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Description
[TECHNICAL FIELD]

[0001] The present invention relates to a stern duct
mounted on a stern of a ship’s hull, a stern attachment,
a design method of the stern duct, and a ship provided
with the stern duct.

[BACKGROUND TECHNIQUE]

[0002] As one of energy saving devices, a stern duct
is mounted on a front portion of a propeller mounted on
a stern of a ship’s hull.

[0003] Patent document 1 proposes a ship on which
an arc duct is mounted. This arc duct is placed in front
of the propeller and higher than a center position of stern
longitudinal vortex generated around a stern portion. This
ship includes main fins extending in a radial direction of
the propeller between both lower ends of the duct and a
side surface of the stern portion. Each of the main fins is
inclined such that its front is located higher than its rear
(especially paragraphs (0014) to (0016)) .

[0004] Patent document 2 discloses a semi-arc stern
duct only including a cylindrical upper half portion (espe-
cially Fig. 1 and paragraph (0018)).

[0005] Patent document 3 proposes a duct device in-
cluding an outer shell of a substantially semi-circular trun-
cated shape obtained by substantially half-cutting a sub-
stantially circular truncated shape cylinder at a plane in-
cluding a center axis, and two connection plates which
fix an outer shell to the stern portion. The outer shell is
placed such that a smaller-diameter portion of the outer
shell is oriented toward the propeller and the outer shell
is opposed to an upper half portion of the propeller (es-
pecially Figs. 1 and 2 and paragraph (0020)).

[0006] Patent document 4 discloses a duct for a ship
in which afirst plate body is curved into an arc shape and
an end of the first plate body is provided with a straight
second plate body (especially paragraph (0006)).

[PRIOR ART DOCUMENTS]
[PATENT DOCUMENTS]
[0007]

[Patent Document 1] Japanese Patent Application
Laid-open No.2011-178222

[Patent Document 2] Japanese Patent Application
Laid-open No.2006-347285

[Patent Document 3] Japanese Patent Application
Laid-open No.2008-137462

[Patent Document 4] Japanese Patent Application
Laid-open No.2008-308023

[Patent Document 5] Korean patent Application Pub-
lication Number: KR10-2012-0068223
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[SUMMARY OF THE INVENTION]
[PROBLEM TO BE SOLVED BY THE INVENTION]

[0008] Especially the arc duct in patent document 1 is
mounted symmetrically with respect to a center line in a
vertical direction of the propeller in a state where the
ship’s hull is forwardly viewed from backward. Patent
document 1 focuses attention on a problem that, in the
semi-circular duct, a problem that a thrust force is mainly
generated at an upper portion and a thrust force is not
generated at a side surface portion, i.e., a problem that
athrust force cannot be obtained at the side surface por-
tion of the semi-circular duct, and the side surface portion
of the semi-circular duct becomes a cause of increase in
resistance (paragraph (0006)).

[0009] To solve this problem, the main fins are provid-
ed and an auxiliary thrust force is obtained from down-
flow. Although the arc duct having a smaller angle than
that of the semi-circular is illustrated in the drawing of
patent document 1, there is no description concerning a
center angle of the arc, and in the case of the illustrated
duct, it seems that the center angle is about 145°. The
center angle is not determined while taking, into account,
a hydrodynamic force distribution in a propulsion direc-
tion of the ship’s hull which acts on a surface of the duct.
[0010] The semi-arc stern duct in patent document 2
is also mounted symmetrically with respect to a center
line in the vertical direction of the propeller in a state
where the ship’s hull is forwardly viewed from backward.
According to patentdocument 2, a reduction rate of pow-
er is enhanced, and energy is further saved as compared
with a conventional case where a stern fin, a stern duct
and a rudder fin are individually provided. Hence, in pat-
ent document 2, mutual relations between the stern fin,
the stern duct and the rudder fin are necessary, and the
stern duct is provided to decelerate the speed of down-
flow which is stemmed by the stern fin flowing into the
propeller (especially paragraph (0016)).

[0011] The substantially semi-circular truncated
shaped outer shell in patent document 3 is also mounted
symmetrically with respectto the center line in the vertical
direction of the propeller in a state where the ship’s hull
is forwardly viewed from backward. Although patentdoc-
ument 3 discloses the duct device provided with the outer
shell having a center angle smaller than 180°, patentdoc-
ument 3 only discloses that the center angle becomes
150° under such a condition that a center axis of the outer
shell and a rotation axis of the propeller match with each
other (Fig. 7(A) and paragraph (0037)). Further, the cent-
er angle is not determined while taking into account a
hydrodynamic force distribution in a propulsion direction
of the ship’s hull which acts on the surface of the duct.
[0012] Further, the first plate body which is curved into
an arc in patent document 4 is also mounted symmetri-
cally with respect to the center line in the vertical direction
of the propeller in a state where the ship’s hull is forwardly
viewed from backward. Although the arc center angle is
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not specifically described in patent document 4, it seems
that the illustrated duct has a center angle exceeding
180° (especially Fig. 2 and paragraph (0026)).

[0013] Patent document 5 discloses a duct structure
for a ship,the duct is provided with divided path according
to axial perimeter of propeller.

[0014] Hence, it is an object of the present invention
to provide a stern duct, a stern attachment, a design
method of the stern duct and a ship provided with the
stern duct capable of enhancing hull efficiency without
increasing resistance ship’'s hull even if a duct body is
added to the ship’s hull.

[0015] Further, it is another object of the present in-
vention to provide a stern duct, a stern attachment, a
design method of the stern duct and a ship provided with
the stern duct capable of enhancing a thrust deduction
factor and relative rotative efficiency, and capable of re-
ducing an effective wake fraction.

[MEANS FOR SOLVING THE PROBLEM]

[0016] According to a downstream corresponding to
the present invention described in claim 1, in a stern duct
mounted in frant of a propeller mounted on a stern of a
ship’s hull, wherein a duct body is formed into an arc
shape of an angle range from 90° to 140°, a radius of a
rear end arc portion formed on a rear end of the duct
body is set to 50% or less and 20% or more of a radius
of the propeller, and the duct body is mounted on the
stern by support means such that a duct center line of
the duct body inclines in a rotation direction of the pro-
peller with respect to a propeller center line in a vertical
direction of the propeller in a state where the ship’s hull
is forwardly viewed from backward. According to the in-
vention described in claim 1, since the duct body is
formed into the arc shape of the angle range from 90° to
140°, even if the duct body is added to the ship’s hull, it
is possible to enhance the hull efficiency without increas-
ing the resistance of the ship’s hull. Further since the
radius of the rear end arc portion formed on the rear end
of the duct body is set to 50% or less and 20% or more
of the radius of the propeller, interference between the
duct body and the propeller becomes large, and it is pos-
sible to make the effective wake fraction small. Further
the duct body is mounted such that the duct center line
inclines with respect to the rotation direction of the pro-
peller with respect to the propeller center line in the ver-
tical direction of the propeller. As compared with a case
there the duct center line does not incline, it is possible
to make the effective wake fraction smaller.

[0017] In the invention described in claim 2, an incli-
nation angle of the propeller in the rotation direction is
set to an angle range larger than 0° and 60° or less in
the rotation direction of the propeller with respect to a
partof the propeller center line located higher than acent-
er axis of the propeller. According to the invention de-
scribed in claim 2, since the inclination angle in the rota-
tion direction of the propeller of the duct center line of the
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duct body is set larger than 0° and 60° or less, the duct
body and the support means can face the region where
the reduction rate of delivered power is high. Therefore,
itis possible to provide a sternduct having a high energy-
saving effect.

[0018] The invention described in claim 3 provides a
stern duct mounted in front of a propeller mounted on a
stern of a ship’s hull, wherein a duct body is formed into
an arc shape of an angle range from 180° to 270°, a
radius of a rear end arc portion formed on a rear end of
the duct body is set to 50% or less and 20% or more of
a radius of the propeller, and the duct body is mounted
on the stern by support means such that a duct center
line of the duct body inclines in a rotation direction of the
propeller with respect to a propeller center line in a ver-
tical direction of the propeller in a state where the ship’s
hull is forwardly viewed from backward. According to the
invention described in claim 3, since the duct body is
formed into an arc shape of an angle range from 180° to
270°, even if the duct body is added to the ship’s hull, it
is possible to enhance the hull efficiency without increas-
ing the resistance of the ship’s hull. Further, since the
radius of the rear end arc portion formed on the rear end
of the duct body is set to 50% or less and 20% or more
of the radius of the propeller, the interference between
the duct body and the propeller increases, and the effec-
tive wake fraction can be made small. The duct center
line of the duct body inclines with respect to the rotation
direction of the propeller with respect to the propeller
center line in the vertical direction of the propeller. There-
fore, as compared with a case where there is no inclina-
tion, it is possible to enhance the thrust deduction factor
or the relative rotative efficiency, and to further reduce
the effective wake fraction.

[0019] In the invention described in claim 4, an incli-
nation angle of the propeller in the rotation direction is
set to an angle range of 30° or more and 60° or less in
the rotation direction of the propeller with respect to a
partof the propeller center line located higher than acent-
er axis of the propeller. According to the invention de-
scribed in claim 4, the inclination angle of the propeller
in the rotation direction of the duct center line of the duct
body is set to an angle range of 30° or more and 60° or
less. Therefore, the duct body and the support means
can face the region where the reduction rate of delivered
power is high, it is possible to provide the stern duct hav-
ing the high energy-saving effect.

[0020] In the invention described in claim 5, a cross
section of the duct body in its longitudinal direction is
formed into a wing shape which is convex inward of the
duct body. According to the invention described in claim
5, by utilizing the propulsion direction component (thrust
component) of the locking projection generated by the
wing shape, it is possible to enhance the thrust deduction
factor and the propulsive efficiency.

[0021] Inthe invention described in claim 6, the radius
of the rear end arc portion is made smaller than a radius
of a frontend arc portion formed on a front end. According
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to the invention described in claim 6, average flow speed
which flows into the propeller at a location downstream
of the duct body is made slow. According to this, the
effective wake fraction can be made small, and it is pos-
sible to increase the thrust component on the front end
side of the duct body, and to enhance the propulsion
force.

[0022] Inthe invention described inclaim 7, a phantom
center axis of the duct body matches with a rotation cent-
er axis of the propeller. According to the invention de-
scribed in claim 7, design and installation become easy.
[0023] Inthe invention described inclaim 8, a phantom
center axis of the duct body is offset from a rotation center
axis of the propeller. According tothe invention described
inclaim 8, itis possible to offset the duct body to a position
where a thrust force is enhanced corresponding to asym-
metric flow generated by the ship’s hull or the propeller.
[0024] Inthe invention described inclaim 9, a phantom
center axis of the duct body is inclined with respect to a
rotation center axis of the propeller in a state where the
ship’s hullis viewed from side. According to the invention
described in claim 9, the duct body such that a thrust
force is further enhanced utilizing the flow of the stern
portion.

[0025] In the invention described in claim 10, the duct
body is mounted, through a strut as the support means,
on a stern tube of the ship’s hull or an end of the stern
which covers the stern tube. According to the invention
described in claim 10, it is easy to install the duct body,
and to place the duct body at appropriate position espe-
cially with respect to the propeller.

[0026] In the invention described in claim 11, a cross
section of the strut is formed into a wing shape which is
convex inward of the duct body. According to the inven-
tion described in claim 11, itis possible to utilize the pro-
pulsion direction component (thrust component) of a lift-
ing power generated by the wing shape also in the strut.
[0027] Inthe invention described in claim 12, the strut
is formed into a twisted shape, thereby bringing a flow
heading for the propeller into a counterflow with respect
to the rotation direction of the propeller. According to the
invention described in claim 12, it is possible to enhance
the propulsion force of the propeller.

[0028] In the invention described in claim 13, a duct
body-side front-to-rear width of the strut is formed larger
than a stern-side front-to-rear width of the strut. Accord-
ing to the invention described in claim 13, it is possible
to reduce the resistance of the struts and to enhance the
propulsion force.

[0029] The invention described in claim 14 provides a
stern attachment mounted in front of a propeller mounted
on a stern of a ship’s hull, wherein a pair of struts which
support an arc phantom duct body are mounted on the
stern such that an angle between the pair of struts falls
inanangle range from 180°t0270°, aradius ofa phantom
rear end arc portion formed on a rear end of the phantom
duct body is set to 50% or less and 20% or more of a
radius of the propeller, and a strut center line between
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the pair of struts inclines in a rotation direction of the
propeller with respect to a propeller center line in a ver-
tical direction of the propeller in a state where the ship’s
hull is forwardly viewed from backward. According to the
invention described in claim 14, the pair of struts are
mounted on the stern without mounting the duct body
such that the angle between the pair of struts falls within
the angle range from 180° to 270°. According to this,
even if the struts are added to the ship’s hull, it is possible
to improve the hull efficiency without increasing the re-
sistance of the ship’s hull. Further, since the radius of the
rear end arc portion formed on the rear end of the duct
body is set to 50% or less and 20 % or more of the radius
of the propeller, the interference between the stern at-
tachment and the propeller increases, and the effective
wake fraction can be made small. The strut center line
of the pair of struts inclines with respect to the rotation
direction of the propeller with respect to the propeller
center line. Therefore, as compared with a case where
there is no inclination, it is possible to enhance the thrust
deduction factor or the relative rotative efficiency, and to
further reduce the effective wake fraction.

[0030] Inthe invention described in claim 15, an incli-
nation angle of the propeller in the rotation direction is
set to an angle range from 30° or more to 60° or less in
the rotation direction of the propeller with respect to a
partofthe propeller center line located higher than acent-
er axis of the propeller. According to the invention de-
scribed in claim 15, the inclination angle to the rotation
direction of the propeller of the strut center line of the pair
of struts is within an angle range from 30° or more to 60°
or less. According to this, since the support means can
face the region where the reduction rate of delivered pow-
er is high, it is possible to provide a stern attachment
having a high energy-saving effect.

[0031] A design method of the stern duct correspond-
ing to the present invention described in claim 16 com-
prises: when the stern duct is to be designed, a step of
setting an entire circumference duct having a same ra-
dius as that of the arc duct body; a step of carrying out
calculation of resistance and self-propulsion simulations
of the ship’s hull using the entire circumference duct; a
step of obtaining, from a result of calculation of the re-
sistance and self-propulsion, a hydrodynamic force dis-
tribution of a ship’s hull propulsion direction acting on a
surface of the entire circumference duct and/or flow
speed « flow direction distribution from behind the entire
circumference duct to a propeller surface; and a step of
determining a shape of the arc duct body from the entire
circumference duct based onthe hydrodynamicforce dis-
tribution and/or the flow speed « flow direction distribution
from behind the entire circumference ductto the propeller
surface. According to the invention described in claim
16, itis possible to design based on a hydrodynamic force
distribution of a ship’s hull propulsion direction acting on
a surface in the entire circumference duct and/or a flow
speed « flow direction distribution from behind of the en-
tire circumference duct to the propeller surface.
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[0032] In the invention described in claim 17, further
comprising a step of setting a mounting number of the
support means, wherein the step of calculating the re-
sistance and self-propulsion by the numeric value calcu-
lation of the ship’s hull is executed using a set condition
of the support means. According to the invention de-
scribed in claim 17, it is possible to design while taking
influence of the support means into account.

[0033] In the invention described in claim 18, the hy-
drodynamic force distribution is a thrust distribution and
a resistance distribution. According to the invention de-
scribed in claim 18, it is possible to easily cut out the duct
shape.

[0034] A ship provided with the stern duct correspond-
ing to the present invention described in claim 19 is pro-
vided on the stern. According to the invention described
in claim 19, it is possible to provide a ship in which re-
sistance applied to the duct body is reduced, and the
energy-saving effect is high.

[0035] Intheinventiondescribedinclaim 20, the ship’s
hull is a biaxial stern catamaran type. According to the
invention described in claim 20, it is possible to provide
a biaxial stern catamaran type ship in which resistance
applied to the duct body is reduced, and the energy-sav-
ing effect is high.

[0036] Intheinventiondescribedinclaim21,the ship’s
hull is an existing ship’s hull, and the stern duct is retro-
fitted to the ship’s hull. According to the invention de-
scribed in claim 21, even if the ship’s hull is an existing
ship’s hull, it is possible to reduce the resistance and to
enhance the energy-saving effect.

[EFFECT OF THE INVENTION]

[0037] According to the stern duct of the present in-
vention, since the duct body is formed into the arc shape
of the angle range from 90° to 140°, even if the duct body
is added to the ship’s hull, it is possible to enhance the
hull efficiency without increasing the resistance of the
ship’s hull. Since the radius of the rear end arc portion
formed on the rear end of the duct body is set to 50% or
less and 20% or more of the radius of the propeller, in-
terference between the duct body and the propeller be-
comes large, and it is possible to make the effective wake
fraction small. Further the duct body is mounted such
that the duct center line inclines with respect to the rota-
tion direction of the propeller with respect to the propeller
center line in the vertical direction of the propeller. As
compared with a case there the duct center line does not
incline, it is possible to make the effective wake fraction
smaller.

[0038] When aninclination angle of the propeller inthe
rotation direction is set to an angle range larger than 0°
and 60° or less in the rotation direction of the propeller
with respect to a part of the propeller center line located
higher than a center axis of the propeller, since the incli-
nation angle in the rotation direction of the propeller of
the duct center line of the duct body is set larger than 0°
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and 60° or less, the duct body and the support means
can face the region where the reduction rate of delivered
power is high. Therefore, it is possible to provide a stern
duct having a high energy-saving effect.

[0039] According to the stern duct of the present in-
vention, by forming the duct body into the arc shape of
an angle range from 180° to 270°, even if the duct body
is added to the ship’s hull, it is possible to improve the
hull efficiency without increasing the resistance of the
ship’s hull. Since the radius of the rear end arc portion
formed on the rear end of the duct body is set to 50% or
less and 20% or more of the radius of the propeller, the
interference between the duct body and the propeller in-
creases, and the effective wake fraction reduces. The
duct center line of the duct body inclines with respect to
the rotation direction of the propeller with respect to the
propeller center line in the vertical direction of the pro-
peller. Therefore, as compared with a case where there
is no inclination, it is possible to enhance the thrust de-
duction factor or the relative rotative efficiency, and to
further reduce the effective wake fraction.

[0040] An inclination angle of the propeller in the rota-
tion direction is set to an angle range of 30° or more and
60° or less in the ratation direction of the propeller with
respectto a partofthe propeller center line located higher
than a center axis of the propeller. Therefore, the duct
body and the support means can face the region where
the reductionrate of delivered power is high, it is possible
to provide the stern duct having the high energy-saving
effect.

[0041] A cross section of the duct body in its longitu-
dinal direction is formed into a wing shape which is con-
vex inward of the duct body. According to this, by utilizing
the propulsion direction component (thrust component)
of the locking projection generated by the wing shape, it
is possible to enhance the thrust deduction factor and
the propulsive efficiency.

[0042] The radius of the rear end arc portion is made
smaller than a radius of a front end arc portion formed
onafrontend. Therefore, average flow speed which flows
into the propeller at a location downstream of the duct
body is made slow. According to this, the effective wake
fraction can be made small, and it is possible to increase
the thrust component on the front end side of the duct
body, and to enhance the propulsion force.

[0043] Ifaphantom center axis of the duct body match-
es with arotation center axis of the propeller, design and
installation become easy.

[0044] Ifaphantom centeraxisoftheductbody s offset
from a rotation center axis of the propeller, it is possible
to offset the duct body to a position where a thrust force
is enhanced corresponding to asymmetric flow generat-
ed by the ship’s hull or the propeller.

[0045] If a phantom center axis of the duct body is in-
clined with respect to a rotation center axis of the propel-
ler in a state where the ship’s hull is viewed from side,
the duct body such that a thrust force is further enhanced
utilizing the flow of the stern portion.
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[0046] If the duct body is mounted, through a strut as
the support means, on a stern tube of the ship’s hull or
an end of the stern which covers the stern tube, it is easy
to install the duct body, and to place the duct body at
appropriate position especially with respect to the pro-
peller.

[0047] If a cross section of the strut is formed into a
wing shape which is convex inward of the duct body, it
is possible to utilize the propulsion direction component
(thrust component) of a liting power generated by the
wing shape also in the strut.

[0048] If the strut is formed into a twisted shape and a
flow heading for the propeller brought into a counterflow
with respect to the rotation direction of the propeller, it is
possible to enhance the propulsion force of the propeller.
[0049] Ifaductbody-side front-to-rearwidth of the strut
is formed larger than a stern-side front-to-rear width of
the strut, it is possible to reduce the resistance of the
struts and to enhance the propulsion force.

[0050] Accordingtothe sternattachmentofthe present
invention, a pair of struts which support an arc phantom
duct body are mounted on the stern such that an angle
between the pair of struts falls in an angle range from
180° to 270°. Hence, even if the struts are added to the
ship’s hull without actually mounting the duct bodyj, it is
possible to improve the hull efficiency without increasing
the resistance of the ship’s hull. Further, if a radius of a
phantom rear end arc portion formed on a rear end of
the phantom duct body is set to 50% or less and 20% or
more of a radius of the propeller, the interference be-
tween the stern attachment and the propeller increases,
and itis possible to reduce the effective wake fraction. If
the strut center line of the pair of struts incline in the ro-
tation direction of the propeller with respect to the pro-
peller center line, it is possible to enhance the thrust de-
duction factor or the relative rotative efficiency, and to
further reduce the effective wake fraction.

[0051] If an inclination angle of the propeller in the ro-
tation direction is set to an angle range from 30° or more
to 60° or less in the rotation direction of the propeller with
respect to a partof the propeller center line located higher
than a center axis of the propeller, the inclination angle
to the rotation direction of the propeller of the strut center
line of the pair of struts is within an angle range from 30°
or more to 60° or less. According to this, since the support
means can face the region where the reduction rate of
delivered power is high, it is possible to provide a stern
attachment having a high energy-saving effect.

[0052] Accordingtothe design method ofthe stern duct
of the presentinvention, it is possible to design based on
a hydrodynamic force distribution of a ship’s hull propul-
sion direction acting on a surface in the entire circumfer-
ence duct and/or aflow speed « flow direction distribution
from behind of the entire circumference duct to the pro-
peller surface.

[0053] If the design method further includes a step of
setting a mounting number of the support means, where-
in the step of calculating the resistance and self-propul-

15

20

25

30

35

40

45

50

55

sion by the numeric value calculation of the ship’s hull is
executed using a set condition of the support means.
According to this, it is possible to design while taking
influence of the support means into account.

[0054] Based on the thrust distribution of the hydrody-
namic force distribution and the resistance distribution,
itis possible to easily cutoutaduct shape fromthe perfect
circle shape.

[0055] According to the ship having the stern duct of
the invention, it is possible to provide a ship in which
resistance applied to the duct body is reduced and an
energy-saving effect is high.

[0056] If the ship’s hull is a biaxial stern catamaran
type, it is possible to provide a biaxial stern catamaran
type ship in which resistance applied to the duct body is
reduced, and the energy-saving effect is high.

[0057] Ifthe ship’s hullis an existing ship’s hulland the
stern duct is retrofitted to the ship’s hull, it is possible to
reduce the resistance and to enhance the energy-saving
effect even in the existing ship’s hull.

[BRIEF DESCRIPTION OF THE DRAWINGS]
[0058]

Fig. 1 is a side view of essential portions of a ship
showing a state where a stern duct according to a
firstembodimentofthe presentinvention is mounted;
Fig. 2 is a front view of essential portions showing a
state where the ship is forwardly viewed from back-
ward;

Fig. 3 is a perspective view of essential portions of
the ship as viewed from diagonally backward;

Fig. 4 is a perspective view of a stern duct according
to the embodiment;

Fig. 5 is an explanatory diagram showing the stern
duct;

Fig. 6is a perspective view of a stern duct according
to another embodiment of the present invention;
Fig. 7 is a explanatory view of a stern duct according
to another embodiment of the present invention;
Fig. B is a explanatory view of a stern duct according
to another embodiment of the present invention;
Fig. 9 is a explanatory view of a stern duct according
to another embodiment of the present invention;
Fig. 10isa explanatory view of asternduct according
to another embodiment of the present invention;
Fig. 11 is a side view of principle items of a ship’s
hull and a three-dimensional shape which are ap-
plied to the embodiment;

Fig. 12 is a diagram showing duct principal items of
an entire circumference having the same radius as
the stern duct of the embodiment, and a three-di-
mensional shape thereof;

Fig. 13 is adiagram showing propeller principal items
of a propeller used in the embodiment;

Fig. 14 is a diagram showing mounting positions of
a duct and the propeller with respect to the ship’s
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hull which are applied to the embodiment;

Fig. 15 is a distribution diagram in a circumferential
direction of a thrust component and a resistance dis-
tribution of the entire circumference duct;

Fig. 16 is a contour line diagram of a thrust distribu-
tion and aresistance distribution on a surface of the
entire circumference duct;

Fig. 17 is a diagram showing a thrust ratio when a
sector center angle (angle range) f is defined as
B=180°, p=140° and =120° based on data shown
in Fig. 15;

Fig. 18 is a diagram showing a cut-out range of a
duct shape where an effective thrust concerning the
center angle (angle range) p is obtained;

Fig. 19 is a diagram showing a deceleration effect
of a duct;

Fig. 20 is a characteristic diagram showing a relation
between an inclination angle 6 of the duct body and
self-propulsion factors;

Fig. 21is a characteristic diagram showing a relation
between the inclination angle 6 of the duct body and
a reduction rate of delivered power;

Fig. 22 is a front view of essential portions showing
a state where a biaxial stern catamaran type ship
provided with the stern duct is forwardly viewed from
backward;

Fig. 23 is a front view of essential portions showing
a state where another biaxial stern catamaran type
ship provided with another stern duct is forwardly
viewed from backward;

Fig. 24 is a side view of essential portions of a ship
showing a state where a stern duct according to a
second embodiment of the present invention is
mounted;

Fig. 25 is a front view of essential portions showing
a state where the ship is forwardly viewed from back-
ward;

Fig. 26 is a perspective view of essential portions of
the ship as viewed from diagonally backward;

Fig. 27 is a perspective view of the stern duct ac-
cording to the embodiment;

Fig. 28 is a front view of the stern duct according to
another embodiment;

Fig. 29 is a side sectional view of the stern duct
shown in Figs. 24 to 27 or 28.

Fig. 30is a perspective view of astern duct according
to another embodiment of the present invention;
Fig. 31 is a perspective view of astern duct according
to another embodiment of the present invention;
Fig. 32 is a side sectional view of a stern duct ac-
cording to another embodiment of the presentinven-
tion;

Fig. 33 is an explanatory diagram showing a stern
duct according to the ancother embodiment of the
present invention;

Fig. 34 is a diagram showing principal items of an
enlarged ship model and a propeller model used in
atest;
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Fig. 35is a schematic diagram of a partial duct model
used in a test;

Fig. 36 is a diagram showing parameters indicating
principal items of the duct model which carries out a
test;

Fig. 37 is a diagram showing principal items of the
duct model which carries out a test;

Fig. 38 is a characteristic diagram (first model) show-
ing a relation between an inclination angle 0 of the
duct body and self-propulsion factors;

Fig. 39 is a characteristic diagram (second model)
showing the relation between the inclination angle 6
of the duct body and the self-propulsion factors;
Fig. 40 is a characteristic diagram (third model)
showing the relation between the inclination angle 6
of the duct body and the self-propulsion factors;
Fig. 41 is a characteristic diagram (fourth model)
showing the relation between the inclination angle 6
of the duct body and the self-propulsion factors;
Fig. 42 is a characteristic diagram (fifth model) show-
ing the relation between the inclination angle 6 of the
duct body and the self-propulsion factors;

Fig. 43is a characteristic diagram showing a relation
between the inclination angle 0 of the duct body and
a reduction rate of delivered power;

Fig. 44 is a characteristic diagram showing a relation
between the inclination angle 6 of the duct body and
self-propulsion factors;

Fig. 45is a characteristic diagram showing a relation
between the inclination angle 6 of the duct body and
the reduction rate of delivered power;

Fig. 46 is a diagram showing all of results of a self-
propulsion test using a partial duct model carried out
in the test;

Fig. 47 is a front view of essential portions showing
a biaxial stern catamaran type ship provided with the
stern duct as forwardly viewed from backward; and
Fig. 48 is a front view of essential portions showing
a biaxial stern catamaran type ship provided with
another stern duct as forwardly viewed from back-
ward

[MODE FOR CARRYING OUT THE INVENTION]

[0059] A stern duct according to a first embodiment of
the present invention will be described using the draw-
ings.

[0060] Fig. 1 is a side view of essential portions of a
ship showing a state where the stern duct is mounted,
Fig. 2 is a front view of essential portions showing a the
ship forwardly viewed from backward, and Fig. 3 is a
perspective view of essential portions of the ship as
viewed from diagonally backward;

[0061] As shown inFig. 1, the stern duct 10 according
to the first embodiment is mounted in front of a propeller
3whichis mounted ona stern 2 of a ship’s hull 1. Although
the stern duct 10 is mounted on the stern 2 which covers
a stern tube in Fig. 1, the stern duct 10 may be mounted
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on the stern tube of the ship’s hull 1.

[0062] As shown in Figs. 1 to 3, the stern duct 10 is
composed of a duct body 11 and support means 12. The
duct body 11 is mounted on the stern 2 through the sup-
port means 12.

[0063] The duct body 11 is formed into an arc shape,
and is placed higher than a rotation center axis Xp of the
propeller 3. Concerning the arc shape, the stern duct 10
is formed into an arc, and the arc shape includes defor-
mation of about ~5%, and a chamfered portion R for
smoothly connecting a junction between the duct body
11 and the support means 12.

[0064] Fig. 4 is a perspective view of the stern duct
according to the first embodiment, and Fig. 5 is an ex-
planatory diagram showing the stern duct.

[0065] The duct body 11 is formed into an arc shape
having a center angle (angle range) 3 from 90° to 140°.
By forming the duct body 11 into the arc shape of the
center angle B, itis possible to enhance the hull efficiency
without increasing a total resistance coefficient by the
duct body 11.

[0066] A radius Rrof arear end arc portion 11r formed
on a rear end of the duct body 11 is made smaller than
aradius Rf of a frontend arc portion 11f formed on afront
end of the duct body 11. By making the radius Rr of the
rear end arc portion 11r smaller than the radius Rf of the
front end arc portion 11f in this manner, average flow
speed flowing into the propeller 3 downstream of the duct
body 11 can be made slow, and it is possible to increase
a thrust component on the side of the front end of the
duct body 11 and to enhance the propulsion force.
[0067] 1tis preferable that the radius Rr of the rear end
arc portion 11r is in a range of 50% or less and 20% or
more of a radius of the propeller 3 shown in Fig. 1 or 2.
If the radius Rr of the rear end arc portion 11risin arange
of50% or less and 20% or more of aradius of the propeller
3, itis possible to increase interference between the duct
body 11 and the propeller 3. If the radius Rr of the rear
end arc portion 11r exceeds 50% of the radius of the
propeller 3, the effective wake fraction is increased, and
resistance becomes large and thus, this is not preferable.
Further, since a shaft radius of the propeller 3 is generally
in a range of 16 to 18% of a radius of the propeller 3, it
is preferable that the radius Rr of the rear end arc portion
11r is 20% or more of the radius of the propeller 3. If the
radius Rr of the rear end arc portion 11r is set to 50% or
less and 20% or more of the radius of the propeller 3, a
flow which passes through the duct body 11 and which
accelerates is guided to a range of a blade root of the
propeller 3 without abutting against a location in the vi-
cinity of 70% to 80% of a radius of the propeller 3 at which
a maximum thrust force of the propeller 3 is generated,
and the average flow speed of a surface of the propeller
3 is made slower, and the effective wake fraction is en-
hanced..

[0068] As shown in Fig. 4, the support means 12 is
composed of struts 12a connected to both sides of the
duct body 11, and mounting portions 12b for mounting
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the struts 12a on the stern 2. The strut 12a is formed into
a wing shape having a cross section in a convex form
inward of the duct body 11. By forming the cross section
of the strut 12a into the wing shape in this manner, the
strut 12a can also utilize the propulsion direction compo-
nent (thrust component) of lifting power generated by the
wing shape.

[0069] In the strut 12a, a longitudinal width Ly on the
duct body side is greater than a longitudinal width Lx on
the duct body side. By forming the duct body side longi-
tudinalwidth Ly largerthan the duct body side longitudinal
width Lx which is on the side of the mounting portion 12b
in this manner, it is possible to reduce the resistance of
the strut, to effectively utilize the flow and to enhance the
propulsion force.

[0070] The ring-shaped mounting portion 12b may be
eliminated, and the strut 12a may be mounted directly
on an end of the stern 2 which covers the stern tube or
on the stern tube of the ship’s hull 1.

[0071] As shown in Fig. 5, a cross section 11s in the
longitudinal direction of the duct body 11 is formed into
a black shape which is convex inward of the duct body
11. By forming the cross section 11s into the black shape
which is convex inward of the duct body 11 in this manner,
itis possible to generate the lifting power in the propulsion
direction of the ship’s hull 1 on the side of the front end
of the duct body 11, and to enhance the propulsive effi-
ciency.

[0072] As shown in Fig. 5, a phantom center axis Xd
which connects centers of the arcs of the duct body 11
match with the rotation center axis Xp of the propeller 3.
[fthe phantom center axis Xd and the rotation center axis
Xp match with each other, it becomes easy to design and
attach the duct body 11.

[0073] It is not absolutely necessary that the phantom
center axis Xd corresponds to centers of all of arc sur-
faces of the duct body 11. For example, radii are slightly
difference between the center portion and the both side
portions of the duct body 11 re slightly different from each
other, or a center angle B of the front end arc portion 11f
and a center angle §3 of the rear end arc portion 11r are
difference from each other in some cases. Therefore, it
is unnecessary that the duct body 11 a perfect arc, and
may be formed into a substantially arc shape.

[0074] Fig. 6 is a perspective view of a stern duct ac-
cording another embodiment of the first embodiment.
[0075] The stern duct 10 by this embodiment uses a
twisted shaped strut 12e instead of the strut 12a, and a
flow heading for the propeller 3 is brought into counter-
flow. That is, the strut 12e has a shape twisted in a di-
rection opposite from rotation of the propeller 3. By bring-
ing the flow heading for the propeller 3 into a flow heading
for a direction opposite from the rotation direction of the
propeller 3 using the twisted strut 12e, the propulsion
force of the propeller 3 can be enhanced.

[0076] Itis possible to employ such a structure thatone
of the strut 12a and the strut 12e as well as the duct body
11 are mounted on the ship’s hull 1, or the duct body 11



15 EP 3 098 158 B1 16

is mounted directly on the ship’s hull 1 without using both
the strut 12a and the strut 12e.

[0077] Fig.7isanexplanatory diagram showing astern
duct according to another embodiment of the first em-
bodiment.

[0078] InFig. 7, the phantom center axis Xd of the duct
body 11 is offset from the rotation center axis Xp of the
propeller 3. By offsetting the phantom center axis Xd from
the rotation center axis Xp in this manner, it is possible
to provide the stern duct 10 at a position where a thrust
force is enhanced in response to an asymmetric flow
which is generated by the ship’s hull 1, the stern 2 or the
propeller 3.

[0079] Fig.8isanexplanatory diagram showing astern
duct according to another embodiment of the first em-
bodiment.

[0080] InFig. 8, the phantom center axis Xd of the duct
body 11 is inclined with respect to the rotation center axis
Xp of the propeller 3 in a state where the ship’s hull 1 is
viewed from a side. By inclining the phantom center axis
Xdwith respect to the rotation center axis Xp in this man-
ner, the stern duct 10 can be mounted such that a thrust
force is enhanced in response to a flow heading down-
ward of the stern 2.

[0081] Figs. 9 and 10 are explanatory diagrams show-
ing a stern duct according to another embodiment of the
first embodiment.

[0082] Accordingtoasternduct10ofthisembodiment,
a duct body 11 is mounted on a stern 2 by means of
support means 12 such that a duct center line Yd of the
duct body 11 inclines in a rotation direction of a propeller
3 with respect to a propeller center line Xv in the vertical
direction of the propeller 3 in a state where the ship’s hull
1 is forwardly viewed from backward.

[0083] Fig. 9 shows the propeller 3 in a clockwise di-
rection A in a state where a ship’s hull 1 is forwardly
viewed from backward. When the propeller 3rotate clock-
wise A in this manner, if the duct body 11 is place at an
upper right quadrant it is possible to enhance the thrust
deduction factor and relative rotative efficiency, and to
make the effective wake fraction small.

[0084] Fig. 9 shows a case where a center angle 3 of
the duct body 11 is 120°, the duct body 11 is mounted
such that it is rotated 40° toward starboard-side from a
position symmetric with respect to a center line Xv in the
vertical direction of the propeller 3. In Fig. 15, a position
of 12:00 is defined as 0 (inclination angle) =0° and a clock-
wise direction A is defined as plus in a state where the
entire circumference duct is viewed from backward.
When the propeller 3 rotates in the clockwise direction
A, the duct body 11 is inclined from 6=minus 30° (30° in
port-side) to 6=plus 90° (90° in starboard-side), and the
stern duct 10 is mounted such that the duct body 11 be-
comes asymmetrically with respect to the center line Xv
in the vertical direction of the propeller 3. According to
this, the duct body 11 can be placed at an upper right
quadrant and it is possible to increase the reduction rate
of delivered power.
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[0085] As shown in Fig. 9 also, especially when the
center angle B of the duct body 11 exceeds 90°, the duct
body 11 surely located at a quadrant other than the upper
right quadrant, but if even a portion of the duct body 11
is placed at the upper right quadrant, it is possible to
enhance the thrust deduction factor or the relative rota-
tive efficiency, and to reduce the effective wake fraction.
As aresult, by the stern duct 10, it is possible to enhance
the reduction rate of delivered power and to enhance the
energy-saving effect.

[0086] Fig. 10 shows a case where the propeller 3 ro-
tates in a counterclockwise direction B as forwardly view-
ing the ship’s hull 1 from backward. When the propeller
3 rotates in the counterclockwise direction B in this man-
ner, ifthe duct body 11 is placed at an upper left quadrant,
it is possible to enhance the thrust deduction factor or
the relative rotative efficiency, and to reduce the effective
wake fraction.

[0087] Fig. 10 shows a case where the center angle p
of the duct body 11 is 90°, and the duct body 11 is mount-
ed such that it is rotated toward the starboard-side 45°
from a position which is symmetric with respect to the
center line Xv in the vertical direction of the propeller 3.
When the propeller 3 rotates in the counterclockwise di-
rection B, since plus and minus become opposite from
each other as compared with data shown in Fig. 15, the
duct body 11 is inclined within a range from 6=minus 30°
(30° toward starboard-side) to 6=plus 90° (90° to port-
side), and the stern duct 10 is mounted on the center line
Xvin the vertical direction of the propeller 3 such that the
duct body 11 is symmetrically formed. According to this,
the duct body 11 is placed at an upper left quadrant, and
the reduction rate of delivered power can be increased.
[0088] Here, as shown in Fig. 10 also, even when the
center angle p of the duct body 11 is 90°, the duct body
11 is placed at a quadrant other than the upper left quad-
rantin some cases. However, if even a portion of the duct
body 11 is placed at the upper left quadrant, itis possible
to enhance the thrust deduction factor or the relative ro-
tative efficiency, and to reduce the effective wake frac-
tion.

[0089] As explained in Figs. 9 and 10, the duct center
line Ydoftheductbody 11isinclined in arotationdirection
of the propeller 3 with respect to the propeller center line
Xv in the vertical direction of the propeller 3 in the case
where the ship’s hull 1 is forwardly viewed from back-
ward. The inclination angle 0 of the duct center line Yd
in the rotation direction of the propeller 3 is in an angle
range from minus 30° to plus 90° in the rotation direction
of the propeller 3 with respect to a part of the propeller
center line located higher than a center axis of the pro-
peller 3 (direction of 12:00). More preferably, the angle
range of the inclination angle 6 of the duct center line Yd
in the rotation direction of the propeller 3 is larger than
0° and smaller than 60° in the rotation direction of the
propeller 3.

[0090] The centerangle p of the duct body 11 is formed
into an arc shape within an angle range from 90° to 140°.
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As shownin Fig. 5, a radius Rr of the rear end arc portion
11r formed on the rear end of the duct body 11 is not
more than 50 % and not less than 20% of the radius of
the propeller 3.

[0091] Next, a design method of the stern duct of the
first embodiment will be described below.

[0092] In this embodiment, a ship’s hull having an in-
creased enlarged degree of the stern of the Panamax-
size « Bulk Carrier (PxBC) was used.

[0093] Fig. 11 shows ship’s hull principal items and a
side view of a three-dimensional shape of a ship’s hull
to which the invention is applied.

[0094] Fig. 12 shows duct principal items and a three-
dimensional shape concerning an entire circumference
duct having the same radius as that of the stern duct
according to the embodiment.

[0095] When the stern duct 10 according to the em-
bodiment is design, first, the entire circumference duct
having the same radius as that of an arc duct body 11 is
set.

[0096] Here, aducthaving a so-called Weather Adapt-
ed Duct (WAD) as a basic shape is used as the entire
circumference duct.

[0097] InFig. 12, Dy represents a duct rear end di-
ameter, Dp represents a propeller diameter, Ly repre-
sents a duct blade section cord length, and p represents
an opening angle of a wing cross section.

[0098] Fig. 13 shows the propeller principal items con-
cerning the propeller which is to be used.

[0099] InFig. 13, H/Dp represents a pitch ratio, aE rep-
resents a developed area ratio, and Z represents the
number of blades.

[0100] Fig. 14 shows mounting positions of the duct
and the propeller with respect to the ship’s hull.

[0101] A coordinate origin is set at a bow normal (FP)
of the ship’s hull 1, a direction of the stern normal (AP)
from FP is set as a positive direction of x-axis, a direction
from port-side to starboard-side is set as a positive di-
rection of y-axis, and a direction from keel to deck is set
as a positive direction of z-axis. A ship’s length is set to
1 (i.e., x=0.0 is Fp, and x=1.0 is AP).

[0102] As shown in Fig. 14, there is a clearance of
about 5% of Dp between a rear end of the duct and a
frontedge of the propeller, and a center of the duct match-
es with a shaft center line.

[0103] Next, a ship shape, a duct and a propeller are
set, and resistance and self-propulsion are calculated by
calculating a numeric value of the ship’s hull using the
entire circumference duct.

[0104] Analysis of CFD (Computational Fluid Dynam-
ics) is carried out using the ship shape, the duct and the
propeller shown in Figs. 11 to 14.

[0105] As a result of CFD analysis, in the case of a
ship shape having a duct, resistance is not increased and
hull efficiency is enhanced by about 3.2% as compared
with a ship shape having no duct. It is considered that a
reason why total resistance coefficient is not increased
almost at all although the ship’s hull 1 is provided with
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the duct is that the duct itself outputs a thrust force.
[0106] Next, a hydrodynamic force distribution of an
inner surface of the entire circumference ductis obtained
from a calculation result of resistance and self-propul-
sion.

[0107] Fig. 15 shows a thrust component of the entire
circumference duct and a circumferential direction distri-
bution of a resistance distribution.

[0108] InFig. 15, in the case of the inclination angle 6,
a position of 12:00 as viewing the entire circumference
duct from backward is defined as 0°, and a clockwise
direction from the position of 12:00 is defined as positive.
In Fig. 15, a vertical axis Ctx is x-direction fluid force, the
fluid force becomes resistance in a positive value (higher
than 0 line), the fluid force becomes propulsion force in
a negative value (lower than 0 line).

[0109] As showninFig. 15, when the propeller 3 is not
operated (dotted line in the drawing), an x-direction fluid
force (Ctxlduct) is in a positive value over the entire cir-
cumference, i.e., is resistance (resistance).

[0110] However, ifthe propeller 3 is operated, Ctxlduct
acts as a negative value in the vicinity of 0°<06<45°,
288°<0<360°, i.e., as thrust. It is considered that when
the propeller 3 is operated, this thrust component is a
cause not increasing the total resistance coefficient even
when the duct is mounted.

[0111] Fig. 16 is a contour line diagram of the thrust
distribution and the resistance distribution on a surface
of the entire circumference duct, and Fig. 16 three-di-
mensionally shows how the resistance/thrust component
shown in Fig. 15 are distributed on a duct surface.
[0112] Itcanbe found thatthe thrust componentofduct
shown in Fig. 15 is mainly generated inside of an upper
surface of a front end of the duct in Fig. 16 (region Z
shown by arrow in drawing).

[0113] That s, the region Z where the thrust compo-
nent is generated is a sector portion surrounded by an
angle range of 0°<p<180° if the center angle of the sector
shape is defined as p. Although the thrust itself is gen-
erated also in the vicinity of inside of the side surface of
the duct, since resistance larger than this thrust acts on
the duct outer side of this portion, as the entire fluid force
obtained by integrating in the duct cord direction, the in-
clination angle 6 shownin Fig. 15 becomes theresistance
as shown in the vicinity of 90°.

[0114] After the hydrodynamic force distribution of the
inner surface of the entire circumference ductis obtained
from the calculation result of resistance and self-propul-
sion, a shape of the arc duct body 11 is determined from
the entire circumference duct based on the hydrodynam-
ic force distribution. Here, the hydrodynamic force distri-
bution is athrustdistribution and aresistance distribution.
[0115] When a shape of the arc duct body 11 is deter-
mined from the entire circumference duct based on the
hydrodynamic force distribution, it is possible to easily
cutoutthe shape of the duct body 11 by using the contour
line (Fig. 16) of the thrust distribution and the resistance
distribution and/or the circumferential direction (Fig. 15).
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[0116] Further, aflow speed - flow direction distribution
from a back side of the entire circumference duct to the
propeller surface may be obtained. By obtaining the flow
speed - flow direction distribution, it is possible to design
while taking the effective wake fraction into account. Itis
possible to design using one of or both of the flow speed
- flow direction distribution and the hydrodynamic force
distribution of the inner surface, but if both of them are
used, it is possible to design in more detail.

[0117] If the shape of the duct body 11 and the incli-
nation angle 0 are determined based on the energy-sav-
ing rate with respect to an installation angle of the duct
in a small duct in an angle range from 90° to 140°, it is
possible to easily cut out the shape of the duct body 11.
[0118] If a step of setting the number of mounting op-
erations of the support means 12 is provided and a step
of calculating the resistance and self-propulsion by the
numeric value calculation of the ship’s hull 1 using a set
condition of the support means 12 is executed, it is pos-
sible to design while taking the influence of instruction
means 12 into account.

[0119] Next, a cutting out range of the shape of the
duct body 11 will be explained.

[0120] Fig. 17 shows athrustratiowhen a sector center
angle (angle range) B is set to p=180°, p=140° and
B=120° based on data shown in Fig. 15.

[0121] Fig. 18 shows a cutting out range of the duct
shape in which effective thrust concerning the center an-
gle (angle range) B can be obtained.

[0122] If thrust when the sector center angle f§ is 180°
using data shown in Fig. 15 is 1, a thrust ratio is 1.10
when [ is 140°, and thrust ratio is 1.39 when [ is 120°.

[0123] That is, as compared with =180°, thrust is in-
creased about 10% and 40% when f is 140° and 120°,
respectively.

[0124] Therefore, the sector center angle (angle
range) B can be formed into an arc shape from 90° to
180° (180° is upper limit as shown by a range (a) in Fig.
18). However, itis preferable that the sector center angle
(angle range) B is formed into an arc shape in a range of
90° to 140° (140° is upper limit as shown by a range (b)
in Fig. 18), and it is most preferable that the sector center
angle (angle range) p is formed into an arc shape in a
range of 90° to 120° as shown in a range (c) in Fig. 18.

[0125] If attention is paid to thrust component and re-
sistance component, the x-direction fluid force is a neg-
ative value as described above, and a range which be-
comes a propulsion force is around 0°<0<45°,
288°<0<360°. Center positions of these ranges are inthe
vicinity of 346.5°, and if a center line which divides the
sector center angle J3 into two is expressed by quadrant,
the center positions exists at an upper left quadrant.
Therefore, it is preferable that the duct body 11 exists at
least at the upper left quadrant, and it is more preferable
that an essential portion of the duct body 11 exists at the
upper left quadrant. In this case, as a result, the duct
body 11 is placed asymmetrically with respectto the cent-
er line Xv in the vertical direction of the propeller 3.
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[0126] A range where the x-direction fluid force be-
comes a negative value and the force becomes the pro-
pulsion force is varied by a rotational direction of the pro-
peller 3 as described above, and by structures of the
ship’s hull 1 and the stern 2 and by the characteristics of
the propeller 3.

[0127] By decelerating the rearward flow of the duct,
the propeller 3 can obtain the gain in the axial direction.
[0128] Figs. 19 shows a deceleration effect of the duct.
[0129] Fig. 19(a) shows that the duct does not exist,
and Fig. 19(b) shows that the duct exists.

[0130] In Fig. 19(b), a region shown by an arrow Y is
aregion where the deceleration effect of the duct can be
seen. If the position of 12:00 as viewing the duct from
backward is defined as a center, it is found that deceler-
ation effects can be obtained in regions of about 60° in
left and right quadrants with respect to the center.
[0131] From the above, it is found that a region where
the duct outputs thrust and a region where the deceler-
ation effect is generated substantially match with each
other, and these regions are surrounded by a sector hav-
ing the center angle p of about 120° while centering on
the position of 12:00 as viewing the duct from backward.
[0132] Therefore, from the deceleration effect of the
duct shown in Figs. 19, itis preferable that the duct body
11 faces the region from 90° to 140° including the adja-
cent region of about 120°, and it is more preferable that
the duct body 11 faces a region from 90° to 120°.
[0133] When the duct body 11 the region from 90° to
140° having a small angle range B is made to face a
position where especially a propulsion direction compo-
nent (thrust component) above the rotation center axis
of the propeller 3 is largely obtained to lower the costs
and to facilitate the equipment, this placement is prefer-
able concerning the deceleration effect of the duct.
[0134] As described above, according to the design
method of the stern duct 10 of the embodiment, the stern
duct 10 is designed by a step of setting the entire circum-
ference duct having the same radius as that of the arc
duct body 11, a step of calculating resistance and self-
propulsion simulations of the ship’s hull 1 using the entire
circumference duct, a step of obtaining a hydrodynamic
force distribution of an inner surface of the entire circum-
ference duct from the result of calculation of the resist-
ance and self-propulsion and/or flow speed - flow direc-
tion distribution from a bask side of the entire circumfer-
ence duct to the propeller surface, and a step of deter-
mining a shape of the arc duct body 11 from the entire
circumference duct based onthe hydrodynamicforce dis-
tribution and/or the flow speed - flow direction distribution
from the back side of the entire circumference duct tothe
propeller surface. According to this, it is possible to de-
sign the arc duct body 11 based on the conventional de-
sign method in the entire circumference duct.

[0135] Next, an effect obtained by asymmetrically pro-
viding the designed arc duct body 11 with respect to the
propeller center line Xv in the vertical direction of the
propeller 3 will be described. In a state where the ship’s
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hull 1 is forwardly viewed from backward, since the duct
center line Yd of the duct body 11 has the inclination
angle 0 in the rotation direction of the propeller 3 with
respect to a part of the propeller center line Xv located
higher than a center axis of the propeller 3, the duct body
11 of the stern duct 10 can be asymmetrically provided
with respect to the propeller center line Xv in the vertical
direction of the propeller 3.

[0136] Fig. 20 is a characteristic diagram showing a
relation between the inclination angle of the duct body
and the self-propulsion factors, and Fig. 21 is a charac-
teristic diagram showing a relation between the inclina-
tion angle of the duct body and the reduction rate of de-
livered power.

[0137] In Figs. 20 and 21, an angle O means the duct
body 11 is symmetrically provided with respect to the
center line Xv in the vertical direction of the propeller 3
as forwardly viewing the ship’s hull 1 from the backward.
The plus inclination angle inclines the duct body 11 to-
ward the starboard-side, and the minus inclination angle
inclines the duct body 11 toward the port-side. The pro-
peller 3 rotates clockwise A. The vertical axis is based
on that there is no duct.

[0138] As the self-propulsion factors, Fig. 20 shows a
thrust deduction factor (1-t), an effective wake fraction
(1-w), and relative rotative efficiency ratio (etaR).
[0139] In Figs. 20 and 21, a preferable position of the
inclination angle 0 is shown by circles.

[0140] As Figs. 20 and 21, when the propeller 3 is the
rotates clockwise A, the duct body 11 is inclined from
minus 30° (minus 30° toward port-side) to plus 90° (90°
toward starboard-side), and the stern duct 10 is mounted
such that the duct body 11 is formed asymmetrically with
respect to the center line Xv in the vertical direction of
the propeller 3. According to this, the reduction rate of
delivered power can be increased. When the propeller 3
rotates the counterclockwise B, the duct body 11 is in-
clined in a range of 30° toward the starboard-side to 90°
toward the port-side, and the stern duct 10 is mounted
such that the duct body 11 is formed asymmetrically with
respect to the center line Xv in the vertical direction of
the propeller 3. According to this, it is possible to increase
the reduction rate of delivered power. Even if the sector
center angle B of the previously designed propeller body
11isinarange of 90° to 140° or in arange of 90° to 120°,
if an inclination angle of the duct center line Yd in the
rotation direction of the propeller 3 is made to fall in an
angle range of 0° or larger and 60° or smaller in the ro-
tation direction of the propeller 3 with respect to the pro-
peller center line Xv, it is possible to cover one peak or
two peaks of the reduction rate of delivered power in Fig.
21, and it is possible to make the duct body 11 and the
strut 12a face high regions of the reduction rate of deliv-
ered power.

[0141] The ship’s hull principal items and propeller
principal items which acquire data in Figs. 20 and 21 are
different from the ship’s hull principal items in Fig. 11 and
the propeller principal items in Fig. 13 when the numeric
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value calculation result in Fig. 15 is obtained.

[0142] Figs. 22 and 23 are front views of essential por-
tions showing a state where a biaxial stern catamaran
type ship provided withthe sternduct as forwardly viewed
from backward.

[0143] In Figs. 22 and 23, in the ship’s hull 1, a stern
tube 2R of the starboard-side skeg is provided with a
starboard-side propeller 3R, and a sterntube 2L of a port-
side skeg is provided with a port-side propeller 3L.
[0144] In Fig. 22, the starboard-side propeller 3R ro-
tates counterclockwise B, the port-side propeller 3L ro-
tates clockwise A, and shows they inward rotate.
[0145] Inthe case of the biaxial stern catamaran type
ship, the starboard-side stern duct 10R corresponding to
the starboard-side propeller 3R places the duct body 11R
at the upper left quadrant, and the port-side stern duct
10L corresponding to the port-side propeller 3L places
the duct body 11L at the upper right quadrant. According
tothis, it is possible to increase the thrust deduction factor
and to enhance the relative rotative efficiency, and to
reduce the effective wake fraction.

[0146] Fig. 23 shows that the starboard-side propeller
3R rotates clockwise A, the port-side propeller 3L rotates
counterclockwise B, and they outward rotate.

[0147] Inthe case of the biaxial stern catamaran type
ship by the outward rotation, the duct body 11R of the
starboard-side stern duct 10R corresponding to the star-
board-side propeller 3R is placed at the upper right quad-
rant, and the port-side stern duct 10L corresponding to
the port-side propeller 3L places the duct body 11L at
the upper left quadrant. According to this, it is possible
to increase the thrust deduction factor and to enhance
the relative rotative efficiency, and to reduce the effective
wake fraction.

[0148] The stern duct 10 of the embodiment can also
be applied to the biaxial stern catamaran type ship’s hull
1, resistance applied to the duct body 11 can bereduced,
and the stern duct 10 can provides a biaxial stern cata-
maran type ship having high an energy saving effect.
[0149] The stern duct 10 of the embodiment can be
retrofitted to an existing ship’s hull 1. In this case, resist-
ance can be reduced and the energy-saving effect can
be enhanced even in the existing ship’s hull 1.

[0150] Next, a stern duct according to a second em-
bodiment of the present invention will be explained using
the drawings.

[0151] Fig. 24 is a side view of essential portions of a
ship showing a state where the stern duct is mounted,
Fig. 25 is a front view of essential portions showing a
state where the ship is forwardly viewed from backward,
and Fig. 26 is a perspective view of essential portions of
the ship as viewed from diagonally backward.

[0152] As shown in Fig. 24, the stern duct 10 of the
second embodiment is mounted in front of a propeller 3
mounted on a stern 2 of a ship’s hull 1. Although the stern
duct 10 is mounted on the stern 2 which covers the stern
tube in Fig. 24, the stern duct 10 may be mounted on the
stern tube of the ship’s hull 1.
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[0153] As shown in Figs. 25 and 26, the stern duct 10
is composed of a duct body 11 and support means 12.
The duct body 11 is mounted on the stern 2 through the
support means 12.

[0154] The duct body 11 is mounted on the stern 2
through the support means 12 such that a duct center
line Yd of the duct body 11 inclines in a rotation direction
of the propeller 3 with respect to a part of the propeller
center line Xv located higher than a center axis of the
propeller 3 in a state where the ship’s hull 1 is forwardly
viewed from backward.

[0155] Fig. 27 is a perspective view of the stern duct
according to the second embodiment.

[0156] A center angle (angle range) B of the duct body
11 is formed into an arc shape from 180° to 270°, more
preferably intoan arc shape from 225° to 255°. By forming
the duct body 11 into such an arc shape having the center
angle B, itis possible to enhance the hull efficiency with-
out increasing the total resistance coefficient by the duct
body 11. The arc shape means that the stern duct 10
substantially forms an arc, and includes deformation of
+5%, and R for smoothly connecting a junction between
the duct body 11 and the support means 12.

[0157] A radius Rr of the rear end arc portion 11r
formed on arear end of the duct body 11 is made smaller
than a radius Rf of the front end arc portion 11f formed
on a front end of the duct body 11. By making the radius
Rr of the rear end arc portion 11r smaller than the radius
Rf of the front end arc portion 11fin this manner, average
flow speed flowing into the propeller 3 downstream of the
duct body 11 can be made slow, and it is possible to
increase the thrust component on the front end side of
the duct body 11 and to increase a propulsion force.
[0158] Itis preferable that the radius Rr of the rear end
arc portion 11ris 50% or less and 20% or more of aradius
of the propeller 3 shown in Fig. 24 or 25. By making the
radius Rr of the rear end arc portion 11r 50% or less and
20% or more of the radius of the propeller 3, itis possible
to increase the interference between the propeller 3 and
the duct body 11. If the radius Rr of the rear end arc
portion 11r exceeds 50% of the radius of the propeller 3
and becomes large, the effective wake fraction increases
and the resistance also increase, and such a situation is
not preferable. Since an axis radius of the propeller 3 is
in a range of 16 to 18% of the radius of the propeller 3,
it is preferable that radius Rr of the rear end arc portion
11r is 20% or more of the radius of the propeller 3. If the
radius Rr of the rear end arc portion 11r is set to 50% or
less and 20% or more of the radius of the propeller 3, a
flow which passes through the duct body 11 and which
accelerates is guided to a range of a blade root of the
propeller 3 without abutting against a location in the vi-
cinity of 70% to 80% of radius of the propeller 3 at which
a maximum thrust force of the propeller 3 is generated,
and the average flow speed of a surface of the propeller
3 is made slower, and the effective wake fraction is en-
hanced.

[0159] The support means 12 is composed of struts
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12a connected to both sides of the duct body 11 and a
mounting portion 12b which mounts the struts 12aonthe
stern 2. A cross section of each of the strut 12a is formed
into a wing shape which is convex inward of the duct
body 11. By forming the cross section of the strut 12a
into the wing shape, itis possible to utilize the propulsion
direction component (thrust component) of the lifting
power generated by the wing shape also inthe strut 12a.
[0160] A duct body-side front-to-rear width Ly of the
strut 12a is made larger than its stern-side front-to-rear
width Lx. By making the duct body-side front-to-rear width
Ly larger than the stern-side front-to-rear width Lx which
is on the side of the mounting portion 12b in this manner,
it is possible to reduce the resistance of the struts, and
to enhance the propulsion force while effectively utilizing
the flow.

[0161] The ring-shaped mounting portion 12b may be
eliminated, and the struts 12a may be mounted directly
on an end of the stern 2 which covers the stern tube, or
directly on the stern tube of the ship’s hull 1.

[0162] Fig. 28 is a front view of a stern duct according
to another embodiment of the second embodiment.
[0163] As shown inFig. 28, the support means 12 may
have a strut 12c in addition to the pair of struts 12a con-
nected to both sides of the duct body 11.

[0164] Fig. 28 shows a case where the strut 12c s pro-
vided along the duct center line Yd. The strut 12c is pro-
vided in an angle range from the duct center line Yd to
69°, more preferably inananglerange fromthe ductcent-
er line Yd to 30°. Even if the strut 12c is provided in this
manner, itis possible to enhance the strength of the duct
body 11, and to enhance the mounting strength of the
end of the stern 2 of the duct body 11 and of the mounting
strength without increasing resistance of the ship’s hull 1.
[0165] Fig. 29 is a sectional view of a side surface of
the stern duct shown from Figs. 24 to 27 or 28.

[0166] As shown in Fig. 29, a cross section 11s of the
duct body 11 in the longitudinal direction is formed into
a wing shape which is convex inward of the duct body
11. By forming the cross section 11s into the wing shape
which is convex inward of the duct body 11, lifting power
of the ship’s hull 1 in the propulsion direction of the ship’s
hull 1is generated on the front end side of the duct body
11, and itis possible to enhance the propulsive efficiency.
[0167] Further, as shown in Fig. 29, a phantom center
axis Xd which connects an arc center of the duct body
11 is made to match with the rotation center axis Xp of
the propeller 3. By matching the phantom center axis Xd
and the rotation center axis Xp with each other, it be-
comes easy to design and install the duct body 11.
[0168] It is not absolutely necessary that the phantom
center axis Xd corresponds to centers of all of the arc
surfaces of the duct body 11. For example, radii are slight-
ly different between a center portion and both sides of
the duct body 11 in some cases, and a center angle (3 of
the front end arc portion 11f and the center angle B of
the rear end arc portion 11r are different from each other
insome cases. Therefore, itis unnecessary that the duct
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body 11 has a perfect arc shape, and may be formed into
a substantially arc shape.

[0169] Fig. 30 is a perspective view of a stern duct ac-
cording to another embodiment of the second embodi-
ment.

[0170] A stern duct 10 according to this embodiment
uses a twisted shaped strut 12e instead of the strut 12a,
and a flow heading for the propeller 3 is brought into
counterflow. That is, the strut 12e has a shape twisted in
a direction opposite from rotation of the propeller 3. By
bringing the flow heading for the propeller 3 into coun-
terflow with respect to the rotation direction of the pro-
peller 3 using the twisted shaped strut 12e, it is possible
to enhance the propulsion force of the propeller 3.
[0171] ltis also possible to employ such configurations
that the duct body 11 and one of the strut 12a and strut
12e are mounted on the ship’s hull 1, and that both the
strut 12a and the strut 12e are not used and the duct
body 11 is mounted directly on the ship’s hull 1.

[0172] Fig. 31 is a side sectional view of a stern duct
according to another embodiment of the second embod-
iment.

[0173] In Fig. 31, a phantom center axis Xd of a duct
body 11 is offset from a rotation center axis Xp of the
propeller 3. By offsetting the phantom center axis Xd from
the rotation center axis Xp in this manner, it is possible
to provide a stern duct 10 at a position where a thrust
force can be enhanced corresponding to asymmetric flow
generated by the ship’s hull 1, the stern 2 or the propeller
3.

[0174] Fig. 32 is a side sectional view of a stern duct
according to another embodiment of the second embod-
iment.

[0175] In Fig. 32, in a state where the ship’s hull 1 is
viewed from side, a phantom center axis Xd of the duct
body 11 is inclined with respect to a rotation center axis
Xp of the propeller 3. By inclining the phantom center
axis Xd with respect to the rotation center axis Xp in the
manner, it is possible to mount the stern duct 10 such
that a thrust force is enhance corresponding to the flow
heading for downward of the stern 2.

[0176] Fig.33is anexplanatory diagram of a stern duct
according to another embodiment of the second embod-
iment.

[0177] Fig. 33 shows a case where the propeller 3 ro-
tates counterclockwise B in a state where the ship’s hull
1 is forwardly viewed from backward.

[0178] The sternduct 10 ofthe embodimentis mounted
in a state where a center angle B of the duct body 11 is
210° and the inclination angle 6 is 60°.

[0179] Next, influences exerted on the self-propulsion
factors by relations between the flow of the stern and
various portions in the circumferential direction of the
duct body 11 will be described based on a test result.
[0180] In this test, the duct body 11 in which the center
angle B is set to 120° was used as a partial duct model,
a circumferential direction position (duct installation an-
gle 6) was changed and the self-propulsion test was car-
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ried out, and a relation between the circumferential di-
rection portion of the partial duct model and the self-pro-
pulsion test was researched

[0181] In this test, a partial duct model was placed in
a model ship of an enlarged ship, an installation angle
(inclination angle 6 in this embodiment) of the partial duct
model was changed, the self-propulsion test was carried
out, and a relation between the installation angle of the
partial duct model and the self-propulsion factors was
researched.

[0182] Fig. 34 is a schematic diagram of the enlarged
ship model, and the principalitems of the propeller model.
Fig. 35 is a schematic diagram of the partial duct model.
[0183] The partialduct modelis explained while calling
the strut 12a in the embodiment as a fin. The mounting
portion 12b of the embodiment was formed into a ring-
shaped member, itwas put on the stern tube of the model
ship and was installed, and at the time of the self-propul-
sion test, the ring-shaped portion was rotated, thereby
changing the installation angle 0.

[0184] Concerning the duct installation angle 6,
straightly upward in the vertical direction was set to 0°
as viewed from the stern-side, and the angle is rotated
rightward (clockwise) . Hence, a position of 12:00 is 0°,
a position of 3:00 is 90°, a position of 6:00 is 180°, and
a position of 9:00 is 270°.

[0185] Fig. 36 shows parameters indicating principal
items of a tested duct model, and Fig. 37 shows principal
items of a tested duct model.

[0186] Here, Ddirepresents a diameter ratio of a duct
inlet with respect to a diameter of the propeller, and Ddo
represents a diameter ratio of a duct outlet with respect
to a diameter of the propeller. Here, Ddi538 shows that
the diameter ratio of the duct inlet with respect to the
propeller diameter is 53.8%, and Ddo493 shows that a
diameter ratio of the duct outlet with respect to the pro-
pellerdiameteris 49.3%. Here, a5 shows that an opening
angle of the partial duct model is 5°, and 3120 shows that
a duct has the center angle of 120°.

[0187] A duct diameter at the duct inlet was set con-
stant and the opening angle « of the duct was changed.
Concerning the partial duct model, a duct length Ld was
fixed t0 25.5% of the propeller diameter Dp, and he open-
ing angle o was changed from 5° to 14° at 3° intervals.
A test was carried out for a duct whose center angle of
210° with reference to the test result of the partial duct
model. It was considered that a fin for fixing the duct to
the ship’s hull 1 also influences the self-propulsion fac-
tors, a test of a simplicial fin from which a duct portion
was removed was also carried out.

[0188] The tests were carried out in the Mitaka No. 2
Ship Model Experiment Tank of National Maritime Re-
search Institute. Test speed was set such that it corre-
sponds to Froude number of 0.18. In a tank test of the
partial duct model, influence of variation in a load degree
of the propeller is prone to be exerted on the thrust de-
duction factor (1-t). Therefore, the test was carried out
while changing the propeller load degree, and self-pro-
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pulsion factors where a load factor became 1 were ob-
tained by interpolation, and influence ofthe propeller load
degree was eliminated.

[0189] Figs. 38 to 42 show a relation between an in-
stallation angle and the self-propulsion factors obtained
from the result of the self-propulsion test concerning the
fins and the respective partial duct model.

[0190] Figs. 38to 42 are characteristic diagrams show-
ing arelation between a duct installation angle of the duct
body and self-propulsion factors, wherein Fig. 38 shows
a first model (05Ddi538Ddo493Ld2553120), Fig. 39
shows a second model (¢8Ddi538Ddo466Ld2553120),
Fig. 40 shows a third model
(a11Ddi538Ddo439Ld255p120), Fig. 41 shows a fourth
model («14Ddi538Ddo411Ld255p120), and Fig. 42
shows a characteristic diagram in a fitth mode (Fin).
[0191] As the self-propulsion factors, a thrust deduc-
tion factor (1-t), an effective wake fraction (1-wTM), a
relative rotative efficiency ratio (nR) are shown.

[0192] In Figs. 38 to 42, a duct installation angle 6=0°
is provided by matching the duct center line Yd and the
propeller center line Xv in the vertical direction of the
propeller 3 in a state where the ship’s hull 1 is forwardly
viewed from backward. The plus installation angle 0 in-
clines the duct body 11 toward the starboard-side, and
the minimum installation angle inclines the duct body 11
toward the port-side. The propeller 3 rotates clockwise
A. The vertical axis is based on that there is no duct.
[0193] In a partial duct model of any of the opening
angle o also, 1-t becomes the maximum when the instal-
lation angle is 0°, 1-wTM becomes the minimum when
the installation angle is 90° and nR becomes the maxi-
mum. From the standpoint of right and wrong of the self-
propulsion factors, 1-t and the other two self-propulsion
factors 1-wTM and nR are inverse relation, and the sim-
plicial fin is also the same. Using the self-propulsion fac-
tors obtained by the self-propulsion test, horsepower was
estimated, and areduction rate of delivered power at the
inclination angles 0 of the partial duct model and the sim-
plicial fin were calculated.

[0194] The calculated reduction rate of delivered pow-
er is shown in Fig. 43. When the opening angle a is 5°,
the reduction rate of delivered power when the installa-
tion angle is 0° and the reduction rate of delivered power
is the largest, and when the installation angle is 180° and
the installation angle is 270°, the horsepower reducing
effectis eliminated. Atthe 1/3 duct of other opening angle
o, the most preferable reduction rate of delivered power
is shown when the installation angle is 90°, and a next
preferable reduction rate of delivered power is shown
when the installation angle is 0°, but even when the in-
stallation angle is 180°, a reduction ratio of about 1 to 2%
is shown. When the installation angle is 270°, there is
almost no reduction rate of delivered power. Even only
with the fin, a horsepower reducing effect of about 2%
appears when the installation angle is 0°, 90°, and 180°,
but when the installation angle 270°, there is no horse-
power reducing effect almost at all.
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[0195] Toresearchthe influence ofthe ductinstallation
angle in more detail, a changing width of the installation
angle was made small from the installation angle of 0°
having high reduction rate of delivered power to the in-
stallation angle of 90°, and the self-propulsion test was
carried out.

[0196] Fig. 44 shows a relation between the inclination
angle (duct installation angle) of the duct body and the
self-propulsion factors, and Fig. 45 shows a relation be-
tween the duct installation angle and the reduction rate
of delivered power.

[0197] In Figs. 44 and 45, when the duct installation
angle 6 =0°, in a state where the ship’s hull 1 is forwardly
viewed from backward, the propeller center line Xv and
the duct center line Yd in the vertical direction of the pro-
peller 3 are made to match with each other. The plus
installation angle 6 inclines the duct body 11 toward the
starboard-side, and the plus installation angle 6 inclines
the duct body 11 toward the port-side. The propeller 3
rotates clockwise A. The vertical axis is based on that
there is no duct.

[0198] Here, 1-t becomes the maximum when the in-
stallation angle is 0°, and becomes the maximum when
the installation angle is 75°. Further, 1-wTM becomes
the minimum when the installation angle is 75°, and be-
comes the maximum when the installation angle is 270°.
The nR becomes the maximum when the installation an-
gle is 75°, and becomes minimum when the installation
angle is -15°. The installation angle having the excellent
reduction rate of delivered power has two peaks, i.e., 0°
and 90°. It is found that when the installation angle is 0°,
1-t become good, and when the installation angle of 90°,
1-wTM and R become good.

[0199] Figs. 44 and 45 show preferable installation an-
gle positions using circle.

[0200] Ifthe testresult of the partial duct model (center
angle f is 120°) is seen, a horsepower reducing effect
when the installation angle is 0° and when the installation
angle is 90°. When the installation angle is 180°, the
horsepower reducing effect becomes smaller than that
of the simplicial fin. When the installation angle is 270°,
the horsepower reducing effect is extremely low. Hence,
partial duct model when the duct installation angle is 0°
and partial duct model when the duct installation angle
was 90° are combined, and if the center angle  was set
to 210° in the partial duct model, it was considered that
the effectis large, the self-propulsion test was carried out.
[0201] Fromatestresultinthe partial duct model(cent-
er angle B was 120°), when the opening angle was 11°,
the installation angle was 0°, the reduction rate of deliv-
ered power is 3.3%, the installation angle was 90° and
the reduction rate of delivered power was 3.4%, and the
horsepower reducing effect was high in a comprehensive
manner. Therefore, the self-propulsion test was carried
out based on the 210° duct of the opening angle of 11°.
A schematic diagram of the 210° duct of the opening
angle of 11° is shown in Fig. 27.

[0202] As aresult of the self-propulsion test, the self-
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propulsion factors become intermediate values of the
partial duct model when the installation angles are 0° and
90°, and the reduction rate of delivered power was larger
than 3.9% and both of them.

[0203] Fig. 46 shows allof results of the self-propulsion
tests using the partial duct model carried out the embod-
iment.

[0204] As aresultof the self-propulsion test carried out
using the partial duct model, the following facts were
found.

[0205] When the propeller 3 rotates in the rightward
direction, 1-t becomes the largest when the partial duct
model is at a position of 0° (12:00) as backwardly viewing
the partial duct model. On the other hand, 1-wTM be-
comes the largest and nR becomes the smallest. When
the partial duct madel is at a position of 90° (3:00) when
the partial duct model is viewed from backward 1-t be-
comes the smallest, and 1-wTM also becomes the small-
est, and nR becomes the largest. That is, from the stand-
point of right and wrong of the self-propulsion factors, 1-
t and the other two self-propulsion factors 1-wTMand nR
are inverse relation. These phenomena are synthesized,
the energy-saving effects at the position of 0° (12:00) or
at the paosition of 90° (3:00) are high, and the energy-
saving effect of the 210° duct obtained by combining
these two positions is the highest. Although the reduction
rate of delivered power was 3.9% with the 210° duct,
when the entire circumference duct in which only the an-
gle range was set to 360° under the same condition, the
reduction rate of delivered power was 3.5%, and it was
confirmed that the 210° duct has a reduction rate of de-
livered power which is larger than that of the entire cir-
cumference duct.

[0206] From the above result, the duct body 11 is
formed into the arc shape having an angle range from
180° to 270°, the duct center line Yd of the duct body 11
has an inclination angle 6 in an angle range of 30° or
more and 60° to the duct body 11 with respect to the
propeller center line Xv in the vertical direction of the
propeller 3. According to this, since it is possible to reli-
ably cover two peaks of reduction rate of delivered power
in Fig. 45, the duct body 11 and the support means 12
can face a region having the reduction rate of delivered
power, it is possible to provide a stern duct 10 having
high energy-saving effect.

[0207] 1tis more preferable that the angle range of the
duct body 11 is formed into an arc shape from 225° to
255°, thereby enhancing the hull efficiency without in-
creasing the resistance of the ship’s hull 1.

[0208] Itis preferable that the radius Rr of the rear end
arc portion 11r formed on the rear end of the duct body
11 is 50% or less and 20% or more of the radius of the
propeller 3.

[0209] Next, adesign method of the stern duct accord-
ing to the embodiment will be described below.

[0210] Fig. 11 whichis also used for explanation of the
first embodiment is a side view of principle items of a
ship’s hulland a three-dimensional shape concerning the
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ship’s hull, and Fig. 12 is adiagram showing duct principal
items of an entire circumference having the same radius
as the stern duct of the embodiment, and a three-dimen-
sional shape thereof.

[0211] In this embodiment, the ship’s hull in which an
enlarged degree of the stern of Panamax-size -Bulk Car-
rier (PxBC) was increased was used.

[0212] When the stern duct 10 of the embodiment is
designed, an entire circumference duct having the same
radius as that of the arc duct body 11 is set.

[0213] Here, a dust having a shape based on a so-
called Weather adapted Duct (WAD) was used as the
entire circumference duct.

[0214] In Fig. 12, Dy g represents a duct rear end di-
ameter, Dp represents a propeller diameter, Ly repre-
sents a duct blade section cord length, and o represents
an opening angle of a wing cross section.

[0215] Fig. 13 which was also used for explanation of
the firstembodiment shows propeller principal items con-
cerning the propeller to be used.

[0216] InFig. 13, H/Dp represents a pitch ratio, ak rep-
resents a developed area ratio, and Z represents the
number of blades.

[0217] Fig. 14 which was also used for explanation of
the first embodiment shows mounting positions of the
duct and the propeller with respect to the ship’s hull.
[0218] A coordinate origin is set at a bow normal (FP)
of the ship’s hull 1, a direction of the stern normal (AP)
from FP is set as a positive direction of x-axis, a direction
from port-side to starboard-side is set as a positive di-
rection of y-axis, and a direction from keel to deck is set
as a positive direction of y-axis. A ship’s length is set to
1 (i.e., x=0.0is Fp, and x=1.0 is AP).

[0219] As shown in Fig. 14, a rear end of the duct has
a clearance of about 5%DP of a front edge of the propel-
ler, and a center of the duct matches with a shaft center
line.

[0220] Next, a ship shape - aduct - a propeller are set,
and resistance and self-propulsion are calculated by cal-
culating a numeric value of the ship’s hull using the entire
circumference duct.

[0221] Analysis of CFD (Computational Fluid Dynam-
ics) is carried out using the ship shape - the duct - the
propeller shown in Fig. 11 to 14.

[0222] As a result of CFD analysis, in the case of a
ship shape having aduct, resistance is not increased and
hull efficiency is enhanced by about 3.2% as compared
with a ship shape having no duct. It is considered that a
reason why total resistance coefficient is not increased
almost at all although the ship’s hull 1 is provided with
the duct is that the duct itself outputs a thrust force.
[0223] Next, a hydrodynamic force distribution of an
inner surface of the entire circumference ductis obtained
from a calculation result of resistance and self-propul-
sion.

[0224] Fig. 15 which was also used for explaining the
first embodiment shows a thrust component of the entire
circumference duct and a circumferential direction distri-
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bution of a resistance distribution.

[0225] In Fig. 15, in the case of the inclination angle 6,
a position of 12:00 as viewing the entire circumference
duct from backward is defined as 0°, and a clockwise
direction from the position of 12:00 is defined as positive.
In Fig. 15, a vertical axis Ctx is x-direction fluid force, a
positive value (higher than 0 line) becomes resistance,
and a negative value (lower than 0 line), it becomes pro-
pulsion force.

[0226] As shown in Fig. 15, when the propeller 3 is not
operated (dotted line in the drawing), an x-direction fluid
force (Ctxlduct) is in a positive value over the entire cir-
cumference, i.e., is resistance (resistance).

[0227] However, if the propeller 3 is operated, Ctxlduct
acts as a negative value in the vicinity of 0°<6<45°,
288°<0<360°, i.e., as thrust. It is considered that when
the propeller 3 is operated, this thrust component is a
cause notincreasing the total resistance coefficienteven
when the duct is mounted.

[0228] Fig. 16 which was used for explanation of the
first embodiment is a contour line diagram of the thrust
distribution and the resistance distribution on a surface
of the entire circumference duct, and Fig. 16 three-di-
mensionally shows how the resistance/thrust component
shown in Fig. 15 are distributed on a duct surface.
[0229] Itcanbefound that the thrust componentof duct
shown in Fig. 15 is mainly generated inside of an upper
surface of a front end of the duct (region Z shown by
arrow in drawing) .

[0230] That is, the region Z where the thrust compo-
nent is generated is a sector portion surrounded by an
anglerange of 0°<f<180° if the center angle of the sector
shape is defined as B. Although the thrust itself is gen-
erated also in the vicinity of inside of the side surface of
the duct, since resistance larger than this thrust acts on
the duct outer side of this portion, as the entire fluid force
obtained by integrating in the duct cord direction, the in-
clinationangle 6 showninFig. 15 becomesthe resistance
as shown in the vicinity of 90°.

[0231] After the hydrodynamic force distribution of the
inner surface of the entire circumference duct is obtained
from the calculation result of resistance and self-propul-
sion, a shape of the arc duct body 11 is determined from
the entire circumference duct based on the hydrodynam-
ic force distribution. Here, the hydrodynamic force distri-
bution is a thrustdistribution and a resistance distribution.
Further, flow

[0232] Flow speed - flow direction distribution from a
back side of the entire circumference ductto the propeller
surface may be obtained. By obtaining the flow speed -
flow direction distribution, it is possible to design while
taking the effective wake fraction into account. It is pos-
sible to design using cne of or both of the flow speed -
flow direction distribution and the hydrodynamic force
distribution of the inner surface, but if both of them are
used, it is possible to design in more detail.

[0233] If a step of setting the number of mounting op-
erations of the support means 12 is provided and a step
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of calculating the resistance and self-propulsion by the
numeric value calculation of the ship’s hull 1 using a con-
dition of the set support means 12 is executed, it is pos-
sible to design while taking the influence of instruction
means 12 into account.

[0234] Figs.47 and 48 are front views of essential por-
tions showing the biaxial stern catamaran type ship hav-
ing the stern duct as forwardly viewed from backward.
[0235] InFigs. 47 and 48, in the ship’s hull 1, the stern
tube 2R of the starboard-side skeg is provided with the
starboard-side propeller 3R, and the stern tube 2L of the
port-side skeg is provided with the port-side propeller 3L.
[0236] In Fig. 47, the starboard-side propeller 3R ro-
tates counterclockwise B, the port-side propeller 3L ro-
tates clockwise A, and shows they inward rotate.
[0237] Inthe case of the biaxial stern catamaran type
ship by the inward rotation, the duct body 11R of the
starboard-side stern duct 10R corresponding to the star-
board-side propeller 3R is placed at the upper left quad-
rant in an inclination manner, and the duct body 11L of
the port-side stern duct 10L corresponding to the port-
side propeller 3L is placed at the upper right quadrant in
an inclination manner. According to this, it is possible to
increase the thrust deduction factor or relative rotative
efficiency, and to reduce the effective wake fraction.
[0238] Fig. 48 shows that the starboard-side propeller
3R rotates clockwise A, the port-side propeller 3L rotates
counterclockwise B, and they outward rotate.

[0239] Inthe case of the biaxial stern catamaran type
ship by the outward rotation, the starboard-side stern
duct 10R corresponding to the starboard-side propeller
3R places the duct body 11R at the upper right quadrant
an inclining manner, and the port-side stern duct 10L
corresponding to the port-side propeller 3L places the
duct body 11L at the upper left quadrant in an inclining
manner. According to this, it is possible to increase the
thrust deduction factor or relative rotative efficiency and
to enhance the relative rotative efficiency, and to reduce
the effective wake fraction.

[0240] The stern duct 10 of the embodiment can also
be applied to the biaxial stern catamaran type ship’s hull
1, resistance applied to the duct body 11 can bereduced,
and it is possible to provide a biaxial stern catamaran
type ship capable of reducing resistance applied to the
duct body 11 and having high an energy saving effect.
[0241] Inthe biaxial stern catamaran type ship and the
one shaft type ship, to enhance the propulsive efficiency
while effectively utilizing the stern flow, a propulsion shaft
of the propeller is offset or offset in position from centers
of a skeg or a stern provided on left and right sides in
some cases. In such a case, itis both possible to deviate
or not deviate the position of the stern duct.

[0242] The stern duct 10 of the embodiment can be
retrofitted to an existing ship’s hull 1 Therefore, also in
the existing ship also, resistance can be reduced by the
stern duct 10 of the embodiment, and the enhancement
of the energy-saving effect can be utilized.

[0243] Although the stern duct 10 has been described
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in each of the embodiments, as shown by the testresult,
the duct body 11 may not be provided, and only by the
pair of struts 12a which support both ends of the duct
body 11 can exert the energy-saving effect only by im-
proving the hull efficiency without increased the resist-
ance of the ship’s hull 1.

[0244] That is, according to a stern attachment of an-
other embodiment, a pair of struts 12a which support an
arc phantom duct body is mounted on a stern 2 such that
an angle between the pair of struts 12a falls in an angle
range from 180° to 270°. In a state where the ship’s hull
1 is forwardly viewed from backward, a strut center line
of the pair of strut 12a has an inclination angle 6 in the
rotation direction of the propeller 3 with respect to the
propeller center line Xv in the vertical direction of the
propeller 3.

[0245] Itis preferable that a radius of the phantom rear
end arc portion is in a range of 50% or less and 20% or
more of the radius of the propeller 3 shown in Fig. 24 or
25. By making the radius of the phantom rear end arc
portion not more than 50% and not less than 20% of the
radius of the propeller 3, it is possible to increase the
interference between the propeller 3 and the phantom
duct body. If the radius of the phantom rear end arc por-
tion exceeds 50% of the radius of the propeller 3 and
increases, the effective wake fraction rises. Since a shaft
radius of the propeller 3 is generally in a range of 16 to
18% of the radius of the propeller 3, it is preferable that
the radius of the phantom rear end arc portion is 20% or
more of the radius of the propeller 3.

[0246] According to the stern attachment of the em-
bodiment, if the inclination angle 0 of the strut center line
in the rotation direction of the propeller 3 is set to the
angle range of 30° or more and 60° or less, the pair of
struts 12a can face a region having a high reduction rate
of delivered power where two peaks of the reduction rate
of delivered power in Fig. 45 exist. Hence, it is possible
to provide a stern attachment having high energy-saving
effect. The pair of struts 12a having the small angle range
canface aposition which is higher than the rotation center
axis Xp of the propeller 3 and especially where a propul-
sion direction component (thrust component) can largely
be obtained.

[0247] 1t is easy to design and install the stern attach-
ment of the embodiment when the phantom center axes
Xd of the pair of struts 12a are made to match with the
rotation center axis Xp of the propeller 3.

[0248] According to the stern attachment of the em-
bodiment, when the phantom center axes Xd of the pair
of struts 12a are offset from the rotation center axis Xp
of the propeller 3, the pair of struts 12a can be offset to
a position where the thrust force can be enhanced cor-
responding to asymmetric flow generated from the ship’s
hull 1 or the propeller 3.

[0249] According to the stern attachment of the em-
bodiment, when the phantom center axes Xd of the pair
of struts 12a are inclined with respect to the rotation cent-
er axis Xp of the propeller 3, the pair of struts 12a can
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be mounted such that a thrust force can be enhanced in
a state where the ship’s hull 1 is viewed from a side.
[0250] According to the stern attachment of the em-
bodiment, when a cross section of the strut 12a is formed
into a wing shape which is convex inward of the duct
body 11, it is possible to utilize the propulsion direction
component (thrust component) of the lifting power gen-
erated by the wing shape.

[0251] According to the stern attachment of the em-
bodiment, when the strut 12e is formed into the twisted
shape and flow heading for the propeller 3 is made as
counterflow with respect to the rotation direction of the
propeller 3, itis possible to enhance the propulsion force.
[0252] According to the stern attachment of the em-
bodiment, when a phantom duct body-side front-to-rear
width Ly of each of the struts 12a is made larger than the
stern-side front-to-rear width Lx, it is possible to reduce
the resistance of the strut 12a and to enhance the pro-
pulsion force.

[0253] According to the ship having the stern attach-
ment of the present invention, it is possible to provide a
ship in which resistance applied to the strut 12a is re-
duced and an energy-saving effect is high.

[0254] When the ship’s hull 1 is a biaxial stern catama-
rantype, itis possible to provide a biaxial stern two-barrel
type ship in which resistance applied to the struts 12ais
reduced and an energy-saving effect is high.

[0255] When the ship’s hull 1 is an existing ship’s hull
and the struts 12a are retrofitted to the ship’s hull 1, it is
possible to reduce the resistance and to enhance the
energy-saving effect.

[INDUSTRIAL APPLICABILITY]

[0256] The presentinvention can be applied to a stern
duct having a stern of a general ship especially including
a low speed enlarged ship, and even if a duct body is
added, there is an energy-saving effect by improving hull
efficiency without increasing resistance of a ship’s hull.

[EXPLANATION OF SYMBOLS]

[0257]

1 ship’s hull
2 stern

3 propeller

10 stern duct

1" duct body

11s  cross section

12 support means

Xp rotation center axis

Xv center line in vertical direction

B center angle (angle range)
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Claims

1.

A stern duct (10) mounted in front of a propeller (3)
mounted on a stern (2) of a ship’s hull (1),
characterised in that

a duct body (11) is formed into an arc shape of
an angle range () from 90° to 140°,

a radius (Rr) of a rear end arc portion (11r)
formed on arear end of the duct body (11) is set
to 50% or less and 20% or more of a radius of
the propeller (3), and

the duct body (11) is mounted on the stern (2)
by support means (12) such that a duct center
line (Yd) of the duct body (11) inclines in a rota-
tion direction of the propeller (3) with respect to
a propeller center line (Xv) in a vertical direction
of the propeller (3) in a state where the ship’s
hull (1) is forwardly viewed from backward.

The stern duct (10) according to claim 1, wherein an
inclination angle (0) of the propeller (3) in the rotation
direction is set to an angle range larger than 0° and
B0° or less in the rotation direction of the propeller
(3) with respect to a part of the propeller center line
(Xv) located higher than a center axis of the propeller

(3).

A stern duct (10) mounted in front of a propeller (3)
mounted on a stern (2) of a ship’s hull (1),
characterized in that

a duct body (11) is formed into an arc shape of
an angle range () from 180° to 270°.

a radius (Rr) of a rear end arc portion (11r)
formed on arear end of the duct body (11) is set
to 50% or less and 20% or more of a radius of
the propeller (3),

the duct body (11) is mounted on the stern (2)
by support means (12) such that a duct center
line (Yd) of the duct body (11) inclines in a rota-
tion direction of the propeller (3) with respect to
a propeller center line (Xv) in a vertical direction
of the propeller (3) in a state where the ship’s
hull (1) is forwardly viewed from backward, and

an inclination angle (0) of the propeller (3) in the ro-
tation direction is set toan angle range of 30° or more
and 60° or less in the rotation direction of the pro-
peller (3) with respect to a part of the propeller cen-
terline (Xv) located higher than our center axis of the
propeller (3).

The stern duct (10) according to claim 1 or 3, wherein
across section ofthe duct body (11) inits longitudinal
directionis formed into awing shape which is convex
inward of the duct body (11).
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10.

1.

12.

13.

The sternduct (10) according to claim 1 or 3, wherein
the radius (Rr) of the rear end arc portion (11r) is
made smaller than a radius (Rf) of a front end arc
portion (11f) formed on a front end.

The sternduct (10) according to claim 1 or 3, wherein
a phantom center axis (Xd) of the duct body (11)
matches with a rotation center axis (Xp) of the pro-
peller (3).

The sternduct (10) according to claim 1 or 3, wherein
a phantom center axis (Xd) of the duct body (11) is
offsetfrom arotation center axis (Xp) of the propeller

(3).

The sternduct (10) according to claim 1 or 3, wherein
a phantom center axis (Xd) of the duct body (11) is
inclined with respect to a rotation center axis (Xp) of
the propeller (3) in a state where the ship’s hull (1)
is viewed from side.

The sternduct (10) according to claim 1 or 3, wherein
the duct body (11) is mounted, through a strut (12a)
as the support means (12), on a stern tube of the
ship’s hull (1) or an end of the stern which covers
the stern tube.

The stern duct (10) according to claim 9, wherein a
cross section of the strut (12a) is formed into a wing
shape which is convex inward of the duct body (11).

The sternduct(10) according to claim 9, wherein the
strut (12e) is formed into a twisted shape, thereby
bringing a flow heading for the propeller (3) into a
counterflow with respect to the rotation direction of
the propeller (3).

The stern duct (10) according to claim 9, wherein a
duct body-side front-to-rear width (Ly) of the strut
(12a) is formed larger than a stern-side front-to-rear
width (Lx) of the strut (12a).

A stern attachment mounted in front of a propeller
(3) mounted on a stern (2) of a ship’s hull (1),

characterized in that

a pair of struts (12a) which support an arc phan-
tomduct body are mounted on the stern (2) such
that an angle between the pair of struts (12a)
falls in the angle range () from 180° to 270°,
a radius of a phantom rear end arc portion (11r)
formed on arear end of the phantom duct body
is setto 50% or less and 20% or more of aradius
of the propeller (3),

a strut center line between the pair of struts (12a)
inclines in a rotation direction of the propeller (3)
with respect to a propeller center line (Xv) in a
vertical direction of the propeller in a state where
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the ship’s hull (1) is forwardly viewed from back-
ward, and

an inclination angle (0) of the propeller (3) in the
rotation direction is set to an angle range from
30° or more to 60° or less in the rotation direction
of the propeller (3) with respect to a part of the
propeller center line (Xv) located higher than a
center axis of the propeller (3).

A design method of the stern duct (10) according to
claim 1 or 3, comprising:

when the stern duct (10) is to be designed,

a step of setting an entire circumference duct
having asameradius as thatofthe arcduct body
(1)

a step of carrying out calculation of resistance
and self-propulsion simulations of the ship’s hull
(1) using the entire circumference duct;

a step of obtaining, from a result of calculation
of the resistance and self-propulsion, a hydro-
dynamic force distribution of the ship’s hull (1)
propulsion direction acting on a surface of the
entire circumference duct and/or flow speed -
flow direction distribution from behind the entire
circumference duct to a propeller surface; and
a step of determining a shape of the arc duct
body (11) from the entire circumference duct
based on the hydrodynamic force distribution
and/or the flow speed - flow direction distribution
from behind the entire circumference duct to the
propeller surface.

The design method of the stern duct (10) according
to claim 14, further comprising a step of setting a
mounting number of the support means (12), where-
in

the step of calculating the resistance and self-pro-
pulsion by the numeric value calculation of the ship’s
hull (1) is executed using a set condition of the sup-
port means (12).

The design method of the stern duct (10) according
to claim 14, wherein the hydrodynamic force distri-
bution is a thrust distribution and a resistance distri-
bution.

A ship having the stern duct (10) according to claim
1 or 3 is provided on the stern (2).

The ship havingthe sternduct (10) according to claim
17, wherein the ship’s hull (1) is a biaxial stern cat-
amaran type.

The ship having the sternduct (10) according to claim
17, wherein the ship’s hull (1) is an existing ship’s
hull, and the stern duct (10) is retrofitted to the ship’s
hull (1).
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Patentanspriiche

1.

2.

3.

Achterkanal (10), der vor einem an einem Heck (2)
eines Schiffsrumpfes (1) montierten Propeller (3)
montiert ist,

dadurch gekennzeichnet, dass

ein Kanalkérper (11) in eine Bogenform eines
Winkelbereiches (B) von 90° bis 140° ausgebil-
det ist,

ein Radius (Rr) eines hinteren Bogenabschnit-
tes (11r), der an einem Hinterende des Kanal-
kérpers (11) ausgebildet ist, auf 50% oder we-
niger und 20% oder mehr eines Radius des Pro-
pellers (3) eingestellt ist, und

der Kanalkérper (11) an dem Heck (2) durch ei-
ne Abstutzvorrichtung (12) derart angebracht
ist, dass sich eine Kanalmittellinie (Yd) des Ka-
nalkérpers (11) in eine Drehrichtung des Pro-
pellers (3) beziglich einer Propellermittellinie
(Xv) in senkrechter Richtung des Propellers (3)
in einem Zustand, in dem der Schiffsrumpf (1)
von hinten nach vorne betrachtet wird, neigt.

Achterkanal (10) nach Anspruch 1, wobei ein Nei-
gungswinkel (0) des Propellers (3) in der Drehrich-
tung auf einen Winkelbereich eingestellt ist, der gré-
Rer als 0° und 60° oder weniger in der Drehrichtung
des Propellers (3) beziglich eines Teils der Propel-
lermittellinie (Xv) ist, der héher als eine Mittelachse
des Propellers (3) liegt.

Achterkanal (10), der vor einem an einem Heck (2)
eines Schiffsrumpfes (1) montierten Propeller (3)
montiert ist,

dadurch gekennzeichnet, dass

ein Kanalkérper (11) in eine Bogenform eines
Winkelbereiches (B) von 180° bis 270° ausge-
bildet ist,

ein Radius (Rr) eines hinteren Bogenabschnit-
tes (11r), der an einem Hinterende des Kanal-
korpers (11) ausgebildet ist, auf 50% oder we-
niger und 20% oder mehr eines Radius des Pro-
pellers (3) eingestellt ist,

der Kanalkérper (11) an dem Heck (2) durch ei-
ne Abstitzvorrichtung (12) derart angebracht
ist, dass sich eine Kanalmittellinie (Yd) des Ka-
nalkdrpers (11) in einer Drehrichtung des Pro-
pellers (3) beziglich einer Propellermittellinie
(Xv) in senkrechter Richtung des Propellers (3)
in einem Zustand, in dem der Schiffsrumpf (1)
von hinten nach vorne betrachtetwird, neigt,und
ein Neigungswinkel (0) des Propellers (3) in der
Drehrichtung auf einen Winkelbereich von 30°
oder mehr und 60° oder weniger in der Dreh-
richtung des Propellers (3) beziglich eines Teils
der Propellermittellinie (Xv) eingestellt ist, der
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héher als eine Mittelachse des Propellers (3)
liegt.

Achterkanal (10) nach Anspruch 1 oder 3, wobei ein
Querschnitt des Kanalkdrpers (11) in seiner Langs-
richtungin einer Fliigelform ausgebildet wird, welche
einwarts des Kanalk&rpers (11) konvex ist.

Achterkanal (10) nach Anspruch 1 oder 3, wobei der
Radius (Rr) des hinteren Bogenabschnittes (11r)
kleiner ausgebildet wird als ein Radius (Rf) eines an
einem Vorderende ausgebildeten vorderen Bogen-
abschnittes (11f).

Achterkanal (10) nach Anspruch 1 oder 3, waobei eine
Phantommittelachse (Xd) des Kanalk&rpers (11) mit
einer Drehmittelachse (Xp) des Propellers (3) iber-
einstimmt.

Achterkanal (10) nach Anspruch 1 oder 3, wobei eine
Phantommittelachse (Xd) des Kanalkdrpers (11) ge-
geniber einer Drehmittelachse (Xp) des Propellers
(3) versetzt ist.

Achterkanal (10) nach Anspruch 1 oder 3, wobei eine
Phantommittelachse (Xd) des Kanalkérpers (11) be-
zlglich einer Drehmittelachse (Xp) des Propellers
(3) in einem Zustand, in dem der Schiffsrumpf (1)
von der Seite betrachtet wird, geneigt ist.

Achterkanal (10) nach Anspruch 1 oder 3, wobeider
Kanalkdrper (11) durch eine Strebe (12a) als Ab-
stltzvorrichtung (12) an einem Achterrohr des
Schiffsrumpfes (1) oder einem Ende des Hecks, das
das Achterrohr verdeckt, montiert ist.

Achterkanal (10) nach Anspruch 9, wobei ein Quer-
schnitt der Strebe (12a) in einer Fligelform ausge-
bildet wird, welche einwarts des Kanalkdrpers (11)
konvex ist.

Achterkanal (10) nach Anspruch 9, wobei die Strebe
(12e) in einer gedrehten Form ausgebildet wird, wo-
durch eine Stromung in Richtung des Propellers (3)
in eine Gegenstrdmung beziglich der Drehrichtung
des Propellers (3) gebracht wird.

Achterkanal (10) nach Anspruch 9, wobei eine ka-
nalkdrperseitige Breite (Ly) von vorne nach hinten
der Strebe (12a) groler als eine heckseitige Breite
(Lx) von vorne nach hinten der Strebe (12a) ausge-
bildet ist.

Achterbefestigung, die vor einem an einem Heck (2)
eines Schiffsrumpfes (1) montierten Propeller (3)
montiert ist,

dadurch gekennzeichnet, dass

15

20

25

30

35

40

45

50

55

22

zwei Streben (12a), welche einen bogenférmi-
gen Phantomkanalkérper abstiitzen, an dem
Heck (2) derart angebrachtsind, dass ein Winkel
zwischen den zwei Streben (12a) in den Win-
kelbereich () von 180° bis 270° fallt,

ein Radius eines hinteren Phantombogenab-
schnittes (11r), der an einem Hinterende des
Phantomkanalk&rpers ausgebildet ist, auf 50%
oder weniger und 20% oder mehr eines Radius
des Propellers (3) eingestellt ist,

sich eine Strebenmittellinie zwischen den zwei
Streben (12a) in eine Drehrichtung des Propel-
lers (3) bezlglich einer Propellermittellinie (Xv)
in senkrechter Richtung des Propellers in einem
Zustand, in dem der Schiffsrumpf (1) von hinten
nach vorne betrachtet wird, neigt, und

ein Neigungswinkel (0) des Propellers (3) in der
Drehrichtung auf einen Winkelbereich von 30°
oder mehr bis 60° oder weniger in der Drehrich-
tung des Propellers (3) bezlglich eines Teils der
Propellermittellinie (Xv) eingestellt ist, der héher
als eine Mittelachse des Propellers (3) liegt.

14. Konstruktionsverfahren des Achterkanals (10) nach

Anspruch 1 bis 3, aufweisend:
wenn der Achterkanal (10) konstruiert werden soll,

einen Schritt des Einstellens eines Gesamtum-
fangskanals mitdemselben Radius wie demdes
bogenférmigen Kanalkérpers (11);

einen Schritt des Durchflihrens einer Berech-
nung von Widerstands- und Eigenantriebssimu-
lationen des Schiffsrumpfes (1) unter Einsatz
des Gesamtumfangskanals;

einen Schrittdes Erhaltens, aus einem Ergebnis
der Berechnung des Widerstands und Eigenan-
triebes, einer hydrodynamischen Kraftvertei-
lung der Antriebsrichtung des Schiffsrumpfes
(1), die eine Flache des Gesamtumfangskanals
beaufschlagt, und/oder einer Verteilung von
Strémungsgeschwindigkeit Strémungsrich-
tung von hinter dem Gesamtumfangskanal zu
einer Propelleroberflache; und

einen Schritt des Bestimmens einer Form des
bogenférmigen Kanalkdrpers (11) aus dem Ge-
samtumfangskanal auf der Basis der hydrody-
namischen Kraftverteilung und/oder der Vertei-
lung von Stréomungsgeschwindigkeit - Stré-
mungsrichtung von hinter dem Gesamtum-
fangskanal zu der Propelleroberflache.

15. Konstruktionsverfahren des Achterkanals (10) ge-

maRk Anspruch 14, ferner aufweisend einen Schritt
des Einstellens einer Montagezahl der Abstiitzvor-
richtung (12),

wobei

der Schritt des Berechnens des Widerstandes und
Eigenantriebes durch die Zahlenwertberechnung
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des Schiffsrumpfes (1) unter Einsatz einer festge-
legten Bedingung der Abstiitzvorrichtung (12)durch-
gefuhrt wird.

Konstruktionsverfahren des Achterkanals (10) nach
Anspruch 14, wobei die hydrodynamische Kraftver-
teilung aus einer Schubverteilung und einer Wider-
standsverteilung besteht.

Schiff mit dem am Heck (2) vorgesehenen Achter-
kanal (10) nach Anspruch 1 oder 3.

Schiff mit dem Achterkanal (10) nach Anspruch 17,
wobei der Schiffsrumpf (1) vom Typ eines Katama-
rans mit zweiachsigem Heck ist.

Schiff mit dem Achterkanal (10) nach Anspruch 17,
wobei der Schiffsrumpf (1) ein bestehender Schiffs-
rumpf ist und der Achterkanal (10) an dem Schiffs-
rumpf (1) nachgeristet wird.

Revendications

Conduit de poupe (10) monté a I'avant d'une hélice
(3) montée sur une poupe (2) d’une coque de bateau
N,

caractérisé en ce que

un corps de conduit (11) est formé dans une forme
d‘arc d’'un intervalle d’angle () de 90° a 140°,

un rayon (Rr) d’'une portion d’arc d’extrémité arriére
(11r) formée sur une extrémité arriere du corps de
conduit (11) est fixé a 50 % ou inférieur et 20 % ou
supérieur d’'un rayon de I'hélice (3), et

le corps de conduit (11) est monté sur la poupe (2)
par un moyen de support (12) de sorte qu’une ligne
de centre de conduit (Yd) du corps de conduit (11)
s’incline dans une direction de rotation de I'hélice (3)
par rapport & une ligne de centre d’hélice (Xv) dans
unedirection verticale de I'hélice (3) dans un état ou
la coque de bateau (1) est vue de larriére vers
'avant.

Conduitde poupe (10) selon la revendication 1,dans
lequel un angle d’inclinaison (6) de I'hélice (3) dans
la direction de rotation est fixée dans un intervalle
d’angle plus large que 0° et de 60° ou inférieur dans
la direction de rotation de I'hélice (3) par rapport a
une partie de la ligne de centre d’hélice (Xv) disposée
plus haut gu’un axe de centre de I'hélice (3).

Conduit de poupe (10) monté a 'avant d’une hélice
(3) montée sur une poupe (2) d’une coque de bateau
N,

caractérisé en ce que

un corps de conduit (11) est formé dans une forme
d‘arc d'un intervalle d’angle (§) de 180° a 270°,

un rayon (Rr) d’'une portion d’arc d’extrémité arriére
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(11r) formée sur une extrémité arriére du corps de
conduit (11) est fixé a 50 % ou inférieur et 20 % ou
supérieur d’un rayon de I'hélice (3),

le corps de conduit (11) est monté sur la poupe (2)
par un moyen de support (12) de sorte qu’une ligne
de centre de conduit (Yd) du corps de conduit (11)
s’incline dans une direction de rotation de I'hélice (3)
par rapport a une ligne de centre d’hélice (Xv) dans
une direction verticale de I'hélice (3) dans un étatou
la coque de bateau (1) est vue de de l'arriere vers
avant, et

un angle d’inclinaison (0) de I'hélice (3) dans la di-
rection de rotation est fixé dans un intervalle d’angle
de 30° ou supérieur et de 60° ou inférieur dans la
direction de rotation de I'hélice (3) par rapport a une
partie de la ligne de centre d’hélice (Xv) disposée
plus haut gque notre axe de centre de I'hélice (3).

Conduit de poupe (10) selon la revendication 1 ou
3, dans lequel une section transversale du corps de
conduit (11) dans sa direction longitudinale est for-
mée dans une forme d'aile qui est convexe vers l'in-
térieur du corps de conduit (11).

Conduit de poupe (10) selon la revendication 1 ou
3, dans lequel le rayon (Rr) de la portion d’arc d’ex-
trémite arriere (11r) est rendu plus petit gu’un rayon
(Rf) d’'une portion d’arc d’extrémité avant (11f) for-
mee sur une extrémité avant.

Conduit de poupe (10) selon la revendication 1 ou
3, dans lequel un axe de centre fantdme (Xd) du
corps de conduit (11) correspond a un axe de centre
de rotation (Xp) de I'hélice (3).

Conduit de poupe (10) selon la revendication 1 ou
3, dans lequel un axe de centre fantdme (Xd) du
corps de conduit (11) est décalé d’'un axe de centre
de rotation (Xp) de I'hélice (3).

Conduit de poupe (10) selon la revendication 1 ou
3, dans lequel un axe de centre fantdéme (Xd) du
corps de conduit (11) est incliné par rapport a un axe
de centre de rotation (Xp) de I'hélice (3) dans un état
ol la coque de bateau (1) est vue de coté.

Conduit de poupe (10) selon la revendication 1 ou
3, dans lequel le corps de conduit (11) est monté,
par l'intermédiaire d’une contre-fiche (12a) comme
maoyen de support (12), sur un tube de poupe de la
coque de bateau (1) ou une extrémité de la poupe
qui recouvre le tube de poupe.

Conduit de poupe (10) selon la revendication 9, dans
lequel une section transversale de la contre-fiche
(12a) est formée dans une forme d'aile qui est con-
vexe vers l'intérieur du corps de conduit (11).
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Conduitde poupe (10) selon la revendication 9,dans
lequel la contre-fiche (12e) est formée dans une for-
me torsadée, mettant par-la un refoulement pour
I'hélice (3) dans un contre-courant par rapport a la
direction de rotation de I'hélice (3).

Conduitde poupe (10) selon larevendication 9, dans
lequel une largeur avant-a-arriére de coté de corps
de conduit (Ly) de la contre-fiche (12a) est formée
plus large qu’une largeur avant-a-arriere de cété de
poupe (Lx) de la contre-fiche (12a).

Attache de poupe montée a I'avant d’'une hélice (3)
maontée surune poupe (2)d'une coque de bateau (1),
caractérisée en ce que

une paire de contre-fiches (12a) qui supportent un
corps de conduit fantdme en arc sont montées sur
la poupe (2) de sorte qu’un angle entre la paire de
contre-fiches (12a) se trouve dans l'intervalle d’an-
gle (B) de 180° a 270°,

un rayon d’une portion d’arc d’extrémité arriére fan-
tdme (11r) formée sur une extrémité arriére du corps
de conduit fantdme est fixé a 50 % ou inférieur et 20
% ou supérieur d’un rayon de I'hélice (3),

une ligne de centre de contre-fiche entre |a paire de
contre-fiches (12a) s’incline dans une direction de
rotation de I'hélice (3) par rapport a une ligne de cen-
tre d’hélice (Xv) dans une direction verticale de I'hé-
lice dans un état ou la coque de bateau (1) est vue
de l'arriére vers 'avant, et

un angle d’inclinaison (0) de I'hélice (3) dans la di-
rection de rotation est fixé dans un intervalle d’angle
de 30° ou supérieur a 60° ou inférieur dans la direc-
tion de rotation de I'hélice (3) par rapport a une partie
de laligne de centre d’hélice (Xv) disposée plus haut
gu’un axe de centre de I'hélice (3).

Procédé de configuration du conduit de poupe (10)
selon la revendication 1 ou 3, comprenant :

lorsque le conduit de poupe (10) doit étre con-
figuré,

une étape fixant un conduit de circonférence en-
tiere présentant un rayon identique a celui du
corps de conduit d’arc (11) ;

une étape de réalisation d’un calcul de résistan-
ce et de simulations d’auto-propulsion de la co-
gue de bateau (1) utilisant le conduit de circon-
férence entiére ;

une étape d’obtention, a partir d’'un résultat de
calcul des résistance et auto-propulsion, d’'une
distribution de force hydrodynamique de la di-
rection de propulsion de coque de bateau (1)
agissant sur une surface du conduit de circon-
férence entiére et/ou distribution de vitesse
d’écoulement « direction d’écoulement a partir
de l'arriére du conduit de circonférence entiére
vers une surface d’hélice ; et
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une étape de détermination d’'une forme du
corps de conduit d’arc (11) a partir du conduit
de circonférence entiére sur la base de la distri-
bution de force hydrodynamigue et/ou de la dis-
tribution de vitesse d'écoulement « direction
d'écoulement a partir de I'arriére du conduit de
circonférence entiére vers la surface d’hélice.

Procédé de configuration du conduit de poupe (10)
selon la revendication 14, comprenant de plus une
étape fixant un nombre de montage du moyen de
support (12), dans lequel

I'étape de calcul des résistance et auto-propulsion
par le calcul de valeur numérique de la coque de
bateau (1) est exécutée en utilisant une condition
fixée du moyen de support (12).

Procédé de configuration du conduit de poupe (10)
selon la revendication 14, dans lequel la distribution
de force hydrodynamique est une distribution de
poussée et une distribution de résistance.

Bateau présentant le conduit de poupe (10) selon la
revendication 1 ou 3 fourni sur la poupe (2).

Bateau présentant le conduit de poupe (10) selon la
revendication 17, dans lequel la coque de bateau (1)
est un type catamaran a poupe biaxiale.

Bateau présentant le conduit de poupe (10) selon la
revendication 17, dans lequel la coque de bateau (1)
est une coque de bateau existant, et le conduit de
poupe (10) est rétroajusté a la coque de bateau (1).
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[Fig. 7]
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[Fig. 8]
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[Fig. 9]
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[Fig. 12]
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[Fig. 13]
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[Fig. 14]
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[Fig. 15]
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[Fig. 17]
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[Fig. 19]
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[Fig. 20]
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[Fig. 21]
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[Fig. 22]
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[Fig. 24]
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[Fig. 26]
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[Fig. 27]
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[Fig. 33]
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[Fig. 34]
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[Fig. 37]
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[Fig. 38]
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[Fig. 39]
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[Fig. 40]
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[Fig. 41]
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[Fig. 42]
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[Fig. 43]
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[Fig. 44]
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[Fig. 46]
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[Fig. 48]
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