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Abstract

ABSTRACT

In the industry the need of simulation of complex systems, composed of subsystems from
various domains, is increasing. A new standardized modelling language, called Modelica, has
been developed for the purpose of efficient simulation. The language is object-oriented, non-
causal, and multi-domain capable.

Automotive engines are mainly composed of thermodynamic subsystems. In this master‘s thesis
three different modelling principles are used to analyse the performance of Modelica in
automotive engine applications. The modelling principle is determined by the connector
applied, i.e. the interaction between the components. Connectors composed of various
combinations of variables describing pressure, temperature, mass flow and energy flow have
been applied. During the analysis, the performance of a control volume, restrictor, and sources
has been studied. The purpose is to decide a standard set of connector variables for the
description of engine components.

None of the tried modelling principles has proved to be completely satisfactory. The problems
have been: two control volumes connected to each other, bi-directional gas flow, and complete
support of independent design of components. A conclusion is that these problems can be
solved by a simulation engine that supports conditional equations without else-clauses, and
requires only that the relevant number of equations and variables is equal.
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Sammanfattning

SAMMANFATTNING

Inom industrin 6kar behovet av simulering av komplexa system, bestaende av subsystem fran
olika domaéner. Ett nytt standardiserat modellerings sprak, Modelica, 4r utvecklat med avsikt
for effektiv simulering. Spraket &r objekt orienterat, icke kausalt och multidoman kapabelt.

Bil motorer bestar huvudsakligen av termodynamiska subsystem. | detta examens arbete har tre
olika modelleringsprinciper anvénts for att analysera prestandan av Modelica i motor
applikationer. Modelleringsprincipen bestdms av den applicerade connectorn, d.v.s. samverkan
mellan komponenterna. Connectorer, bestaende av diverse kombinationer av storheter som
beskriver tryck, temperatur, massfléde och energiflode har applicerats. | analysen har
prestandan av en kontrol volym, restrictor och kéllor studerats. Syftet dr att bestdmma en
standard uppsattning av connector-storheter for beskrivning av motor komponenter.

Ingen av de provade modelleringsprinciperna har visat sig fungera helt tillfredsstallande.
Problemen har varit: tva ihnopkopplade volymer, gasflode i tva riktningar, samt fullstandigt stod
av oberoende design av komponenter. En slutsatts ar att dessa problem kan ldsas av en
simuleringsmotor som stodjer villkorsekvationer utan else-satser, samt kréver att enbart relevanta
antalet ekvationer och variabler &r lika.
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Nomenclature

NOMENCLATURE

Physical variables

t:time [9]

T : temperature [K]

T, : temperature at gate a [K]
T, : temperature at gateb [K]
T et - temperature [K]

p: pressure [Pa]

p: change of pressure during ashort time interval [E]
S

p, : pressure at gatea [Pa]
p, : pressure at gateb [Pa]
Dp : pressure difference [Pa]
m: mass [kg]

m: change of massduring ashort time intervall [%]
ki
W : mass flow [?g]
kg
W, : massflow at gate a [?]

W, : massflow at gateb [%]

H : energy flow [W]

H, :energy flow at gatea [W]
H, : energy flow at gateb [W]
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Nomenclature

Constants

L

K : restrictor constant [ p

V :volume [m?]

J
R: gasconstant [——]
kg K
Values: R, =287 [L]
kg K
J
R =285[——
exhaust [kg K]
¢, : specific heat capacityat constant pressure [ﬁ]
Values:c

=1005 [L]
kg K

p,air

J
Cp,exhaust =1150 [kg—K]
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Introduction

1 INTRODUCTION

1.1 Background

The use of computer simulation in the industry is rapidly increasing. Simulation is typically
used to optimise products and to reduce product development cost and time. In the past it was
considered sufficient to simulate subsystems separately. The current trend is to simulate
increasingly complex physical systems composed of subsystems from different domains such as
mechanic, electric, thermodynamic, and control system components. Automotive engines
models tend to be highly complex systems, and there is an interoperability problem amongst
the variety of modelling and simulation environments available for complex systems. The main
cause of this problem is the absence of a standardised model representation. The goal of the
Modelica Design Group [7] is to design a standardised modelling language, called Modelica, for
the purpose of efficient simulation.

In this thesis a performance analysis of Modelica, applied in automotive engines, is done. The
thesis has resulted from a co-operation between DaimlerChrysler AG [1], MathCore AB [5] and
the University of Linkdping, division of Vehicular Systems [10].

1.2 Basic product description

1.2.1 Modelica

The language called Modelica for hierarchical physical modelling is developed through an
international effort, the Modelica Design Group. Modelica is an object oriented language for
modelling physical systems. The language unifies and generalises previous object oriented
modelling languages and is intended to become a de facto standard. Modelica offers three
important features:

- Non-causal modelling based on differential and algebraic equations. Equations can be written
explicitly, like x=y, or can be inherited from other classes.

- Multi-domain modelling, i.e. it is possible to combine electrical, mechanical, thermodynamic
etc. model components within the same application model.

- A general type system that unifies object orientation, multiple inheritance and templates
within a single class construct.

The Modelica language specification [8] and tutorial [9] on Modelica can be found at the
Modelica Design Group website [7].

The intention of the Modelica Design Group is to create standard libraries of ready-to-use
components. The library of thermodynamic components, ThermoFlow, is still under
development and not yet ready to be used. The beta version of the library shows that the
description of the thermodynamic components is general and very complex. The high level of
detailed description of components is perhaps difficult to understand if one does not posses
advanced knowledge in thermodynamic.

Modelling of air flows in automotive engines using Modelica 1
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1.2.2 MathModelica

MathModelica is both a language and an environment developed by MathCore AB. The
MathModelica language is an extension of the of the Modelica language targeted for work
within the Mathematica environment, developed by Wolfram Research [11]. A specific feature
of MathModelica is that models are normally not written as free formatted text. Instead
Mathematica expression are used. These can be written in a tree like prefix form or entered
using standard mathematical notation. To this date the released and analysed version of
MathModelica is 0.8.7.

Note that the MathModelica language has the same abstract syntax and the same semantics as
Modelica, but different concrete syntax. This essentially means that the same language
constructions are written differently.

1.2.3 Dymola

The most developed simulation engine for Modelica is based on the Dymola system by
Dynasim [2]. When using MathModelica and a simulation command is given, the expressions
in Mathematica are translated to pure Modelica code by MathModelica. The Modelica code is
then transferred to Dymola which generates a C-code that is compiled and the actual
simulation occurs. The results of the simulation are sent to Mathematica for visualisation.

An analysis of Dymola can unfortunately not be done due to restrictions in the software license
agreement.

1.3 Purpose ofthereport

The main purpose of this report is to gather the information obtained from the performance
analysis of Modelica. The purpose of the information is to make plans and decisions on a
future standard description of engine components. To be able to make a decision, both
theoretical, and practical aspects of Modelica have to be considered.

Modelling of air flows in automotive engines using Modelica 2
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1.4 Readers guide
The report is intended for both readers active in the industry and university students,

introduced to Modelica, in modelling courses. Theoretical facts of Modelica and engines in
general are intentionally not written in this report, instead some very good references, [4], [5],
and [7], are presented in the Bibliography. Efforts are made to find the thesis interesting for
both categories of readers.

This section provides the outline of the report chapter by chapter.

Chapter 1, Introduction presents the background of this work and the products used.

Chapter 2, Analysis of Different Modelling Principles, describes the different modelling principles, and
their performance used during this work.

Chapter 3, Conclusions, presents a summary of the results obtained from the analysis. A suggestion
of improvements and future work is also given in this chapter.

Appendices A-1, presents various cases of simulations and simulation results. The appendices are
formulated as the corresponding notebook in Mathematica.

Appendix J, presents the proof of relation (2.4) in section 2.3.1.

The Bibliography is found in the end of this report.

Modelling of air flows in automotive engines using Modelica 3
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Analysis

2 ANALYSIS OF DIFFERENT
MODELLING PRINCIPLES

This chapter describes the different modelling principles used when analysing MathModelica.
The modelling principle is decided by the connector applied, i.e. the interaction between the
components.

During the analysis, the performance of one dynamic component, i.e. a control volume, and
one static component, i.e. a restrictor, and sources has been studied. The control volume is
dynamic in the sense that it contains states, i.e. mass and pressure. The components are limited
to only two gates. To distinguish between the two gates they are denoted as a and b respectively.

The reason for studying a restrictor is that many engine components, e.g. filters, intercoolers,
throttles etc., are basically modelled as a restrictor.

The equations describing the component, and the MathModelica code, will vary depending on
what connector is applied. See Appendix A through H.

The purpose of the analysis of the modelling principles is to decide a standard set of variables
for the description of engine components using Modelica.

Three different modelling principles,

- pWT-connector
- pPWH-connector
- pPWHT-connector

have been used with their own possibilities and limitations. The connectors are described in
detail in the following sections of this chapter.

The choice of connector has determined how well the components are performing and what

limitations the models must have. None of the connectors has proved to be completely
satisfactory.

2.1 Basic Assumptions

To simplify the modelling of the components used, some restrictions and assumptions are
made:

- The components are restricted to handle gas flows composed of only one gas.
- The gas is considered to be ideal. For example air, both dry and humid, is considered to be
an

ideal gas mixture [3].

- Pressure changes will only occur over the restrictor.

- The gas constant, R, and the specific heat capacity of the gas, c, are assumed to be constant.

Modelling of air flows in automotive engines using Modelica 5
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2.2 Connectors
To promote compatibility and exchange of models between users, one can define a standard set

of connectors for an application domain which is used throughout all components. Engine
models are normally described by general thermodynamic variables.

In this analysis, the connectors have consisted of various combinations of the following
variables:

- Pressure - p

- Temperature - T
- Massflow - W

- Energy flow - H

Combinations of the four variables above are not enough to describe all engine components,
e.g. for a turbine and a compressor the connector must also contain the turbocharger speed.
Consequently the models must have the possibility to be extended with suitable connectors.

2.3 pWT-connector

In engine applications, control engineers usually work with and measure pressure, mass flow
and temperature. Therefore the choice of using pressure, mass flow and temperature as
connector variables seems to be a logic and intuitive approach for the first modelling principle.
The MathModelica code of the pWT-connector is

Gonnect or @H owCut ,
Pressure p;
H ow MassH ow W,
Tenperature T,

D

The principle of using the pWT-connector will lead to the most straight forward description of
the components. Automotive literature usually describes the engine models in terms of
pressure, mass flow and temperature making it very easy to design models of various
components based on the description in the literature [4] and [5].

Modelling of air flows in automotive engines using Modelica 6
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2.3.1 Control volume

Control volume
pmT

Figure 1. Control volume with pWT-connector borders.

A basic assumption, regarding the description of the control volume, is that the incoming gas
is momentarily distributed and mixed with the already present gas. In the control volume, the

pressure p, temperature T, and gas composition, are assumed homogeneous. The equations
describing the dynamics of the gas are shown below.

The ideal gas law is assumed to apply to the gas in the control volume. Assuming a control
volume with a constant volume V, and the mass of the gas is m the ideal gas law is given by

pvV =mRT (2.1)
where R is the gas constant.

The change of mass inside the control volume is obtained from the mass flows at gate a and b,
i.e.

m=W, +W, (2.2)

A consequence of the basic assumptions, in section 2.1, is that the pressure is assumed to be
uniform through the whole control volume giving

p: pa = pb (23)

Assuming that the gas flow is directed into the control volume at gate a and out from the
control volume at gate b the pressure variation is given by

L T, +W, T 24
p—m(wa 2 TW, T) (24)

where T is derived from the ideal gas law (2.1). The proof for relation (2.4) is given in Appendix
l.

Relation (2.4) is limited to handle gas flows in one direction. If we would have gas flow into
the control volume at gate b and out from the control volume at gate a equation (2.4) would be

y= R W T+W, T 2.5
p—m(a b Tp) (2.5)

p

Modelling of air flows in automotive engines using Modelica 7
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Gas flow into the control volume and out from the control volume at both gates yield

b= NG (W, T, +W, T,) (2.6)
p_V(Cp-R) a 'a b 'b '
WL (W, T+W, T) (2.7)
p_V(Cp-R) a b '

respectively.
The relations (2.1)-(2.4) lead to the following MathModelica code of the control volume

Mbdel AGont r ol Vol une,
HowQut 8a, b<;
TenperatureT,
Mass m
Pressure p;
Par aneter Real VAOUhit &" n¥'=E; " \ol une";
Oonst ant Real Ra 287;
Gonstant Real cp & 1005,
Equat i onA
paa.p,
b.pap;
p*Va m* R*T,
Tab.T,
m aa W+-b W
. R*cp :
= ————— *Ha. Wra. T+b. W<TL;
V*Hcp - RL
E

E

Note that MathModelica uses dot-notation, e.g. the temperature at gate a, T,, is written a.T in
the code.

The first limitation in the model of the control volume above, when using the pWT-connector,
is that gas flow is only supported in one direction. We must have gas flow into the control
volume at one gate and outgoing gas flow at the other gate.

The problem is the temperature of the gas flow. When the gas flow is directed into the control
volume at either one or both of the gates the temperature of the gas flow is determined by
some of the other components or sources. When the gas flow is outgoing on either one or both
of the gates the temperature is derived from the ideal gas law (2.1).

Modelling of air flows in automotive engines using Modelica 8
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A natural approach to solve the temperature problem would be to introduce conditional
equations like

If @a. W< 0, a. TaTp;
If @b. W< O, b. Ta TD;

to the existing MathModelica code of the control volume above. However this will not work.
Every Ifclause must have an else clause and each branch must have the same number of
equations. If this condition is violated the single assignment rule would not hold, because the
number of equations, for the control volume, may change during simulation although the
number of unknowns remains the same [8]. Note that the total number of equations are always
the same. The only difference is from which component the equations origin. Modifying the
conditional equations above by introducing a else clause

aTalfea W0, aT T
b.Talf @b. W>0, b. T, TD;

which branches have the same number of equations will not help either. The algebraic solver of
MathModelica will interpret the trivial equations T,=T,, when W >O, and T,=T,, when W >0, as
two additional equations with no additional variables which will lead to a conflict. See
Appendix A for a more complete illustration.

When the conditional equations above are used, the resulting total equation system obtained
from the chain of components contains equal number of equations and unknowns. Therefore
the equation system is algebraically solvable and a possible solution for the problems with the
conditional equations would be to use other algorithms, in Dymola, for equation solving.

The conclusion is that the design of the control volume supports only one predetermined gas
flow direction at a time, when the pWT-connector is applied.

Modelling of air flows in automotive engines using Modelica 9
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2.3.2 Restrictor

Restrictor

Figure 2: Restrictor with pWT-connector borders.

The restrictor is modelled using incompressible gas flow for a fixed restriction which gives the
following static characteristics of the restrictor

W, +W, =0 (2.8)
Equation (2.8) tells us that all gas entering the restrictor will also exit the restrictor.

The temperature change across the restrictor is likely to be small, and so has been neglected
leading to

T,=T, (2.9)

Keeping in mind that the models are limited to have gas flows in one direction, and assuming
that the gas flow is directed into the restrictor at gate a and out from gate b, the description of
the pressure drop is

KWZRT,
Py Py = (210

where K is a constant.

If we would have gas flow into the restrictor at gate b and out from the restrictor at gate a,
equation (2.10) would be

KW2RT
Py~ Pa = % (211)
b

If we try to use the expressions (2.10) and (2.11) written as they are, in MathModelica, we will
run into problems with singularities because the denominator p, will cause division by zero. See
Appendix B for simulation results. When the numerical solver is trying to find a solution it
will start the algorithm in p,= 0 and p,= 0 respectively causing model error. The start values,
pa=0 and pb=0, of the algorithm are fixed by Dymola. A good function in Dymola would be a
possibility to change the start values of the algorithms. The singularity problems above could
then easily be avoided.

Modelling of air flows in automotive engines using Modelica 10
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Rewriting equation (2.10) (correspondingly for (2.11) if used) into
p; = PaPy = K\Na2 RTa (212)

will not help either.

For example when simulating the chain of components in Figure 5 ,and the description (2.12)
of the restrictor is used, the numerical solver will choose the negative root of equation (2.12).
Note that the negative root is not mathematically incorrect but physically, and the simulation
program does not produce a warning for multiple roots. The simulation is completed with the
physically incorrect pressure. The resulting negative pressure at gate a, p,, IS shown in Figure 3.
The corresponding pressure difference between the pressures at gate a and b, p,-p,, is shown in
Figure 4. A negative pressure difference clearly shows that the restrictor does not function
correctly. The function of the restrictor is that a pressure drop, i.e. p<p,, shall occur when the

direction of the gas flow is from gate a to gate b. See Appendix C for a complete illustration of
the results of the simulation.

Pressure

Figure 3: Pressure at gatea.

Pressure

- 250000

- 750000

-1710°
-1.25 “10°
-1.5710°

Figure 4: Pressure difference p,-p,,.
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One way to deal with the problem with negative roots would be to introduce conditions, e.g.
minimum value, in the type definition of the pressure as shown below.

Type@Tenperature, Real @8Lhit & " K'<DD;
Type@Mass, Real @8Lhit & "kg"<DD;

TypeAVol une, Real A9Lhit & " n?"=EE;

Type@MassH ow, Real @8Lhit & "kgés" <DD;
Type@Pressure, Real @M n & ODDD; H*8Lhi t &" Pa" <*L

Unfortunately the present version of the MathModelica compiler, Dymola, does not support
the condition when solving the equation numerically.

The only method to solve the problem of multiple roots is to force the numerical solver to
choose the positive root by writing

2
o= P kw2RT (2.13)
a 2 4 a a

However this method, by forcing the numerical solver to choose roots has it’s limits. In this
case it was easy to find the correct root manually. In other cases maybe it is not possible to find
the exact root, and numerical algorithms has to be applied.

The resulting MathModelica code of the restrictor is

Mbdel ARest ri ct or,
HowQut 8a, b<;
Pressur eDp;

Par anet er Real K
Qonst ant Real Ra 287,
Equat i onA

aTabT

a. Wb Wao;

Dpaa p-h.p;

2
a pa % +$Hb'T'DL +K*Ha W2*R*a. T

E
E

The introduction of the variable

Dp =p, - Py (214)

is for plotting simplification only.

Modelling of air flows in automotive engines using Modelica 12
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2.3.3 Input and output sources

To be able to simulate and evaluate the restrictor and the control volume, some kind of
components or sources that are “producing” mass flow are needed. Such components could be
considered as fans blowing or sucking gas. In principle the inlet, and the exhaust, of a cylinder
are modelled as fans. Another possibility would be to use so called reservoirs. This method has
not been tried because the emphasis of this work is to analyse the performance of the engine
components and not the sources.

Depending on how the chain of components is built up, the function of the sources will vary.
In this analysis the configuration of the chain of components, shown in Figure 5, is to have
one so called input source connected to a restrictor which in turn is connected to a control
volume, ending the chain with a so called output source.

Input source Restrictor
"

Control volume Output source
px ml T

Figure 5: Chain of components with pWT-connector borders.

With this configuration of components, and keeping in mind that the pWT-connector only
supports flow in one direction, the input and output source will have the following
description.

Due to the chosen direction of the gas flow, the input source will always have a negative mass
flow

W, =-2+sin(t) (2.15)

That is the gas flow direction is out from the source and into the connected component. The
input source will be blowing gas into the connected component and consequently the initial
temperature of the gas has to be decided in the input source. The temperature is here chosen to

T, =300 (2.16)

There does not exist a gate a in the input source because this is the first component in the
chain of components. The MathModelica code for the input source is as follows.

Mbdel @l nput Sour ce,
H owaut 8bx;
Equat i on@
b. Ta 300;
b. Wa -2 +3 n@Ti neD;
D
D
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The end of the chain of components will consist of the output source sucking gas from the
control volume. Hence only a mass flow

W, =cos’(t) (2.17)

that is always positive or zero, exists at gate a. The lack of a temperature function in the output
source is explained by the function of the control volume described in section 2.3.1. In the
control volume, the temperature of the gas at gate b is derived from the ideal gas law (2.1) and
can therefore not be fixed by a function or value in the output source. Below is the
MathModelica code of the output source.

Mbdel AQut put Sour ce,
H owQut 8as<;
Equat i onA
a WA HQs@Ti nedL2
E
E

The mathematical functions of the temperature and mass flows in the input and output source
can be chosen arbitrary as long as the gas flow from the input source is negative or zero and
the flow to the output source is positive or zero. The sine and cosine functions are chosen
because they will produce flows with varying intensity. A fixed temperature (2.16) together with
the chosen mass flow functions, (2.15) and (2.17), will lead to easily verified simulation results.

Note that in this case the direction of the gas flow is fixed. Later on it will be shown how
direction changes are supported, and then the input- and, the output source will both blow and
suck gas. The names of the sources, input and output, are chosen because of the location in the
chain of components, and not because of the function.

Modelling of air flows in automotive engines using Modelica 14
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2.3.4 Simulation

Simulation of the configuration of the components, in Figure 5, yields the following plots of
various variables. The chosen initial values, of the mass and the pressure of the control volume,
are 2 kg. and 101300 Pa. respectively.

The pressure difference, Dp, of the restrictor is illustrated in Figure 6.

Pressure
8000 p

6000
4000 [

2000 [

2 4 6 8 10
Figure 6: Pressure difference Dp.

The result in Figure 6 shows that the pressure difference is always positive which is reasonable
and correct.

The pressure and the temperature of the gas inside the control volume are shown in Figure 7
and 8 respectively. The pressure and temperature inside the control volume are increasing due
to the chosen input- and output source. The input source is blowing more gas into the system
than the output source is sucking from the system. A more complete illustration of the
simulation result is in Appendix D.

Pressure
1.5°10°
1.25 "10°
1710°
750000
500000
250000

Ti ne
2 4 6 8 10

Figure 7: Pressure of the gas inside the control volume.

Tenperature

250

Figure 8: Temperature of the gas inside the control volume .
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Another chain of components is also simulated. The chain of components consists of an
input-, output source and two volumes connected to each other according to Figure 9. The
initial values, of the masses and the pressures of both control volumes, are chosen to 2 kg. and
101300 Pa. respectively. The control volumes are both identical with a volume of 1.5 m®,

| n Control volume 1

nput source

"
px mlT

Control volume 2 Output source
pmT

Figure 9: Chain of components with two control volumes.

To simulate two control volumes is interesting in the sense that there is no specified gas flow
between the two control volumes and to investigate how two volumes are interpreted. Dymola

managed to perform the simulation and the resulting mass flow at gateb of control volume 1 is
shown in Figure 10.

Massf | ow

-0.6

-0.8 p
N N N N . Tine
2 4 6 8 10

-1.2F

-14F

-16 ' ' :

Figure 10: Massflow at gate b of control volume 1.

The two control volumes will have a different temperature of the gas, over 40 degrees
difference, inside the respective control volume. The temperature plot is shown in Figure 11.
This shows that the two connected control volumes are not interpreted as a single, large control
volume. The complete simulation result can be studied in Appendix E.

Tenperat ure

88 88 8

Ti ne
78 4 6 8 10

Figure 11: Temperature of the gas inside control volume 1 (lower curve) and control
volume 2 (upper curve).
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2.4 pWH-connector

The first principle supported a design of components that performs well if the gas flow was
limited to only one direction. A natural step in the improvement and evolution of the
components is to make them capable of handling changes in gas flow direction. As described in
section 2.3.1, the variable that limited the direction changes of the gas flow in the principle of
using pWT-connector is the temperature.

This section will describe how it is possible to avoid using the temperature in the connector by
introducing a new flow variable, energy flow, in the connector. The MathModelica code of the
connector is

onnect or AH owQut ,
Pressure p;
H ow MassH ow W,
H ow EnergyH owH,
E

It is possible to use the energy flow instead of the temperature because neither the control
volume nor the restrictor needs the temperature explicitly for the function of the components
to be described. More on this in section 2.4.1 and 2.4.2.

However if the temperature of the gas flow necessarily wants to be studied it can be easily
calculated from the following relation [3]

H
= (2.18)

We,
The reason for not introducing the energy flow from the beginning is that almost all
automotive literature describes engines in terms of temperature instead of energy flow.
Therefore introducing energy flow leads to a slightly abstract picture of the engine components
in the eyes of control engineers. It is not even possible to measure the energy flow, making it
more difficult to verify the performance of the components with measured data from a real
engine.
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2.4.1 Control volume

Control volume

Figure 12: Control volume with pWH-connector borders.

The temperatures at gate a and b, expressed in terms of mass flow and energy flow yield

T =2 2.19

W, (2.19)
|_'|

T, =—° (2.20)
W,c,

Inserting equations (2.19) and (2.20) into equation (2.6) gives the new expression for the
pressure variation inside the control volume

R
p—VZJTEﬂHa+H” (221)

Note that direction specification of the energy flow inside the components is not needed
because the keyword Flow in front of a variable in a connector automatically gives the
direction. Consequently equation (2.21) handles gas flow in all directions which is desirable.

The characteristics, (2.1)-(2.3), are inherited by the new description of the control volume.

The ideal gas law (2.1) is only used to study the temperature inside the control volume and has
nothing to do with the connector variables.
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The resulting MathModelica code of the control volume is shown below.

Mbdel ACont r ol Vol une,
Howaut 8a, b<;
Tenperature T,

Mass m
Pressure p;
Par anet er Real \A9Lhit & " m* =E; "\ol une";
Qonstant Real Ra 287,
Qonstant Real ¢, & 1005
Equat i onA
paa.p;
b.pap;
p*Va m* R*T,
m aa W+b. W

p' = __R *la H+b. Hy;
V*Hcp - RL

Modelling of air flows in automotive engines using Modelica
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2.4.2 Restrictor

Restrictor

Figure 13: Restrictor with pWH-connector borders.

Based on the restrictor description in section 2.3.2, the introduction of energy flow is not as
straightforward as replacing the temperature at gate a and b with the energy flow expression
(2.18).

Assuming that no energy build-up or work occurs inside the restrictor, the static characteristics
of the restrictor implies

H,+H, =0 (2.22)

Adapting the restrictor to multi-directional gas flow one has to consider that a pressure drop
occurs regardless of the direction of the gas flow. That is, if the flow is entering the restrictor at
gate a, the pressure at gate b is lower than the pressure at gate a. If the flow suddenly changes
direction and enters the restrictor at gate b, the pressure at gate a has to be lower than the
pressure at gate b.

Keeping in mind the problem with multiple root equation described in section 2.3.2 and
assuming a gas flow direction from gate a to gate b, leads to the following description of the
pressure drop in the restrictor

- .
P, =Py | KW RH, (2.23)
2 4 c

p

If the gas flow direction is from gate b to gate a the pressure drop will be

p, = (2.24)

2 4 C

P, \/ P KW,RH,
p

When implementing equations (2.23) and (2.24) into MathModelica one has to specify when

each equation is used. This is easily done by a simple If-condition on the massflow at one of

the gates.
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The resulting MathModelica code of the restrictor with bi-directional gas flow capability using
pWH-connector can be studied below.

Mbdel ARestri ctor,
HowQit 8a, bx;

Pressur e Dp;

Par anet er Real K
Gonstant Real Ra 287;
GQonstant Real ¢, & 1005

Equat i onA

a H+b. Hago;

a. W+ b. WaAQ0;

Dpaa p-h.p;

2
IfAa. W50, a. paﬁ+&Hb'_pL+K*a V\)*R*a'_H,
2 4 Cp
2
b. pa ap,ghap +K*b.\/\f"R*M E;
2 4 Cp

E

E

Note that it is not necessary to introduce an If-condition on the massflow at gate b, if there
already is a condition at gate a. Through equation (2.8), conditions are implied from the mass
flow at gate b when we have conditions on the mass flow at gate a

2.4.3 Input and output sources

One limitation when using pWH-connector is that it is not possible to construct any input or
output sources, that are both blowing and sucking gas. To be able to simulate the models we
must have a value of the energy, i.e. an energy source. Since the energy flow is unmeasurable in
engines we must state the temperature somewhere in the chain of components according to
equation (2.18) to receive a value of the energy.

The conclusion is that the principle of using pWH-connector, where temperature is
intentionally not used, makes it impossible to construct any sources. Without sources it is not
possible to simulate the components in a correct way.
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2.5 pWHT-connector

In the first principle we managed to design components that perform well but support flow in
one direction only. The second principle managed to solve the problem of bi-directional gas
flow, but we could not design any sources to simulate our components with bi-directional gas
flow. Combining the two previous principles should result in a connector capable of handling
changes in gas flow direction, and design of sources for simulation. The MathModelica code of
the connector is

Gonnect or AH owQut ,
Pressure p;
H ow MassH ow W,
H ow Ener gyH owH,
TenperatureT,

E

Due to the redundant information, energy flow and temperature, exchanged between the
different components, the energy-temperature relation (2.18) must be introduced in the code
for the various components used.

2.5.1 Control volume

Control volume
paWaHaTa pb Wb HbTb
pm,T

Figure 14: Control volume with pWHT-connector borders.

Based on the model of the control volume in section 2.4.1, and the temperature of the gas flow,
the reasoning in section 2.3.1 requires the following conditions. When the gas flow at gate a is
directed into the control volume, the temperature of the gas is determined by the preceding
component. That is the temperature is T,, otherwise the temperature of the gas is T, i.e. derived
from the ideal gas law (2.1) inside the control volume. Further, the temperature of the gas at
gate b, when the gas flow is directed into the control volume, is T, otherwise the temperature is
T. These conditions are easily implemented in MathModelica by conditional equations as
shown below. Note that the energy flow and mass flow always have the same direction.
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Mbdel AGont r ol Vol une,

HowQit 8a, bx;

TenperatureT,

Mass m

Pressure p;

Par anet er Real \A9Lhit &" ¥ =E; " \ol une";
Oonst ant Real Ra 287;

Gonstant Real cp & 1005,

Equat i onA
paa.p;
b.pap;
p*Va m*R*T,
m aa Wrb. W
aT==1faaws0, — &1
a Wxcp
b.T==1fAb. W60, — 21 1g
b. W*cp
p' = ————— *1la. H+b. HV;
V*Hcp - RL
E
E

One interesting observation is that, if the mass flow is directed into the control volume, i.e.
positive. The conditional equation

_ a. H
aT=IfAa W>0, a Wrcp’
tells that the temperature at gate a, is
|_'|
T, =—= (2.25)
W, ¢,

That is, equation (2.25) is actually equal to T, but inserting this simplification in the
conditional equation above does not work as described in section 2.3.1 and shown in Appendix
A. The same is valid for the conditional equation describing the temperature and flow direction
at gate b.
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2.5.2 Restrictor

Restrictor
paWaHaTa pb Wb HbTb

Figure 15: Restrictor with pWHT-connector borders

Introducing temperature to the model of the restrictor in section 2.4.2 is very easy and straight
forward since it is assumed that no change of temperature occurs. Hence only the relation

T, =T, (2.26)
has to be added. The resulting MathModelica code is shown below.

Mbdel ARestri ctor,
HowQut 8a, b<;

Pressur e Dp;

Par anet er Real K
Qonstant Real Ra 287,
Qonstant Real ¢, &1005

Equat i onA

a H+b. Hago;

a. W+ b. Wao;

Dpaa p-h.p;

2
If Aa W0, a. pam+&Hb'—pL+K*a_ WkR*a._H,
2 4 Cp
2
b. pa H+84% +K*b,\/\f<R*ﬂ E;
2 4 Cp

aTabT,

E
E
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2.5.3 Input and output sources

The whole idea of introducing the redundant information, temperature, was to be able to
design some kind of energy sources for simulation purposes.

The fundamental relation is still equation (2.18) where the energy flow will be determined by
the mass flow and the temperature of the gas flow. Compared to section 2.3.3, the
mathematical function of the mass flow can be chosen even more arbitrary. With the pWHT-
connector there is no restriction on the sign, i.e. direction, of the gas flow. As in section 2.3.3,
sine and cosine function are chosen to form the basis of the mathematical description of the
various flows. Note that the input- and output source will have the same function, but different
location in the chain of components.

A sine function with a small frequency- and phase difference is here chosen to describe the
input source

W, =sin(2t +0.6) (2.27)

Because the input source will sometimes blow gas (during the negative period) into the
connected component and, sometimes suck gas (during the positive period) from the connected
component, the description of the energy flow will vary. When the input source is blowing gas
into the connected component, the temperature of the gas flow is determined by the source
itself, yielding the following expression for the energy flow:

|—'|b :L (2.28)
Cp Tambient
where
T oo = 300 (2.29)

The temperature T, Must not necessarily be fixed, but here chosen so for easily verified
simulation results.

During the positive period of the mass flow, the temperature of the gas flow is determined by
the connected component and the following expression for the energy flow is used

H, =W, c T (2.30)
b bbYp b

Relations (2.27)-(2.30) are implemented in MathModelica using the code below.
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Mbdel Al nput Sour ce,
H owaut 8bx;
Tenper at ur e Tami ent;
Qonstant Real cp &1005;
Equat i onA
Tanti ent & 300;
b. Wa S n@2*Ti ne +0. 6D;
b. Ha I1f@b. W< 0, b. W<cp* Tanpient, b. W*cp*b. TD;
E
E

The output source will have a similar function as the input source and is therefore described in
the same way as the input source. The different value on T,,... , and cosine function instead of

sine function is used for the sake of variation.

Model AQut put Sour ce,
H owQut 8a<;
Tenper at ur e Tami ent;
Qonstant Real cp &1005;
Equat i onA
Tanbi ent &350;
a Wa 0. 25*Cos@Ti ned;
a Half@a. W< 0, a. W*Cp™* Tanpient, a W*cp*a. Th;
E
E

Modelling of air flows in automotive engines using Modelica
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2.5.4 Simulation

Simulation of the configuration of the chain of components, shown in Figure 16, is performed.
The initial values, of the mass and the pressure of the control volume, are 2 kg. and 101300 Pa.
respectively.

Input source Restrictor
T ariet b, W, H, T, p, W, H,T,
Control volume
p Wy H, T, P W,H, T, Wy H, T,
p,m, T

Output source
W, H, T Tambient

pa a a " a

Figure 16: Chain of components with pWHT-connector borders.

The first characteristic plotted, is the pressure difference, Dp, of the restrictor.

Pressure
3000 k
2000
1000

iﬁ\/ V \/ \

- 3000

Figure 17: Pressure difference, Dp.

A negative pressure difference is received because the difference is calculated like p;p, ,
regardless of the direction of the gas flow. That is, when the direction of the gas flow is from
gate b to gate a, the pressure at gate b is higher than the pressure at gate a, resulting in a
negative pressure difference.

The temperature of the gas inside the control volume, T, is shown in Figure 18. The control
volume clearly supports bi-directional gas flow, which can be realised by studying the
temperatures at gate a and gate b, shown in Figure 19 and 20 respectively. The sharp changes of
the temperatures is due to the switching between the temperature of the gas inside the control
volume, and the fixed temperatures of the gas in the sources. The pressure of the gas inside the
control volume, p, is shown in Figure 21. As expected the pressure, p, both falls below and rises
above the initial pressure level due to the decreasing and increasing amount of gas inside the
control volume. A more complete simulation result can be studied in Appendix F.
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Tenperat ure

350
300
250

200

Figure 18: Temperature of the gas inside the control volume.

Tenperat ure
i I AN N
300
250
200
2 4 6 8 10 Tie

Figure 19: Temperature of the gas at gate a of the control volume.

Figure 20: Temperature of the gas at gate b of the control volume.

Rressure

150000
125000
100000
75000
50000
25000

Figure 21 Pressure of the gas inside the control volume.
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Control volume 1

Input source
Tambient Py Wb Hb Tb Pa Wa Ha Ta
pm,T
Control volume 2
P W, Hy T, pa W, H, T, P W, Hy T,
p,m, T

‘ Output source
P, Wa Ha Ta Tambient

Figure 22: Chain of components with two control volumes.

The configuration of the chain of components with two control volumes and the sources,
shown in Figure 22, has also been studied. The simulation resulted, surprisingly, in the

following model error:

res=9 mil ate@Test, 80, 10<,
Initial Values®8vol 1. ma 1.5 vol 1. p& 101300, vol 2 ma 2, vol 2. p & 101300k,

I nt erval Lengt h® 0. 01D;

ReadMat | abDat a: : noopen : Cannot open d:\tenp\dsres. mat.
Mat | abDat al nt er pol at i ngFuncti onLi st: :w ongargs :
Mat | abDat al nt er pol ati ngFunctionList called with 1
argunents. Wong nunber or nonnatching argunents: @$Fail edD

11 dynol al g. txt

- translateModel("Test")
DAE with 32 unknown scalars and 32 scalar equations.

2 constants found.
0 parameter bound variables found.

15 alias variables found.
15 remaining time dependent variables.

Finished
savelog

11dsl og. txt

Log-file of program .\dymosim
(generated: Mon Aug 07 11:40:15 2000)

dymosim started (dymosim version 4.4, Nov 16, 1999)

.. "dsin.txt" loading (dymosim input file)
The following error was detected:

Model error - division by zero: (voll.b.U 20verDot H_ 1) / (1005*voll.b.W) = (94755.4) / (0)
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Figure 23: Model error message
According to Dymola the model error is caused by a division by zero. However according to
the conditional equation

b. H

b. T=IfAb. W00, ————, TE;
b.W*Cp

this particular division should never occur. The conditional equation states that when W, is
zero or negative then T,equals to T which is derived from the ideal gas law (2.1). Only when W,
IS positive, i.e. not equal to zero the calculation

H,

2.31
o (231)

p

is needed to calculate the value of T,. Why Dymola performs the division can unfortunately
not be investigated due to restrictions in the software license agreement.

The complete simulation result can be studied in Appendix G.

2.5.5 Redundancy problems with pWHT-connector

As already mentioned the pWHT-connector contains redundant information. The following
example will show how easy it is to run into problems when using a connector with redundant
information.

Consider one wants to simulate a chain of components with a gas flow in only one direction.
For example, if the gas flow is assumed to flow from gate a to gate b in the various
components, an intuitive description of the sources would be (compare to section 2.3.3).

Mbdel Al nput Sour ce,
H owQut 8bx;
Qonstant Real cp & 1005;
Equat i onA
b. Ta 300;
b. Wa -2+ S n@Ti neD;
b.Ha b. Wcp*b. T,
E
E

Mbdel AQut put Sour ce,
H owQut 8a<;
Qonstant Real cp & 1005;
Equat i onA
a. W& HQos@Ti neDL?;
a. Ha a Wecp*a. T,
E
E
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If the sources above are used to simulate the chain of components, shown in Figure 16, one
will receive an error message. See Appendix H for an illustration. The problem is the
temperature of the gas at gate a of the control volume. The mass flow, at gatea of the control
volume, is positive because of the chosen input source. According to the conditional equation

a. H

aT=IfAaa W>0, ,
a W*cp

the temperature T,, of the control volume, is supposed to be derived from equation (2.19). At
the same time the connector, between the restrictor and the control volume, states that
temperature T,, of the control volume, shall have the same value as the temperature T,, of the
restrictor. This leads to a conflict in Dymola. This can be illustrated by studying the system of
equations, (2.32)-(2.38), below.

Equations obtained from the restrictor:

T, =300 (2.32)
W, =-2+sin(t) (2.33)
H, =((- 2 +sin(t)):c, :300 (2.34)

Equation obtained from the control volume:

T == (2.35)

Equations obtained from the connector:

W, +W, =0 (2.36)

That is the total number of equations is seven and the number of variables is six. However, in
H,+H,=0 (2.37)

T, =T, (2.38)
this case, it is not a mathematical problem. The system of equations, (2.32)-(2.38), is
mathematically solvable, but a fundamental demand of Dymola is that it requires the same

number of equations as variables. This problem is comparable to the problems related to the
conditional equations, described in section 2.3.1.
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The solution for the problem above would be to remove, either equation
b. Ha b. Wecp*Db. T,

from the input source, or equation

a.H

aT=IfAa W>0, ,
a W*cp

from the control volume. See Appendix I for an illustration, where the equation from the input
source is removed. The solution by removing equations from components is not good.
Especially if the components are used, and exchanged, from a read-to-use library of
components.

The problem above is perhaps the main problem with using a pWHT-connector, and can
typically occur if several people are designing components and sources, and want to exchange
them between each other. That is, when designing components, it is necessary for the designer
to take into account, and to know, the detailed design of the neighbouring components.

Modelling of air flows in automotive engines using Modelica 32



Conclusions

3 CONCLUSIONS

In the previous chapter it is shown that the performances and limitations of the models are
based on the connector used. This chapter will summarise the results and conclusions from the
analysis and present guidelines and ideas for future design of engine components.

3.1 Connector selection

From the three principles analysed, the one using the pWH-connector is of no practical use.
The control volume and restrictor would probably perform well if it was possible to simulate
them with bi-directional gas flow. The components are only described by pressure, mass flow
and energy flow. Without knowing the temperature it is impossible to know how much energy
a certain amount of gas contains, which is needed for the sources.

The pWT-connector leads to the most straight forward description of the components.
Applying the pWT-connector makes it possible to connect several control volumes in the
component chain, see Appendix E. The disadvantage is that the pWT-connector only supports
gas flow in one direction.

For bi-directional gas flow the pWHT-connector has to be applied. The disadvantages of the
pWHT-connector are the slightly abstract description of the components due to the
unmeasurable energy flow. The redundant information inhibits the exchange of models,
because detailed knowledge of the design of the models is necessary. In the present version of
MathModelica the chain of components is limited to one control volume. According to the
simulation result in Appendix G a model error occurs when two control volumes connected to
each other are simulated.

3.1.1 Conclusion
- pPWH is of no practical use
- pWT and pWHT can be used under the described circumstances above

- A chain of components with several control volumes and bi-directional gas flow is not
possible to design using the analysed principles and present version of MathModelica.

3.2 General comments on MathModelica

MathModelica as an environment is very pleasant to work with. With the Mathematica built-in
functions, the MathModelica environment integrates most activities in simulation design and
model manipulation such as coding, transformation of formulas, documentation, input and
output visualisation. However some improvements have to be done to make MathModelica a
really user friendly environment.

- First of all a manual is needed. With the help of a manual one could have maximum usage of
the functions and many small mistakes could be avoided.

- The error messages received after a simulation failure are mostly of no help. To be able to
find the error, or have a reasonable chance to understand what went wrong, one has to study
the log files. Sometimes even the log files do not provide any help as in the case of the
simulation of the two control volumes described in Appendix G.
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- The MathModelica simulation engine and compiler, Dymola, does not support the language
completely. One example is the minimum value condition in the type definition of the
pressure in section 2.3.2. Another example is the problems related to the conditional equations
described in section 2.3.1.

One note to the future user of MathModelica is that the initial values have to be stated
explicitly on the states of the components. For example in the control volume, it is not possible
to state the initial value of the pressure and the temperature, so that during simulation the

ideal gas law (2.1) is applied to calculate the initial value of the mass. One has to state the
initial values of the mass and pressure explicitly.

3.3 Improvements and future work

This thesis is far from a complete analyse of MathModelica from an automotive engine point
of view. The author suggests the following steps of improvement in obtaining more facts to
decide the full potential of MathModelica.

- Support gas mixtures

The components used in this thesis support only one type of a gas at the time. Analysing how
gas mixtures can be modelled in MathModelica should be of interest to the automotive
industry.

- Design more components

A complete model of an engine consists of more components than control volumes and
restrictors. A natural progress would be to design and analyse more engine components. A lot
of work in this area has already begun at the University of Linkdping, division of Vehicular
Systems.

- Analyse Dymola

A thorough investigation of Dymola is inevitable. Many errors and unexplained results is
believed to be related to Dymola. An engineer using MathModelica must know what is limited
by the language MathModelica and Dymola respectively. Initialisation and algorithms of
Dymola have proved to be of importance to the simulation results. For example the problems
with singularities, and multiple roots, described in section 2.3.3.

- Develop a users guide
To this date the product MathModelica is not released to the market meaning there is not

much experience in using the product in industrial applications. Developing a “tips and tricks”
guide, based on industrial experience, should provide aid for a future user of MathModelica.
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APPENDIX A

Simulation of a control volume with conditional equations.

Initialization

Needs@" Mat hMbdel i ca™ "D

Needs@" G aphi cs @l ors™ "D

SetDrectory@' d:\\tenp"D;

Set (ptions@P ot, AotSyle®8Red, B ue, Geen, Gan, Magenta, Yell ow, Red<D;

Type definition

Type@Tenperature, Real @8Lhit & "K' <DD;
Type@Mass, Real @8Lhit & "kg"<DD;
TypeAVol une, Real A9Uhit & " ni"=EE;

TypeAMassH ow, Real A9Lhi t a"k?g"zEE;

Type@Pressure, Real @8Lhit & "Pa"'<DD;

pWT-connector

Gonnect or @H owCut ,
Pressure p;
H ow MassH ow W,
TenperatureT,

D
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Control volume

Mbdel AGont r ol Vol une,
HowQut 8a, b<;
TenperatureT,
Mass m
Pressure p;
Par anet er Real VA9UNit & " ' =E; " \ol une";
Gonstant Real Ra 287;
Qonstant Real ¢, & 1005
Equat i onA
paa.np,
b.pap;
p*Vam R*T,
m aa Wr-b W
aTalfea. W0, a T, TD;
b.Talf@b.W>0, b. T, T,
R*cp

——*Ha. Wa. T+ b. W= b. TL;
VHep - R

p' _-=

E
E

Input source

Mbdel @l nput Sour ce,
H owaut 8bx;
Equati on@
b. WA -2 + S n@Ti neD;
b. Ta 300;
D
D

Output source

Model AQut put Val ues,
H owQut 8a<;
Equat i onA
a W& HQs@Ti neDL?
a. Ta 300;
E
E
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Input source, control volume and output soure connected together

Mbdel @Vol uneTest ,
Gont r ol Vol une vol @8Va 1<D;
| nput Sour ce sour ce;
Qut put Val ues out ;
Equat i on@
Gonnect @sour ce. b, vol . ab;
Gonnect @vol . b, out. ab;
D
D

Simulation

res =9 mul at e@ Vol uneTest , 80, 10<, Initial Val ues ® 8vol . ma 1, vol . p & 101300<D;

Sinulate::trsmd : Sinulate failed to transl ate nodel .
- transl at eModel H" Vol uneTest "L
DAE with 15 unknown scal ars and 17 scal ar equations.
Error: Mdel is singular:
The nunmber of non-trivial HscalarL equations is 7.
The nunber of HscalarL variables is 5.
Addi tional equations:
equat i on
vol .a. W= 2-sinHti neL;
whi ch was derived from
source. b. W= H-2L+si nHti neL;

vol .b. W= -powHcosHti neL, 2L;
whi ch was derived from
out.a. W= powHcosHti neL, 2L;

See al so Vol uneTest . nof
Transl ati on abort ed.

See al so
Transl ati on abort ed.
- savel og
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APPENDIX B

Simulation of a restrictor with sigularity problems.

Initialization

Needs@" Mat hMbdel i ca™ "D

Needs@" G aphi cs @l ors™ "D

SetDrectory@' d:\\tenp"D;

Set (ptions@P ot, AotSyle®8Red, B ue, Geen, Gan, Magenta, Yell ow, Red<D;

Type definition

Type@Tenperature, Real @8Lhit & "K' <DD;
Type@Mass, Real @glhit & "kg"<DD;
TypeAVol une, Real A9Lhit & " ni"=EE;

TypeAMassH ow, Real A9Lhi t a"k?g"zEE;
Type@Pressure, Real @8Lhit & "Pa"<DD;

pWT-connector

Gonnect or @H owQut
Pressure p;
H ow MassH ow W
TenperatureT,

D

Restrictor

Mbdel ARestri ctor,
Howlut 8a, b<;
Pressure Dp;

Par anet er Real K

Gonstant Real Ra 287;

Equat i onA
aTabT
a W+ b. WA Q;
Dpaa p-hb.p;
. K*Ha. W2*R*a. T
ap-hbpa ;
ap
E
E
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Control volume

Mbdel AGont r ol Vol une,
HowQut 8a, b<;
TenperatureT,

Mass m
Pressure p;
Par anet er Real VA9Lhit & " ™ =E; " Vol une" ;

Qonst ant Real Ra 287,
Qonstant Real ¢, & 1005
Equat i onA

paa.np,
b.pap;

p*Va n*R*T,
Tab.T,

m aa Wb W

, R*cp
p' == ———— *Ha. Wra. T+b. W*TL;
V*Hcp - RL

Input source

Mbdel @l nput Sour ce,
H owQut 8b<;
Equat i on@
b. Ta 300;
b. Wa -2 +3 n@Ti neD;
D
D

Output source

Mbdel AQut put Sour ce,
H owQut 8as<;
Equat i onA
a WA HQs@Ti nedL2
E
E
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Input source, restrictor, control volume and output source connected

together

Mbdel @Test,

Gont r ol Vol une vol @8Va 1<D;

Restri ct or RasK& 2500<D;

| nput Sour ce sour ce;

Qut put Sour ce out;;

Equati on@
onnect@source. b, R ab;
Gonnect@R b, vol . ap;
Gonnect@val . b, out. ab;

D

D

Simulation

res=9 ml ate@Test, 80, 10<, Initial Val ues ®8vol . ma2, vol. p&a 101300<,
I nterval Lengt h® 0. 010;

ReadMat | abDat a: : noopen : Cannot open d:\tenp\dsres. mat.
Mat | abDat al nt er pol at i ngFuncti onLi st::w ongargs :
Mat | abDat al nt er pol ati ngFunctionLi st called with 1
argunents. Wong nunber or nonmatching argurents: @$Fail edD

11 dynol al g. txt

- translateModel("Test")
DAE with 22 unknown scalars and 22 scalar equations.
4 constants found.
0 parameter bound variables found.
11 alias variables found.
7 remaining time dependent variables.
Finished
savelog

11dsl og. txt

Log-file of program .\dymosim
(generated: Tue Jul 25 16:36:51 2000)

dymosim started (dymosim version 4.4, Nov 16, 1999)
... "dsin.txt" loading (dymosim input file)
The following error was detected:

Model error - division by zero: (86100*R.K*pow(vol.a.W, 2)) / (R.a.p) = (8.61e+008) / (0)
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APPENDIX C

Simulation of a restrictor with multiple roots problem.

Initialization

Needs@" Mat hMbdel i ca™ "D

Needs@" G aphi cs @l ors™ "D

SetDrectory@' d:\\tenp"D;

Set (ptions@P ot, AotSyle®8Red, B ue, Geen, Gan, Magenta, Yell ow, Red<D;

Type definition

Type@Tenperature, Real @8Lhit & "K' <DD;
Type@Mass, Real @glhit & "kg"<DD;
TypeAVol une, Real A9Lhit & " ni"=EE;

TypeAMassH ow, Real A9Lhi t a"k?g"zEE;
Type@Pressure, Real @8Lhit & "Pa"<DD;

pWT-connector

Gonnect or @H owQut
Pressure p;
H ow MassH ow W
TenperatureT,

D

Restrictor

Mbdel ARestri ctor,
Howlut 8a, b<;
Pressur eDp;

Paranet er Real K

Qonst ant Real Ra 287,
Equat i onA

aTabT

a. W+ b. Wa 0,

Dpaa p-h.p;

Ha. pL?-a. p*b. pa K*Ha. W2*R*a. T:

E

E
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Control volume

Mbdel AGont r ol Vol une,
HowQut 8a, b<;
TenperatureT,

Mass m
Pressure p;
Par anet er Real VA9Lhit & " ™ =E; " Vol une" ;

Qonst ant Real Ra 287,
Qonstant Real ¢, & 1005
Equat i onA

paa.np,
b.pap;

p*Va n*R*T,
Tab.T,

m aa Wb W

, R*cp
p' == ———— *Ha. Wra. T+b. W*TL;
V*Hcp - RL

Input source

Mbdel @l nput Sour ce,
H owQut 8b<;
Equat i on@
b. Ta 300;
b. Wa -2 +3 n@Ti neD;
D
D

Output source

Mbdel AQut put Sour ce,
H owQut 8as<;
Equat i onA
a WA HQs@Ti nedL2
E
E
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Input source, restrictor, control volume and output source connected
together

Mbdel @Test,

Gont r ol Vol une vol @8Va 1<D;

Restri ct or RasK& 2500<D;

| nput Sour ce sour ce;

Qut put Sour ce out;;

Equati on@
onnect@source. b, R ab;
Gonnect@R b, vol . ap;
Gonnect@val . b, out. ab;

D

D

Simulation

res=9 ml ate@Test, 80, 10<, Initial Val ues ®8vol . ma2, vol. p&a 101300<,
I nterval Lengt h® 0. 010;

11dsl og. txt

Log-file of program \dymosim
(generated: Tue Jul 25 16:55:03 2000)

dymosim started (dymosim version 4.4, Nov 16, 1999)
.. "dsin.txt" loading (dymosim input file)
... "dsres.mat" creating (simulation result file)

Integration started at T = 0 using integration method DASSL
(DAE multi-step solver (dassl/dasslrt of Petzold))
Integration terminated successfully at T = 10
CPU-time for integration  : 0.431 seconds
CPU-time for one GRID interval: 0.431 milli-seconds
Number of result points ~ : 1001
Number of GRID points 1001
Number of (successful) steps : 73
Number of F-evaluations  : 168
Number of Jacobian-evaluations: 15
Number of (model) time events : 0
Number of (U) time events : 0
Number of state events :0
Number of step events :0
Minimum integration stepsize : 1e-005
Maximum integration stepsize : 0.217
Maximum integration order :5
... "dsfinal.txt" creating (final states)
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Plots

FAotSmilation@res, 8t, 0, 10<, P otVariables ®R a. p, AxesLabel ® 8Tine, Pressure<D;

Pressure

P otSmilation@res, 8t, 0, 10<, P otVariables ® R b. p, AxesLabel ® 8Ti ne, Pressure<D;

Pressure
1.5710°
1.25 7 10°
1710°
750000
500000
250000

P otS milation@gres, 8t, 0, 10<, HotVariabl es ® R Dp, AxesLabel ® 8Ti ne, Pressure<D;

Rressure

- 250000

- 750000

-1710°
-1.25 “10°
-1.5710°

P ot9 mul ation@res, 8t, 0, 10<, H ot Variabl es ® 8R a. W, AxesLabel ®8Ti ne, Mssf| ow<D;

Massf | ow
3

2.5

15
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APPENDIX D

Simulation of an input source, restrictor, control volume
and output source connected together with a pWT-
connector.

Initialization

Needs@" Mat hMbdel i ca™ "D

Needs@" G aphi cs” @l ors™ "D

SetDrectory@' d:\\tenp"D;

Set (ptions@P ot, AotSyle®8Red, B ue, Geen, Gyan, Magenta, Yel |l ow, Red<D;

Type definition

Type@Tenperature, Real @8Lhit & "K' <DD;
Type@Mass, Real @8Lhit & "kg"<DD;
TypeAVol une, Real A9Uhit & " ni"=EE;

TypeAMassH ow, Real A9Lhi t a"k?g"zEE;
Type@Pressure, Real @8Lhit & "Pa"'<DD;

pWT-connector

Gonnect or @H owCut ,
Pressure p;
H ow MassH ow W,
TenperatureT,

D

Restrictor

Mbdel ARest ri ct or,
HowQut 8a, b<;
Pressur eDp;

Par anet er Real K

Qonst ant Real Ra 287,
Equat i onA

aTabT
a. Wb Wao;
Dpaa p-h.p;

2
a pa % +$Hb'T'OL +K*Ha W2*R*a. T

E
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Control volume

Mbdel AGont r ol Vol une,
HowQut 8a, b<;
TenperatureT,

Mass m
Pressure p;
Par anet er Real VA9Lhit & " ™ =E; " Vol une" ;

Qonst ant Real Ra 287,
Qonstant Real ¢, & 1005
Equat i onA

paa.np,
b.panp;
p*Va n*R*T,
Tab.T

m aa Wb W

, R*cp
p' = — = *Ha. Wra.T+h. WTL,
V*Hcp - RL

Input source

Model @l nput Sour ce,
H owQut 8bx;
Equat i on@
b. Ta 300;
b. Wa -2 +3 n@Ti neD;
D
D

Output source

Mbdel AQut put Sour ce,
H owQut 8as<;
Equat i onA
a. WA HQs@Ti neDL2
E
E
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Input source, restrictor, control volume and output source connected

together

Mbdel @Test,

Gont r ol Vol une vol @8Va 1<D;
Restri ct or RasK& 2500<D;

| nput Sour ce sour ce;

Qut put Sour ce out;;

Equati on@
onnect@source. b, R ab;
Gonnect@R b, vol . ap;
Gonnect@val . b, out. ab;

D

D

Simulation

res=9 ml ate@Test, 80, 10<, Initial Val ues ®8vol . ma2, vol. p&a 101300<,

I nterval Lengt h® 0. 010;

Plots

P otS mul ation@res, 8t, 0, 10<, P otVariables ® Ra. W AxeslLabel ® 8Ti ne, Massf| owsD;

Massf | ow
3

2.5

2

15

P otSmilationgres, 8t, 0, 10<, P otVariables ®R a. p, AxesLabel ® 8Tine, Pressure<b;

Pressure

1.5 10°

1.25 ~10°

1710°
750000
500000
250000

Modelling of air flows in automotive engines using Modelica



Appendix D

P otSmilation@res, 8t, 0, 10<, HotVariables ® R b. p, AxesLabel ® 8Ti ne, Pressure<D;

P otS milation@res, 8t, 0, 10<, HotVariabl es ® R Dp, AxesLabel ® 8Ti ne, Pressure<D;

Pressure
8000 p

6000

P otS milation@res, 8t, 0, 10<, P otVariables ®R a. T, AxesLabel ® 8Ti ne, Tenper at ur e<D;

Tenperature
600

500
400
300

200
100

P otSmilation@res, 8t, 0, 10<, P otVariables ® R b. T, AxesLabel ® 8Ti ne, Tenper at ur e<D;

Tenperat ure
600

500
400
300

200
100
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P otS mul ation@res, 8t, 0, 10<, HotVariabl es ®vol. a. W AxesLabel ® 8Ti ne, Massf| owsD;

Massf | ow
3

2.5

15

R otS mul ation@res, 8t, 0, 10<, P otVariabl es ®vol. b. W AxesLabel ® 8Ti ne, Massf| owkD;

Massf | ow
Tine

RotS mul ation@res, 8t, 0, 10<, HotVariabl es ®vol . m AxesLabel ®8Ti ne, Mass<D;

P otSmilation@res, 8t, 0, 10<, FotVariabl es ® val . p, AxesLabel ®8Ti ne, Pressure<b;

Pressure
1.5°10°
1.25 "10°
1710°
750000
500000
250000
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P otS milation@res, 8t, 0, 10<, P otVariables ®vol . a T, AxesLabel ® 8Ti ne, Tenper at ur e<D;

Tenperat ure

g8 8883888

~ Tine

FAotSmilation@res, 8t, 0, 10<, FotVariables ®val. T, HotRange ® A |,
AxeslLabel ® 8Ti ne, Tenper at ur e<D;

Tenperat ure
350

300

250

FAotS milation@res, 8t, 0, 10<, HotVariables®vol.b. T, FotRange ® A |,
AxeslLabel ® 8Ti ne, Tenper at ur e<D;

Tenperat ure

350
300

250
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APPENDIX E

Simulation of two control volumes connected together with
a pWT-connector.

Initialization

Needs@" Mat hMbdel i ca™ "D

Needs@" G aphi cs @l ors™ "D

SetDrectory@' d:\\tenp"D;

Set (ptions@P ot, FotSyle®8Red, B ue, Geen, Gan, Magenta, Yell ow, Red<D;

Type definition

Type@Tenperature, Real @8Lhit & "K' <DD;
Type@Mass, Real @8Lhit & "kg"<DD;
TypeAVol une, Real A9Uhit & " ni"=EE;

TypeAMassH ow, Real A9Lhi t a"k?g"zEE;
Type@Pressure, Real @8Lhit & "Pa"'<DD;

pWT-connector

Gonnect or @H owCut ,
Pressure p;
H ow MassH ow W,
TenperatureT,

D
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Control volume

Mbdel AGont r ol Vol une,
HowQut 8a, b<;
TenperatureT,

Mass m
Pressure p;
Par anet er Real VA9Lhit & " ™ =E; " Vol une" ;

Qonst ant Real Ra 287,
Qonstant Real ¢, & 1005
Equat i onA

paa.np,
b.pap;

p*Va n*R*T,
Tab.T,

m aa Wb W

, R*cp
p' == ———— *Ha. Wra. T+b. W*TL;
V*Hcp - RL

Input source

Model @l nput Sour ce,
H owQut 8bx;
Equat i on@
b. Ta 300;
b. Wa -2 +3 n@Ti neD;
D
D

Output source

Mbdel AQut put Sour ce,
H owQut 8as<;
Equat i onA
a. WA HQs@Ti neDL2
E
E
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Input source, two control volumes and output source connected
together

Mbdel @Test ,
Gont rol Vol une vol 1@8Va 1. 5<D;
Gont rol Vol une vol 2@8Va 1. 5<D;
| nput Sour ce sour ce;
Qut put Val ues out ;
Equat i on@
Gonnect @sour ce. b, vol 1. ab;
Gonnect @vol 1. b, vol 2. ab;
Gonnect @vol 2. b, out. ab;
D
D

Simulation

res=9 mil at e@Test, 80, 10<,
Initial Val ues®8vol 1. ma 2, vol 1. p& 101300, vol 2. ma 2, vol 2. p & 101300,
Interval Lengt h® 0. O1D;

Plots

R otS nmul ation@res, 8t, 0, 10<, P otVariabl es ®vol 1. a. W AxesLabel ® 8Ti ne, Missf| owsD;

Massf | ow
3

2.5

N

15

o Tine

P otS mul ation@res, 8t, 0, 10<, HotVariabl es ®vol 1. b. W AxesLabel ® 8Ti ne, Mssf| owkD;

Massf | ow
-0.6 b
-0.8
-12
-14 p

-16
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P otS mul ati on@res, 8t, 0, 10<, HotVariabl es ®vol 1. m AxesLabel ®8Ti ne, Mass<D;

W b O O N 00 ©

A otS milation@res, 8t, 0, 10<, HotVariabl es ®vol 1. p, AxesLabel ® 8Ti ne, Pressur e<b;

Pressure

FotS milation@res, 8t, 0, 10<, FotVariables®vol 1. T, FotRange ® A |,
AxeslLabel ® 8Ti ne, Tenper at ur e<D;

Tenperat ure
340

320

Tine

R otS nul ation@res, 8t, 0, 10<, HotVariabl es ®vol 2. a. W AxesLabel ® 8Ti ne, Missf| owsD;

Massf | ow
16 .
14
12
Tine
2 4 6 8 10
0.8
0.6
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P otS ml ation@res, 8t, 0, 10<, HotVariabl es ®vol 2. b. W AxeslLabel ® 8Ti ne, Missf| owkD;

Massf | ow
Tine

R otS milation@res, 8t, 0, 10<, P ot Variabl es ® val 2. m AxesLabel ®8Ti ne, Mass<D;

A otS milation@res, 8t, 0, 10<, HotVariabl es ® vol 2. p, AxesLabel ® 8Ti ne, Pressur e<b;

Pressure

FAotS milation@res, 8t, 0, 10<, HotVariables®vol2. T, FotRange ® A |,
AxeslLabel ® 8Ti ne, Tenper at ur e<D;

Tenperat ure

380
360
340
320
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APPENDIX F

Simulation of an input source, restrictor, control volume

and output source connected together with a pWHT-
connector.

Initialization

Needs@" Mat hMbdel i ca” "D
Needs@" G aphi cs” @l ors™ "' D
Set D rectory@' d:\\ tenp" D;
Set Opt i ons@k ot ,
PotSyle®8Red, Bue, Geen, Gan, Mgenta Yellow Red<D;

Type definition

Type@Tenperat ure, Real @8Lhit & "K' <DD;
Type@Mass, Real @slhit & "kg"<DD;
TypeAVol une, Real A9Uhit & " ni"=EE;

TypeAMassH ow, Real A9Lhi t a,,k?g,,:EE;

Type@Pressure, Real @8Lhit & "Pa"<DD;
Type@Ener gyH ow, Real @8Lhit & " W<DD;

PWHT-connector

Gonnect or AH owQut
Pressure p;
H ow MassH ow W
H ow Ener gyH owH,
TenperatureT,

E
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Restrictor

Mbdel ARestri ct or,
HowQut 8a, b<;
Pressur e Dp;
Par anet er Real K
Qonst ant Real Ra 287;
Qonstant Real ¢, &1005
Equat i onA
a. H+b. Hao;
a W+ b. Wao;
Dpaa p-h.p;

2
EJ,&}"b'—pL*.K*a_ WkR*a'_H,

IfAaa. W0, a.pa
pa 2 4 Cp

2
b pa 2P &P p wre2HE
2 4 Co
aTabhbT,
E

E

Control volume

Mbdel ACont r ol Vol une,

HowQit 8a, bs;

TenperatureT,

Miss m

Pressure p;

Par anet er Real VA9Lhit & " ™ =E; " Vol une" ;
Qonstant Real Ra 287,

GQonstant Real ¢, & 1005

Equat i onA
paa.p;
b.panp;
p*Vanm<R*T,
m aa Wb W
aH
aT==IfAaWw0, ——, TE
a W*xcp
b.T==1fAb W60, — 21 g
b. W*cp
R
"= ——————*1la H+h. Hy;
P = Vere, R
E
E
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Input source

Mbdel Al nput Sour ce,
H owQut 8b<;
Tenper at ur € Tamwi ent;
nstant Real cp & 1005;
Equat i onA
Tanbi ent & 300;
b. Wa S n@2*Ti ne +0. 6D;
b. Ha 1T@b. W< 0, b. W<cp* Tanpient, b. WeCp*b. TO;
E
E

Output source

Mbdel AQut put Sour ce,
H owQut 8a<;
Tenper at ur e Tami ent;
nstant Real cp & 1005;
Equat i onA
Tani ent @ 350;
a. Wa 0. 25*Cos@Ti neD;
a Ha lf@a. W< 0, a. WeCp* Tampient, & W*cp*>a. D,
E
E

Input source, restrictor, control volume and output source connected
together

Mbdel @Test,
Gont r ol Vol unevol 1@8Va 1<b;

Restrictor ReIsKa 2500<D;

| nput Sour ce sour ce;

Qut put Sour ce out;;

Equat i on@
Qonnect @source. b, R aD;
Gonnect @R b, val 1. ab;
Gonnect @vol 1. b, out. aD;
D

D

Simulation

res=9 ml at e@Test, 80, 10<, Initial Values ®8vol 1. ma 1.5, vol 1. p & 101300k,
Interval Length® 0. O1D;
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11dsl og. txt

Log-file of program .\dymosim
(generated: Tue Aug 01 15:22:43 2000)

dymosim started (dymosim version 4.4, Nov 16, 1999)
... "dsin.txt" loading (dymosim input file)
... "dsres.mat" creating (simulation result file)

Integration started at T = 0 using integration method DASSL
(DAE multi-step solver (dassl/dasslrt of Petzold))
Integration terminated successfully at T = 10
CPU-time for integration  : 0.451 seconds
CPU-time for one GRID interval: 0.451 milli-seconds
Number of result points : 1019
Number of GRID points 1001
Number of (successful) steps : 293
Number of F-evaluations  : 771
Number of H-evaluations  : 1361
Number of Jacobian-evaluations: 139
Number of (model) time events : 0
Number of (U) time events : 0
Number of state events :9
Number of step events :0
Minimum integration stepsize : 5.22e-006
Maximum integration stepsize : 0.167
Maximum integration order :5
... "dsfinal.txt" creating (final states)

Plots

P otS mul ation@res, 8t, 0, 10<, HotVariabl es ® 8R a. W&, AxeslLabel ® 8Ti ne, Massf| owsD;

Massf | ow
1k

0.5

Ay
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FotSmilationAres, 8t, 0, 10<, HotVariabl es ® 9R a. H=, AxesLabel ®8Tine, Energyf| owE;

Ener gyf| ow
300000 F

200000 £
100000

R . . .. Tine
2 4 8 10
-100000
-200000 P
-300000 f )

P otS milation@res, 8t, 0, 10<, HotVariabl es ® 8R a. T<, AxesLabel ® 8Ti ne, Tenper at ur e<D;

Tenperat ure
*l I\, \
300
250
200
2 4 6 8 10 Tine

FotS milation@res, 8t, 0, 10<, HotVariabl es ® 8R a p<, AxesLabel ® 8Ti ne, Pressure<D;

Pressure

150000
125000
100000
75000
50000
25000

P otSmilation@res, 8t, 0, 10<, FotVariabl es ® 8R b. p<, AxesLabel ® 8Ti ne, Pressure<D;

Pressure

150000
125000
100000
75000
50000
25000
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HotS mul ation@res, 8t, 0, 10<, H ot Variabl es ® 8R Dp<, AxesLabel ® 8Ti ne, Pressure<b;

Pressure

3000 |k
2000 p
1000

‘iﬁ\/ \/ V \_

- 3000

P otS mlation@res, 8t, 0, 10<, R ot Variabl es ®8vol 1. a. W&, AxesLabel ® 8Ti ne, Massf| owsD;

Massf | ow
1k

0.5
. . " . . Tine
2 4 8 10
-0.5
-1k .

P otS milationAres, 8t, 0, 10<, FotVariabl es ® 9vol 1 a. H=, AxesLabel ®8Ti ne, Ener gyf| ow<E;

Ener gyf | ow
300000 p

200000 £
100000

. . : . Tine
2 2 8 10
-100000 f
-200000 P
-300000 f ]

P otS nmul ation@res, 8t, 0, 10<, H ot Variabl es ® 8vol 1. nk, AxesLabel ® 8Ti ne, Mass<D;

Miss

16

EWAVAWAN

0.8
0.6
0.4
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P otSmilation@res, 8t, 0, 10<, HotVariabl es ® 8val 1. p<, AxesLabel ® 8Ti ne, Pressure<b;

Rressure

150000
125000
100000
75000
50000
25000

M otS nul ati ongres, 8t, O, 10<, F ot Vari abl es® 8vol 1. a. T<, AxesLabel ® 8Ti ne, Tenper at ur e<D;

Tenper at ure

i

2 4 6 8 10

P otS mlation@res, 8t, 0, 10<, Aot Variabl es ® 8val 1. T<, AxesLabel ® 8Ti ne, Tenper at ur e<D;

Tenperat ure
350
300
250

200

P otSmilation@res, 8t, 0, 10<, HotVariabl es ® 8vol 1. b. T<, AxesLabel ® 8Ti ne, Tenper at ur e<D;

Tenperature

Vil Modelling of air flows in automotive engines using Modelica
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AotS ml ati on@res, 8t, O, 10<, P ot Variabl es ® 8vol 1. b. W&, AxeslLabel ® 8Ti ne, Massf| owsD;

Massf | ow

0.2

0.1

-0.1F

-0.2 b

FotS milationAres, 8t, O, 10<, HotVariables ®9vol 1 b. H=, AxesLabel ®8Ti ne, Energyf| owkE;

Ener gyf | ow

75000
50000
25000

Ti ne
2 4 6 8 10
- 25000
- 50000
- 75000
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APPENDIX G

Simulation of two control volumes connected together with
a pWHT-connector.

Initialization

Needs@" Mat hbdel i ca™ "D
Needs@" G aphi cs @l ors™ "D
SetDirectory@" d:\\ tenp" D;
Set Opt i ons@k ot ,
PotSyle®8Red, Bue, Geen, CGan, Mgenta Yellow Red<D;

Type definition

Type@Tenperat ure, Real @8Lhit & "K' <DD;
Type@Mss, Real @8lhit & "kg'<DD;
TypeAVol une, Real A9Lhit & " ni"=EE;

TypeAMassH ow, Real A9Lhi t a"k—sg"zEE;

Type@Pressure, Real @8Lhit & "Pa"<DD;
Type@Ener gyH ow, Real @8Lhit & " W <DD;

PWHT-connector

Gonnect or AH owQut
Pressure p;
H ow MassH ow W
H ow Ener gyH owH,
TenperatureT,

E

Modelling of air flows in automotive engines using Modelica
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Control volume

Mbdel AGont r ol Vol une,

Howaut 8a, b<;

TenperatureT,

Mass m

Pressure p;

Par anet er Real VA9Lhi t & " " =E;
Qonstant Real Ra 287,

Qonstant Real ¢, &1005

Equat i onA
paa.p;
b.pap;
p*Va m*R*T:
m aa Wb W
aT==1faawso0, — &1 &
a W*xcp
b T==1fAb. W60, — 21 1g
b. W*cp
R
"= —— " *ja H+b HY
P V*He - R a Heb. H
E
E
Input source

Mbdel Al nput Sour ce,
H owaut 8bx;
Tenper at ur e Tgjy;
nstant Real cp &1005;
Equat i onA
Trix & 300;
b. Wa S n@2*Ti ne +0. 6D;

b. Ha If@b. VV< 0, b. ch*-ﬁ|x, b. W*Cp* b. TD,

E
E

Output source

Mbdel AQut put Sour ce,
H owQut 8a<;
Tenper at ur e Tgj
nstant Real cp& 1005;
Equat i onA
Trix & 350;
a Wa 0. 25*Qs@Ti neD;

a. Ha lf@a W< 0, a. Wecp*Trix, a. Wcp™a. Th,

E
E

"\Vol une" ;
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Input source, two control volumes and output source connected
together

Mbdel @Test ,
Gont r ol Vol une vol 1@8Va 1<D;
Gont rol Vol une vol 2@8Va 1. 5<D;
| nput Sour ce sour ce;
Qut put Sour ce out ;
Equat i on@
Gonnect @sour ce. b, vol 1. ab;
Gonnect @vol 1. b, vol 2. ab;
Gonnect @vol 2. b, out. ab;
D
D

Simulation

res=9 mil at e@Test, 80, 10<,
Initial Values®8vol 1. ma 1. 5, vol 1. p&a 101300, vol 2 ma 2, vol 2. p & 101300k,
Interval Lengt h® 0. O1D;

ReadMat | abDat a: : noopen : Cannot open d:\tenp\dsres. mat.
Mat | abDat al nt er pol at i ngFuncti onLi st:: w ongargs :
Mat | abDat al nt er pol ati ngFunctionList called with 1
argunents. Wong nunber or nonmatching argurents: @$Fail edD

11 dynol al g. txt

- translateModel ("Test")

DAE with 32 unknown scalars and 32 scalar equations.
2 constants found.

0 parameter bound variables found.

15 alias variables found.

15 remaining time dependent variables.

Finished

savelog

11dsl og. txt

Log-file of program .\dymosim
(generated: Mon Aug 07 11:40:15 2000)

dymosim started (dymosim version 4.4, Nov 16, 1999)
.. "dsin.txt" loading (dymosim input file)
The following error was detected:

Model error - division by zero: (vol1.b.U_20verDot_H_1) / (1005*voll.b.W) = (94755.4) / (0)

1l Modelling of air flows in automotive engines using Modelica
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APPENDIX H

Simulation with redundancy problems in a pWHT-
connector.

Initialization

Needs@" Mat hbdel i ca™ "D
Needs@" G aphi cs @l ors™ "D
SetDirectory@" d:\\ tenp" D;
Set Opt i ons@k ot ,
PotSyle®8Red, Bue, Geen, CGan, Mgenta Yellow Red<D;

Type definition

Type@Tenperat ure, Real @8Lhit & "K' <DD;
Type@Mss, Real @8lhit & "kg'<DD;
TypeAVol une, Real A9Lhit & " ni"=EE;

TypeAMassH ow, Real A9Lhi t a"k—sg"zEE;

Type@Pressure, Real @8Lhit & "Pa"<DD;
Type@Ener gyH ow, Real @8Lhit & " W <DD;

PWHT-connector

Gonnect or AH owQut
Pressure p;
H ow MassH ow W
H ow Ener gyH owH,
TenperatureT,

E
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Restrictor

Mbdel ARest ri ct or,
HowQut 8a, b<;

Pressur e Dp;

Par anet er Real K

Qonst ant Real Ra 287;
Qonstant Real ¢, &1005

Equat i onA

a H+b. Hao;

a W+ b. Wao;

Dpaa p-h.p;

IfAa W0, o pa 2P &Mp? o weredH
2 4 Cp

2
b. pa ﬂ+&%+K*bV\fcR*ﬂ E;
2 4 Cp
aTahbT,
E
E

Control volume

Mbdel AGont r ol Vol une,

HowQit 8a, bs;

TenperatureT,

Miss m

Pressure p;

Par anet er Real VA9Lhi t & " ™' =E; " Vol une" ;
Gonstant Real Ra 287;

Qonstant Real ¢, & 1005

Equat i onA
paa.p;
b.pap;
p*Va m* R*T:
m aa Wrb. W
aT==lfraws0, —>H
a W*xcp
b.T==1fAb. W60, — 21 1g
b. W*cp
R
"= ——————*la H+b. Hv;
P = Vere,-R
E
E
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Input source

Mbdel Al nput Sour ce,
H owQut 8bx;
Qonstant Real cp & 1005;
Equat i onA
b. T&a 300;
b. Wa -2+ S n@Ti neD;
b.Ha b. Wc,*b. T,
E
E

Output source

Mbdel AQut put Sour ce,
H owQut 8a<;
Qonstant Real cp & 1005;
Equat i onA
a. WA Hos@Ti neDL;
a. Haa Wecp*a. T,
E
E

Input source, restrictor, control volume and output source connected
together

Mbdel @Test,
Gont r ol Vol unevol 1@8Va 1<D;
Restri ct or RasK& 2500<D;
| nput Sour ce sour ce;
Qut put Sour ce out;;
Equati on@
Gonnect @source. b, R aD;
Gnnect @R b, vol 1. ap;
Gonnect @vol 1. b, out. abp;
D
D

Modelling of air flows in automotive engines using Modelica Hl
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Simulation

res=9 mil at e@Test, 80, 10<, Initial Val ues ®8vol 1. ma 1.5,

I nterval Lengt h® 0. 01D;

Simulate::trsnmd: Sinulate failed to transl ate nodel .

- transl at eMbdel H" Test "L
DAE with 28 unknown scal ars and 29 scal ar equati ons.
Error: Mdel is singular:

The nunber of non-trivial HscalarL equations is 11.

The nunber of HscalarL variables is 10.

Addi tional equations:
equat i on
vol 1. b.U 20QverDot _H 1 = 1005*vol 1. b. Wvol 1. b. T;
whi ch was derived from

vol 1. p & 101300k,

out.a.U 20verDot _H 1 = out.a. Wout.U 2Subscript_c_p*out.a.T;

See al so Test. nof
Transl ati on abort ed.

See al so
Transl ati on abort ed.
- savel og
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APPENDIX |

Simulation with solved redundancy problems

Initialization

Needs@" Mat hbdel i ca™ "D
Needs@" G aphi cs @l ors™ "D
SetDirectory@" d:\\ tenp" D;
Set Opt i ons@k ot ,
PotSyle®8Red, Bue, Geen, CGan, Mgenta Yellow Red<D;

Type definition

Type@Tenperat ure, Real @8Lhit & "K' <DD;
Type@Mss, Real @8lhit & "kg'<DD;
TypeAVol une, Real A9Lhit & " ni"=EE;

TypeAMassH ow, Real A9Lhi t a"k—sg"zEE;

Type@Pressure, Real @8Lhit & "Pa"<DD;
Type@Ener gyH ow, Real @8Lhit & " W <DD;

PWHT-connector

Gonnect or AH owQut
Pressure p;
H ow MassH ow W
H ow Ener gyH owH,
TenperatureT,

E
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Restrictor

Mbdel ARest ri ct or,
HowQut 8a, b<;

Pressur e Dp;

Par anet er Real K

Qonst ant Real Ra 287;
Qonstant Real ¢, &1005

Equat i onA

a H+b. Hao;

a W+ b. Wao;

Dpaa p-h.p;

IfAa W0, o pa 2P &Mp? o weredH
2 4 Cp

2
b. pa ﬂ+&%+K*bV\fcR*ﬂ E;
2 4 Cp
aTahbT,
E
E

Control volume

Mbdel AGont r ol Vol une,

HowQit 8a, bs;

TenperatureT,

Miss m

Pressure p;

Par anet er Real VA9Lhi t & " ™' =E; " Vol une" ;
Gonstant Real Ra 287;

Qonstant Real ¢, & 1005

Equat i onA
paa.p;
b.pap;
p*Va m* R*T:
m aa Wrb. W
aT==lfraws0, —>H
a W*xcp
b.T==1fAb. W60, — 21 1g
b. W*cp
R
"= ——————*la H+b. Hv;
P = Vere,-R
E
E
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Input source

Mbdel @l nput Sour ce,
H owQut 8h<;
Qonstant Real cp & 1005;
Equat i on@
b. Ta 300;
b. Wa -2+ S n@Ti neD;
D
D

Output source

Mbdel AQut put Sour ce,
H owQut 8a<;
Qonstant Real cp & 1005;
Equat i onA
a. WA HQos@Ti neDL;
a. Haa Wecp*a. T,
E
E

Input source, restrictor, control volume and output source connected
together

Mbdel @Test,
Gont r ol Vol unevol 1@8Va 1<D;
Restri ct or RasK& 2500<D;
| nput Sour ce sour ce;
Qut put Sour ce out;;
Equati on@
Gonnect @source. b, R aD;
Gnnect @R b, vol 1. ap;
Gonnect @vol 1. b, out. abD;
D
D

Simulation

res=9 ml ate@Test, 80, 10<,
Initial Values®8vol 1. ma 1.5 vol 1. p&a 101300, vol 2 ma 2, vol 2. p & 101300k,

Interval Lengt h® 0. O1D;

Modelling of air flows in automotive engines using Modelica Hl
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11dsl og. txt

Log-file of program .\dymosim
(generated: Tue Aug 22 15:45:25 2000)

dymosim started (dymosim version 4.4, Nov 16, 1999)
.. "dsin.txt" loading (dymosim input file)
... "dsres.mat" creating (simulation result file)

Integration started at T = 0 using integration method DASSL
(DAE multi-step solver (dassl/dasslrt of Petzold))
Integration terminated successfully at T = 10

CPU-time for integration  : 0.491 seconds

CPU-time for one GRID interval: 0.491 milli-seconds

Number of result points : 1001

Number of GRID points : 1001

Number of (successful) steps : 73

Number of F-evaluations : 166

Number of H-evaluations 11073

Number of Jacobian-evaluations: 15

Number of (model) time events : 0

Number of (U) time events : 0

Number of state events :0

Number of step  events :0

Minimum integration stepsize : 1e-005

Maximum integration stepsize : 0.286

Maximum integration order :5
... "dsfinal.txt" creating (final states)

Plots

P ot9 mul ation@res, 8t, 0, 10<, HotVariabl es ® 8R a. W&, AxesLabel ® 8Ti ne, Massf| owkD;

Massf | ow
3

2.5
2

15
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P otSmilation@res, 8t, 0, 10<, HotVariabl es ® 8R a. T<, AxesLabel ® 8Ti ne, Tenper at ur e<D;

Tenperat ure

g8 8883888

P otSmilation@res, 8t, 0, 10<, HotVariabl es ® 8R a. p<, AxesLabel ® 8Ti ne, Pressure<D;

Pressure
1.5710°
1.25 ~10°
1710°
750000
500000
250000

P otS milation@res, 8t, 0, 10<, HotVariabl es ® 8R b. p<, AxesLabel ® 8Ti ne, Pressure<D;

Pressure
1.5710°
1.25 7 10°
1710°
750000

A otS milation@res, 8t, 0, 10<, HotVariabl es ® 8R Dp<, AxesLabel ® 8Ti ne, Pressure<D;

Pressure
8000

6000
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P otS mul ation@res, 8t, 0, 10<, H otVariabl es ®8vol 1. a. W, AxeslLabel ® 8Ti ne, Missf| owsD;

Massf | ow
3

2.5

15

A otS milationAres, 8t, O, 10<, HotVariabl es ® 9vol 1. a. H=, AxesLabel ®8Ti ne, Ener gyf | ow<E;

Ener gyf | ow
900000

800000
700000

P otSmilation@res, 8t, 0, 10<, HotVariabl es ® 8val 1. p<, AxesLabel ® 8Tine, Pressure<D;

Pressure

1.5 10°

1.25 ~10°

17108
750000
500000
250000
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M otS rmul ati ongres, 8t, O, 10<, P ot Vari abl es® 8vol 1. a. T<, AxesLabel ® 8Ti ne, Tenper at ur e<D;

Tenperat ure

g8 8883888

~ Tine

HotS mul ation@res, 8t, 0, 10<, HotVariabl es ® 8vol 1. T<, AxeslLabel ® 8Ti ne, Tenper at ur e<D;

Tenper at ure

P otS milation@res, 8t, 0, 10<, HotVariabl es ® 8vol 1. b. T<, AxesLabel ® 8Ti ne, Tenper at ur e<D;

Tenperature

P otS9 mul ation@res, 8t, 0, 10<, FotVariabl es ®8vol 1. b. W, AxeslLabel ® 8Ti ne, Massf| ow<D;

Massf | ow

Ti ne
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P otS milationAres, 8t, 0, 10<, HotVariabl es ®9vol 1 b. H=, AxesLabel ®8Tine, Energyf| owsE;

Ener gyf| ow

-50000 F
-100000 g
-150000 k
-200000 £
- 250000
-300000 f
-350000 g

VI Modelling of air flows in automotive engines using Modelica
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