in sparse matrix notation, as functions of cavitation parameter, {F}.

Figure 5.9: Quasi-Steady Hydrodynamic Lubrication Solution Algorithm

The resulting discretised equations form a very sparse system, so an iterative solution
using a sparse solver for a linear system of equations from ‘SPARSKIT, Version 2 [44],

156



and a relaxation coefficient to adjust the cavitation parameter, was applied and found to
be very efficient and stable. The sparse solver, pgmres, is a preconditioned generalized
minimal residual solver [45], and makes use of an incomplete LU factorization
preconditioner, ilut. The iterative solution algorithm is summarized in Figure 5.9.

5.3.2. Quasi-Steady Sliding Results

The quasi-steady hydrodynamic lubrication model provides a fast running and easy to use
tool for investigating quasi-steady sliding behavior. In order to test the accuracy of the
fluid model a set of simple 2D problems, for which analytical solutions are well defined,
were simulated. For each test case it was confirmed that:

o the correct pressure distribution is generated,

¢ the calculated volume flow rates, shear stress, normal force and friction force are

accurate, and
¢ mass is conserved for each control volume.

The results of these tests are included in Appendix 2.

5.3.2.1.Quasi-Steady Sliding of a Typical Piston Profile

A more realistic piston profile, shown in Figure 5.10, was then simulated. For the
purpose of estimating piston dynamics, the net normal force generated at the piston —
cylinder bore interface is our focus, while for investigating friction generation and oil
transport, the friction force, friction coefficient and outflow rate are most important.

Piston Hot Shape Geometry
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Figure 5.10: Quasi-Steady Sliding of a Typical Piston Profile

Grid convergence was tested, as demonstrated in Figure 5.11, and 51 x 51 grid was
determined to be more than adequate to start our analysis. The oil flow rates in and out
of the system were essentially independent of grid size, over the range tested, and are not
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presented here. To better decide where the trade off between calculation time and
accuracy should be set, we must first develop a better understanding of the system’s
behavior, and what features are critical in accurately determining piston dynamics,
friction generation and oil transport.
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Figure 5.11: Effect of Grid Size on Normal and Friction Force Generation

The results presented in Figure 5.12 were obtained using a 51 x 51 grid, sliding speed, 7,
of 10m/s and fluid dynamic viscosity, 4, of 0.01 Pas, with no limit placed on the
minimum allowable gap height for the fluid calculation, and no asperity contact. The log-
log plot of normal force and maximum pressure against minimum gap height, A,
demonstrates increasing pressure generation as the two surfaces approach each other,
with a gradient of close to -3.2 for the pressure curve, and -2/3 for the normal force,
implying that for this particular profile, at these conditions:

1
pmax~F_2-

1

-~ [RIE

Fy

No limit was set for the minimum fluid clearance in generating these results. Typically
pistons are made of Aluminum or steel, and the minimum of their Yield stresses (0.3
GPa) was exceeded for clearances below 0.2 um, providing a limiting lubrication flow
clearance from a material point of view.

The log-log plot of friction force and friction coefficient versus minimum gap height
demonstrates increasing friction force as the two surface approach each other, and
generally a decreasing friction coefficient (although it does increase initially). The
gradient of the friction force curve varies significantly from around -1 at large clearances
where Couette flow dominates, becoming increasingly flat as the gap height decreases.
With pure hydrodynamic lubrication, and a low dynamic viscosity, the friction
coefficients are very small (0.0002 — 0.004), and decreases with decreasing gap height,
with a gradient of about 1/3 indicating that for this profile, at this speed and viscosity:

f ~ hl/3
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Figure 5.12: Effect of Gap Height on Pressure and Friction Generation.

The friction coefficient does not approach that of solid-solid contact friction and therefore
does not require the clearance height to be limited. Given that the physically feasible
clearances in terms of pressure generation and friction coefficient are smaller than the
resolution of our surface geometry, we can limit the clearance height based on
geometrical considerations alone.

The inlet and outlet flow rates are scaled by the sliding velocity and average over the
width of the piston skirt to provide an oil film thickness, 4,;. The inlet is assumed to be
fully flooded, so the inlet flow rate is given by:

qm = hinl%V— = hoilW

The inlet OFT therefore scales linearly with the minimum gap height. As shown in
Figure 5.13, the outlet OFT also scales linearly with the minimum gap height over the
range of conditions tested.
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Figure 5.13: Effect of Gap Height on Oil Film Thickness
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A limit of 0.5 um was then placed on the fluid gap height, based on the geometry
resolution. A range of sliding speeds, dynamic viscosities and minimum gap heights
were simulated, and the results are presented in Figures 5.14 and 5.15.
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Figure 5.14: Effect of Dynamic Viscosity on Lubrication Flow

160



Nomnal Force (N)
=N

e
Oa

p=0.01 Pas

V=100 m/s

10°
V=0.Ims ,
10 1 10' i«
Minimumgap height (um)
10° .
p=0.01 Pas
-1 -3
0 V=0.1ms :
g
£
5 .
£ 10
£
¢
P ‘ V=100 m/s
10 10° 10' 10
Mirimum gep height (um)
p=0.01Pas,V=0.1 - 100 m/s
&
T 60
re
2 s
H
w
I

i

2 40 0 &0 100
Minimum gep height (wm)

n=0.01Pas

V=100 m/s

Maximum Pressure (Pa)
3,

10
10" 1 10’ i
Minimum gep height (um)
0025
p=0.01 Pas
o® V=100
§ amsT
2
% 001
€
0005
o
0 2 ) ) ) 100
Minimum gep height (m)
40 .
wl| P 0.01 Pas
V =
2
€
3
5 25} V=100 m/s 1
H
T2
8
5
O 15
10
% P © & ® 10
Minimum gep height (um)

Figure 5.15: Effect of Speed on Lubrication Flow

These results demonstrate that the normal force and maximum pressure increase with
increasing dynamic viscosity and speed, and that for the high viscosities simulated the
maximum pressure exceeds the Yield Stress of Aluminum (typical piston material)
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indicating that the minimum allowable gap height should be increased if these running
conditions are expected. The friction force and friction coefficient both increase
significantly with increasing speed and dynamic viscosity, but the friction coefficient
does not exceed that of solid-solid contact. The inlet flow rate, in microns of oil film
thickness is unaffected by the speed or viscosity, but the outlet flow rate decreases
slightly, particularly at larger clearances with increasing speed and viscosity.

In solving piston dynamics, it is essentially the side load that is specified, and gap height
that is unknown. The side load on the piston is typically of the order of 10* N and the
lateral force balance on the piston is solved to within about 0.1N. In this range, small
changes in normal force correspond to extremely small changes in gap height. The
hydrodynamic friction forces are very small, compared to those generated by asperity
contact, and therefore our main priority is accurate determination of gap height. It would
therefore appear that grid numbers as low as 21 are adequate for describing the piston —
cylinder bore interface, in the absence of piston skirt tooling marks.

5.3.2.2.Investigation of the Effect of Tooling Marks During Sliding

A triangular wave was then added to the piston profile to represent the effect of tooling
marks. Initially the ovality was removed and periodic boundary conditions applied,
resulting in a two-dimensional flow.
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Figure 5.16: Tooling Marks - 2D Surface Position, Relative to Flat Sliding Surface.

Compared to the mean surface line, the wavy surface generated by the piston tooling
marks significantly blocks flow in the axial direction, leading to an increase in pressure,
as shown in Figure 5.17, which is significantly less than that which would be obtained by
the outer surface profile. At this clearance, the general shape of the pressure distribution
is determined by the piston profile, with increased pressure being generated on the intake
side of the minimum height position, and cavitation occurring on the outlet side. The
tooling marks have the effect of moving the two surfaces closer together, and add a
small- scale wave, or perturbation, to the pressure distribution.
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Commonly referred to as inter-asperity cavitation, the small-scale cavitation that occurs
between wave peaks before the onset of large-scale cavitation, is clearly visible in Figure
5.18. Note that this model does not currently consider some of the detailed physics
affecting cavitation, such as surface tension, and therefore without experimental results it
is difficult to predict whether cavitation would physically occur.
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Figure 5.17: Pressure Distribution for 2D Sliding
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Figure 5.18: Cavitation Region for 2D Sliding

Three different grid densities were used to describe the wavy surface. The peak
percentage pressure difference when comparing 10 and 20 nodes per wave is about 4% of
the local value in the full film region, and 10% in the small-scale cavitation region.

The boundary conditions were then altered to allow circumferential flow out of the sides
of the calculation domain. In Figure 5.19 we can see that by allowing circumferential
flow, the pressures generated are significantly reduced, even with 2D geometry. Adding
ovality, we then see a further reduction in pressure, and an alteration in the profile of the
pressure distribution, due to the ovality profile. Figure 5.20 contains a contour plot of the
pressure distribution for the mean surface line and wavy surface, with ovality. The wavy
surface results in a significantly wider pressure distribution, particularly around the peak
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pressure. The tooling marks lead to significant small-scale cavitation in a very wide
region, throughout which pressure varies significantly.
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Figure 5.19: Centreline Pressure Distribution for 3D Sliding
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Figure 5.20: Pressure Distribution for 3D Sliding
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The axial flow rate relative to the piston is decreased due to the additional resistance
created by the tooling marks, as shown in Figure 5.21. This results in more oil being
scraped upwards by the piston, and a decrease in the oil film thickness left behind on the
bore. The flow rate relative to the cylinder bore, which includes the additional transport
term due to the moving control volumes, provides insight into the oil carrying capacity of
the piston, and the way in which it is possible for oil to be transported along the cylinder
bore.

As the clearance between the two surfaces decreases, the effect of the tooling marks
increases. When the minimum clearance between the outer surfaces is zero, the pressure
variation within the wave peaks increases to the same order of magnitude as the peak
pressure, as shown in Figure 5.22. Pushing the surfaces even closer together, so that we
obtain a nominal outer surface overlap of 1 micron, the pressure variation and width of
the small-scale cavitation region increase further.
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Figure 5.22: Onset of Contact
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Figure 5.23: Wave-averaged pressure distribution

Averaging the hydrodynamic pressure over each wavelength, we obtain the plots shown
in Figure 5.23. Significant variations in the wave-averaged pressure occur throughout the
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small-scale cavitation region. Outside of this region, the pressure distribution is
relatively smooth.

Analytical expressions for Patir and Cheng flow factors were confirmed numerically, and
then applied to the current situation. The wavy surface results obtained via direct
numerical simulation were averaged over the same grid as the Patir and Cheng results,
and the resulting pressure distributions are shown in Figures 5.24 and 5.25.
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Figure 5.24: Centreline average pressure distributions
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Figure 5.25: Average pressure distributions

Even at these very small clearances, the Patir and Cheng model performs very well over a
large area of the skirt, but there is significant underestimation of the pressure in the
region approaching the peak pressure, and extending throughout the small-scale
cavitation region.

In modeling piston motion, friction and oil transport, we are more concerned with the net
forces and moments acting on the piston, and the net oil flow rate, rather than the detailed
pressure distribution. It is therefore on this basis that we should compare our results.
Figures 5.26 and 5.27 show the total normal force and side flow rates, at a range of
minimum separations. These results indicate that the Patir and Cheng model allows more
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flow out the sides of the calculation domain, resulting in a lower normal force. Table 5.2
shows the percentage variation, or error, in normal force and side flow, compared to the
results obtained via direct numerical simulation with 20 nodes/wave.
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Table 5.2: Comparison of Solution Methods
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Comparing the calculation times and the typical percentage errors, we can see that there
is a significant trade off. The decision of which method is most appropriate to use
depends very much on the application. If our focus is accurate determination of the
piston dynamics, then it may be acceptable to have an error of 3% in the normal force
generated, but if our focus is accurate determination of friction or oil transport, these
errors would appear to be unacceptable. It is in the very region where the variation
between the two methods occur that asperity contact friction is generated, and a small
difference in normal load (and therefore surface position) or oil availability, can lead to a
significant change in friction.

Given that the variation in pressure appears to be limited to the region around peak
pressure and the small-scale cavitation region, it may be possible to develop a hybrid
method wherein the average Reynolds equation is used first to obtain the pressure over
the entire domain, and then a very fine grid is used on a small portion of the domain,
using the previously obtained results as boundary conditions.

5.3.2.3. Quasi-Steady Hydrodynamic Lubrication Flow Conclusions

The quasi-steady hydrodynamic lubrication model has been tested over a range of sliding
flows, and proven to provide a fast running and easy to use tool for investigating quasi-
steady sliding behavior. Depending on the specific surface geometry, grid sizes as low as
21 x 21 can be sufficient to accurately capture pressure generation.

Using a very fine grid, it has been demonstrated that piston tooling marks have a
significant impact on pressure generation and oil transport. Compared to the mean
surface line, the wavy surface generates:
e higher average pressures,
¢ lower axial flow rates, and increased side flow,
e pressure perturbations up to the same order as the peak pressure for very small
clearances, and
¢ asignificant small-scale cavitation region in which accurate tracking of oil
availability will become critical for estimating asperity contact friction,
particularly in the unsteady case.

These features are unable to be resolved accurately using a coarse grid, even when
combined with the average Reynolds equation proposed by Patir and Cheng. The results
obtained using Patir and Cheng’s method, however, are very accurate outside of the
critical region from just before the peak pressure until the end of the small-scale
cavitation region. It may therefore be possible to develop a hybrid method combining the
average flow model, with a correction applied on a smaller domain containing the critical
region, thereby allowing accuracy to be achieved in a more efficient manner.
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5.4. Unsteady Hydrodynamic Lubrication Model

An unsteady hydrodynamic lubrication model is required when the two surfaces can be
assumed to be rigid, but:

e neither of the surfaces are flat,

o there is surface motion parallel to the gap height, or

¢ the oil supply boundary conditions vary in time.

The first two of these result in a gap height distribution which is a function of time, as
depicted in Figure 5.28, while the last one results in variation in the cavitation parameter
and oil fill ratio. The pressure distribution is then governed by the unsteady form of the
Universal Reynolds equation:
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Figure 5.28: Unsteady Hydrodynamic Lubrication
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The quasi-steady hydrodynamic lubrication model discussed in Section 5.3 was used as
the basis for the unsteady model, with the additional of the unsteady term, which
represents the time rate of change of mass contained in each control volume.

5.4.1. Numerical Solution Scheme

As described in Section 5.3.1, the control volume method [43] was used to discretize the
governing equations in space. A fully implicit formulation of the time derivative was
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used, with the local node cavitation parameter, global variable and gap height (this is not
an interface quantity). Initial conditions are required in addition to the boundary
conditions described in Section 5.3, which must now also be provided as functions of
time. The cavitation parameter, global variable and gap height distribution (and therefore
radial surface deformation) must be provided in order to define the initial condition. For
the purposes of this project, the solution to the quasi-steady Universal Reynolds equation
was used to define the initial conditions, and then the unsteady Universal Reynolds
equation was solved stepping forward in time, using a fully implicit formulation. The
solution algorithm at each time step is essentially the same at that for the quasi-steady
hydrodynamic lubrication.

5.5. Elastohydrodynamic Lubrication Model

An elastohydrodynamic lubrication model is required when at least one of the two
surfaces can no longer be assumed to be rigid, and therefore the surface deformations
caused by the hydrodynamic and asperity contact pressures must be taken into account.

The hydrodynamic pressure distribution is governed by the unsteady form of the
Universal Reynolds equation:

TR T 2ol b

The solid-solid contact pressure (asperity contact pressure) is governed by a contact
model, as described in more detail in Section 2.3.3.1.:

{cl (h,-hf:, h<h,
0,

b asp — h> hasp

The surface deformation resulting from these pressures is described using a Compliance
matrix, as described in Section 2.3.3.4.:

{Radlal Deformatlon} [Compllance Matrlx]{(p,, + pasp)dA}

The compliance matrix is a full, dense matrix, and therefore very expensive in terms of
computation time and memory storage. It is often sufficiently accurate to use quite a
coarse grid for the compliance matrix, while a significantly finer grid may be required to
accurately describe the surface geometry and pressure generation, particularly for direct
numerical simulation of piston skirt tooling marks. A method based on two grids was
therefore implemented, interpolating the radial deformation between coarse grid points to
determine deformed surface geometry at the fine grid nodes, and integrating
hydrodynamic and asperity contact pressures over the fine grid to evaluate the normal
force acting at coarse grid nodes.
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The elastohydrodynamic model was then incorporated into the piston dynamics model,
replacing the numerical solution method for the dry piston — cylinder bore interface,
which is described in Section 2.6.

5.5.1. Numerical Solution Scheme

For each time step, the radial deformation is first estimated over the coarse grid, based on
the gap height distribution for the two previous time steps, and the current rigid radial gap
height distribution.

{rdef ¥ = {rdef )™ + WEIGHTR ({rdef )™ - {rdef}'?)
+ WEIGHTH[{rrgap}It ~{rrgap}' - WRRGAP({rrgap }k_l - {rrgap }k'z )]

For WEIGHTH =1, WRRGAP = WEIGHTR:
{rdef } - {rrgap}’ =({rdef}™ - frrgap}t™!)
+ WEIGHTR[({rde }H - {rrgap}k_1 )-— ({rde }H - {rrgap}k_2 )]
{n} ={rrgapl —{rdef} = {n}" + WEIGHTR({h}"“ —{h}“)

The radial deformation of the fine grid is then obtained using a two-dimensional
quadratic interpolation function, DQD2VL [36]. The resulting gap height distribution is
calculated, and the unsteady hydrodynamic lubrication model is solved for the
hydrodynamic pressure distribution over the fine grid, as described in Section 5.4. For
nodes where the local height is less than the limiting fluid height, A/im, the hydrodynamic
pressure is not calculated by the fluid solver. Instead, the hydrodynamic pressure
generated at neighboring nodes is interpolated and applied to these nodes. Asperity
contact pressure is calculated for all nodes, and the total normal force on each coarse grid
node is evaluated by integrating the hydrodynamic and asperity contact pressures over the
fine grid.

The radial deformation that would result from the normal forces exerted on the coarse
grid, as predicted by the compliance matrix, is then compared to the estimated radial

deformation:
{Error}= [Compliance]{(p,, + pmp)dA}— {rdef’}

The solution is considered to be converged if maximum absolute value of the error is less
than the user specified TOLFREE, which is a relatively large value used to ensure a free
surface is sufficiently converged, and either the maximum absolute value of the error is
less than TOLX, or the maximum absolute variation in the pressure distribution is less
than TOLP. If convergence is not satisfied, then a new estimate for the radial
deformation is generated using a user supplied weighting, WRDEF, multiplied by the
previous error vector:

{rdef} ={rdef Y+ WRDEF{Error}™
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Initialise coarse grid {rdef,}* = f({rdef,}",{rdef.}"*,{rrgap.}",{rrgapc}"" {rrgapc}“”, {hc}" . {hc}"?)

A4
Interpolate coarse grid radial deformation, to fine grid: {rdef;}=DQD2VL{rdef;}

v

Calculate fine grid gap height distribution: {h¢}={rrgap}-{rdefs}

y

Calculate hydrodynamic pressure distribution {p,}: See Figure 6.*¥**

For nodes with h < hlim, interpolate neighboring values of p,

A
Calculate asperity contact pressure, {Pasp}: Pasp = P_ASP1{h,g, — h)*-*5%, for hye, —h > 0.

A 4

Calculate normal force on coarse grid nodes: Fx=Z {pn + Pasp }dA

A 4
Calculate height distribution, asperity contact pressure, and normal force for land nodes.

A
Calculate radial deformation predicted by normal force and compliance matrix.

\
Evaluate radial deformation error: {Error} = [Compliance matrix]{Normal force} — {rdef}

Check for convergence
If (max|Error| < TOLFREE) AND

[(max|Errorj < TOLX) OR (max|A(py + Pasp)l < TOLP)] Exit

_ Check progress
If (L2norm' — L2norn?™") / L2norm*™! < CONV_LIM

Yes No

Restart current iteration step with WRDEF = WRDEF/2:
{rdef,} = {rdef,}! + WRDEF{Error}’”!

1

Calculate coarse grid radial deformation for next iteration step:
{rdef.}*' = {rdef,}} + WRDEF{Error}

Figure 5.29: Numerical Algorithm for Elastohydrodynamic Lubrication
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The convergence of this numerical method is very sensitive to the value of WRDEF. For
large WRDEF the solution method will become unstable and diverge, while for very
small values, progress will become too slow.

An aggressive scheme for optimizing WRDEF has therefore been employed. An initial
value of WRDEF is supplied by the program user. At each new iteration step, the size of
the error vector, Error, as defined by its P-norm is calculated:

L2norm = ’Z Error!

The size of the error vector is then compared to that at the previous iteration step, and if
there is not sufficient reduction, as specified by the user supplied, CONV_LIM, then the
weighting, WRDEEF is halved and the current iteration step is restarted using the new
weighting:

-1

If L2norm’ — L2norm’™
L2norm’

> CONV_LIM] then

WRDEF = WRDEF/2

{rdef} ={rdef}™ + WRDEF{Error}™
else

{rdefY*' = {rdef} + WRDEF{Error}
end if

Additional adjustments to the weighting are made every NCHECK iteration steps
depending on whether the convergence appears to be monotonic or oscillating, as
predicted from the maximum value of the error vector. A minimum allowable value of
this weighting, W_LIM, is supplied by the user.

Initially if the lower limit of the weighting, or the maximum number of iterations, are
reached, the time step calculation is restarted with relaxed convergence criteria. The
solution procedure for solving this set of equations is summarized in Figure 5.29.

5.6. Piston Oil Transport Model

In order to more accurately model the transport of oil, the following features were added
to the piston dynamics model, as shown in Figure 5.30:
» Reservoirs were added to the top and base of the piston calculation domain to
represent the ability of the piston chamfers to hold oil, and to allow additional oil
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to be added to the boundary of the calculation domain when the piston turns
around, representing oil scraped by the oil control ring.

Additional oil supply rates at the top and base of the piston can also be specified,
corresponding to a pressurized oil supply or oil ring scraping throughout the
stroke.

The cylinder bore oil film thickness is specified at the start of the calculation, and
can also be reset outside of the piston calculation domain each time the piston
turns around to a new constant or distribution, or a linear combination of the old
and new distributions. This resetting of the oil film thickness distribution can be
used to represent the effect of oil supply to the cylinder bore from the crankshaft
or pressurized oil supplies, and the effect oil being scraped from the cylinder bore
by the ring pack.

Cylinder bore oil reservoirs enable accurate mapping between the cylinder bore
oil film thickness and the piston — cylinder bore interface calculation domain,
both at the trailing edge of the calculation domain, and when the piston is
scraping oil at the leading edge.

Simple fractions are used to define the proportion of scraped oil that is placed in
the piston and bore oil reservoirs, and the proportion of oil, in the reservoirs,
which is available for release to the calculation domain or bore oil film thickness
distribution.

The reservoirs are specified as functions of circumferential position.

Cylinder
Bore

Piston Oil |

Reservoir | Bore Oil Reservoir

Oil Supply= ~N

Fluid
Calculation
Domain

Piston Qil :
Reservoir ] |

Figure 5.30: Oil Transport Model
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6. Lubricated Piston Model Results

This chapter aims to:

¢ Provide a brief review of piston secondary motion, and discuss the expected
effects of oil.

e Compare dry model and lubricated model results, and explain the dominant oil
effects.

¢ Evaluate effective friction coefficient for lubricated model, as a function of crank
angle position.

o Compare surface representations: outer surface, mean surface line, flow factor
method, and direct numerical simulation of tooling marks.

¢ Examine oil transport on the piston skirt, and the effect of oil supply.

6.1. Expected Piston Secondary Motion

The dry model analysis carried out in Chapter 4 would lead us to the following
expectations for the lubricated model results:

o  Wrist-pin lateral force and moment are well defined, and relatively independent of
the detailed piston — cylinder bore interface behavior, with the exception of lateral
inertia driven fluctuations during the intake and exhaust stroke, which should be
reduced by the cushioning effect of the oil.

Piston Lateral Position (um)
80~

60+

o 8 S
; -

)
<]

Piston Lateral Position (um)

IS
S

8

i L 1 " . L . )
0 90 180 270 360 450 540 630 720
Time (degCA)

Figure 6.1: Dry Model - Piston Lateral Motion
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The piston — cylinder bore friction force should be significantly reduced by the
presence of oil, as the side load is partially supported by hydrodynamic pressure,
thereby reducing the extent of asperity contact. This may affect the piston tilt to a
small degree, but is not expected to have a significant effect on lateral motion.
As shown by the dry model results in Figure 6.1, for our sample heavy duty diesel
engine, with the default running condition of 1200 rpm, full load, piston slap is
expected to occur at:
- 0, 180, 360 and 540 °CA due to the connecting-rod changing angle.
- 55 and 650 °CA as the connecting-rod force changes from tension to
compression and back again.
It is expected that the presence of oil will not change the timing of the start of
piston slaps, but will provide cushioning, slowing the piston’s travel across the
cylinder bore once contact with the oil is made, and reducing oscillations due to
bouncing and tilt.
Lateral motion in general will be reduced due to the fact that the incompressible
oil physically reduces the available clearance, and can only be squeezed out in a
finite amount of time.
During piston slap, it is expected that squeeze flow will dominate, while around
mid-stroke the peak velocities may result in shear flow dominating. Towards the
end of each stroke, the low velocities will result in decreasing pressure generation,
and the piston will move closer to the cylinder bore to compensate until the side
load decreases sufficiently.
In terms of piston tilt, we expect that:
- The cushioning effect of the oil will reduce tilt oscillations, significantly
changing the character of piston tilt during the intake and exhaust strokes.
- Approaching combustion TDC, the wrist-pin moment will dominate,
driving the piston to rotate negatively, toward the thrust side.

6.2. Comparison of lubricated and dry model behaviour

A simplified bore geometry was considered, consisting of a flat bore, with an increased
nominal clearance (about 70um), as shown in Figure 6.2. For the purposes of the fluid
model, the piston was considered to be a smooth surface located at the mean surface line
of the piston tooling marks, based on a 17 x 81 grid. An asperity contact model was then
used to add contact forces beginning at a gap height of half the tooling mark wave height.
Further discussion of different ways to model the piston — cylinder interface, and
accurately capture the effect of piston tooling marks, is included in Section 6.3.

A range of oil film thicknesses were simulated, and the bore oil film thickness (OFT)
outside of the piston skirt area, was replenished at each reversal of piston direction in
order to achieve a constant inlet OFT, throughout the cycle. More realistic oil supply
conditions are discussed in Section 6.4. Unfortunately, due to numerical instabilities
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discussed in Section 6.5, we were not able to obtain converged results for the 20 pm OFT
case beyond 350 °CA.
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Figure 6.2: Bore and Piston Geometry

Figure 6.3 contains the piston lateral motion results for this set of simulations. From this
figure we can note that:
¢ Piston slaps occur at the expected timings (0, 55, 180, 360, 540 and 660 °CA)
o The oil acts as a cushion during and immediately after piston slap:
- slowing the piston’s travel across the cylinder, and therefore decreasing
the impact velocities,
- reducing oscillations, and
- reducing the lateral motion significantly.
¢ During the compression and expansion strokes:

- The piston remains on one side of the cylinder throughout the stroke.

- The side load is relatively large, resulting in thinner oil films and significant
asperity contact.

- Almost all the oil is squeezed out of the interface by the end of the stroke, and
the lubricated lateral motion results approach those of the dry model. Oil
transport is discussed in more detail in Section 6.4.

e In contrast, during the intake and exhaust strokes:

- The side load is relatively small.

- Mid-stroke piston slaps lead to less oil being squeezed out of the interface due
to shorter sliding distances and provide the opportunity for oil to re-enter the
piston domain.

- Oil films are significantly thicker, particularly at the end of the stroke.

¢ Considering the various intake oil film thicknesses that were simulated, the results are
consistent, up to a limiting value, with increasing oil resulting in:

- slower travel across the cylinder,

- less oscillation, and

- reduced lateral motion.

o The oil flow rate past the piston is limited, however, as shown by the convergence of
the 50 and 100 pm OFT results in all but the exhaust stroke, and any oil supplied in
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excess of this rate will be scraped by the leading edge of the piston, as discussed in
more detail in Section 6.4. This limiting rate is a function of:

- deformed geometry,
- amount of oil present in the calculation domain, and
- pressure difference across the calculation domain (which is zero).
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Figure 6.3: Effect of OFT on Lateral Position

Piston tilt is significantly affected by OFT, as shown in Figure 6.4:

As expected, oil has a cushioning effect, reducing oscillations and thereby
smoothing out the piston tilt.

Approaching combustion TDC, the wrist-pin moment dominates, and the piston is
rotated toward the thrust side (negative tilt).

As mentioned in the above discussion of lateral motion, toward the end of the
compression and expansion strokes, most of the oil is squeezed out of the load
bearing side of the interface, and the lubricated model results approach those of
the dry model.

For the intake stroke, and the first half of the compression and exhaust strokes
there is a significant increase in tilt, with increasing OFT, particularly after each
piston slap. This is due to the way in which the piston scrapes oil at its leading
edge, building pressure, and tends to have a significant region of separated oil
film at its trailing edge.

For the second half of the exhaust stroke, the combination of upwards piston
motion, and the absence of a significant wrist-pin moment result in a positive tilt
for larger oil film thicknesses, but a negative tilt for the dry model and 20 um
case.
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e Piston tilt during the expansion stroke is more complicated due to significant
deformation of the piston profile, combined with the effects of oil puddles, OFT
and piston — cylinder bore friction.
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Figure 6.4: Effect of OFT on Piston Tilt

Figure 6.5 demonstrates that, as expected, the wrist-pin lateral force is not significantly
effected by OFT, with the exception of the lateral inertia driven fluctuations away from
combustion TDC which are reduced with increasing OFT. Similarly, the combined wrist-
pin and combustion pressure moment is only effected is a very small region at
combustion TDC due to variations in tilt. These results reinforce the conclusion from the
dry model analysis that the other forces transmitted between the components of the power
cylinder system are relatively independent of the behavior at the piston — cylinder bore
interface, with the exception of fluctuations due to lateral inertia.
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Figure 6.5: Effect of OFT on Driving Forces
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Given that the moment transmitted to the wrist-pin from the piston is relatively
independent of the piston — cylinder bore interface behavior, we expect that the wrist-pin
tilt will not be significantly changed, as is confirmed by the plot in Figure 6.6. The
lateral motion of pin and connecting-rod small end are fixed to piston in this model, but
this motion does not significantly change the connecting-rod angle, or the position of its
center of gravity.
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Figure 6.6: Effect of OFT on Component Positions.

The piston — cylinder bore lateral and friction forces can be separated into three
components due to:

hydrodynamic pressure and shear stress generated in the fluid,

solid-solid contact of the piston and cylinder bore, as calculated using the asperity
contact model and friction coefficient, and

piston land — cylinder bore contact, which is calculated using an asperity contact
model and friction coefficient.

From Figure 6.7, we can note the following effects of OFT on the piston — cylinder bore
interface forces:

The total side force supported by the piston — cylinder bore interface does not
vary significantly with OFT, as it must balance the lateral force imposed by the
wrist-pin.

Away from combustion TDC, most of the side load is supported by hydrodynamic
pressure, thereby significantly reducing the asperity contact force, and the total
friction force, as expected.

Approaching combustion TDC, and throughout the expansion stroke, a significant
proportion of the side force is supported by asperity contact, even for the 100 pm
OFT case, particularly towards the end of the expansion stroke as the oil is
squeezed out of the piston-cylinder bore interface, and the lubricated results
approach those of the dry model. Up until this point, however, the oil provides
significant support via hydrodynamic pressure resulting in reduced friction.
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o Hydrodynamic friction is extremely small compared to asperity contact friction.
It is a very strong function of viscosity though, and therefore at cold start
conditions could be a lot higher (these results are based on p = 0.005 Pas).

e Due to the increased piston tilt, there is significantly more land contact
immediately after combustion TDC for the lubricated model.
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The effective friction coefficient can then be calculated as essentially the ratio of friction
force to normal force, with a limiting value of 1N used to avoid dividing by very small
numbers:

Friction Force

f= max(Normal Force,1)
0 ,|[Friction Force| <1

,[Friction Force| > 1

The thrust and anti-thrust side friction coefficients were evaluated separately. There are
several spikes in friction coefficient, and increased friction coefficient during low load,
due to the fact that even as the normal force essentially becomes zero (mid-stroke piston
slaps in particular), there is still shear stress being generated in the fluid.
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Combining these friction coefficients into one plot, as shown in Figure 6.10, the most
important features to focus on are:
¢ During the intake and exhaust strokes, friction is very low, and the friction
coefficients are generally small. There would be little error incurred by
neglecting the spikes in friction coefficient in this region, typically caused by
decreasing normal load, by limiting the value to 0.02 for example.
» Through the second half of the compression stroke, and throughout the expansion
stroke, the friction coefficient increases significantly due to asperity contact, and
it is in this region that accurate estimation of the friction coefficient can have a
significant impact of the predicted friction generation and piston tilt.

6.3. Piston Surface Representations

When significant tooling marks are present on the piston’s surface, accurate
representation of the piston — cylinder interface geometry can be challenging. For the
purposes of our fluid model the piston’s surface can be represented in several ways, as
shown in Figure 6.11:
e Using a relatively coarse grid:
- by the mean surface line of the tooling marks,
- by the outer surface line, or
- using the average Reynolds equation with flow factors which take into
account the effect of the tooling marks, or
e Using a very fine grid so that the geometry of the tooling marks is accurately
captured, enabling direct numerical simulation of the effect of the tooling marks.

Mean Surface Line Flow Factor Method DNS: Wavy Outer Surface Line

F bt |

=

Figure 6.11: Piston Surface Representations

While finer grids may be required to accurately capture system geometry, even for the
relatively coarse grid representations, there is a significant penalty in terms of calculation
time and memory requirements. The optimum grid size may vary, depending on the
primary aim of the study. For example, typically a finer grid is required to accurately
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predict piston — cylinder bore friction that to estimate piston dynamics, as demonstrated
by the results in Figures 6.13-6.18.

Even for the very fine grid used for direct numerical simulation of piston tooling marks,
there can be significant discretization error in the gap height for the fluid model, as
shown in Figure 6.12. The number of nodes is limited by memory availability to 10
nodes per wavelength. The discretization method we have chosen uses the geometric
average of (1/h) for the Couette flow term at a control volume boundary and the
geometric average of (1/4) for the Poiseuille flow term. The limiting gap height for the
fluid, hlim, was therefore set to 0.5 pm, which is less than the geometric resolution of our
surface representation.

Figure 6.12: Discretization Error in Gap Height

The asperity contact model is affected by the surface representation in terms of:
e piston — cylinder bore gap height, or overlap, and
o grid spacing determines the area over which a point of asperity contact acts,
significantly increasing the asperity contact force in some cases.

The user specifies the asperity contact model via three constants, as explained in Section
2.3.3.1. The constant, A, specifies the clearance or gap height at which asperity contact
is assumed to begin, and allows for adjustment between the mean surface line and outer
surface representations, while the constant C; can be used to scale the area over which
asperity contact pressures are applied.

Table 6.1 summarizes the surface representations that are presented in the following
sections, their calculation times and approximate errors. The approximate errors are a
simple visual estimate of the maximum difference, over the calculation range, between
the current set of results and either the finest grid for that surface representation (left hand
column of errors) or the direct numerical simulation (DNS: Wavy) results (right hand
column of errors). Calculation times for 0-340 °CA range from 3 to 140 hours, and full
cycle results (0-720 °CA) were obtained after a minimum of 14 hours.
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Representation Grid Size | Inlet | Calculation Time: Calculation Lateral Motion Tilt Error Friction Force
OFT 0-340 °CA Range and Time Error (um) (10* rad) Error (N)
(Lm) (hr:min) (°CA, hr:min)
Mean Surface Line 17x 17 20 6:00 354, 7:35 2 - 0.4 - 70 -
Mean Surface Line 17 x 49 20 14:12 344, 15:40 0.5 - 0.1 - 10 -
Mean Surface Line 17 x 81 20 12:53 350, 16:41 0 2 0 0.4 0 10
Flow Factor Method 17x 17 20 4:52 720, 17:05 3 - 3 - 75 -
Flow Factor Method 17 x 81 20 12:21 720, 40:00 0 2 0 0.4 0 30
Outer Surface Line 17x 17 20 6:18 720, 18:46 2 12 1 0.7 20 8
Outer Surface Line 17 x 49 20 13:41 452, 38:05 0 - 0 - 0 -
DNS: Wavy 17 x 1585 20 103:47* 310, 103:47 - - 0 - 0
Mean Surface Line 17x 17 50 3:15 720, 14:40 8 - 1.6 - 100 -
Mean Surface Line 17 x 49 50 7:29 354,11:36 0.2 - 0.2 - 6 -
Mean Surface Line 17 x 81 50 11:05 720, 40:48 0 1 0 0.2 0 30
Flow Factor Method 17x 17 50 3:27 450, 8:10 2 - 0.8 - 100 -
Flow Factor Method 17 x 81 50 10:28 720, 38:13 0 1 0 0.2 0 50
Outer Surface Line 17x 17 50 5:39 452, 14:37 2 - 0.5 1.5 30 -
Outer Surface Line 17 x 49 50 9:51 448, 23:08 0.1 10 0.05 - 0.1 4
Quter Surface Line 17 x 81 50 14:37 349, 19:07 0 - 0 - 0 -
DNS: Wavy 17 x 1585 50 139:01* 336, 139:01 - 0 - 0 - 0

* Simulation did not reach 340°CA, total calculation time is given.

Table 6.1: Piston Surface Representations
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6.3.1 Effect of Grid Size on Piston Dynamics and Friction

It is useful to first compare the accuracy of each surface representation over a range of
grid sizes. Using the mean surface line to represent the piston surface, with inlet OFTs of
20 pm and 50 pm, there is very little change in the predicted piston dynamics throughout
most of the cycle, as demonstrated in Figure 6.13, with errors of 1-2 um and 0.5 x 10™
rad. The maximum errors for the 50 pm OFT case occur during the second half of the
exhaust stroke and are around 8 pum and 1.6 x 10 rad. Note that the 50 um, 17 x 49 case
ends at 356 °CA, but that until that time it lies directly under the 17 x 81 results, with
approximate errors of 0.5 um and 0.1 x 10™ rad.
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Figure 6.13: Effect of Grid Size on Piston Dynamics — Mean Surface Line

Similarly for the Outer Surface Line and Flow Factor representation results, provided in
Figures 6.14 and 6.15, there is very little difference in the piston dynamics predicted with
a maximum error of around 3 pm and 3 x 10™ rad, over the ranges available for
comparison. Unfortunately numerical stability continues to be a problem in obtaining a
full set of results, and it was not possible to make a comparison over the full cycle for the
outer surface line representation. The outer surface line, 20 um OFT, 17 x 49 case ends
at 450 °CA, and is hidden by the 17 x 81 case up until this point. The maximum errors in
both lateral motion and tilt tend to occur during the second half of the exhaust stroke.
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If we now consider the friction force predicted by these surface representations, there is
significantly more variation, as shown in Figure 6.16, indicating that friction is more
sensitive to surface representation. For the Mean Surface Line, 20 um case, the coarse
grid predicts significantly more friction (~ 70 N) approaching combustion TDC than the
finer grids, while for the Mean Surface Line, 50 um case, the finer grids predict more
friction both approaching combustion TDC, and for the second half of the expansion
stroke, where there is a maximum friction force error of about 100 N.
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Figure 6.16: Effect of Grid Size on Friction Generation — Mean Surface Line

o

The Outer Surface Line predicts significantly lower friction approaching combustion
TDC and throughout the expansion stroke, compared to the Mean Surface Line
representation due to the fact that asperity contact is not predicted, as discussed in more
detail in Section 6.3.2. The resulting variation in friction generation as a function of grid
size, over the range available for comparison is reduced to about 30 N, and this peak error
occurs during the friction force spikes at combustion TDC. The Flow Factor Method
results, presented in Figure 6.18, predict similar levels of friction to the Mean Surface
Line, with similar variations (~100 N maximum) due to grid size.

These results indicate that the grid size is not significantly affecting the hydrodynamic
friction, or shear stress, during sliding, but can be more important during piston slap
events, and is critical in determining onset and extent of asperity contact and the resulting
contact friction.
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6.3.2 Effect of Surface Representation on Piston Dynamics and Friction

Figure 6.19 demonstrates the effect of the various surface representations on piston
dynamics. As would be expected, in regions where hydrodynamic pressure supports the
side load, the lateral motion of the Outer Surface and Mean Surface representations are
separated by about half the wave height (10-12 um). Piston tilt is relatively unaffected in
these regions, as essentially the shift in lateral motion means that the piston — cylinder
bore interface is unchanged. Approaching combustion TDC and throughout the
expansion stroke, as the Mean Surface and Flow Factor representations begin to make
asperity contact, the distance between the lateral motions decreases, and there is a
significant shift (3 x 10 rad) in piston tilt due to the difference in friction moments.

There is less than 2pum difference in the lateral motion predicted via direct numerical
simulation of the piston tooling marks, compared to the mean surface line and flow factor
surface representations, and less than 0.5 x 10 rad of difference in the piston tilt.
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Figure 6.19: Effect of Surface Representations on Piston Dynamics

These differences are insufficient, particularly compared to the geometric resolution of
our discretization, to justify the large increase in calculation time and memory
requirements for direct numerical simulation, for the purposes of prediction piston
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dynamics. Unfortunately, due to continued problems with numerical stability of the EHL
algorithm, direct numerical simulation results were not obtained for the second half of the
exhaust stroke, which has previously been the area with the largest variations in lateral
motion and tilt.

In terms of friction generation, there is initially very little difference between the four
surface representations, but during the second half of the compression stroke, the flow
factor method is the first to predict increasing friction, followed by the mean surface line.
Throughout the rest of the compression stroke and most of the expansion stroke the flow
factor method predicts the highest friction generation, followed by the mean surface line.
The outer surface line representation does not predict any asperity contact with
hydrodynamic pressure supporting the side load throughout the cycle. Interestingly the
Mean Surface Line representation generally results in a better prediction of the friction
obtained via direct numerical simulation that the Flow Factor Method. Unfortunately
converged results were not able to be obtained for the direct numerical simulation beyond
356°CA due to numerical stability challenges, which are discussed in more detail in
Section 6.5. Improvements to the EHL algorithm and further investigation of the friction
generated by direct numerical simulation throughout the expansion stroke are required
before conclusions can be drawn regarding the accuracy of the flow factor method and
mean surface line representations in this region.
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Figure 6.20: Effect of Surface Representation on Friction Generation
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6.4. Piston Oil Transport Model Results

In order to more accurately model the transport of oil, reservoirs were added to the top
and base of the piston along with additional user specified oil supply rates. The cylinder
bore oil film thickness is specified at the start of the calculation, and can also be reset
each time the piston turns around to a new constant or distribution, or a linear
combination of the old and new distributions. Cylinder bore oil reservoirs enable
accurate mapping between the cylinder bore oil film thickness and the piston — cylinder
bore interface calculation domain. These features are discussed in more detail in Section
6.6, and summarized in Figure 6.21.

Initial OF T *=* Cylinder
Piston Oil | Bare
Reservoir Bore Oil Reservoir

Oil Supply=

4

Fluid
> Calculation
Domain

Oil Supply=

Piston Qil
Reservoir

Figure 6.21: Oil Transport Model

The previous results presented in this chapter are based on a constant initial cylinder bore
OFT, which is reset to its initial value (outside of the calculation domain only) each time
the piston turns around, resulting in a constant inlet OFT. The piston reservoirs were
allowed to collect half the scraped oil, with the remaining half being transferred to the
bore, but not to release it back into the calculation domain. This is not a realistic picture
of piston oil supply, but allowed the effects of different inlet OFTs to be investigated,
demonstrating that:
e There is significant redistribution of the bore OFT due to the piston skirt’s
motion, which squeezes oil away from the centre of the calculation domain, and
scrapes oil in front of the piston.
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e In order for the piston to scrape oil along the bore in front of its motion there must
be an excess of oil supply. This does not necessarily correlate with the leading
edge gap height, or inlet OFT, but is rather a function of:

- existing OFT in the piston domain,

- minimum clearance gap height,

- gap height distribution, and

- leading edge gap height and inlet OFT.

More realistically it is expected that:

¢ Oil supplied to the cylinder bore by oil spray from the crankshaft will decrease
with distance from the crankshaft due to both the distance itself and the exposure
time, that is, the proportion of the cycle over which the section of bore is exposed
to the oil spray (not blocked by the piston).

o The ring pack, and in particular the oil control ring, follow the piston down the
cylinder bore, scraping the oil that passes the piston, and redistributing it. It is
expected that some of this oil will remain in the chamfer at the top of the piston
skirt and on the upper portion of the piston skirt, and act as oil supply during the
upstroke.

o During the upstroke, the piston skirt follows the oil control ring. It is expected
that the oil control ring will only leave 1-5 um of oil behind it, significantly
reducing inlet oil supply to the piston, although this supply maybe augmented by
oil from the chamfer at the top of the piston skirt.

¢ In some engine designs, pressurized oil supply is provided to the piston skirt.

In order to begin to investigate more realistic oil transport, the following cases were
simulated.
Case 1: 0-100 pm

- Linear oil supply to the cylinder bore as a function of axial position, ranging
from 0 pm to 100 pm, added at TDC.

- Cylinder bore OFT above the piston is reset to 2 um at BDC, and an
equivalent amount of oil to that removed (approximately) is added to the
piston oil reservoir at the top of the skirt.

- 5% of piston oil reservoirs are released at inlet and outlet, at each time step.

Case 2: 0-100 pm + 2 x chamfer supply

- As for Case 1, but with double the amount of oil added to the piston oil

reservoir at the top of the skirt, at BDC.
Case 3: 10-100 um

- As for Case 1, but with the linear oil supply to the cylinder bore ranging from

10 pm to 100 pm.

The changes to the cylinder bore oil film thickness distribution are demonstrated in
Figure 6.23.
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Figure 6.23: Changes to Oil Film Distribution

Comparing the results of these simulations with the constant 50 um inlet OFT case, we
can note from the piston motions presented in Figure 6.24:
In the lower half of the cylinder bore, all four cases are very similar.

In the upper half of the cylinder bore, the significant reduction in oil film

thickness for the linear oil distribution cases results in larger lateral motions, and a

significant shift in piston tilt after combustion TDC.
Beyond 180 °CA, there is no significant difference between the three linear oil

distribution cases.
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Figure 6.24: Effect of Oil Transport Model on Piston Dynamics

It is also useful to compare these results with those from the dry model. Figure 6.25
demonstrates that although the initial results vary, beyond 180 °CA the linear oil
distribution results are essentially the same as the 50 pm OFT case in the lower half of
the bore, and the same as the dry model results in the upper half of the bore. The initial
variation in results is due to the quasi-steady solution that we use to provide the oil film
initial conditions, and it is expected that, for cycle to cycle converged results, this
variation will be removed.
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Figure 6.25: Comparison of Oil Transport Model Results with Dry Model

The friction force generated, and corresponding effective friction coefficient, are shown
in Figures 6.26 and 6.27. As would be expected from the piston motions and oil film
distributions there is a significant increase in friction, from the 50 pm OFT case, during
the compression and expansion strokes. There is still a significant reduction though,
compared to the dry model.
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Figure 6.27: Comparison of Qil Transport Model and Dry Model Friction Forces

6.5.

Conclusions Based on Lubricated Model Results

For a simplified bore geometry, a range of oil film thicknesses were simulated,
demonstrating that: '

The timing of the onset of piston slap is unaffected by the presence of oil, with
piston slaps occurring at the crank angles determined by the dry model.

The oil acts as a cushion during and after piston slap:

- slowing the piston’s travel across the cylinder,

- reducing impact velocity, bouncing and oscillations, and

- reducing lateral motion.

197



e Piston tilt oscillations are reduced, but the presence of oil, particularly after it is
scraped into puddles by the piston, can result in large changes to the piston tilt,
even reversal of tilt direction. The wrist-pin moment still dominates piston tilt
approaching combustion TDC, for this engine and running condition.

e Due to increased piston tilt, there is significantly more land contact immediately
after combustion TDC for the lubricated model.

e The wrist-pin lateral force, wrist-pin and pressure moments, and the motion of the
wrist-pin and connecting-rod are essentially unaffected by the behaviour of the
piston — cylinder bore interface.

o The total side force supported by the piston — cylinder interface does not vary
significantly with OFT, as it must balance the lateral force imposed by the wrist-
pin. The balance between hydrodynamic support and asperity contact support
shifts throughout the cycle though, with hydrodynamic pressure providing support
for most of the cycle, and asperity contact becoming significant towards the end
of the compression stroke, and throughout the expansion stroke.

e Squeezing is significant throughout the cycle, removing oil from the load bearing
piston — cylinder bore interface, resulting initially in asperity contact during the
compression and expansion strokes, and finally in complete support of the side
load via asperity contact toward the end of the expansion stroke.

¢ During the intake and exhaust stokes, light loads and mid-stroke piston slaps
provide an opportunity for oil film thickness to be replenished in the piston —
cylinder bore interface.

e The piston — cylinder bore friction force is reduced significantly throughout most
of the cycle by the presence of oil.

e The effective friction coefficient throughout the intake and exhaust strokes and
first half of the compression stroke is typically very low (< 0.02). It increases
with increasing asperity contact during the second half of the compression stroke
and through the expansion stroke, resulting in a dry contact value of 0.1.

A range of surface representations were tested using the lubricated piston dynamics
model. It was found that surprisingly coarse grid representations are sufficient to
accurately describe the piston dynamics, with a 17 x 49 grid resulting in less than 0.5 pm
variation in lateral motion and 0.2 x 10 rad variation in piston tilt compared to a 17 x 81
grid. A comparison between mean surface line, outer surface line, flow factor method
and direct numerical simulation of the piston skirt tooling marks (17 x 1585 grid)
demonstrated that, in terms of piston dynamics, there is a significant underestimate of
lateral motion by the outer surface line results, but there is insufficient difference between
the results of the other three methods to justify the large increase in computational time
and memory required for direct numerical simulation.

An oil transport model was then implemented, and a range oil supply configurations were
tested, demonstrating the usefulness of the oil transport model in investigating how oil is
supplied and removed from the piston — cylinder bore interface, and the effect that this
has on piston dynamics and friction generation.
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7. Conclusions and Future Research

7.1. Model Development

A suite of numerical models have been developed, including:
e A fast, quasi-dry model of piston dynamics.
¢ Quasi-steady hydrodynamic lubrication, hydrodynamic lubrication and
elastohydrodynamic lubrication models.
e A lubricated piston dynamics and oil transport model.

The quasi-dry piston dynamics model has been tested over a range of operating
conditions for a single, heavy duty diesel engine. It was confirmed that the specified
governing equations were satisfied to sufficient degree of accuracy, and that the
numerical algorithm is stable and results in relatively fast running times of about 10
minutes per cycle for a 17 x 30 grid. The dry model’s usefulness in investigating the
effect of system parameters (not including oil effects) on component dynamics, force
generation and transmission was demonstrated.

Experimental results obtained and processed by our sponsors, and corresponding input
files for modeling the same engine, enabled comparisons to be made between the
simulated and experimental piston dynamics, over a range of operating conditions. The
results were found to be in surprisingly good agreement in terms of general behavior,
magnitude and timing, apart from a significant increase in lateral motion during
combustion in the experimental results, and increased piston tilt oscillations in the dry
model results, due to the lack of oil damping.

Comparison with the lubricated model results indicate that, for the cases tested, the dry
model provides a useful upper bound for lateral motion, but tends to underestimate piston
tilt, particularly during piston slap, resulting in an underestimate of land contact at
combustion TDC. The degree to which these variations affect the dry program’s
accuracy depends on the amount of oil present in the system. If we compare the effect of
oil film thickness (OFT) on lateral motion with the differences between the experimental
and dry model results, it would appear that there is very little oil present in the system
(10-50pm), particularly towards the top of the cylinder bore.

The quasi-dry model has been shown to provide useful information as an engineering
analysis tool and has been released, with documentation, to our sponsors.

The lubrication models were tested over a range of simple 2D flows for which analytical

solutions are available and found to satisfy the governing equations to sufficient degree
of accuracy. The effects of parameters such as grid size, gap height, surface velocity, oil
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viscosity and tooling marks were investigated for a single surface geometry,
demonstrating that the quasi-steady hydrodynamic lubrication model is a fast running,
numerically stable, and useful tool for investigating piston sliding behavior. The average
Reynolds’ equation, and corresponding flow factors were also incorporated into these
models, allowing comparison between the results obtained via direct numerical
simulation with those from flow factors.

The elastohydrodynamic lubrication model was then combined with the piston dynamics
model and additional oil reservoirs and supply points to achieve a lubricated model of
piston dynamics and oil transport. Preliminary results from this model demonstrate the
effects of oil film thickness, surface representation and oil supply conditions on lateral
motion, piston tilt and friction generation. Long calculation times and numerical
instability hamper its usefulness as an engineering analysis tool though, and further work
is required before this model will be released for practical design use.

7.2. Piston Dynamics

The results presented in this thesis are for a single, heavy duty diesel engine. The degree
to which conclusions drawn from these results can be applied to other engines is
sometimes limited, particularly when there are significant differences in the combustion
pressure - inertia balance, piston - cylinder bore relative stiffness or oil supply conditions.

The quasi-dry model analysis demonstrated that the piston’s lateral motion is essentially
driven by the combustion pressure, component axial inertias and angular position of the
connecting-rod. Piston — cylinder bore friction and wrist-pin friction, while not well
defined, were found to not play a significant role in determining the side force acting on
the piston. The connecting rod angular inertia and rate of change of momentum do not
play a large role in determining the magnitude of the side force but can significantly
affect the mid-stroke piston slap timing. Significant fluctuations in the side force occur
due to the component lateral inertias, but these fluctuations were significantly damped
out in the lubricated model results. The side force acting on the piston, and driving
lateral motion, is therefore very well defined by both the quasi-dry and lubricated models,
and relatively unaffected by oil film thickness.

The lateral motion of the piston is constrained by the cylinder bore and oil film, and is
therefore essentially a function of the piston - cylinder bore clearance, oil film thickness,
side force, and piston deformation (and cylinder deformation). The lubricated model
results clearly demonstrate the large effect that oil film thickness can have on lateral
motion if there is sufficient oil supply, significantly reducing lateral motion and impact
velocities, and damping out oscillations.
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Piston tilt is much more sensitive than lateral motion to the many uncertainties in the
model. The angular motion of the piston is driven by the friction moments at the piston —
wrist pin and piston — cylinder bore interfaces, and the moments generated by the
pressure force and piston-cylinder bore side force. In the absence of wrist-pin offset, the
wrist-pin friction moment dominates this moment balance approaching combustion TDC
until piston slap occurs, at which point the piston’s interactions with the cylinder bore
also become significant. Away from combustion TDC, where the loads transmitted
through the system are much smaller, the piston is essentially searching for a stable
position on the cylinder bore where the side force and friction force moments will
balance. For the quasi-dry model, this results in a lot of oscillation at light loads which is
damped out by the presence of oil in the lubricated model. The quasi-dry model results
demonstrated that this stable tilt is a function of the location of the minimum clearance
point on the piston, the gradient of the deformed piston profile, the average cylinder bore
gradient, over the load bearing portion of the bore, and the piston — cylinder bore friction
coefficient. The lubricated results, however, demonstrated that oil film thickness also
plays a significant role in piston tilt, effectively changing the geometry constraining
piston motion, and resulting in larger tilts, particularly during piston slap and an increase
in land contact at combustion TDC.

A range of surface representations were tested using the lubricated piston dynamics
model. It was found that surprisingly coarse grid representations are sufficient to
accurately describe the piston dynamics, with a 17 x 49 grid resulting in less than 0.5 pm
variation in lateral motion and 0.2 x 10™* rad variation in piston tilt compared to a 17 x 81
grid. A comparison between mean surface line, outer surface line, flow factor method
and direct numerical simulation of the piston skirt tooling marks (17 x 1585 grid)
demonstrated that, in terms of piston dynamics, there is a significant underestimate of
lateral motion by the outer surface line results, but there is insufficient difference between
the results of the other three methods to justify the large increase in computational time
and memory required for direct numerical simulation.

7.3. Friction Generation

Accurate determination of the friction generated at the piston — cylinder bore interface
continues to pose a significant challenge. The lubricated piston dynamics model results
demonstrate the significant effect that oil film thickness can have on reducing friction
generation at the piston — cylinder bore interface, but the accuracy of these results come
into question when we compare the different surface representations, particularly
approaching combustion TDC and throughout the expansion stroke, where there
significant variations in the friction predicted.

The quasi-steady lubrication model results demonstrated the sensitivity of hydrodynamic
pressure generation to detailed surface geometry and gap height. While the net normal
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force generated by the piston — cylinder bore interface is relatively well defined by the
lateral wrist-pin force, the proportion of it that can be supported by hydrodynamic vs
asperity contact pressure is not. At small clearances, small variations in surface geometry
or piston deformation can result in significant variations in the hydrodynamic and
asperity contact pressures, and corresponding changes in the resulting contact friction.
Further investigation is required to determine the degree of accuracy that can be placed
on friction predictions using these methods.

7.4. Possible Areas for Future Research

The current research provides us with a new suite of tools for investigating the behavior
of the power cylinder system, and other tribological systems. Further investigation of the
effect of tooling marks and other surface features on hydrodynamic and
elastohydrodynamic lubrication may result in a better understanding of pressure and
friction generation and oil transport, and corresponding recommendations for reducing
friction and wear.

There are also several opportunities for improvements to these models. The current
numerical algorithm used for solving the radial deformation of the piston at the piston —
cylinder bore interface has proved to be costly in terms of calculation time, and
numerically unstable. A replacement algorithm should be developed in order to improve
the models robustness and allow a greater range of systems to be investigated.

The current fluid model, based on the Universal Reynolds Equation applied over the
extent of the piston skirt does not accurately capture the phenomena of fluid film
detachment and reattachment, and the corresponding oil transport on the piston. The
development of a subroutine for more accurately tracking this oil transport, and
accounting for the free surface flow of oil on the piston would be a very interesting and
useful addition.

The addition of artificial damping and a more realistic estimate of the piston-cylinder
bore friction coefficient as a function of axial position to the quasi-dry model, while
requiring calibration, could result in a fast running and sufficiently accurate model of
lubricated piston dynamics.
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A1. Derivation of Governing Equations

A1.1. Review of Rigid Body Motion

For the purpose of deriving the governing dynamic equations of the power cylinder
system we will assume that each of the system components can be considered to be a
rigid body. It is therefore useful to review the general dynamic equations governing rigid
body motion.

A1.1.1. Conservation of Linear Momentum:

Consider a particle, 7, and two reference frames, A and B, where A is a stationary
reference frame and B rotates relative to A with an angular velocity, @p/a, as shown in
Figure Al.1:

Frame A

Figure Al.1: Particle Dynamics

The position, velocity and acceleration of the particle, #, are then given by the following
set of equations [46]:

Lo =Yg0 T Hg
Viia=VoatVygt ((DB/A X ri/Q)
a,,=2,,,+3,,;+ (a'B/A X ri/Q)+(oB/A X (‘”B/A X ri/Q)+ 2((03//1 X Vi/B)

Conservation of linear momentum, or Newton’s Second Law, for a particle can be
expressed as [46]:

F =ma,,
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Consider a rigid body with centre of gravity, CG, and two reference frames, A and B,
where A is a stationary reference frame and B rotates relative to A with an angular
velocity, ®a/m:

Figure A1.2: Rigid Body Dynamics

The rigid body can be considered to be a collection of infinitesimal particles which have
fixed relative positions. The position of the centre of gravity of the body is defined as the
mass averaged position of the body [46]:

I = —i— Irdm

The position, velocity and acceleration of the centre of gravity of a rigid body can
therefore be defined by the following set of equations:

Yegi0 =Yegig T Yoo
Veg =— J'v m
m
Vegia=VoratVeeist (mB/A X l'cc/Q)
m

A4 =g, 4 tAcgp T+ (“B/A X rCG/Q)+ Wpg g% (a,B/A X l'c:c;/Q)"' 2((°B/A X vCG/B)

Conservation of linear momentum, or Newton’s Second Law, for a rigid body can be
expressed by:

J.dF = J'amdm =Macg 4

All internal forces will cancel each other out, and the above equation can be reduced to:
ZFm =Macg, 4
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For the case where coordinate frame B is fixed to the rigid body (defined as a body
coordinate system), each particle within the body does not move relative to coordinate
frame B, resulting in the following expression of Newton’s Law:

acg/3 =Veg3=0

ZFext = m[aQ/A + (aB/A X rCG/Q)+ Dp X (“’B/A X rCG/Q)]

A1.1.2. Definition of Angular Momentum:

Frame A

Figure A1.3: Angular Momentum about the Centre of Gravity

The angular momentum of a rigid body about its centre of gravity can be defined as
follows [46]:

He = IdII/CG = Ir/cc XV, dm

Via=VegiatVict (“)C/A x r/CG)

If coordinate frame C is fixed to the rigid body, then we have v,c = 0 for all particles in
the body, and the above equation can be reduced to:

He = (Ir,Cde)x Vegiat J'r/cc; x (@04 X T, )im

By definition, we have:
_[r,Cde =0

resulting in the following equation for the angular momentum of a rigid body about its
centre of gravity:

Hey = Ir/cc x (@) 4 X X )Jdm

This equation can be further expanded in the following manner:
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¥ = Xic + Vi + 2K,

O s =0 +0j. to k.
HCG—Ir,CG {(a)z a)zy)i +(cux a)zgc (xy cox)(}

H, = la)x I (yz +2° )dm -, Iyxdm -0, J‘zxdmﬁc
+ [a)y I(zz +x? )dm -, Izydm -0, Ixydmlic
+ [a)z j(xz +3° )dm -, szdm -@ jyzdm}&c

H, =0, - Lo, - 10§ +|,0,- Lo, -1 o0l +|L0 -0 -0k

Figure Al1.4: Angular Momentum about an Arbitrary Point, Q

The angular momentum of a rigid body about an arbitrary point, O, can be defined as
follows:

H,= JdH,Q = Ir,Q xv, dm
Yo =Yc6 tTcgip

H, =H¢; + Y50 XmVeg, 4

A1.1.3. Conservation of Angular Momentum:

Consider the time rate of change of angular momentum of a rigid body about an arbitrary
point, Q:

H,= jr,Q XV, dm

dg I[V,B (G)B,Axr,g)]x v, dm+ Ir,Qxa,Adm
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The moment, about an arbitrary point, Q, created by a force acting on a particle within
the rigid body, can be defined by:
dM,, =r,, xdF

Applying Newton’s Second Law for each infinitesimal particle of the body, and assuming
that all internal moments cancel, we have:

J-dM/Q = ZMextlQ = J.r/Q Xa,Adm

The rate of change of angular momentum can then be expressed as:

dH

7Q =J)WVist (")B/A X r,Q)]x [vQ/A Vgt (mBIA X r,Q)]dm + ZM&‘”Q

Recalling that v;g = 0 for a body coordinate frame, and rearranging, this can be further
reduced to:

dH
o _
a Vo4 X m(")B/A X rCG/Q)+ ZMext/Q

Note that since both body coordinate frames (B and C) are fixed to the same rigid body,
the angular velocities, wp/a and @c/a, are equal, and will be used interchangeably here.

As was shown in Section A1.1.2, we can also express the angular momentum about an
arbitrary point in terms of the angular momentum about the centre of gravity and the
motion of the centre of gravity:

H,=H; + Y0 XMV, 4

dd, dH
Q _ cG
7 dr + [vCG/B + (“’B/A X rCGlQ)]x m[vQ/A *Vegia t (mB/A X l'cc;/Q)]'*' Yegig X Macg, 4

Recalling that v;g = 0 for a body coordinate frame, and rearranging, this can be further
reduced to:
dHQ = dHCG
dt dt

Combining these two expressions for the rate of change of angular momentum, and
rearranging, the following general conservation of angular moment equation is obtained:

tXogip X Mg, 4 = ZMexl/Q

= Vo1 a XMV g 4+ Yo 0 X Mg,

dH
dt

The time rate of change of angular momentum of a rigid body about its centre of gravity
can also be written in the following manner:
dH

Mo Moy +oxH

dt ot e
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;36 {[ w0y — 1 0, —Ixza),lic + [Iwwy ~ Ixya)x]J [I o, -0, Iyzwy]kc}
+ ®x {[I o -1 0, —Ixzmz]ic + [Iyya)y -1, 0, —Ixywxlic +[Izzcoz -1,0, —Iyza)y}(C}

CG —[I @, + I -1 )a)zwy —Ixy(a')y—coza)x)—lxz(d)z +a)ya)x)—1 (a) 2 —a)zz)}c

»z\Ey
+[1,0,+(. - 1)0,0,~ 16, ~ 0,0, )~ L6, + 0,0,)- [0} + 0.’ Jlc
[I ), + -1 )my (a')x —a)ya)z)-—lyz(a')y +a)xa)z)-1xy(wx2 +a)y2)}(c

Combining this with the general conservation of angular moment equation from above,
and reducing to two-dimensional planar motion we obtain:

Lo, = {ZMexlIQ —Tegip %X maCG/A}

X

A1.2. Component Dynamics and Equations of Motion

A1.21. Crankshaft Dynamics

It is assumed that the crankshaft has no linear motion, and rotates about its axis with a
given angular speed, wca(f). The crankshaft — connecting-rod bearing is assumed to be
an ideal frictionless pin joint, allowing relative rotational motion of the two components
without friction generation, and without relative displacement at point 0. Reference
Frame A is defined as a non-inertial reference frame, the origin of which is located at the
intersection of the cylinder bore axis and the horizontal centerline of the crankshaft, point
0. The motion of the centre of the connecting-rod large end bearing, point O, as a
function of crankshaft angle, G.4(f), relative to reference frame A, is therefore given by:
0= = [~ 7 sin(6y) )+ Yesoli+ res cos(8cy )k

Voia = -9mrcs cos( CA)-' - CArCS sm(HCA)

814 = | Goetiss 005(0es )+ B, 1 5in (B, i~ [ Sin(B) + s c0s(6 )k

A1.2.2. Connecting-Rod Dynamics and Equations of Motion

The connecting-rod connects the wrist-pin to the crankshaft, helping to convert the linear
motion of the piston into the angular motion of the crankshaft. It is assumed that the
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angular motion of the crankshaft is prescribed, that it has no linear motion, and that there
is no relative displacement between the centre of the large end of the connecting-rod and
the corresponding point on the crankshaft, Q. The large end of the connecting-rod is
attached to the crankshaft via bearings which are assumed to be frictionless, and therefore
provide no moment to the connecting-rod. The connecting-rod is considered to be rigid
for the purposes of this work.

Reference Frame A: (X, Y, Z) Z

rcs

>y
<— Ycso

Figure A1.5: Crankshaft Dynamics

Reference Frame A: (X,Y,Z) Z4

Reference Frame B: (x,y,z) yé_ ;
—{E &
N,
/
1/
lcr
YeRr_cGo
2CR_CGo G
>y

< $————>
‘g |<'Y(‘s0 Y

Figure A1.6: Connecting Rod Geometry and Dynamics

209



The motion of the large end of the connecting-rod, point Q, is well defined by the
crankshaft motion and engine geometry:

To0= [" Tes Sin(HCA)'I' J’csoli + 75 Cos(goq)k
Vo4 =—Beiles c08(0,, )i — Ot sin(,,

A4 = [“ éCArCS COS(BCA)+ émzrcs Sin(gc/a )]J - [éCArCS Sin(GCA ) + éazr cs 005(904 )}‘

The motion of the small end of the connecting-rod, point CR_P, can be defined by:
Yer pio™ [_ Tes Sin(gc/a)"" Yeso = ler Sin(¢CR )]-' + [r fo COS(HCA)+ Ier cos( CR)]k

Ver_pia = [" éCA"cs COS(BCA)— ¢5CRICR COS(¢CR )1' - [éarcs Sin(ea)+ ¢3CRICR sin( R )}‘
Ack Pia= [" éCArCS COS(QCA ) + émzr cs Sin(gc/;)" JCRICR cos( CR)+ ¢CRZICR Sin( cr )1'

- [éCAr cs Sin(‘gc,q)"' écﬁ" cs COS(HCA ) + ¢;CRICR Sin( CR)+ ¢CR21CR cos( 'cR )}‘

If we assume that there is no relative displacement between the small end of the
connecting-rod, the wrist-pin and the piston, at point P, then the connecting-rod angle,
#cr, and its time derivatives can be defined in terms of the lateral motion of the piston.

Xpy, ="Tcs $in(Bcs )+ Yeso — ler Sin(¢cx)

- -1 Yeso _Tes Xy
- arcsm[— ~-S 5in(4, A)__l—
R ‘cr CR

The effect of lateral motion, xpy, on the connecting-rod angle, only becomes significant

for very small values of both crankshaft offset, ycso, and sin(&c4), at which point we can
linearise arcsin to estimate this effect:

Yeso _Tes o *py
ber ~ 7. "l_sm(ec,«i -
cR  ‘cr CR

A¢CR(xPy)~ %Z‘ ~107

CR

The lateral motion of point P does not significantly impact the connecting-rod angle, but
the resulting changes to the connecting-rod angular acceleration, and the corresponding
connecting-rod, wrist-pin and piston inertia terms, are important. The time derivatives of
the connecting-rod angle are defined by:

¢CR ="
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where

u=lcs sin(HCA)—m+xﬂ

lCR ICR lCR
LT g x
i=-59,, cos(f,, )+
CR CR
. Vg 5 Yes 4 2 b
.. . CS CS PY
ii =8 cos(@,,)--56,, sin(g,, )+ 2L
CR CR CR

Given that there are significant clearances between the connecting-rod, wrist-pin and
piston at the pin bearings, and that the lubrication conditions in these bearings are not
well defined, there is significant uncertainty in the relative displacement of these
components. As a first approximation, we assume there is no relative motion, expecting
that this results in an underestimation of the lateral accelerations experienced by the
connecting-rod and wrist-pin.

The resulting equations for the motion of the small end of the connecting-rod, point
CR_P, are:
Ter_pro =Xp i+ [r Cs COS(QCA)+ lex COS( cR )]k
Ver_pia=Xpd— [éCArCS Sin(gc,q ) + ¢CRICR Sin( CR)}(

Acg pra=%p yj - [GCAr cs Sin(HCA) + 9CA2r cs COS(HCA)+ %CRICR Sin( CR)+ ¢.CR21CR COS( cr )}(

As described in our review of rigid body motion in Section A1l.1.1, the motion of an
arbitrary point, Py, on a rigid body can be defined by the fixed relative position of P; with
respect to another arbitrary point P,, the angular motion of the rigid body, and the motion
of point Ps.

Yoi0=Th/p, T ¥p0

Vara=Veat I,(¢c1ei)x rp /P2_|
Ap,a=ap 4t [(aCRi)X Tp e, ]+ (¢;CRi)X [(¢c1zi)x Tp/p, ]

The motion of the centre of gravity of the connecting-rod can therefore be expressed in
terms of the crankshaft motion and engine geometry:

Yer_cer0 =Yo10 T Xer_coig
= [" Tes Sin(‘QCA)"' )’cso]j +res COS(HCA )k *+Ter_ceio

Ver coia=Vorut [(¢CRi)x rCR_CG/Q]

= _éCArCS COS(QCA )J - gCArCS Sin(HCA )k + [(¢c1ai)x rCR_CG/Q]
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Acg cera =4t l.(JCRi)x rCR_CGlQ_|+ (éczzi)x l((’;czzi)x rCR_CG/QJ
= [— Ocares ©08(0cy) + Oy ris sin(B, )ll - [éCArCS $in(Gey)+ Gy Tes €080, )}‘
+ [(JCRi)x Ter_cGig ]"‘ (¢CRi)X [(¢;CRi)x rCR_CG/Q]

where the position of the centre of gravity, of the connecting-rod, relative to point
Q, rcr_cerp, is defined as:

Yer_cero = *cr_cool + cos(¢cn)" Zcr_cGo Sin(¢CR)lj + lyCR_CGO Sin(¢CR)+ Zcr_cGo COS(¢CR )Jk

| >y

Figure A1.7: Connecting Rod Force and Moment Balance

As shown in Figure A1.7, the connecting-rod is subject to external forces from the
interfaces it shares with the crankshaft and wrist-pin, Fcs/cr and Fwp/cr respectively, and
due to gravity. The calculation of these forces is described in Sections 2.3 and 2.4.
Conservation of linear momentum for the connecting-rod yields the following equation:

Fegior + Fiprcr + Mcr@ = MerBck co14

Assuming that the large end bearing is a frictionless pin-joint, and therefore Mcsq is
equal to zero, conservation of angular momentum for the connecting-rod, about the point
Q, yields the following equations:

dd

CR_CG _ _
— dt —=Mcgp+ Myp/0 +¥cr_coro X McrB = Ycr_coro X McrAcr_cG1 4
dH
CR_CG _ _
—a Twpicr T ¥cr_pio * Fupicr T Yer_coio X Mcr8 ~Yer_coio X Mercr_cG14
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The motion of the connecting-rod is assumed to be two-dimensional, and therefore the
angular motion of the connecting-rod can be described by a single angle, gcr, thereby
reducing the above equation to:

Ier sx%cr =Twpicry + rCR_P/QyFWP/CRz - "CR_P/QZFWP/CRY +Ter_cGioyMcr8z

~Ter_cciozMcr8y ~Ter_ceioyMcrOcr_ccraz T Ter_c6i0,McRACR _cGiay

Rearranging this equation, we can express that angular motion of the connecting-rod in
terms of known quantities, and the three unknown forces and moments acting at the
connecting-rod — wrist-pin interface:

Twpicryx N 1 rCR_P/QyFWP/CRz +Ter_cc19yMcr8z —Ter_ca10,Mcr8y

FWP/CRY -

Ter_prg;  Ter_pigg _rCR_CG/QymCRaCR_CG/Az+rCR_CG/szCRaCR_CGlAy_ICR_)0{¢CR

The axial force acting at the connecting-rod — wrist-pin interface can be defined by axial
force balances on the piston and wrist-pin, leaving the lateral force and moment to be
solved for simultaneously from the above equation and the simple bearing model
described in Section 2.3.2.

A1.23. Wrist-Pin Dynamics and Equations of Motion

The wrist-pin connects the connecting-rod to the piston, allowing the piston to rotate
relative to the connecting-rod. It can be fixed to the connecting-rod, fixed to the piston,
or able to rotate independently of both the connecting-rod and piston (floating pin). For
the purposes of this project we assume that the wrist-pin is rigid, and that there is no

_ relative displacement between the wrist-pin, piston and small end of the connecting-rod
at point P.

Figure A1.8: Piston Pin Dynamics

The motion of the ideal centre of the wrist-pin, point WP _P, is therefore given by:
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Ywp_pro =%p,j+ [rcs COS(HCA)'*' Ier cos(¢c1¢ )]k
Yup pia™ xPyj - [éarCS Sin(BCA ) + ¢;CRICR Sin(¢CR )}‘

Ayp p1a= iPyj - [éCArCS Sin(ea)"' éCAerS COS(OCA)+ ¢.CRICR Sin( CR)+ ¢CRZICR cos( CR )]k

As described in our review of rigid body motion in Section Al.1.1, the motion of an
arbitrary point, P;, on a rigid body can be defined by the fixed relative position of P; with

respect to another arbitrary point P,, the angular motion of the rigid body, and the motion
of point P,.

Ypi0=Tpp, tTp00

Vara=Vpiat [(¢CR‘)X Iy /PZ]

Ap,4=ap 4t [(¢CRi)x Yy p, ]"’ (¢CRi)x [(&CRi)x Tp /P,j

The motion of the centre of gravity of the wrist-pin can therefore be expressed as:
Ywp ccio =Ywp_pio Y Ywp_cciwp_p

=xp j+ ["cs COS(QCA)+ Iex cos(¢CR )]k *+Typ_ceiwp_p

Ve cia=Vwr_piat [(¢WP')X rWP_CG/WP_P]

=Xp,i— [garcs Sin(ec,q)'*' ¢ZCRICR Sin(¢c1e )}( + [(ﬁwi)x rWP_CG/WP_P]

App cora=App_piat l.(¢WPi)x rWP_CG/WP_P_I+ (¢WPi)X |.(¢Wpi)x rWP_CG/WP_PJ

=X, j- [éc,qr cs Sin(‘gc,q)"' ém2r cs COS(OCA ) + é;CRICR Sin(¢cx)+ ¢CR21CR COS(¢CR )}‘

+ [(¢Wpi)x rWP_CG/WP_P]+ (¢Wpi)x [(¢WPi)x rWP_CG/WP_P]

where the position of the centre of gravity, of the wrist-pin, relative to point
WP_P, rwp ccmwe_p, is defined as:

Y _comp_p = Xwp_cool T lyWP_CGO cos(¢wp)' Zwp_cGo Sin(¢WP )JJ

+ b)WP_CGO Sin(¢wr)+ Zwp_cGo COS(¢WP)}‘

The wrist-pin is subject to external forces from the interfaces it shares with the
connecting-rod and piston, Fcrwp and Feswe respectively, and due to gravity. The
calculation of these forces is described in Sections 2.3 and 2.4. Conservation of linear
momentum for the wrist-pin yields the following equation:

Fosiwp + Eoppwp + Myp = Mypyp 6,4

Conservation of angular momentum for the wrist-pin, about the centre-line yields the
following equation:
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dHWP_cc _

a Mosiwe p+Merime p+ Ywe_ceiwe_p X Mwp8 ~Ywp_coiwp_p X Mwpwp_cGia
dHyp ¢ _ +
a Tesiwe T Teriwe t Ywe_coiwe_p X Mwp8 —Ywp_coiwe_p X MypBwp_cG1a

The motion of the wrist-pin is assumed to be two-dimensional, thereby reducing the
above equation to:

IWP_)O(¢WP =Tpsiwex T Tcriwpx t Twe_cciwe_py X Mwp8z ~Ywe_cciwp_py X Mwp&y

~Ywp_cciwp_py X MwpQyp_cGiaz t twe_cciwe_py X MwpOwp_cGiay

A1.24. Piston Dynamics and Equations of Motion

The piston is connected to the wrist-pin and constrained by the cylinder bore. During
combustion the pressure force pushes the piston along the cylinder bore, thereby
converting the chemical energy in the fuel into kinetic energy. The piston also carries the
ring pack, which act to seal the combustion gases and control the transport of lubricating
oil along the cylinder bore. The piston rotates relative to the wrist-pin, but it is assumed
for the purposes of this model that there is no relative displacement between the two
components at point P. The motion of the ideal centre of the pin-bore, point PS P, is
therefore identical to that of the same point on the wrist-pin, point WP_P, and is given
by:

Fps_pio =Xp,J+ ["cs "‘05(904)'F le COS(¢CR )]k

Ves pra=%p = [émrcs Sin(am)"' ¢CRICR Sin(¢CR )}‘

Aps pra=%p,j— [éc,q’cs sin (0CA ) + 9mzr s cos(HCA ) + JCRICR Sin(¢cx)+ ¢'CR21CR °°S(¢CR )}‘

) %;? : é@ns ~ Z)
e
( =
ﬁ.'
| k|
>V »Y

Figure A1.9: Piston Geometry and Dynamics
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As described in our review of rigid body motion in Section A1.1.1, the motion of an
arbitrary point, P, on a rigid body can be defined by the fixed relative position of P, with

respect to another arbitrary point P,, the angular motion of the rigid body, and the motion
of point Ps.

Ye 10 =Ygip, TTh10
Veaia=Vpat K¢c12‘)x Iy /P,.I

Ap,4=8p 4t l(JCRi)x Yo /e, ]"' (¢5cni)x [(iiczei)x Ta/p, J

The motion of the centre of gravity of the piston can therefore be expressed as:

Yos cGro0 =Yps_rio tYps_ccips_p

=Xp yj + [r cs COS(HCA ) +leg cos(¢CR )]k +Xps corps_p

Ves cgra=Ves_piat [(¢Ps‘)x rPS_CG/PS_P]

=Xp = [émrcs Sin(em ) + ¢CRICR Sin(¢CR )}‘ + [(¢Psi)x Yps ccirs_p ]

Aps cGra=aps piat l(¢Psi)x rPS_CG/PS_P]+ (¢Psi)x I.(¢Psi)x rPS_CG/PS_P,l

= 5C.Pyj - [éCArCS sin (BCA)+ 9a2r cs COS(HCA) + JCRICR Sin(¢CR) + ¢CR21CR cos( 'cr )}‘

+ [((;Psi)x Yps_coips_p ]’*‘ (&Psi)x [(¢psi)x rPS_CG/PS__P]

where the position of the centre of gravity, of the piston, relative to point PS_P,
Yps CG/PS_Ps is defined as:

Yps coips_p = %ps_cool + lyps_cco COS( PS)— Zps_cGo Sin(¢Ps )JJ

+Vrs_coo Sin(¢z’s ) +2Zps_cco COS(¢PS )]k

The piston is subject to external forces from the interfaces it shares with wrist-pin and
cylinder bore, Fwpps and Fcgps respectively, and due to combustion chamber pressure,
Fpps, and gravity. The calculation of these forces is described in Sections 2.3 and 2.4.
Conservation of linear momentum for the piston yields the following equation:

Fyp1ps + ¥epips + Fp ps + Mps® =Mpsps 64

Conservation of angular momentum for the piston, about the ideal centre of the pin bore,
PS P, yields the following equation:

dH
PS_CG _ _
‘_“d' t_ =Mypps p+ Mcgips p+ M, ps p+Tes coips_p X Mps8=TYps_caips_p X MpsBps_cGra
dH
PS_CG _ _
a Twpips T ¥caips_p X ¥epips T Xpips_p X Fp ps +Tes_coips_p X Mps®—Tps_ccips_p X MpsBps_ccia
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The motion of the piston is assumed to be two-dimensional, thereby reducing the above
equation to:

Yepips p X Fepips +Xpips p X Fpypg }
x

I Ps_)0{¢Ps =Typipsx T
*+Yps_cGrprs_p X Mps8 —Yps_cgips_p X MpsBps_cGi4

A1.3. Contact Model: Blunt Wedge Against a Flat Plane

For an elastic half-space, loaded over the range —b < x < a, by a distributed normal
pressure p(x) only (neglecting friction), the displacement at the surface, u, is given by
[32]:

uz

2)a
-——ZLI;;:L) Ip(s)ln|x —slds +C,
-b

where vis the Poisson’s Ratio of the material, £ is the Young’s Modulus, and C;
is an integration constant to be determined from boundary conditions.

For a blunt wedge, against a flat plane, the total surface displacement is given by [32]:
U, +u,,=06—cotalx] -a<x<a

where Jis the nominal overlap of the two surfaces, at the tip of the wedge, and o
is the half angle of the wedge, as shown in Figure A1.10.

Figure A1.10: Blunt Wedge Against a Flat Plane

Using the above equation for the surface displacement of an elastic half space, under a
distribution load, the surface overlap, 3, can therefore be defined by:
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S=u,|  +u,

x=0

2 a
= —$ Ip(S)II'IISldS + 2C2

E*{(l_vg)Jl_V;)]-*

E, E,

where E* is the composite Young’s Modulus of the two surfaces.
For p(x) = 0, 6= 0, and therefore C,=0.

The corresponding pressure distribution, p(x), and total load, P, are given by [32]:

plx)= E7cota cosh"(ﬂ)
n x

P=aE*cota

Rearranging the equation for the total load, P, the width of the contact area, a, can be
defined in terms of the total load, surface geometry, and composite Young’s Modulus:
Ptano

E'*

Substituting the pressure distribution, p, into the equation defining surface overlap, &, we
obtain:

2cota 4 a
S=— = :[cosh ‘(;) ln|s|ds

1
_._2acota I cosh"(l) In|as|ds
i} s

”2
l 1
-~ 2252 o Jos o J
b/ 0 s ' S

Numerical evaluation of the above integrals, and substitution of the contact width, a, into
the above equation results in:

5= i[l 0779—0.6366 ln(P tan “)]
E* E*

The wavelength averaged pressure is given by:

N

pasp =
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The nominal overlap of the two surfaces, in terms of the wavelength averaged pressure, is

therefore:
5= ’g‘"" [o 6366[ln(cota) ln(}fj D+1 0779]

The above equation can be re-expressed in terms of the triangular tooling mark wave
height, Q, nominal clearance of the surface, A, and tooling mark wavelength A:

Q_ h= ey 0.6366 ln(2Q ~=In ey +1.0779), h< Q

2 E* A E* 2
For the lubricated model, with a very fine grid for calculating effect of tooling marks on
elastohydrodynamic lubrication via direct numerical simulation, the grid spacing is

smaller than the wavelength of the tooling marks. It is therefore more appropriate to use
a grid averaged contact pressure, rather than a wavelength average one:

d dz
Qo[ % P | 636 1(29) in| Z P || 10779 h<S
2 £ p) £ 2

where dz is the axial grid spacing.
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A2. Fluid Model Equations and Results

This appendix contains:
o Detailed derivation of the equations governing lubrication flow.
¢ Quasi-steady hydrodynamic lubrication model results for a range of simple 2D
lubrication flows.

A2.1. Derivation of Lubrication Flow Equations

It is assumed that the fluid is an incompressible, Newtonian fluid with constant viscosity,
and that the flow is laminar.

A2.1.1. Mass Conservation

Considering a fixed control volume, the rate of increase of mass inside the volume must
be equal to the rate of mass flow into the volume [47].

d _ (9P 0 _
E;fpdV—’;[adV— quOdA

Using the divergence theorem [47]:

[puedA = [Ve(pu)ar

ja—p+v.(pu)dV=o
;o

Since the integral form of the general mass conservation equation applies for any fixed
volume, the integrand must vanish at every point. The differential form of the general
mass conservation equation, often referred to as the ‘continuity equation’, is therefore
given by:

% 194 (pu)=0

The total derivative of a quantity, ¢, is defined as [47]:

Dp_23¢ . .
'Bt-'—at+ll V¢
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The continuity equation can therefore be re-written in the following form:

—1—&+Vou=0
p Dt

The first of these two terms is the rate of change of density following a fluid particle. For
an incompressible fluid, this term is zero and the continuity equation reduces to:
Veu=0

In Cartesian coordinates, for an incompressible fluid, the local mass conservation, or
continuity, equation is therefore given by:

A2.1.2. Momentum Conservation

Applying Newton’s law of motion to an infinitesimal fluid element, we require that the
net force on the element, due to both body and surface forces, must equal the element’s
mass multiplied by the acceleration of the element. The acceleration of an element is
given by the total derivative of its velocity. The resulting equation is often referred to as
‘Cauchy’s equation of motion’ [47].

p 2 _ e 0%
Dt P8;

The constitutive equation (relating stress and deformation) for a Newtonian fluid is given
by [47]:

2
T, =—(p+§,uVou)5,.j +2pe,

1 au,. auj
e, =—| —+—L
T2\ &, oy

i

Combining these equations, we can obtain the general form of the Navier-Stokes

equation:
Du, 0 2 Ou, Ou
o pg t—|—{ p+=puVeu (s, +py —L+—L
P o ~ P8 ax,( (” 3# )‘f ’{ax, ax.D

i

Assuming that we have an incompressible fluid, the conservation of momentum can be
reduced to: '
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If we also assume that viscosity is constant throughout the fluid, this can be further
reduced to:

Du, __% + g, + uV’u,

Pt~ ox

In vector notation, conservation of momentum, for an incompressible, constant viscosity,
Newtonian fluid is therefore given by:

Du 2
—=-Vp+pg+4uV-u
th pPrpgtu

A2.1.3. Lubrication Flow Approximation

For thin fluid films, such as the oil film between the piston and cylinder bore, where the
Reynolds number is significantly smaller than the ratio of the film thickness to the film
length in the sliding direction, the inertia terms in the Navier-Stokes equation can be
neglected, reducing the equations of motion to:

2
0=_6_p+ﬂ6_1:
Ox oy
0=2
Oy
2
0z Oy

Considering the reduced equation for conservation of momentum in the y-direction, it is
clear that pressure is a function of x, z, and ¢ only.

pP= p(x,z,t)

The remaining two conservation of momentum equations can then be integrated directly,
in terms of y, in order to express the fluid velocity profiles in terms of the pressure
distribution, surface heights and surface velocities. Assuming that we know the
velocities of the solid surfaces at y = hj(x,z,f) and y = hy(x,z,f), and that there is no slip or
fluid penetration at these surfaces, the following boundary conditions apply:
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u(x,y h,z,t ) U(x,z t)

u(x,y hy,z, t) 2(x’z’ )
w(x,y—hl,z, ) W(x,z t)
w(xay=h2’z’ ) (x z,t )

Walx,2,9)

hi(x,z,1)

N4

Figure A2.1: Lubrication Flow

The resulting velocity profiles are:

u(x,yazst)=—i( g)[y - (h+ 1) y+hlh2]+(2 *)y+["l ‘Uz”')

b ) heh
R o e e A L Ly

For the case where /; = 0 and h; = h, the velocity profiles reduce to the more familiar
form:

__r( a\y_ly y
u(x,y,z,t)— 2;1( ax)[z—l];+(U2—Ul)-}-l-+Ul

_ K Yy ]y y
wlx, y,2,t)= 2ﬂ[ az)[h 1]h+(W2 W)+,

A2.2. Quasi-Steady Hydrodynamic Lubrication Model Results:

In order to test the accuracy of the fluid models a set of simple 2D problems, for which

analytical solutions are well defined, were simulated. For each test case it was confirmed
that:

¢ the correct pressure distribution is generated,
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o the calculated volume flow rates, shear stress, normal force and friction force are
accurate, and

e mass is conserved for each control volume.

A2.21. Plane Poiseuille Flow:

Steady, laminar flow between two parallel plates, driven by a pressure difference across
the plates is known as Plane Poiseuille Flow. The mass flow rate is driven by the
pressure difference, and limited by the friction force generated at the solid boundaries.
Since this is a quasi-steady, two-dimensional flow, mass conservation requires that the
mass flow rate is a constant, and therefore that the pressure gradient is a constant. The
flow has the following detailed characteristics:
o The pressure varies linearly from the high pressure boundary to the low pressure
boundary.
¢ The normal force generated is proportional to the average pressure and the axial
length of the flow.
¢ The velocity distribution is a symmetric parabola with zero velocity at the solid
boundaries, and is constant with respect to axial position.
¢ The mass flow rate is proportional to the pressure gradient, the gap height cubed,
and the inverse of the dynamic viscosity.
o The shear stress on each surface is constant with respect to axial position and
proportional to the pressure gradient and the gap height.
o The friction forces generated at the two surfaces are equal and proportional to the
pressure difference and the gap height.

A Surface 2, v =0
VS S S S S LSS LSS LSS LSS LSS S S o

Po W) PL> Po

Y/ L I =z
Surface 1.v=0

Figure A2.2: Plane Poiseuille Flow

The equations for this flow are:

— » +p,)L.
ple)=po+ PFo 2 > Fy = Jp __(, 2170) i
n P~ po)(y )y n [ p p)
=7 1= ORI L 0
w(y) Zﬂ( L h h -0 124 L
(y=0)=l(_P=P0 ol . K, -p,).
T ) MR L ML LA

For the following parameter values, we obtain a simplified set of equations:
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p, =1x10° Pa, p, =11x10° Pa, A=1x10" m, L=0.1m, x=0.01Pas
p(z)=(1+100z)x10° - F,, =-60i, KN/m

w(y)= 5x10'2(10_5 1)10%5 - O =-83.33x10" mm%s

7,,(y =0)=-50i, - F,, =-5i, N/m

The following simulation results were achieved using the quasi-steady fluid model.
Centreline Node Values

0.1 T 0.1 0.1 0.1
.......... Surface 1
=rmsees Surface 2 0.09} {1 oos} {1 oo}
——— Equivalent OFT
0.08+ W 0.08 g 0.081 -‘ 0.081
0.07 { 4 0.07} E 0.07¢ E 0.07}
0.06 0.08 0.08} w 0.08 4
€ E 3 3
.s 0.05 « 0.05 41 = 005} 2 0.05
; g : i
0.04 0.04 0.04 0.04
0.03+ 4 0.03} E 0.03} E 0.03+
0.02f E 0.02 E 0.02} E 0.02}
0.01} B 0.01}+ B 0.01F 1 001}
ol 1 0 L L 0 . 0 )
1510 5 0 5 0 5 10 55 -50 45 -0.0834 -0.0833 -0.0832
Surface Radial Positions and x 10° Shear Stress (Pa) Volume Flow Rate’ (mmzls)

Equivalent OFT - RNOM (micron) Pressure (Pa)

Figure A2.3: Plane Poiseuille Flow — Centreline Results

As shown in Figure A2.3, for this set of parameters, the numerical flow simulation results
confirm that:

o the flow is fully flooded, with the equivalent oil film thickness being equal to the
surface 1 location,

o the pressure varies linearly from 1 bar to 11 bar,

e the shear stress is constant at -50 Pa, and

o the volume flow rate, per unit width, is constant at -83.33 x 10 mm%s.

Other results produced by the model also confirmed that:

o the circumferentially averaged values are equal to those along the centerline,
circumferentially there is no variation in any of these quantities,
the axially averaged pressure, and the pressure at z = 0.05, are both equal to 6 bar,
the total normal force generated by this flow, per unit width is -60 kKN/m, and
the total hydrodynamic friction force generated by this flow, per unit width, is -5
N/m.
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For this set of parameters, the model results match the analytical results with sufficient
accuracy. The model was then tested over a range of parameter values, in order to check
that the more general trends and dependencies are correctly described. These results are
shown in Figures A2.4-A2.6.

As required by the analytical equations, Figure A2.4 shows that the normal force, per unit
width, generated by the flow is linearly proportional to the Axial Length, Base Pressure

and Pressure Difference, and independent of Viscosity or Gap Height.

x 10°
127

.......... Height (micron)
=== Axial Length (10 mm) -
-==== Base Pressure (bar) -
— Pressure Difference (bar) -

¢ Viscosity (0.001 Pas) -~

-
(=]
T

©
T

Normal force per unit width (\/m)
[}

1 L |

1 1 1 1 s
0 10 20 30 40 50 60 70 80 90 100
Variable: See Legend for Scale

Figure A2.4: Plane Poiseuille Flow - Normal Force

The friction force generated, per unit width, is linearly proportional to the pressure
difference and the gap height, and independent of the Axial Length, Base Pressure or
Viscosity. This may seem counterintuitive, since the only friction generated is due to
shear stress at the fluid-solid boundary, which we generally expect to be of the form:

T=u—

In this case though, our velocity gradient is defined by a force balance between the
pressure difference and the shear force, and it is the pressure difference that drives and
defines this flow.

Friction Force = ,u%L =(P,-P)n

L _(B-R)

% HL
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Figure A2.5: Plane Poiseuille Flow — Friction Force

In the log-log plot shown in Figure A2.6, we can clearly see that the volume flow rate is
linearly proportional to the pressure difference, inversely proportional to oil viscosity and

axial length, and proportional to the cube of the separation height. It is independent of
the base pressure.
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Figure A2.6: Plane Poiseuille Flow — Flow Rate

Negative pressure gradients were also tested:
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Figure A2.7: Plane Poiseuille Flow — Negative Pressure Gradients

It was also tested and confirmed that the pressure distribution and gradient are
independent of the separation height (for constant separation height) and oil viscosity,
and that the pressure is constant, and no flow occurs, when there is no pressure difference
applied.

A2.2.2. Plane Couette Flow

Steady, laminar flow between two parallel plates, caused by relative motion of the plates
is known as Plane Couette Flow. In this case the mass flow rate is determined by the
average velocity of the two plates, and the gap height between them. Once again, since
this is a quasi-steady, two-dimensional flow, mass conservation requires that the mass
flow rate is a constant, and therefore that the pressure gradient is a constant. The pressure
gradient in this case is therefore zero. The flow has the following detailed characteristics:
o The pressure is constant at the boundary pressure.
¢ The normal force generated is proportional to the boundary pressure and the axial
length of the flow.
o The velocity distribution across the gap is linear, matching the solid velocities at the
boundaries, and is constant with respect to axial position.
o The mass flow rate is proportional to the average solid velocity and the gap height.
o The shear stress is constant throughout the flow, and proportional to the velocity
difference and viscosity, and to the inverse of the gap height.
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e The friction forces generated at the two surfaces are equal in magnitude, and
opposite in direction. They are proportional to the velocity difference, viscosity and
axial length, and to the inverse of the gap height.

Y1x Surface 2, w=W,

Po

VI LYY,
Surface 1, w = W=t

Figure A2.8: Plane Couette Flow

The equations for this flow are:

’ L
p(z)'_‘Po - F, =—_[p(z)dziy =-p,lLi,
0
w(y)= 0, WY+, - o=t

’ L —
Tyz())=0)=ﬂ(_ufhh—m'2iz - FFl = Irﬂ(yzo)d2i2=”(Lth_pVo)Liz
0
For the following parameter values, we obtain a simplified set of equations:
Po=p,=1x10°Pa, h=1x10"m, L=0.1m, z=0.01Pas, W, =1m/s, W, =0

’ L
plz)=10° ~ Fy, == [p(z)dz, =100, kN/m
0
w(y)=1-10°y - Q' =5mm’/s
’ L
7,.(y = 0)=-10%, — Fpy = fr,(y=0)dz, =-100i, N/m
0

The following simulation results were achieved using the quasi-steady fluid model.
Equivalent results were obtained with the Unsteady and Elastohydrodynamic models.
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Figure A2.9: Plane Couette Flow — Centreline Results

As shown in Figure A2.9, for this set of parameters, the numerical flow simulation results
confirm that:
o the flow is fully flooded, with the equivalent oil film thickness being equal to the
surface 1 location,
o the pressure is constant at 10 bar,
the shear stress is constant at -1000 Pa, and
¢ the volume flow rate, per unit width, is constant at 5 mm?/s.

Other results produced by the model also confirmed that:
o the circumferentially averaged values are equal to those along the centerline,
o circumferentially there is no variation in any of these quantities,
o the total normal force generated by this flow, per unit width is -100 kN/m, and
[ ]

the total hydrodynamic friction force generated by this flow, per unit width, is -
100 N/m.

For this set of parameters, the model results match the analytical results with sufficient
accuracy. The model was then tested over a range of parameter values, in order to check
that the more general trends and dependencies are correctly described. These results are
shown in Figure A2.10-A2.12.

As required by the analytical equations, Figure A2.10 shows that the normal force, per
unit width, generated by the flow is linearly proportional to the axial length and base
pressure, and independent of velocity, viscosity and gap height.
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Figure A2.10: Plane Couette Flow — Normal Force
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Figure A2.11: Plane Couette Flow — Friction Force

As shown by the log-log plot in Figure A2.11, the friction force generated, per unit width,
is linearly proportional to the axial length, velocity and viscosity, inversely proportional
to the gap height, and independent of the base pressure. We should note that for these
simulations only the surface 1 velocity was varied. The friction force is proportional to
the velocity gradient at the surface, and therefore defined for this flow by the difference
between the two surface velocities only, and unaffected by adding the same velocity to
both surfaces.

The volume flow rate is linearly proportional to the gap height and the velocity, and
independent of the axial length, base pressure and viscosity. This is due to the fact that it
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is the solid surface motion driving this flow, and so the volume of fluid moved by the
surfaces is only dependent upon the surface velocities and the size of the gap between
them (as long as body forces are negligible). Once again we note that during these
simulations only the surface 1 velocity was varied, and that the volume flow rate is
actually proportional to the average surface velocity (so adding the velocity to both
surface does change the volume flow rate).
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Figure A2.12: Plane Couette Flow — Flow Rate

Negative sliding velocities were also tested:
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Figure A2.13: Plane Couette Flow - Negative Sliding Velocities

233



A2.23. Squeeze Flow:

Although not strictly quasi-steady, it is possible to solve a single instant in time of a
squeeze flow as a quasi-steady flow. For a fully flooded squeeze flow between two

parallel plates, the flow is driven by changes in the separation height of the two plates, as
shown in Figure A2.14.

Surface 2, v=V, §
WSS LSS S S LIS SIS LSS LS SISV SIS ST SIS S SR

w(y,z)
Po PL = Po

/LY =z
Surface 1, v=V, T

Figure A2.14: Squeeze Flow

Assuming that we have a laminar lubrication flow, the velocity is given by:

o 5155

" 2u U dz \ Ap)

Considering conservation of mass, for a symmetric, fully flooded flow (no cavitation or

separation), the volume flow rate, per unit width, as a function of axial position is given
by:

0 (at)=-25 ==2lt,-¥,)

The flow rate can also be described as a function of velocity. Comparing these two

expressions it is possible to define the pressure gradient as a function of surface height
and axial position.

0(6)= foly ok =2 (-2 =0, %)

dz
(—jzﬁ)=,‘,f—§(n-mz

Integrating and applying the pressure boundary condition we obtain:

P(z,r)=,f(7")g(n —Vo{zz -(%)]Jr 20

Substituting the pressure gradient back into the velocity distribution we obtain the
following equations describing this flow:
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2 1/2 3
_ 6,U _ 2 £ ! —_ - ,UL _ _ .
p(z,t)—- h(t)3 (Vh Vo{z (2) ]+po -> Fy _ip(Z)ley h(t)3 (Vh Vo) Poli,

w(y,z,t)=;?t—)(n—%)z(i)—q$ - 0 =-V,-V,)

hle
, 7
Tyz(y=0)=_h6(:;2 (I/h _I/O)Ziz - FFl = J.Tyz()}=0)d2iz =0
%

Note that the friction force generated by the squeeze flow is equal to zero. A squeeze
flow can be considered as a pressure driven flow where the peak pressure is determined
by the force required to overcome the friction force in each half of the flow.

For the following parameter values, we obtain a simplified set of equations:
Po=p,=1x10°Pa, h=1x10"m, L=0.1m, z=0.01Pas, ¥, =1x10" m/s, ¥, =0

p(z0)=10°1-6x10°(z* ~2.5x107°)] > F,, =-11x10%, N

w(y,z,t)=602(13)_5 -1)10{5 - Q'=10"z m¥s=100z mm’/s
r,.(y=0)=—6x10°z, > F, =0

The following simulation results were achieved using the quasi-steady fluid model.
Equivalent results were obtained with the Unsteady and Elastohydrodynamic models.
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Figure A2.15: Squeeze Flow — Centreline Results
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Figure A2.16: Squeeze Flow — Normal Force
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Figure A2.17: Squeeze Flow — Friction Force

236



Top boundary flow rate per unit width (mn/s)
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Figure A2.18: Squeeze Flow — Flow Rates
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