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= INTRODUCTION

Message From the MTS Journal Editor

Anni Vuorenkoski Dalgleish

his issue of Marine Technology Society Journal includes three papers featuring research
presented at the OCEANS ’15 MTS/IEEE conference held on October 19-22, 2015, in
Washington, DC. In addition, six papers in this issue describe recent advances covering a
range of core general topics in the field of marine technology, including papers describing con-
tributions to advances in ocean sensing technology, underwater communications systems, and
underwater platforms, as well as technology related to fixed and floating offshore structures.

In their paper, Yordanova and Griffiths address a number of challenges related to strategies
of using autonomous underwater vehicles (AUVs) for mine counter measure (MCM) appli-
cations. The authors provide an overview of methods currently used for searching, detecting,
classifying, and identifying marine mines, and propose a novel, more efficient approach uti-
lizing an adaptive network of AUVs. The paper proposes a novel multivehicle path planning
architecture resulting in reduction in mission time and cost by optimizing vehicle task allo-
cation and by adaptive scheduling of rendezvous points. The underwater environment poses
significant challenges for implementing a dynamic strategy for a network of deterministically
maneuvering vehicles; the authors include discussion on the limited range and bandwidth of
free-space underwater communication systems and also on the limited ability to coordinate
and configure positions. The simulation results presented in this paper pave a way for further
explorations into beneficial usage of networked AUVs, and although the method is particu-
larly discussed in the context of MCM missions, it can be modified and applied for other
marine sectors.

AUVs are also the topic of Randeni et al. in their paper, which also is an expanded study
based on the authors” OCEANS 15 presentation. The paper proposes a potential solution to a
well-known and documented problem related to AUV navigation systems. The authors provide
results from recent field experiments demonstrating and assessing the performance of a novel
nonacoustic method to resolve the near-field flow velocity components around an AUV.
In another expanded OCEANS ’15 paper, Long et al. present a theoretical analysis of the
sound propagation from a marine hydrokinetic (MHK) device. The method is coupled with
the Finite Volume Community Ocean Model with the objective of studying MHK-induced
acoustic pressure fields, which may potentially interfere with marine mammal communication.

In situ measurement of pH is essential in geochemical analysis of seawater and is the topic
of the paper by Tan et al. The authors present a new mobile pH calibrator (MpHC), which
was deployed on the DSRV A/vin to make in situ pH measurements at hydrothermal vents on

March/April 2016 Volume 50 Number 2 3



the Juan de Fuca Ridge. The paper by Jeon and Park describes the design and implemen-
tation of a micro modem for mobile underwater acoustic communications systems, where
the modem could be integrated to a small mobile node such as a biomimetic fish robot.
Luan et al. obtained long-term ocean turbulence measurements in the South China Sea
with a moored instrument. Authors present the experimental data and processing methods
to analyze the effects of a turbulence field on the platform stability, tracking flexibility, and
microscale shear spectra. In another contribution, Li et al. report the results from a theoretical
heat dissipation simulation and experimental study to assess the performance of a novel cooling
system design for a junction box in a seafloor observatory network. Also in this issue, Chen et al.
propose a low-cost method for underwater cable detection based on flexible sensors, whereas
Cai etal. describe an application and verification method of a deep-sea DC motor to verify the
motor’s power loss and performance under low temperature and extreme pressure.

The Editorial Board would like to thank Jake Sobin for contributing to this issue by solicit-
ing expanded papers from OCEANS ’15 presenting authors. The Editorial Board would also
like to thank all MTS members who have contributed to the M7S Journal by submitting manu-
scripts and serving as Guest Editors or reviewers. As always, the Board encourages the MTS

community to continue submitting manuscripts and proposals for future Special Editions.

Marine Technology Society Journal



= PAPER

Rendezvous Point Technique for Multivehicle
Mine Countermeasure Operations in
Communication-Constrained Environments

AUTHORS

Veronika Yordanova
Hugh Griffiths

University College London

Introduction
here has been increased interest in
the last decade in using autonomous un-
derwater vehicles (AUVs) in a network
configuration. However, the inabil-
ity to maintain robust communication
continuously is a major constraint for
the development of such technology.
Radio frequency and optical signals
do not propagate well underwater, and
therefore, acoustic transmissions are the
most common choice. However, there
are severe limitations in range and band-
width of the acoustic communication,
and the network operation must take
this into account (Akyildiz et al., 2005).
The approach we propose is based
on assigning dynamically a sequence
of rendezvous points (RPs) throughout
the mission, a location and time where
all agents in the network agree to meet
and the vehicles can exchange informa-
tion. This way a complete lack of con-
nection can be assumed outside of the
RP perimeter, thus providing a means
for the system to operate under severe
channel conditions. The work we pres-
ent applies mainly to mine countermea-
sures (MCMs). This paper presents the
idea of applying RP to MCM by pro-
posing adaptive RP scheduling. The
overall goal of this new approach is to
enable an adaptive reallocation of sys-

ABSTRACT

Advantages of using a multivehicle network over a single autonomous under-
water vehicle platform include extended coverage area, potential cost and time
efficiency, and more robust performance. A common issue that slows advancement
in the field is the limited available communication between the platforms. The ap-
proach we propose is based on assigning a sequence of rendezvous points (RPs)
where the vehicles can meet and exchange information. The work we present in this
paper applies principally to mine countermeasure and suggests that, despite the
disadvantage of time to allow for the vehicles to reach the RPs, there are techniques
that can minimize the losses and provide advantages such as easier coordination
and access points for operator monitoring and system maodifications. The results
we present in this paper give an estimate of the reduction in loss if such an approach
is employed. We make a comparison between the RP and a benchmark case by

analyzing numerical simulations.

Keywords: rendezvous, multivehicle, mine countermeasures

tem resources to maximize search area
while making explicit the rule of revi-
siting all contacts on the way.

The remainder of the paper is orga-
nized as follows: Section 2 gives details
on different types of MCMs; Section 3
focuses on relevant work published re-
cently on underwater networks and au-
tonomy; Section 4 gives an overview of
the RP idea; Section 5 explains the meth-
odologies adopted for evaluating the RP
method and analyzing the suitable con-
ditions for application; Section 6 shows
simulation results; Section 7 presents the
analysis and limitations of the approach.
The last section concludes the work and
suggests future directions.

Evolution of MCM Systems

The Korean and Gulf wars are exam-
ples where effective mine warfare was

applied. Warships were damaged and
amphibious assaults aborted due to the
inability of the navies to counter this
asymmetric threat. Currently, the sheer
number of existing naval mines is an-
other reason to treat the problem as a
challenging and diverse task: it is esti-
mated that a million mines, of more
than 300 types, are stored by 60 navies
worldwide (this excludes U.S. weapons);
mine production exists in more than
30 countries, and export is done by
more than 20. These figures do not ac-
count for improvised explosive devices,
which are considered affordable and
relatively easy to make (Truver, 2012).
The MCM problem arises from the dif-
ficulty of distinguishing between the real
mines and the false alarms (FAs) due to
mine-like seafloor objects (Sariel, Balch,
& Erdogan, 2008), as well as from in-
efficient means of clearing them.

March/April 2016 Volume 50 Number 2 5



Due to the large diversity of mine
types, their actuation mechanisms and
means of deployment, it is hard to iden-
tify a single best method to deal with the
problem of minefields. Currently, the
conventional MCM approaches are
sweeping and hunting. Minesweeping
is used for removing mines by causing
their detonation or capturing them.
The design of the minesweeping vessel
should be stealthy such that it does not
trigger the mine itself, but instead the ex-
plosion occurs at a safe distance where
the towed body with the triggering
mechanism is. Minesweepers can also
capture the chain or cable of moored
mines, which was the predominant
mine type until WWI, but not that com-
mon presently. The disadvantage of
using such a sweeping technique is that
there can be no assurance that the area
is clear of mines. The other commonly
employed technique, mine hunting, in-
volves prior detection and classification
before any neutralization action is
taken. This brings the advantage of pro-
viding a probabilistic evaluation of the
threat level of the area. The sensor used
to detect mines is sonar, and the ac-
quired imagery is processed by human
operators to classify any contacts that
could be actual mines. Once a decision
is made, the object can be neutralized.

However, some countermeasures
are becoming obsolete with the ad-
vancement of mine technology, and
new solutions are being sought.

In minesweeping, the acoustic and
magnetic vessel signature that would
actuate a mine is mimicked by the
minesweeper vessel in an attempt to
trigger it prematurely. This is becoming
less effective as modern mines rely on
multiple signatures, which are not al-
ways possible to simulate all together
(Truver, 2012). On the other hand,
even if we disregard for a moment the
complicated multiple triggering mecha-

6 Marine Technology Society Journal

nism, the sweeping method does not re-
sult in any certainty that an area is mine
free (Cornish, 2003). There is the pos-
sibility thata mine did not activate even
though it detected a suitable target. The
actuation mechanism sometimes in-
volves randomized control that selects
a target from a sequence of detections
in order to avoid multiple mines being
triggered by the same contact or hit
only the first vessel from a convoy.
Mine hunting is considered more
reliable than sweeping as at the end of
the mission a level of confidence can be
reached that can be input to a decision-
making process on whether to drive a
ship or convoy through an area (Cao
& Bell, 1999). The process includes a
detection, classification, and identifica-
tion stage performed using imagery
from sonar towed by a ship. Once a
certain target is located, a neutraliza-
tion unit, usually a remotely operated
vehicle (ROV), is sent to dispose of it.
However, there are some issues with
traditional mine hunting techniques.
Mine hunting ships require design
with a minimal vessel signature so that
it does not trigger the mines in its vicin-
ity (Schwarz, 2014). The bigger issue
that remains is that no matter how
stealthy the ship is, there still needs to
be people on board to control the mis-
sion. An alternative is to use a remotely
operated vessel that is controlled from
a safe base on the shore. While this is
technology that is advancing (Benjamin
& Curcio, 2004), there is still the issue
of the sonar not being able to explore
the contacts from close proximity.
The method also relies on a single sen-
sor that makes repeated scans over the
area, which might require long mission
times. The interest in using AUVs for
mine hunting has been increasing
in the last decade, due to cumulative
work in multiple relevant fields to
allow collaboration between vehicles

and lowering the price of commercial
hardware. Recent advances that have
contributed to the area include work
in communication, navigation, locali-
zation, mapping, vehicle design, under-
water swarms, autonomy (surface and
underwater), networking, international
experiments with defense and scientific
applications, etc. (Kalwa et al., 2015;
Dugelay et al., 2015).

Another reason to adopt autono-
mous vehicles for MCM applications
is that there are still some unconven-
tional methods in use, such as sending
divers or mammals to perform the neu-
tralization and search phases. Although
not that common, these techniques
do exist. Mine neutralization methods
conducted by human divers remain the
most reliable. Mammals have more en-
durance and could be trained for MCM
purposes, and there are several existing
programs that have trained dolphins
and sea lions for such a mission. How-
ever, the issue of misunderstanding be-
tween the animal and the handler exists
during a mission. Overall, for both
humans and mammals, the major dis-
advantage is risking their lives by send-
ing them into a minefield (Brown etal.,
2012).

Using AUVs for MCM gives the
advantage of keeping all personnel
ata safe distance by allowing for auton-
omous operation. When a group of
networked vehicles is available, this
has the potential to reduce time, cost,
and efforts compared to single platforms
and current conventional methods.
Such a configuration could also intro-
duce distributed and more efficient
area coverage.

Related Work

Efforts to improve underwater sensor
network (UWSN) performance are com-
monly aimed at modem development



and network protocol design (Partan
et al., 2007; Kong et al., 2005; Cui
et al., 2006). When moving plat-
forms are the focus of the network
configuration, solutions are driven
by ideas adopted by the robotics com-
munity. Examples include adapt-
ing coordination techniques, such as
auction mechanisms (Sariel et al.,
2008; DeMarco et al., 2011). Often
such approaches do not take into ac-
count the limitations imposed by the
communication in the underwater
channel. Some methods for reducing
reliance on communication using
prediction models are also available
(Sotzing & Lane, 2010); however,
they also rely on anticipated environ-
mental conditions.

The work in this paper was devel-
oped with the focus of adapting optimi-
zation techniques to the appropriate
application constraints. Relevant ideas
have been used for a group of net-
worked surface and underwater vehicles
to adapt their formation to the water
basin borders (Kemna et al., 2015).
The possibility of a group of vehicles
reconfiguring their positions has also
been recognized when the nodes need
to adapt to unexpected conditions or
to seek optimal placement (Braca et al.,
2014; Yilmaz et al., 2008). However,
such solutions aimed at improving au-
tonomy often discount or neglect the
issue of communication.

The idea of synchronous rendez-
vous has been recognized and adopted
for ad hoc networks of mobile autono-
mous agents (Cortes et al., 20006);
however, it is not a typical approach
for UWSN. Although it provides a
means to avoid the communication re-
striction by allowing all nodes to meet
and plan further actions, one major
drawback is that part of the resources
in the system are sacrificed to allow
the nodes to travel to the appointed

place. To reduce the lost time, these
points can be preplanned in a static se-
quence to guarantee optimality. This,
however, introduces rigidness and
lack of adaptability to external events.
Therefore, we propose a rendezvous
approach that allows dynamic online
point allocation based on the informa-
tion gathered by the vehicles and their
future goals.

RP Approach

To improve the resource usage in
the system, we consider a specific ap-
plication and scenario to measure the
loss and evaluate the significance of pa-
rameters for optimizing the RP sched-
uling. This paper looks into applying
the RP approach to MCM and the typ-
ical operation specifics are presented.
Furthermore, the loss mechanism is
explained with regards to the selected
scenario.

MCM Phases and Operation

for AUVs
A typical mine hunting operation

has five phases:

m  Search: An area is scanned for mine-
like objects (MLO). To secure com-
plete coverage, often the platform is
moved in a lawnmower pattern.

®  Detection: Contact data are received
from sensors, location is recorded,
and a message of the contact and
its location is created.

®  (Classification: A decision is made as
to whether an object is a mine-like or
non-mine-like. This is done by using
autonomous target recognition soft-
ware or a human operator. However,
currently this decision is not trusted
to be made autonomously.

m Identification: This determines the
type of the mine so further neutral-
ization strategies can be employed.
Often, there is a long delay between

Identification and Neutralization
phases, due to the system lacking
the ability of autonomous Classifi-
cation and Identification, which
means the data first have to be recov-
ered and processed off-board at the
end of the search mission and before
the neutralization phase (Brown

et al., 2012).
® Neutralization: A mine is consid-

ered neutralized once its location

is defined so it can be avoided. In
case the platform cannot evade the
mine, other measures are adopted.

Those can include destroying

the mine, disabling its detonation

ability, or disabling its ability to
detect.

The work in this paper is concerned
with the Search and Identify phases,
without taking into account the sensor
specifics or the autonomous target rec-
ognition restrictions. Instead, it focuses
on optimizing the collaboration be-
tween multiple platforms. The Neutral-
ize phase is excluded as often a ROV,
rather than AUV, is used to properly
guide a disabling mechanism.

A typical multivehicle MCM mis-
sion configuration includes two types
of sensor packages: Search-Classify-
Map (SCM) and Reacquire-Identify
(RI) (Freitag et al., 2005). The SCM
relies on a coarse side-scan sonar allow-
ing faster speed during the searching
phase. The RI phase makes use of a
high-resolution sensor, such as multi-
beam sonar, that collects images for final
identification and decision making.
Often these two tasks are performed
by separate vehicles. The SCM or search
vehicle follows a lawnmower pattern,
while the RI vehicle relocates the target
and further examines it.

RP Loss in MCM Scenario

The limitation of using sepa-
rate vehicles for distinct tasks is not
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necessarily due to hardware restric-
tions. Modern vehicles can have
multiple sensors mounted on the
same platform. However, coordinated
position and task reconfigurability of
multiple networked vehicles is still
a big issue underwater. Using RPs
throughout the mission enables com-
munication between the AUVs and
thus allows for dynamic task realloca-
tion. This can aid higher resource uti-
lization in the network. On the other
hand, there is a trade-off with the
time spent for the platforms to travel
to RP. Evaluating and minimizing
this time loss is vital for the approach
to be applicable.

In order to schedule an RP, all
vehicles in the system have to agree
on the most convenient time and
location to meet. This is done mul-
tiple times throughout the mission,
and the intervals between RPs are
adapted based on the number of con-
tacts found. We divide the RP sched-
uling into two stages: (1) select the
time and (2) select the coordinates of
the RP. To minimize the vehicle trav-
eling time toward the RP, we want
to minimize the total number of RPs
and push the next point as far in time
as possible. On the other hand, we
want to give the system nodes reg-
ular chances to adjust future strategy
and provide updates to the operator.
It is useful to define a suitable time
interval that satisfies the opposing
demands by showing when the re-
source loss becomes prohibitive for
the mission.

The resource loss per vehicle is de-
fined as the time spent by each plat-
form to travel to the RP instead of
doing mission-related task. That is,
travel time from the point when the
vehicle stops its search function and
goes to the RP. Equation 1 gives this
relation by calculating what fraction

8 Marine Technology Society Journal

of the time window between RPs is

spent for reaching the RP:
x 1 1
x=(1-2),n>1
loss = vXgp 2 n
x 1
X—,n=

where x is the width of the search area,
n is the number of vehicles (the cases
and transformations relevant to 7 are
explained further), v is speed, and #p
is the time until the next RP. An im-
portant note is the reasoning behind
the choice to evaluate the loss per sin-
gle vehicle and per single RP interval.
First, a single platform loss gives flexi-
bility for reconfigurability throughout
the mission. Second, the single RP in-
terval evaluation, as opposed to total
mission time, comes from the fact
that all RP intervals vary, as they are
a function of the number and location
of contacts found during the search
phase. Therefore, the resulting loss
for adopting the RP approach will be
additive, but nevertheless each time
interval will be unique.

In order to apply Equation 1, some
assumptions are made: the area is
searched sequentially; the vehicles are
homogeneous and have the same
speed. Since the resource loss calcula-
tion is very dependent on the geom-
etry of the search area, Figure 1 gives
a graphical representation of the sce-
nario considered in this paper for
evaluating the RP approach. After de-
fining the favorable parameters for
minimizing the loss, some conclusions
can be drawn on when this approach
might not be applicable due to prohib-
itive losses.

The mission scenario considered
for the remainder of the simulations
in this paper is demining a strip near

the shore. Typically, the width would

be much smaller compared to the
length of the area. Another assumption
is that the vehicles will not be able to
cover the whole area before their batte-
ries are exhausted. The overall purpose
of the mission is to explore as much of
the area as possible, while having the
constraint of revisiting the detected
MLO:s.

In Figure 1, x and y are the dimen-
sions of the searched area in the simu-
lated scenario. The red circle on the
top left side pinpoints the starting po-
sition of three available vehicles. They
are all equipped with search (side-scan
sonar) and RI (multibeam) sensors and
can perform both SCM and RI tasks.
The first RP is predefined and the
speed of the vehicles is known, so
this can give a good idea of the location
of the next meeting point as well as the
area that will be covered by each plat-
form. Since the vehicles are homoge-
neous, all three search areas will be
equal (area,;,; = area, s = area,)s).

The right-hand side of Figure 1
gives an example of the continuation
of the mission after the first RP. At
the RP, all vehicles have shared the lo-
cation of the contacts they have en-
countered. The path and the required
time to revisit them have been calcu-
lated. A decision has been made that
one vehicle will be reallocated with
an RI task and follow all known con-
tacts (the route is drawn in red in Fig-
ure 1) and two platforms will continue
in search mode, but now with changed
area patterns.

Given the scenario from Figure 1,
the loss calculation from Equation 1
can be further clarified. Normally,
the AUVs would search in a lawn-
mower pattern, as shown in the first
vehicle’s search box (veh 1, left-hand
side of Figure 1). At the time of the
RP, this will bring the AUV either at

the far or close corner of its search



FIGURE 1

Rendezvous point approach: Left—starting point to first RP. Right—example scenario between two
RPs. (Color version of figures are available online at: http://www.ingentaconnect.com/content/mts/

mtsj/2016/00000050/00000002.)
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box, which will define the distance and
the subsequent resource loss to the RP.
However, the simulation is not opti-
mized to always position the nodes at
the near corner. To account for this,
the function in Equation 1 is adjusted
to be proportional to the number of
vehicles performing the search phase.
The special case when 7 = 1 is required
as otherwise it would result in loss = 0.
The current penalty for this case re-
sembles the loss of 72 = 2. With this cor-
rection, the calculation always assumes
the distance between the middle point
of the platform’s search area (on the
y axis, same as where the RP is) and
the RP point (this distance is noted
on both sides of Figure 1). The distance
penalty is proportionate and increases
when increasing the number of search
platforms. The loss calculation also de-
pends on the speed of the platforms—
the faster they are, the less time is
wasted to travel to the RP. And lastly,
the time to the next RP defines what
fraction of the total time will be used

for task-related purposes and what
part will be traveling to the meeting
point.

It is obvious that the longer the
time between the rendezvous, the
smaller fraction of the time will be
lost in traveling there. On the other
hand, there is a limitation on this
time depending on how often the op-
erator would need an update from the
network. To evaluate when the loss
becomes prohibitive or to define the
minimum time for RP, we have pa-
rameterized Equation 1, and the result
is shown on Figure 2. The graph pre-
sents the loss for a group of two and
three vehicles, respectively, for differ-
ent speed values, v, and width of the
searched area, x, while the RP time in-
terval and the length of the search area
are kept constant (RP= 1 h, y= 5000 m).
Then, in Figure 3, we have selected
favorable, but realistic, conditions—
3 vehicles, speed, 2 m/s and width of
2,500 m. The plot shows what per-
centage of the total time is lost if

we vary the time of the RP. This can
be used as a rule of thumb guidance
of the minimum time limit of the
next RP.

In the scenario we have selected in
Figure 3, RP between 1 and 2 h gives a
loss between 5% and 12% of the total
time. If this is considered unacceptable
by the operator, the time window can
be moved further in time. The calcu-
lations in the next sections adopt the
parameters used in Figure 3 (7 = 3,
x = 2,500 m, v = 2 m/s) and define
an RP interval of 1 h assuming there
is no other parameter to base the deci-
sion on. The scenario from Figure 1 is
used throughout all simulations for the
remainder of the paper.

RP Scheduling

and Analysis
Defining the lower boundary for

scheduling RP is useful when there is
no other information available. How-
ever, the main advantage of the RP
approach comes from the ability to
reallocate vehicle tasks based on the
information they have gathered during
the search.

For example, if we assume the sce-
nario from Figure 1, on the right, but
without utilizing the RP technique, at
the start of the mission two vehicles
will be performing search tasks and
they will send the locations of the de-
tected MLOs to the third vehicle that
is tasked with RI. However, if there is
no prior information about what num-
ber of targets to expect, the mission can
be completed with few detected MLOs
or with a very large number. In the for-
mer case, the RI vehicle will be idle
most of the time; in the latter, the mis-
sion will be incomplete with targets
observed only with low-resolution sen-
sor. This scenario was assumed as a
benchmark case and adopted in all
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FIGURE 2

Loss calculation for two vehicles (lines) and three vehicles (dots): different speed values and width of
search area (x), fixed RP time (1 h), and fixed length of the y dimension of searched space (5,000 m).
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simulations throughout the remainder
of this paper for comparison with the
RP approach.

A higher amount of the system re-
source could be utilized if the vehicles
are retasked adaptively according to
the number of detected contacts. Dur-
ing an RP, a decision is made whether

FIGURE 3

FIIIJ 1500 2000 2500 23000 23500 4000
Lenglh afl ®

there is a need to retask a search vehicle
into an RI vehicle and vice versa based
on how many detections were made
during the previous RP interval. There-
fore, the number of detected targets or
the time it takes for the RI vehicle(s)
to revisit them is the main parameter
that decides how to utilize the avail-

Loss of time resource (yaxis) vs. total time between RP (xaxis)—calculation based on Equation 1

(parameters used: n=3; x= 2,500 m; v=2m/s).
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able vehicles as well as how to schedule

the RP:
IRP :f(tRl + treaquire), [min, max] (2)

where #; is a calculation of the time
required for a single vehicle to travel
in an optimal path and visit all detected
MLOs to identify them. Additional
time for reacquiring the target locations
once the AUV is at the reported coor-
dinates and collecting high-resolution
sensory information was added by
the #caquire term. For more realistic cal-
culation, this parameter needs to be
adjusted depending on the mission
conditions and the platform sensors.
The [min, max] interval is derived by
using Equation 1 and Figure 3.

The second stage of scheduling the
next RP is the position estimation
of the vehicles at the time when they
will be advancing toward it. This cal-
culation is based on predicting the
vehicles” positions at the next #zp,, or
the area coverage of the search AUVs.
The Areage,,c, parameter in Equation 3
gives the area that will be covered by
the search vehicles in the time inter-
val between RPs. This calculation is
performed during the meeting at RP,
after the following RP time is defined
by Equation 2. The position of the
search vehicles coincides with the
y-axis from Figure 1, where the RP is
positioned.

Areagearen = v X SW X frp X 0SS X 7

(3)

where v is speed of a vehicle, sw is
swath width of the vehicle’s sensor,
trp is time until next RP, loss is the re-
source waste for traveling to RP using
Equation 1, and 7 is number of AUVs.
However, since all platforms are as-
sumed to be of the same type, at time



trp, all nodes will be aligned at the
same y coordinate in the search space.
Therefore, the location of the RP is the
middle of the width of the search area
at this y coordinate, as seen in Figure 1.
Equation 3 accounts only for the posi-
tions of the search vehicles. The RI
vehicles follow the shortest path be-
tween the contacts they will be revisit-
ing and reach back to the current RP.
The advancement over the y-axis made
by the search vehicles has not been
considered for the RI vehicles.

These relations were used to
explore the gains of network re-
configurability by applying the RP
approach. The steps used in our sim-
ulation are summarized in the pseudo
code in Algorithm 1, as well as the
rule-based decision making for how
many platforms to employ search and
RI tasks.

Atline 3, the first RP is predefined.
It is assumed that no prior information
is available at the start of the mission;
hence, the RP time is solely driven by
the loss calculation or given the mini-
mum value from Equation 2. The sim-
ulation runs until the mission_time
or the sum of the RP time windows
exceeds a predefined threshold. This
threshold was selected as a percentage
of typical battery capacity of an AUV
—70% of 10 h (line 7). Depending
on the selected parameters, the aver-
age resource loss and search area are
calculated (lines 8 and 9). Once all
platforms reach the first RP, they will
share information about the detected
targets. Communication at RP is as-
sumed available. The MLOs are simu-
lated by generating a random number
of targets, limited in number, and
with locations constrained within the
area that have been searched in the
time window (line 10). The shortest
path to revisit them is then calculated
(line 11).

ALGORITHM 1

Dynamic allocation of vehicle tasks and RP.

1: procedure SCHEDULE RPs

% min_int + min loss limit from Graph 4

3 tgp = minnt + assign time for first RP
1 1 ¢ number search vehicles

B

targets =0
6 mission_lime = lpp
T while mission_time < threshold do
& Calculate loss using Equation 1
o Caleulate search area using Equation 3
10: targets = +new_targ + generate MLOs for RI (applied limit tgy < min_int*3)
11: Ly + caleulate BT time (Nearest Neighbor)
12: if (tpy > min_int + 3) then
13: break
11: else
15: if gy € [min_int;min_int + 2) then
16 trp = tgt
17: n=n-—1
18: targets = 0
19: else
20 if tgy € |min_int * 2;min_int * 3) then
21: tep =tpt[2
22: n=n-2
2% targets = ()
24 else
25: tpp = min_int
26 targets = new_targ
27 end if
28; end if
20: mission time = +igp
30: end if
31 end while

The decision making on when to schedule the next RP and how many vehicles
to send is given between lines 12 and 30. Simple rule-based logic is used. If the
RI time falls in the interval between min_int and 2*min_int (linel5), the time for
the next RP is selected as the time it will take an RI vehicle to check all targets, the
search vehicles are reduced by one and the targets in the searched area are consid-
ered identified. In case the time for the RI task exceeds the 2*min_int limit - line
20 (due to too many targets), then two vehicles are tasked to perform the RI task
and the time for the next RP is half of the RI time. The number of search vehicles is
reduced by two, and also all targets are considered identified. In the case when the
RI time is below the min_int threshold, it is better to leave the targets unidentified
until the next RP cycle. The advantage is that all vehicles will perform search rather
than one vehicle tasked with RI and then being idle for portion of the time. The
disadvantage is that, on the next cycle, when there are enough targets to identify,
the path to travel will be longer. In the next section, this trade-off is explored fur-
ther. Lines 12 and 13 ensure that the simulation will be terminated in the case that
more than two RI vehicles are required to identify the contacts from the previous
RP interval.

Results

The function from Algorithm 1 was used in a MATLAB simulation to evaluate
the performance of the RP approach when variable numbers of MLOs are de-
tected. This assumes the case where no prior intelligence is available about the
expected number of contacts, and thus, the mission operators would be unable
to manage the resources in the system offline.

The aim of this work is to show how applying the RP method gives the op-
portunity for the system to adapt to an unexpected and varying need for retasking
the vehicles. On the other hand, a benchmark scenario was designed where the
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vehicles’ functionality is predefined, as
would be the case if no autonomy was
implemented. Our expectations were
that the results would show such archi-
tecture makes the system rigid and in-
efficient. To represent this base case,
at the start of our simulated missions,
from the total of three vehicles, to
match the RP case, two AUVs were
designated to perform search and one
was tasked with identifying a detected
contact. The reason to put more vehi-
cles in search was that the objective of
the mission is to maximize the overall
search area. The advantage here is that
there is no loss introduced from regu-
larly traveling to a meeting point as
when the RP method is applied. The
benchmark case assumes that the vehi-
cles have the ability to broadcast target
locations continuously throughout the
duration of the mission with no colli-
sion or message loss.

Figure 4 shows three graphs, each
representing simulation results with
different numbers of detected targets.
At the top is a scenario with low num-
ber of targets (0-10 generated targets
per RP window), the middle graph
shows average number of targets (0—
20 per RP), and at the bottom is a
large number of simulated contacts
(0-30 per RP). The choice of target
number intervals is somewhat arbi-
trary, as this parameter is not based
on literature or experiments. Since
this variable is hard to determine, we
have adopted these intervals based
on the load that would be generated
within the assumed system resources.
Thus, each graph shows results for
100 repetitions of Algorithm 1 where
the randomization of number and loca-
tion of MLOs accounts for variability
in losses and gains in the system.

The graphs in Figure 4 show the
total area searched by the vehicles
(depicted on the y axis) throughout

FIGURE 4

Comparison between the RP and benchmark
approaches applied to MCM mission by plot-
ting the search area gained by each method.
The three graphs show how the results change
when the number of targets increases: top
graph gives a simulation with low number of
targets (0 to 10), middle one doubles the
targets (0 to 20), and bottom graph shows a
cluttered environment (0 to 30 contacts per
RP window).
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the available mission time (shown in
minutes on the x axis). The scattered
black dots are full mission simula-
tions with the RP approach applied,
while the red dots are simulations
with designated vehicles tasks or the
benchmark case. It is essential to clarify
that the mission time per simulation

is defined by the RP approach, as de-
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scribed in Algorithm 1 on line 7, and
then this limit is applied to the bench-
mark case, where the same input of
target distribution and number is used
to calculate the overall area searched
by this architecture. This creates a pair
of RP and benchmark case simulations
that give a comparable output as all in-
puts are the same. In Figure 4, there are
100 pairs in each graph, which allow an
evaluation of the loss or gain of apply-
ing the different methods, even though
multiple variables are present in the
simulations, such as number and loca-
tion of the targets, as well as mission
duration.

It can be seen on the graphs that
in all cases the red dots follow a linear
relationship—the more mission time
available, the larger area is searched.
On the other hand, the black dots are
scattered below and above this red line,
showing lower resource utilization if
they are below the red line and higher
if they are above.

As expected, in the example of
fewer targets (top graph in Figure 4),
most of the simulations show better
performance for the RP approach,
which allows for function reconfigur-
ability, compared to the case of prede-
fined tasks for the AUVs. The reason
is that the RI vehicle from the bench-
mark mission is being idle for the ma-
jority of the time, as there are not
enough targets to fill its schedule. On
the other hand, the third vehicle in the
RP simulations is performing a search
function during most of the RP win-
dows as there were not enough targets
found to justify the RI task. It can be
observed that with increasing the num-
ber of targets, the advantage of the RP
is lost due to multiple vehicles tasked
with RI throughout the mission. How-
ever, in the case of a cluttered envi-
ronment with many contacts present,
the vehicles from the benchmark case



are not able to revisit all detections
as only one vehicle is tasked with RI,
and its resources are not enough. The
comparison between the two ap-
proaches in their ability to revisit and
identify the contacts has been analyzed
further in this paper, and simulation
results are available in Figure 7.
Figure 5 compares the distribu-
tion of the search resource in the RP
and benchmark case. The y axis gives

FIGURE 5

Comparison between the RP and benchmark
approaches by giving the average number of
search vehicles used per mission. The graphs
show the decreasing availability of search
resource (top to bottom) in the RP case by
increasing the number of detections in the
simulations.
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the average number of search vehicles
utilized per simulation, and the x axis
provides the simulation number.
Since the base case is constantly using
two search vehicles, regardless of the
mission circumstances, there are 100
equally spaced black dots at y = 2
for every simulation number on all
three graphs. When RP is applied,
the search platforms change their
number at every RP window depend-
ing on the available MLOs, as some-
times the RI vehicles can account for
0, 1, or 2 of the total number of ve-
hicles (Algorithm 1, lines 15-28).
Each data point from the blue lines
in Figure 5 corresponds to the aver-
age number of search vehicles utilized
throughout each simulation.

This result can be correlated with
the graphs in Figure 4, explaining the
higher search area covered in the case
when less vehicles are tasked with RI
(top graphs in both figures where less
targets are found) and thus the aver-
age search platform number is much
higher. The bottom graph in Fig-
ure 5, where the RP network of ve-
hicles had to adapt to a large number
of targets, shows that in a proportion
of the simulations less than two vehi-
cles on average were available for the
whole mission. This can explain the
majority of black scattered dots mov-
ing toward the bottom right corner
in the third graph of Figure 4. This
is the undesirable situation when more
time spent at the MCM mission yields
less area searched.

On the other hand, even in the un-
favorable event of encountering many
targets, the RP guarantees that all de-
tections are revisited. The approach
was built with this core objective in
mind and it defined a condition driv-
ing the whole decision process in Algo-
rithm 1. For the benchmark case, some
contacts were not revisited as the RI

vehicle resource would not be enough.
This is another advantage for the base
scenario, together with the unlimited
communication mentioned earlier,
which makes its results to look more
favorable. However, the objective to
provide high-resolution images of all
MULO:s is violated in the benchmark
case and thus making the RP approach
show more pessimistic results than it
would in a fair comparison. The Rl suc-
cess rate for both methods is further
analyzed in the next section.

Analysis

In order to give a more suitable rep-
resentation of the outcomes showing
the efficiency gains and losses of the
RP method, Figure 6 displays the
same data as used to present results in
Figure 4, but in a different format. To
achieve a better visualization to distin-
guish between the different approaches,
the benchmark case data points were
rotated and translated to coincide with
the x = 0 axis and plotted as a red line.
Then, the difference between the area
searched by using RP and benchmark
was calculated. This emphasized the
discrepancy in overall area between
the RP and base case pairs. To capture
the dynamics of this variation, these
pairs were further sorted in a descend-
ing order, which resulted in the blue
plotted line on all graphs in Figure 6.
Such result representation is easier to
evaluate by clearly differentiating how
likely it is for the RP approach to be
beneficial. Above the red line or the
zero of the y axis, the RP approach
gains additional search area even though
the vehicles waste time resource for
multiple meetings. If the blue line is
below the red one, then the simulation
instance results in a loss of search area.

In the top graph of Figure 6, show-

ing results from a search with low
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FIGURE 6

Normalized and sorted simulation results
comparing the gain of search area achieved
by applying RP and base case. The top graph
gives a simulation with low number of targets
(0to 10), middle one doubles the targets (0 to
20), and the bottom graph shows a cluttered
environment (0 to 30 contacts per RP window).
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number of contacts, the RP gives a sig-
nificant gain over the benchmark case
in the majority of the simulations, even
though the loss for vehicles meeting is
accounted for. It is obvious that this
is the most advantageous situation to
apply RP.

The middle graph gives the result-
ing area search difference when dou-
bling the number of targets from the
previous case. Now it is visible that
the majority of the blue line is under

FIGURE 7

Normalized and sorted simulation results
comparing the time required to reacquire and
identify (RI) all detected contacts for applying
RP versus the benchmark case. The top graph
gives a simulation with a low number of tar-
gets (0 to 10), the middle one doubles the tar-
gets (0 to 20), and the bottom graph shows
a cluttered environment (0 to 30 contacts per
RP window).
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the red line; i.e., most simulations
indicate a loss to the system when
applying the RP. However, a large
part of the simulation points fall very
near the red line. In about 40% of
the simulations, the results are within
0.2 km? of total search area. This ac-
counts for about 3 to 4 min of a single
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vehicles operation time, according
to Equation 1. This shows that, half
of the time, the RP approach is almost
indistinguishably as good as the
benchmark case. However, it adds the
operational advantages discussed in
Section 4 for system monitoring and
periodic data gathering.

The final graph presents a state
when there is an extensive number of
contacts simulated during the mission
and shows the expected undesirable
results from the RP approach—a lot
of resources would be spent on relocat-
ing these contacts, and this will add to
the time loss brought from the regular
meetings. In reality, most of the con-
tacts would be FAs. Environments
that are characterized by many FAs
in the vehicle sensor, such as rocky
sea bottom, are unfavorable for the
RP approach. It can be seen on the
graph that only very few data points
have the blue line above the red, and
in the majority of the cases this ap-
proach brings loss. In addition, the
loss propagates to significant difference
in search area, in the order of 1.5 km?
and above, for the 30% of the cases.

So far, only the search resource in the
system has been analyzed. Figure 7 gives
an insight how the benchmark and RP
approach spend their RI resources. The
x axis on all graphs is the simulation
number and the y axis measures the
time it would require to spend in RI
phase per mission. In order to make
the comparison clearer, the results of
the 100 repeated simulations were
sorted in a descending order. The red
line is the mission time (different for
each iteration of the algorithm). The
blue line follows the benchmark results,
and the green line follows the corre-
sponding RP results. It is clear that
the benchmark case always uses less
resources compared to when RP is ap-
plied (the blue line is always below the



green line). This comes from the fact
that the RI vehicles in the RP simula-
tions have to go back to each contact
location only after its route is defined
at the meeting point, which adds a
time overhead. On the other hand,
the benchmark case assumed perfect
communication, so the two search ve-
hicles can instantly send their contact
locations and the RI vehicle can select
the shortest path without delay.

In all the cases when the bench-
mark is above the red line or the
limit of the mission time, some con-
tacts remain unidentified, as the RI
resource is not sufficient. This is evi-
dent in the bottom graph where the
majority of the simulations result in
contacts requiring extra RI time. On
the other hand, the RP approach adap-
tively reallocates part of its resource
from search into R, resulting in more
than one RI vehicle per mission on
average, as can be seen in Figure 5.
Therefore, all contacts are identified
by the end of the mission. This flexi-
bility gives an advantage to the RP ap-
proach that can surpass the overall loss
of time to meet and the reduced total
search area.

A disadvantage of the RP in relation
to the RI resource is that the contacts
are always revisited after a meeting
point. This results in a delayed reac-
tion, and the current simulation does
not allow for the contacts from the
last RP interval to be revisited (as the
algorithm terminates once the mission
time reaches the selected threshold—
line 7 in Algorithm 1). This is an over-
sight of the approach, but it does not
violate the conclusions made in this
paper, as both the benchmark and the
applied RP simulations disregard these
contacts. In a real MCM or experimen-
tal setting, where revisiting the contacts
is crucial, this can be easily amended
by setting the last RP interval to force

each search vehicle to perform the RI
task for its contacts before it goes
back to the mission end point. This,
however, would not contribute to the
current evaluation and was not in-
cluded in the simulations.

Conclusion and

Future Direction

This paper has presented the idea of
adaptive scheduling of RPs for MCM
application with AUVs. The benefit
of using RP is that the vehicles can
be utilized at a constant rate indepen-
dent of the number of targets detected
throughout the mission. In contrast,
when adopting a typical configuration
where the functions of search and ID
vehicles are separated from the start
of the mission, the overall time to
achieve the same result could be signif-
icantly increased if there are large num-
bers of MLOs or the ID vehicle could
be underutilized if their number is low.
The conventional approach thus be-
comes less efficient compared to the
presented RP method.

This work can be improved by
relaxing or refining some of the as-
sumptions which forced pessimistic
calculations, such as adjusting the
position of the search vehicle when
calculating the loss and the time re-
quired for reacquiring a target. An-
other important change would be
allowing different kinds of vehicles
with varying speed and sensors that
will add diversity to the simulation
and make it more realistic. Finally, re-
laxing the assumption of sequential
search allows for the use of a probabi-
listic model of selecting which area to
be given priority for exploration and
which one needs a repeated coverage.
This also calls for more sophisticated
decision making, such as using Markov
processes.
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Introduction

utonomous underwater vehicles
(AUVs) are submarine robots that are
able to carry out ocean sampling cam-
paigns (Curtin etal., 1993), bathymet-
ric data collections (Grasmueck et al.,
20006), and military and security exer-
cises in unstructured environments
(Paull et al., 2014). Accurate point-to-
point guidance of an AUV (i.e., naviga-
tion) as well as precise knowledge of its
position within a 3-D domain (i.e., lo-
calization) are mandatory (Paull et al.,
2014). Despite the AUVs are being
developed since the 1970s, the cur-
rent navigation and localization tech-

ABSTRACT

Autonomous underwater vehicles (AUVS) use secondary velocity over ground
measurements to aid the Inertial Navigation System (INS) to avoid unbounded drift
in the point-to-point navigation solution. When operating in deep open ocean (i.e.,
in blue water—beyond the frequency-specific instrument range), the velocity mea-
surements are either based on water column velocities or completely unavailable. In
such scenarios, the velocity-relative-to-water measurements from an acoustic
Doppler current profiler (ADCP) are often used for INS aiding. ADCPs have a blank-
ing distance (typically ranging between 0.5 and 5 m) in proximity to the device in
which the flow velocity data are undetectable. Hence, water velocities used to aid the
INS solution can be significantly different from that near the vehicle and are subjected
to significant noise. Previously, the authors introduced a nonacoustic method to cal-
culate the water velocity components of a turbulent water column within the ADCP
dead zone using the AUV motion response (referred to as the WVAM method). The
current study analyzes the feasibility of incorporating the WVAM method within the
INS by investigating the accuracy of it at different turbulence levels of the water
column. Findings of this work demonstrate that the threshold limits of the method
can be improved in the nonlinear ranges (i.e., at low and high levels of energy);
however, by estimating a more accurate representation of vehicle hydrodynamic
coefficients, this method has proven robust in a range of tidally induced flow con-
ditions. The WVAM method, in its current state, offers significant potential to make a
key contribution to blue water navigation when integrated within the vehicle’s INS.
Keywords: water column velocity, INS, autonomous underwater vehicles (AUVS),
acoustic Doppler current profilers (ADCPs), WVAM

niques need improvement, particularly
for blue water operations (Hegrenas &
Berglund, 2009).

Inertial navigation is one of the key
navigation techniques used by AUVs
where the rotational and translation
accelerations of the AUV are deter-
mined using the Inertial Navigation
System (INS) sensors. Inertial naviga-
tion is most effective when the acceler-
ation solution from the INS is aided
with the velocity over ground mea-
surements from a bottom-tracking

Doppler Velocity Logger (DVL) or a
GPS. An INS determines the position,
velocity, and orientation of the vehicle
using the data from inertial measure-
ment units (IMUs) relative to iner-
tial space. Due to inherent errors, the
INS navigation solution will have an
unbounded drift unless counteracted
with the speed over ground velocity
estimates (Hegrenzs & Hallingstad,
2011). The DVL bottom track, where
the velocity relative to the ground is de-
termined from the Doppler frequency
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shift of soundwaves reflected off the
seabed, is commonly used for this pur-
pose. This technology is limited by
frequency-specific penetration of tens
to hundreds of meters through the
water column (Hegrenaes et al., 2008).

In blue water, specifically during
deep descents/ascents, operating in
the mid-water zone and over rough
bathymetry, DVL bottom track data
may be intermittently or completely
unavailable (Hegrenaes et al., 2008).
In such cases, as illustrated in Figures la
and 1b, an alternative approach is to
use the DVL water-tracking mode,
that is, acoustic Doppler current pro-
filer (ADCP) mode, in conjunction
with a real-time current estimation
methods to aid the INS navigation so-

FIGURE 1

lution (Hegrenzs & Berglund, 2009).
This method has proven to produce
better navigation solutions and less
free inertial drift compared to systems
utilizing INS alone; however, they are
inherently susceptible to instrument
noise (Hegrenas & Berglund, 2009).

In addition to instrument noise,
ADCPs or water-tracking DVLs have
a blanking distance (i.e., a dead zone)
in proximity to the device in which the
flow velocity data remain unresolved
(Simpson, 2001). The blanking dis-
tance can typically span from 0.5 to
5 m from the vehicle depending on the
sampling frequency and selected bin
size of the instrument (see Figure 1a).
Therefore, the water velocity used
to aid the INS navigation is at least

(@) An AUV descending to a test site in blue water where the bottom track velocities of the vehicle
are unavailable to the INS since the DVL beam span is unable to reach the seabed. (b) DVL is
incapable of providing continuous bottom-track velocity measurements when traveling over

rough bathymetry.
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0.5 m and sometimes even up to 5 m
from the vehicle resulting in an uncer-
tainty of the water velocity near the ve-
hicle. This can induce error and cause
adverse effects on the navigation and
localization solutions.

The authors previously introduced
a nonacoustic method to calculate the
water velocity components of a tur-
bulent water column using the AUV
motion response without the aid of
an ADCP referred to as the WVAM
method (Randeni et al., 2015b). In
this method, the water velocities are
determined by comparing the motion
response of the vehicle when operating
within turbulent and calm water en-
vironments. A key advantage of the
WVAM method is that it is able to es-
timate the flow velocities at the vehi-
cle’s center of buoyancy; however,
the authors indicated that the accuracy
of the WVAM method might vary
with the intensity of the measuring ve-
locity components (Randeni et al.,
2015b). That is, the precision of the
water velocity measurements from a
highly turbulent environment with rel-
atively large velocities may be different
than those of low turbulence con-
ditions with lower velocities. The re-
maining unanswered question was
whether the WVAM method is able
to measure low and high flow velocities
that are likely to be encountered in
blue water conditions.

In this context, the current work was
conducted as a feasibility study to find
the threshold limits by investigating
the variation of the WVAM method’s
accuracy in varying turbulence levels
in the water column through field de-
ployments in a river estuary that exhib-
its strong tidal currents up to 2 m s
The uncertainty of the method was cal-
culated based on a direct comparison
with velocity measurements obtained

from the AUV’s ADCP at different



stages within the tidal cycle. Additional
steps to improve the applicability of the
WVAM method for blue water navi-
gation are also discussed.

Methodology
Instruments

A Gavia-class modular AUV
was used to test the WVAM method
(Randeni et al., 2015a), with the vehi-
cle configured to an overall length of
2.7 m, diameter of 0.2 m, and a dry
weight in air of approximately 70 kg
(see Figure 2a). The modularized vehi-
cle in the tested configuration consisted
of a nose cone, battery, GeoSwath inter-
ferometric sonar, 1,200-kHz Teledyne
RDI ADCP/DVL, Kearfott T24 INS,
and control and propulsion modules,
as shown in Figure 2b. The ADCP
module of the AUV included two
4-beam ADCPs arranged in a vertical
plane to make both upward- and

FIGURE 2

downward-oriented velocity measure-
ments (see Figure 2¢). The ADCPs
were set to profile the 9.94 m of water
column in 0.5-m range bins so that the
three directional water velocity compo-
nents in the vehicle’s body-fixed coor-
dinate system are measured in each
bin. Adjacent to the transducers (both
above and below), there was a blank-
ing distance of 0.44 m, as shown in
Figure 2¢. The maximum uncertainty
margin of the DVL in measuring the
speeds over ground is +0.03 m s
(Hildebrandt & Hilljegerdes, 2010).
The Kearfott T24 INS together
with the ADCP/DVL module mea-
sured the orientation, velocities in 6 de-
grees of freedom (6 DOFs), and the
position of the AUV. The depth of
the vehicle was obtained from the pres-
sure sensor on-board the AUV. These
sensor measurements were recorded
in the vehicle log at a frequency of
0.87 Hz. The percentage uncertainty

(@) Omarama Primary School (Lake Ohau, New Zealand) students inspecting the Gavia, the mod-
ular AUV that was utilized to test the WVAM method; (b) the tested configuration of the vehicle; and
(c) the body-fixed coordinate system (origin at the center of buoyancy—marked by the circle)
showing the ADCP beam geometry.
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of the pressure sensor is 0.1% giving
a depth rate uncertainty margin of
£1.0 x 107" m s”" (Hildebrandt &
Hilljegerdes, 2010). The respective
uncertainties of the INS in providing
the pitch and yaw rates of the AUV
are £7.96 x 107 and +1.60 x
10

rad s~
rad s\,

Site Description

The objective of this study was
to determine the accuracy of the
WVAM method in different flow con-
ditions in order to assess the feasibil-
ity of using the method for blue water
AUV navigation. To achieve this, the
WVAM method was tested in the
Tamar estuary near the Batman Bridge
(see Figures 3a and 3b), located in
Tasmania, Australia. Due to the prox-
imity to the open sea and the flow con-
striction of the river bed, the Tamar
estuary exhibits strong tidal currents
with maximum flow velocities of up
t02.5ms " (see Figure 3c).

Nine AUV runs were conducted
along the track line shown in Figure 3b.
The first five were conducted on April
14, 2015, and the last four were con-
ducted on April 15, 2015. Runs 1-3
and 6-9 were conducted during slack
water as shown in the tidal curve
given in Figure 4. The velocity of the
tidal currents during the first runs on
each day (i.e., Runs 1 and 6) was ap-
. Due to the de-
velopment of the strong flood tide, the

proximately 0.25 m s

flow speeds increased rapidly during
the subsequent runs on each day.
Runs 4 and 5 were carried out at par-
tially and fully developed flood tide
conditions with strong tidal currents
(around 2 m s7).

WVAM Method

For the WVAM method (Randeni
et al., 2015a, 2015b), the AUV needs
to undergo a straight line, constant
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FIGURE 3

(a) The experimental field site in Tasmania, Australia (inset). (b) The Tamar estuary with a bidirec-
tional arrow representing the AUV track. (c) Due to the proximity to the open sea and the flow
constriction of the river bed, the site exhibited strong tidal currents.

depth trajectory through the region
where the water column velocities are
to be measured. Typically, when an
AUV is operating in an environment
with fluctuating water velocities, the
forces and moments induced by these
velocities can interrupt the control sta-

FIGURE 4
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bility and change the vehicle speed,
depth, pitch, and yaw angles from
the desired values. In order to compen-
sate for such changes in performance,
the vehicle’s control system adjusts
the revolution speed of the propeller
and the angles of the four control sur-

The water level relative to the mean sea level (MSL) observed on April 14 and 15, 2015, with the
periods that the AUV runs were conducted indicated by filled diamond markers.
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faces. In response to these adjustments,
the motion of the AUV will change in
order to return the AUV to the pre-
scribed mission track unless the pro-
peller and the control surfaces are
unable to compensate for the external
forces (Kim & Ura, 2003).

The WVAM method uses the com-
pensation commands given by the vehi-
cle’s control system to the propulsion
motor and control surfaces as recorded
in the vehicle log and executes these
commands within a simulation model
representing a calm water environment.
Since there are no disturbing forces due
to flow variations in calm water condi-
tions, the simulated vehicle motion will
be different than the actual motion.
The difference between the two motion
responses provides an estimation of the
absolute water column velocities in the
body-fixed coordinate system.

Equation 1 gives a generalized form
of the water velocity calculation used

within the WVAM method:

Uwater(r) — VAUV (turbulent)(z) — YAUV (calm) ()

(1)

where 7,
the surrounding water column relative to
the earth in the body-fixed coordinate

system (see Figure 2c¢), EAUV(

is the velocity component of

turbulent)
is the velocity component of the

AUV observed in the turbulent envi-

ronment, and v AUV( is the velocity

calm
component obtained fzrom the calm
water simulation when the control
commands recorded during the field
tests were simulated. Subscript 7 in-
dicates the time step. To estimate the
water velocity component along the
x, 9, and z axes, 7 is replaced with
the surge, sway, and heave velocity
components (i.e., %, v, and w) of the
vehicle in the body-fixed frame of ref-
erence, respectively.



Simulation Model and
Hydrodynamic Coefficients

The simulation model of the Gavia
AUV was developed to reproduce
the vehicle’s trajectory within a calm
water environment in response to the
time series of the control commands.
It requires an accurate approximation
of the associated hydrodynamic coef-
ficients (i.e., a representation of the
forces and moments acting on the ve-
hicle at different orientations, veloci-
ties) to adequately predict the motion
of the AUV. Generally, the forces and
moments acting on submerged bodies
in 6 DOFs are highly nonlinear (Lewis,
1988). For example, the vertical hydro-
dynamic force acting on an AUV var-
ies linearly with its pitch angle up to
a value of around +8°, beyond which
it becomes nonlinear (Randeni et al.,
2015a). Similar threshold values exist
for other hydrodynamic forces and
moments transiting between their re-
spective linear and nonlinear rangers.
Therefore, the hydrodynamic coeffi-
cients estimated for the linear ranges
are only valid up to a certain threshold
value (Lewis, 1988).

During the initial development of
the WVAM method, a basic curve fit-
ting method was utilized to determine
the hydrodynamic coefficients due to
its relative simplicity (Randeni et al.,
2015a). The coefficients obtained from
this method were limited to small angles
of incidence (i.e., generally below 8°) re-
stricting them to the linear range. When
an AUV operates in turbulent environ-
ments, its pitch and yaw angles typically
fluctuate around the baseline values.
The magnitude of these fluctuations in-
creases with increasing levels of turbu-
lence due to the inability of the AUV’s
control system to compensate for the
severe disturbance forces (Kim & Ura,
2003). Therefore, in extremely turbu-
lent water columns, these fluctuation

angles will be greater than +8°. Thus,
a simulation model that is limited to
linear hydrodynamics data is unable
to adequately replicate the motion of
the vehicle in extreme environments.

Results and Discussion
Validation of the WVAM Method

Figures 5a, 5¢, and 5e illustrate the
variations of the ADCP-measured

FIGURE 5

water velocity components (i.e., veloc-
ities in x, ¥, and z directions, respec-
tively) with the vertical distance from
the AUV. Figures 5b, 5d, and 5f pres-
ent the respective flow velocity com-
ponents estimated with the WVAM
method. The velocity data shown in
Figure 5 were recorded during Run 1
(i.e., when the AUV was moving
with the predominant tidal currents).
As seen, the WVAM velocity estimates

Panels a, ¢, and e illustrate the ADCP-measured variations of the water column velocity components in
X, ¥,and z directions (respectively) with the vertical distance from the AUV. The respective flow velocity
components estimated by the WVAM method are presented in Panels b, d, and f. The illustrated ve-
locity data were obtained from Run 1 when the AUV was moving with the predominant tidal currents.
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well correlate with the ADCP measurements, especially around the bins closer to
the vehicle.

The uncertainty of the water velocity measurements from the WVAM method
compared to the ADCP results was quantified using Equation 2 that approximates
the standard error (SE) with a percentage confidence of 99.7% (Devore, 2011).

e — _ 2
Z(Uwater(ADCP) - Vwater(WVAM))
SE= 2\ F]
NG n

(2)

where Zyqier(apcp) is the water velocity measured using the ADCP, Zyqer(wvam) is
the water velocity calculated using the WVAM method, and 7 is the number of
time steps. The SEs for the velocity components in the x, y, and z directions for the
first run were +0.068, +0.017, and +0.045 m s™', respectively. These numbers
represent the difference between WVAM and ADCP velocity predictions in
each of the three directions, with the greatest error seen in the x direction.

It is evident from these plots that the WVAM method provides a good repli-
cation of the flow velocities measured using the onboard ADCP. Since the vehicle
was moving with the predominant tidal flow direction, a positive water velocity
along the x direction is seen in Figures 6a and 6b. The negative water velocity
component in the y direction (Figures 6¢ and 6d) indicates that the transverse
flow direction is from northeast side to southwest. Although the transverse
water velocity does not follow the ADCP velocity trend for some periods, the
averaged velocities are in favorable agreement. However, further studies will be
conducted to investigate the reasons for this. The best replica between the
WVAM and ADCP velocities is seen in the vertical velocity component. The larg-
est mismatches in the vertical velocities are seen at the peaks. The hydrodynamic
coefficients of the simulation model estimated using the basic system identifica-
tion method were only valid for small angles of incidence of the vehicle, where the
coefficients are in their linear ranges. Therefore, as the yaw and pitch angle fluc-
tuations become larger, the accuracy of the simulation model decreases, adversely
affecting the WVAM velocity prediction (Randeni et al., 2015a). The disparity at
peaks of the vertical velocity component is due to the hydrodynamic coefficients
exceeding their linear ranges causing a reduction in the accuracy of the simulation
model.

A recent study (Green, 2015) compared the water velocity measurements ob-
tained from the Gavia AUV’s onboard ADCP with a stationary ADCP moored to
the seabed. This investigation was carried out in the same test location (i.e., Tamar
estuary) with the same Gavia-class AUV as used in this study. Green (2015) found
very good agreements between the AUV-mounted and stationary ADCP measure-
ments. In addition, the stationary ADCP data set was used to validate estimates
with the WVAM for a period when the AUV was in close proximity to the moored
ADCRP. Similar to the findings from the AUV-ADCP and stationary ADCP com-
parison, the velocities between WVAM and stationary ADCP showed a good
agreement with differences of 0.05, 0.08, and 0.01 ms™" for the respective velocity
components in the x, y, and z directions (see Figure 6).
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FIGURE 6

Comparison of the horizontal water velocities
obtained from the WVAM method, stationary
ADCP, and the AUV-fixed ADCP; modified
from Green (2015).
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Accuracy of the WVAM Method
With the Level of Turbulence

Runs 1-3 and 6-9 were conducted
in lower turbulent environments, with
avertical water velocity range of around
~1to 1 ms compared to the Runs 4
and 5, which were at vertical water ve-
locity range of -2 to 0.5 m s™'. Due
to the developing flood tide, the level
of turbulence increased gradually
with each run. The averaged fluctua-
tions of the vehicle’s yaw angle, pitch
angle, and surge speed from the tar-
get values are given in Table 1. If the
AUV’s control system is capable of
guiding the vehicle accurately along
the prescribed path in turbulent envi-
ronments, these values would be close
to zero. As seen from Table 1, the fluc-
tuations have raised with the increas-
ing level of turbulence.

The SEs of the WVAM water
velocity predictions compared to the
ADCP measurements for each run
are presented in Table 1 and Figure 7.



TABLE 1

SEs of the water velocity components determined from the WVAM method compared to the onboard ADCP measurements and the associated
averaged deviations for the prescribed parameters.

SE Averaged Deviation From the Prescribed Value
Yaw Angle Pitch Angle Surge Speed
Run Number u v w (Degrees) (Degrees) (ms™)
1 0.068 0.017 0.045 +1.5 +3.6 +0.2
2 0.029 0.153 0.075 +17.4 +7.1 +0.6
3 0.041 0.095 0.108 +3.5 +7.5 +0.7
4 0.063 0.061 0.241 +2.8 +9.2 +1.6
5 0.035 0.079 0.191 +5.6 +9.7 +1.6
6 0.042 0.063 0.052 +3.1 +3.1 +0.1
7 0.048 0.058 0.067 +2.6 +6.4 +0.3
8 0.025 0.104 0.092 +14.5 +7.4 +0.4
9 0.054 0.082 0.097 +5.8 +7.5 +0.6

The uncertainties of the vertical and
transverse water velocity estimates
increase with the averaged fluctua-
tions of the pitch and yaw angles, re-
spectively. For example, in Run 2, the
averaged deviation of the yaw angle is
around +17°, and the SE of the trans-
verse velocity prediction is much larger
than for Run 1 (i.e., 0.153 m s ).
Run 1 has a smaller deviation of the
yaw angle of around +1.5°, which re-
sults in a much smaller uncertainty in
the vicinity of 0.017 m s™'. A similar
outcome is seen in the vertical water

FIGURE 7

velocity component. In Run 9, the
averaged deviation of the pitch angle
is +7.5° giving an SE in the vertical
water velocity prediction of around
0.1 m s_'. However, in Run 6, the
deviation of the pitch angle is compar-
atively lower at +3.1° resulting in a
smaller SE for the velocity of around
0.05 m s~'. Although the tides were
not fully developed during the Runs 2
and 8, the yaw angle deviations are rel-
atively higher. This could be as a result
of a strong crosscurrent acting on the
vehicle at the particular water height.

The variations of the WVAM method’s SEs with the averaged fluctuations of the vehicle surge
speed and yaw and pitch angles from the prescribed values. The water velocity components in
X, y, and z directions correspond with the surge speed, yaw angle, and pitch angle, respectively.
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Generally, an SE between the ADCP
and WVAM that results up to 0.1 ms™'
is acceptable as the uncertainty of the
measurements from an AUV-mounted
ADCP is of similar magnitude (Fong
& Jones, 2006). The threshold aver-
aged deviation of the pitch and yaw
angles that provide the water column

velocities with an SE below 0.1 m 57!

is around 7°-8°. Above this threshold
angle, the hydrodynamic coefficients
usually become nonlinear. The hydro-
dynamic coefficients estimated for the
simulation model using the curve fit-
ting method are only valid for small
angles of incidence of the vehicle,
that is, when the coefficients are in
the linear range (Randeni et al., 2015b).
Therefore, when the pitch and yaw
angles are above the linear range, the
accuracy of the simulation model
decreases, and the uncertainty of the
vertical and transverse water veloc-
ity components obtained from the
WVAM method increases. Hence,
the WVAM method, in its current
state, is less accurate in determining
transverse and vertical water velocities
in high turbulent environments.
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The accuracy of the water velocity
component in the x direction remains
generally the same for all the runs re-
gardless of the averaged fluctuations
of the surge speed (see Figure 7). During
the development of the simulation
model, the hydrodynamic coefficients
dominating the motion in the x direc-
tion were estimated for a propeller
speed range of 525-825 RPM (i.e.,
an approximate vehicle speed range
of 1.43 t0 2.46 m s™' in a calm water
environment). During this study, the
AUV field runs were conducted at
700 RPM providing a mean forward
speed of around 2.04 m s™" in calm
water conditions with a standard devi-
ation of 0.01 m s™'. The observed
speed during the runs varied as much
as 1.6 m s~ from the calm water
speed of 2.04 m s™', especially during
Runs 5 and 6 due to the strong drag on
the vehicle imparted by the strong tidal
currents. Although the actual vehicle
speed deviated from the simulated
speed, the prescribed propeller speed
of 700 RPM provides a calm water
simulated speed of around 2.04 m sh
which is within the identified forward
speed range of 1.43-2.46 ms™". There-
fore, the simulation model provided an
accurate representation of the forward
speed of the AUV in calm water. It can
thus be concluded that the SE results
between the WVAM and ADCP in
the x direction generally remained un-
related to the turbulence level of the
water column.

Applicability of the
WVAM Method for Blue
Water Navigation

The outcome of the above analysis
shows that the WVAM method cap-
tures the water velocity up to around
1-1.5 ms™" with an acceptable accura-
cy. Therefore, it can be used to aid the
INS navigation solution for the situa-

tions discussed in Figure 1 without fur-
ther improvements. However, the
threshold of the WVAM method in
measuring velocity components in
the y and z directions can be improved
for higher turbulent environments by a
more accurate estimation of the vehicle
hydrodynamic coefficients within
their linear as well as nonlinear ranges.
Captive model experiments and com-
putational fluid dynamic (CFD) simu-
lations are capable of determining the
nonlinear hydrodynamic coefficients
of AUVs with a greater accuracy; albeit
the associated experimental costs and
the computational times are higher
(Randeni et al., 2015c). The coeffi-
cients obtained from such methods
are only valid for the vehicle configura-
tion that was tested during the experi-
ments. However, the arrangements of
modular AUVs change with the mis-
sion and addition/removal of payloads
occurs frequently. As it is not feasible
to conduct cost-intensive experiments
and simulations for each alteration, es-
timating the nonlinear hydrodynamic
coefficients using a system identification
method such as least squres optimiza-
tion is more suitable (Ljung, 1998).

Ascend and Descend Parallel
to Sea Currents

Gavia-class AUVs are under-
actuated vehicles (i.e., they have a
lower number of actuators than the
vehicle’s DOF). Its actuator control is
limited to the surge speed, roll angle,
pitch angle, and yaw angle of the vehi-
cle. Depth and transverse displacement
is obtained by changing the pitch and
yaw angles, respectively. Generally, un-
deractuated underwater vehicles are dif-
ficult to control when external forces
such as currents are acting parallel to
the underactuated directions (Aguiar
& Pascoal, 2007). For example, the
control system of the Gavia AUV strug-
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gles to maintain the trajectory when
crosscurrents are acting perpendicular
to the AUV’s motion.

In such situations, the vehicle tends
to oscillate, resulting in higher unbound
drifts in the INS navigation solution
compared to normal operations, unless
properly counteracted with the velocity
over ground measurements from the
DVL bottom track. These drift fluc-
tuations are considerably less when the
vehicle is traveling in line with the cur-
rents (i.e., currents are acting along the
x axis of the AUV). A positive outcome
of this study is that water column veloc-
ities in x direction obtained from the
WVAM method were accurate for all
turbulence levels present during the
field campaign in the Tamar estuary.
The results suggest that deep water as-
cents and descents should be carried
out with the vehicle in line with the cur-
rents to improve the accuracy of the
WVAM-INS navigation solution (i.e.,
as seen in Figure 5, the accuracy is high-
er in the flow measurements along the
x direction compared to y direction),
although this may be challenging
in unknown environments. Occasion-
ally, a reconnaissance mission may be
conducted over the test site prior to
the deep dive to ensure the safety of
the vehicle and to adjust instrument
settings, for instance, sonar parameters
of the multibeam unit. In such cases,
the main flow direction could be sim-
ply and accurately determined using
the WVAM method during this mis-
sion, and an algorithm can be created
to autonomously decide the direction
of ascent/descent.

Velocity Overground
Measurements for the
WVAM Method

During the vehicle operations out-
lined in Figure 1, continuous velocity
measurements of the AUV relative to



the ground are not obtainable from
DVL bottom tracking to assist the
INS navigation solution. Therefore,
the INS could be aided with velocity
estimates from secondary instruments
or methods, although this does not
represent typical operations. An accu-
rate simulation model is able to predict
the vehicle velocities in real time when
the control commands of the AUV are
provided (Hegrenzs & Hallingstad,
2011). The hydrodynamic coefficients
of simulation models generally repre-
sent the calm water operational condi-
tion of the AUV. Therefore, vehicle
drift resulting from currents in the
water column will not be included in
the velocity predictions, causing in-
accuracies in the AUV position esti-
mated by the INS (Augenstein &
Rock, 2008; Hegrenas & Berglund,
2009). The results discussed in the
above sections show that the WVAM
method could be successfully utilized
to determine the water column veloci-
ties that can be used in conjunction
with model-predicted vehicle velocities
to aid the INS navigation solution.

A disadvantage of the WVAM
method is that it requires an estimation
of the vehicle velocity relative to the
ground in order to measure the water
column velocities. The position and
velocity estimates of the vehicle can be
determined using acoustic transponders
(i.e., ultra short baseline or long base-
line), albeit with an infrequent update
rate. The intermittent velocity updates
from the transponders will be used for
the WVAM to determine the water col-
umn velocities, and the estimated flow
measurements will then be assumed to
remain constant until the next reliable
velocity update is received.

As an alternative to the velocity es-
timates from acoustic transponders,
the velocity of the AUV relative to
the ground can be computed in a prop-

agative manner starting from the initial
measurements taken at the beginning
of the process when DVL bottom
track or GPS data are available. That
is, the initial vehicle velocity measure-
ments will be used to determine the
water column velocities using the
WVAM method and will be used in
conjunction with the velocities pre-
dicted from the simulation model to
recalculate the vehicle velocities rela-
tive to the ground. The initially mea-
sured and calculated vehicle velocities
will be compared, and, if the correla-
tion is satisfied, the computation will
be iteratively updated by obtaining
the velocity solution of the current
time stamp using the previous time
stamp’s velocity information. How-
ever, further measures should be taken
to reduce the error accumulation. The
INS navigation solution is more robust
and less prone to errors when velocity
overground readings from various sen-
sors and estimates are considered, for
example, by using a Kalman filter,
since the signal outputs from indi-
vidual sensors can be discontinuous
(Hegrenas & Hallingstad, 2011).
Thus, the INS aided with the vehicle ve-
locity estimates determined from the
proposed method is expected to pro-
vide a better localization performance.

Conclusions

The WVAM method is a non-
acoustic technique to determine the
water velocity components of a tur-
bulent water column using the motion
response of an AUV. The accuracy of
the WVAM method was examined
at different turbulence levels of the
water column. Nine AUV runs were
conducted along the same track line
at different times in the tidal cycle
in the Tamar estuary in Tasmania,

Australia. Typically, when an AUV

undertakes missions in rough water
environments, the pitch and yaw an-
gles of the vehicle fluctuate around
the target values due to the inability
of the AUV’s dynamic controller to
adequately compensate for the external
disturbing forces. The greater the tur-
bulence level of the water, the larger
the fluctuations. The estimated water
velocity components in the y and z di-
rections using the WVAM method
agreed well with the experimental mea-
surements obtained from the AUV’s
onboard ADCP for low turbulent con-
ditions (with a vertical water veloc-
ity range of around -1 to +1 m s,
where the averaged deviations of the
vehicle’s pitch and yaw angles are
below 7°-8°. The correlation reduced
when the averaged deviations were
above 7°-8°. The accuracy of the water
velocity component in the x direction
remained generally the same for all the
runs regardless of the turbulence level
of the water column.

The hydrodynamic coefficients for
the simulation model utilized in the
WVAM method were determined
using a curve fitting technique. These
estimated coefficients were only valid
for small angles of incidence of the ve-
hicle, where the coefficients are within
their linear range. Therefore, as the
pitch and yaw angle fluctuations be-
come larger, the accuracy of the sim-
ulation model decreases adversely
affecting the prediction of the vertical
and transverse water velocity com-
ponents obtained from the WVAM
method. During the AUV missions,
the vehicle speed remained within the
identified forward speed range of
1.43-2.46 m's™". Therefore, the simu-
lation model was able to provide an ac-
curate prediction of the forward speed
of the vehicle enabling the WVAM
method to accurately determine the
water velocities in the x direction.
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The WVAM method is capable of
capturing the velocity up to around 1—
1.5 ms™" with an acceptable accuracy.
Therefore, it could be incorporated to
aid the INS navigation solution without
further improvements for situations
where the DVL bottom track is inter-
mittently or completely unavailable
or ineffective. However, the accuracy
of the method will be increased by up-
grading the simulation model to repli-
cate the motion response of the vehicle
in both the linear and nonlinear ranges.
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Introduction
enewable energy generated from
renewable offshore resources—from
waves, tidal streams, and ocean cur-
rents and from offshore wind energy
—has the potential to contribute to
the U.S. low carbon “all of the above”
portfolio of renewable energy sources.
These devices are commonly deployed
in estuaries and coastal waters within
32 km of the coastline. However, stake-
holders and regulators have concerns
that the extraction of marine renewable
energy may pose a risk to the well-being
of marine mammals and fish (Bailey,
2012; NRC, 2005). One of the poten-
tial risks is from the addition of unnat-
ural sound generated by energy devices
that could injure, disorient, or alter the
movements of marine animals. The
effects of sound from wave and tidal
stream devices and sound from pile
driving for offshore wind turbines are
some of the most significant concerns.
There have been efforts to under-
stand the sound propagation from the
anthropogenic noise sources in range-
dependent (e.g., varying bathymetry)
settings. Ray tracing was used to study

ABSTRACT

The rapid growth of renewable offshore energy development has raised concerns
that underwater noise from construction and operation of offshore devices may in-
terfere with communication of marine animals. An underwater sound model was de-
veloped to simulate sound propagation from marine and hydrokinetic energy (MHK)
devices or offshore wind (OSW) energy platforms. Finite difference methods were
developed to solve the 3-D Helmholtz equation for sound propagation in the coastal
environment. A 3-D sparse matrix solver with complex coefficients was formed for
solving the resulting acoustic pressure field. The complex shifted Laplacian precondi-
tioner (CSLP) method was applied to solve the matrix system iteratively with Message
Passing Interface (MPI) parallelization using a high-performance cluster. The sound
model was then coupled with the Finite Volume Community Ocean Model (FVCOM) for
simulating sound propagation generated by human activities, such as construction of
OSW turbines or tidal stream turbine operations, in a range-dependent setting. As a
proof of concept, the validation of the solver is tested with an ideal case against two
other methods, and its application is then presented for two coastal wedge problems.
This sound model can be useful for evaluating impacts on marine mammals due to
deployment of MHK devices and OSW energy platforms.

Keywords: sound, coastal ocean, renewable ocean energy, coupling, Helmholtz

equation

the impact of the noise from the seis-
mic air guns on fish behavior (Hovem
et al.,, 2012) and to estimate the re-
ceived sonar signals by the northern
bottlenose whales (Miller et al., 2015).
Parabolic equation (PE) was also uti-
lized to estimate the sound exposure
level to seals around the pile driving
location near a wind farm construction
site (Hastie et al., 2015). DeRuiter
et al. (20006) used both ray tracing
and PE to model acoustic propagation
of air-gun array pulses and compared
the results with the recorded signals
by tag-equipped sperm whales. Al-
though a range dependency was con-
sidered in terms of bathymetry and a

speed of sound profile, it was mostly
2-D variation based on axis symmetry,
and none of the previous works consid-
ered the 3-D heterogeneity in salinity,
temperature, sound speed, and bathym-
etry. This becomes important when
there are river plumes in the coastal
area of interest, because the freshwater
can alter both salinity and temperature,
both of which affect sound speed in
water.

Sound transmission is closely related
to ocean water density, which is in turn
dependent on water temperature, sa-
linity, and depth (pressure) (Lurton,
2002). Typical vertical density stratifi-
cation due to temperature and salinity
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in the ocean was described by Talley et al. (2011). A simple regression of the data provides sound speed C (m/s) as (Medwin,
1975)

C = 1449.2 + 4.6T-0.0557% + 0.00029 72 4 (1.34-0.017)(S-35) 4+ 0.016D (1)

where § is salinity in practical salinity unit (PSU), 7 is temperature in degrees Celsius, and D is depth in meters. For typical
deep ocean areas, the main contribution to variation of sound speed is due to temperature stratification and pressure (depth).
This relationship sets up a minimum speed at around 700-m depth. As an example, sound generated at about 1,100-m water
depth propagates at small angles around the horizontal direction and is refracted up and down around the same depth level,
resulting in horizontal propagation over very long distances. However, in coastal zones only with a consideration of depth, this
variability in C'becomes less than 5 m/s because of its shallow depth less than 200 m. Instead, in coastal zones, where salinity
could vary from 0 to 35 PSU, the variation of C due to salinity could be as much as +50 m/s. Moreover, sound transmission in
coastal waters is temporally and spatially more variable than that in the open ocean, for example, due to seasonal influences of
river plumes, effects of meteorological wind stress and heat fluxes, acoustic scattering from internal waves, and reflections of
sound from complex coastal geometries. An advanced model can be used to account for this variability to accurately predict
sound fields. However, coupled hydrodynamic and acoustic models have not been developed because of the intensive com-
putational resources needed.

We improved the ability to predict sound propagation in coastal regions by coupling of the 3-D ocean hydrodynamic
circulation model FVCOM (Finite Volume Community Ocean Model; Chen etal., 2003, 2006, 2007; Lai et al., 2010; Yang
etal., 2015), which resolves the variations of water density and sea surface elevation, with our 3-D acoustic model that solves
underwater sound transmission loss (TL), as well as reflection from lateral, bottom, and surface boundaries and refraction due

to varying density fields.

Hydrodynamic Model

FVCOM solves the continuity and momentum equations using the finite-volume method and sigma-stretched coordi-
nate transformation in the vertical direction.

Formulation of Hydrodynamics in FVCOM
The momentum equations of FVCOM in the horizontal directions have the general form (Chen et al., 2003, 2006, 2007;
Lai et al., 2010) of

o o Ty e p.ox Do

ouD ou*D ouvD 0 D o, 10 0
u u . uw D__iier <Kmau
o

) + DF, 2)

ovD ouvD ov*D odvw Dop 10 ov
vz M=% " % (g Y | DR 3
ot * ox + oy + oo e p, 0y +D00( 60’) O 3)

where x, y, and o are the east, north, and vertical axes in the sigma coordinates; #, v, and @ are the three velocity com-
ponents in the x, y, and o directions; D is the total water depth; F, and F, are the horizontal momentum diffusivity terms
in the x and y directions; K, is the vertical eddy viscosity coefficient; p is water density; p is pressure; and f is the Coriolis
parameter. ¢ is the stretched vertical coordinate system based on an algebraic transformation from vertical Cartesian
coordinate z.
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with &(#, x, ) being the surface elevation and D = / + &, where A(x, y) is still water depth. The surface and bottom boundaries
are corresponding to @ = 0 and ¢ = —1, respectively. Similarly, the temperature 7{(x, y, 7, #) and salinity S(x, y, 0, #) are solved
in 3-D using the transport equations below.

oTD  ouTD  ovTD  oJwT 1 6( oT
do

- =—— (Kr— | + DH + DF,
a T T T DdaT)+ o )

oSD n ouSD n ovSD n owS 10 oS + DF (©)
o ' ox dy  do Doo\ oo s

where ﬁ(x, ) is the heating source/sink for a given vertical location; Fr and Fs are the horizontal turbulent eddy diffusion

terms for temperature and salinity, respectively; Kt and Ks are for vertical eddy diffusivities of temperature and salinity.

The above equations are solved using finite volume integration based on spatial discretization with triangular meshes in

horizontal plane (x, ) and fixed o layers in vertical direction. For derivations of the discretized system, readers are referred
to the publications on FVCOM (Chen et al., 2003, 2006, 2007; Lai et al., 2010) for details.

Application of FVCOM for a Coastal Wedge Case with a River Plume

A typical coastal wedge (idealized coastal domain with a wedge shape for the water part) application is depicted in Figure 1.
The water depth at the shoreline (right-hand side) is 2 m, and the shoreline is about 2 km long. The cross-shore bathymetry
is described as a piece-wise linear sloping bottom with maximum depth at the open boundary being 44 m. A river discharge
of 150 m/s is placed at the center of the coastline, delivering a freshwater plume to the coastal zone. For such a relatively
simple geometry, an unstructured grid mesh is chosen such that all the triangular nodes collapse into a structured mesh. The
FVCOM model was run for 39 days of simulation with time step Az =1 s from initially evenly distributed salinity of 30 PSU
and quiescent flow field (i.e., (%, v, ) = (0, 0, 0)). Salinity distribution at the last hour of the 39-day simulation is plotted
using colored contours (Figure 1). For simplicity, Coriolis forcing is set to zero, and temperature simulation is disabled.

FIGURE 1

Coastal wedge simulation of river plume. (Color version of figures are available online at: http://www.ingentaconnect.com/content/mts/mtsj/2016/
00000050/00000002.)

Salt (psu]

Coastal Acoustic Model
Mathematical Description of Sound in Coastal Oceans

In Cartesian coordinates (x, y, 2), the pressure disturbance caused by sound in ocean p(x, y, z, #) is governed by the 3-D
wave equation below.

op
v szzp:F(x,y,z, t) (7)
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where Cl(x, y, 2) is the sound speed (unit: m/s) and Fis the sound source strength. For a given frequency f; the pressure p can be
written in harmonic form (using complex numbers, and the physical pressure will always be the real part of the complex
number)

P(%%Za t) :ﬁ(x,y,z)e@t (8)

Substituting this harmonic equation into equation (7), the Helmholtz equation is obtained as

V%P +kp=——=F (9)
=, ot @

where 7/ = Fe and @ = 2nf is the angular frequency and £(x, y, z) = ¢ is the angular wave number. In coastal oceans, C

and / are spatially variable due to the variation of temperature and salinity. For applications with attenuation, 4 is replaced by

(1 — i)k, where o is the attenuation coefficient and 7 is the notation for the imaginary part of a complex number.

Finite Difference Formulation

For implementation with a structured grid system of constant grid spacing Ax, Ay, Az in a 3-D regular box-shaped do-
main, denoting p as indexed by (3, /, /) in x, y, and z directions, equation (9) can be discretized using the finite difference
method as

2 1~

Kbiji ==zl (10)

(]A’ifl,j,l —2p; + ﬁm,ju/) (i’i,jfl,l —2p;; + ﬁi,j+1,l> (f’i,];H —2p;; + i?i.j,lJrl)
Ax? * A}/2 + Az?

wherei=2...,M—1,j=2...,N—1,/=2...,L —1and M, N, and L are the number of grid points in x, y, and z directions,
respectively. In addition, the surface boundary condition is p, ;;—; = 0. Equation (10) can also be arranged in the following
form for all p values.
Ap=b (11)
where Aisan M x N x L by M x N x L sparse matrix.
Ilterative Helmholtz Solver Based on Complex Shifted Laplacian Preconditioner Method

The matrix 4 in equation (11) is typically a very large sparse matrix of complex numbers. For high-frequency sound and
large domain, the matrix equation (11) becomes difficult to solve directly. The Complex Shifted Laplacian Preconditioner

(CSLP) method by Vuik et al. (2003) with either Bi-CGSTAB (Van de Vorst, 1992) or GMRES (Saad & Schultz, 1986) is

used for this research. The CSLP method is based on construction of a preconditioning matrix Mp
Mp = B+ (B, — i) k1 (12)

where 7 is the unit matrix and B = A — #°L. Instead of solving equation (11), the following left preconditioned equation is
solved for p.

M;'Ap = My b (13)

B, and B, have been optimized for the best convergence rate. In our simulations, we used 8; = 0 and B, = 0.5. Mp ™" was
simply calculated using an SOR (Young, 1971) iteration method from Mp. To solve for p from equation (13), the Krylov
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TABLE 1

The test result is shown in terms of the iteration number (the running time is in the parentheses) as
afunction of wave number. The test was done using 16 CPUs and the restart value of 20 in GMRES.

(# of Grid Points) (1, 0.5) (0, 0.5)
20 (35,937) 1,157 (0.432 5) 710 (0.257 5)

40 (274,625)

2,196 (7.62 s)

1,253 (451 s)

60 (912,673)

3,629 (49.1 5)

1,842 (26.1 s)

80 (2,146,689) 5,187 (175 s)

200 (33,076,161)

25,677 (17640 )

(

(
2,470 (84 s)
6,318 (4160 s)

subspace methods called Bi-CGSTAB
(Van de Vorst, 1992) or GMRES
(Saad & Schultz, 1986) can be used.
These two methods are implemented
in the PETSc parallel computation
library (version 3.6.0) (Balay et al.,
2015).

The 3-D wedge case with heteroge-
neous wave number (Erlangga, 2005)
is tested for the speed of computation
with different wave numbers and num-
ber of grids on a high performance
cluster with 16 CPUs (Intel Xeon
CPU E5-2670 v3, 2.3 GHz). The re-
sults are given in Table 1. We found
that (B, £,) = (0, 0.5) gave significantly
better results than (5;, 3,) = (1, 0.5) that
was reported in Erlangga et al. (2000).

Radiation Boundary Treatment
The radiation boundary is needed
for open-domain simulations. How-
ever, because an imperfect radiation
condition can reflect in the simulation
domain of interest, a treatment that
does not return the sound wave should
be applied. This is implemented using
the perfectly matched layer (PML)
method (Chew & Weedon, 1994).
Typically, this is done by placing
50 grids at the open boundary to ab-
sorb outgoing sound waves with a
large damping term. Within the PML
zone, # in equation (9) is replaced by

(1 — ia)#*, where « is the attenuation
factor in the PML zone, which is
ramped up from zero at the physical
domain boundary to 0.475 at the inte-
rior end of the PML layer. The external
boundaries of the PML layers are ter-
minated by the first-order Sommerfeld
radiation boundary condition, defined

P .. . .
as — = ikp, where 7 is the direction

dn
normal to the boundary.

Figure 2 depicts the p solution (real
part) of a 2-D simulation using the

FIGURE 2

PML layer in a homogeneous (uni-
form sound speed) domain with open
boundaries. This demonstrates that
our implementation of the PML layers
has effectively removed artificial reflec-
tions from boundaries.

Validation of Acoustic
Propagation Model

The finite difference scheme (equa-
tion (10)) along with the CSLP method
(equation (13)) is tested on a wedge
discussed by Lin et al. (2012) for vali-
dation. As the geometry is illustrated in
Figure 3, the slope angle of the wedge
is 2.86°, and the cross-shore distance
is 4 km. The resulting water depth is
200 m at4 km away from the shoreline.
Here, because the validation is only
focused on the TL across the wedge,
the width of the wedge is reduced to
600 m. The water is assumed to be uni-
form in density with the sound speed
C = 1,500 m/s. While the density of

the seabed is assumed to be identical

2-D benchmark testing of PML for absorbing sound waves at the boundary. The real part of the
pressure is shown in a 2-D homogeneous medium with the wave number of 0.4189 (1/m) with
PML (not shown). The number of grid points per wavelength is set at 10. The point source is

placed on the top line of the figure.

¥ (grid number)

x (grid number)

.05

0.15

1
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FIGURE 3

Geometry and sound speed profile of ASA wedge for the validation of the acoustic propagation
model. The sound source location is indicated by a sphere below point A.

E1Ei)

¥ ("’?5

to that of the water, the seabed is mod-
eled with a uniform sound speed C =
1,700 m/s. The attenuation in the
seabed is set as 0.5 dB/wavelength. A
point sound source with the frequency
f=25Hzis placed at x = —4,000 m,
y=0m, and 2= —100 m (shown as
the red sphere in Figure 3). In order
to minimize the reflections from the
boundaries surrounding the propaga-
tion medium, PML zones are added
to the bottom and lateral boundaries.
The grid sizes are defined as Ax and
Ay =5 mand Az = 2.5 m.
Figure 4 shows the TL defined as

at z= —30 m (70 m above the source)
on the plane perpendicular to the
shoreline as a function of distance
from the source (i.e., along the line
AB in Figure 3). Here, the pressure
amplitude |p| is calibrated to become
1 Pa at the distance of 1 m from the
source. For comparison, solutions
using a PE-based RAMGEO (Collins,
1993) and using the image method
(Deane & Buckingham, 1993) are pre-

" =400
1]

e

sented as well. Figure 4 suggests that
the acoustic propagation model based
on equation (10) predicts the TL across
the wedge slope correctly.

Application in Idealized
Coastal Wedge Examples
The application of the acoustic

propagation model based on 3-D
Helmbholtz equation with the CSLP

FIGURE 4

method is presented for two idealized
coastal wedge examples.

3-D ASA Wedge

The first example is for an idealized
coastal water domain, which consists
of shoreline coastal water confined in
a wedge shape. Lin et al. (2012) dis-
cussed (called ASA wedge here) simu-
lating the sound in such a domain
using several PE-based methods. Here,
a similar wedge domain is constructed
and simulated. Figure 5 shows the
straight wedge-shaped coastal zone
with a shoreline depth of zero and an
offshore depth of 200 m, a cross-
shore distance of 4 km and an along-
shore distance of 20 km. Different
from the wedge case used for the valida-
tion, a unit sound source of frequency
f=25Hzis placed at x = —2,000 m,
y=0m, and z= —50 m (shown as the
red sphere in Figure 5). The water is
assumed to be uniform in density with
a sound speed C = 1,500 m/s; the
seabed is also depicted and extends to
z = —200 m with the sound speed
being C = 1,700 m/s. PML zones are

The TL curve along the line AB at z=-30 m. For comparison, the TL curves based on the image
method (Deane & Buckingham, 1993) and a PE-based RAMGEOQ (Collins, 1993) are also presented.

W0
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FIGURE 5

Geometry and sound speed profile of ASA wedge; sound source location is indicated by a sphere

below point C.

10000

added for all lateral sides and bottom
(not shown) for the simulation.

Figure 6 shows the computed TL
at z= —15 m, that is, 15 m below sur-
face. In order to obtain the TL value
directly, p is scaled by pressure at the
distance of 1 m from the acoustic source.
This results in a significant reflection
from the shoreline. Figure 7 shows the
vertical transect view of the xz plane at
y = 0; the sound penetrates into the
seabed below the sound source. There
is also considerable penetration on the
shoreline, whereas the area below the
seabed offshore is sheltered.

Figure 8 shows the TL along line
CD of Figure 5, which is located 15 m

below the surface.

FIGURE 6

TL of xy plane at z= —15 m.
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Coastal Wedge with
a River Plume

The second example includes a
coastal wedge with a river plume. The
FVCOM model simulation of the
coastal wedge (Figure 1) provided
the salinity field at a constant tem-
perature of 20°C. The grid size of the
hydrodynamic model in Figure 1 is
62.5 m in horizontal plane with 10
vertical layers used for the water col-
umn discretization. We interpolated

FIGURE 7

the temperature and salinity fields
onto finite difference grids to calculate
the sound speed based on equation (1).
A unit sound source of frequency
f= 100 Hz is placed 5 m below the
surface. The finite difference scheme
formulation (equation (10)) is applied
with a uniform grid size of Ax, Ay, and
Az = 1.25 m for the domain with the
seabed extending below the maximum
water depth (44 m deep at the open
boundary) to z = —144 m with a
sound speed C = 2,500 m/s below
seabed. There are also 60 PML grids
added in all lateral boundaries and
that extended below the seabed for
this test case. The surface is treated as
a pressure-release boundary condition
(zero acoustic pressure). The simula-
tion is carried out using 25 parallel
computer nodes, each with 24 cores.
The model run-time is about 4 h for
the simulation. Figure 9 shows the
plane (xy) view of TL at 2 = —5 m,
that is, the same depth as the source

TL of xz plane results at y = 0 m; the dark line indicates the seabed.
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TL along line CD at z= —15 m (35 m above source).
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FIGURE 9

TL at z= —5 m based on hydrodynamic prediction of sound speed field at the end of 39-day

simulation (Figure 1).

2000 =

for the sound speed field correspond-
ing to the last hour of hydrodynamic
simulation in day 39 (Figure 1). Fig-
ure 10 shows the xz plane view at
y=1,000 m at the middle of the shore-
line. Similar to the wedge shown in
Figure 7, the sound penetrates into
the seabed. There are multiple reflec-
tions along the shoreline, ocean surface,
and seabed, which form standing wave
patterns. Figure 11 shows the differ-
ence of TL between the fully developed
river plume condition at the end of
day 39 and the initial uniform condi-
tions (7= 20°C and S = 30 PSU) at
z = —5 m. The presence of the river
plume changes the sound field signifi-
cantly in the far-field.

Conclusion and
Future Work

An underwater sound model using
a finite difference method was devel-
oped to simulate sound transmission
in the coastal ocean. The hydrody-
namic model FVCOM was used to
simulate the varying distributions of
density in coastal waters and to calcu-
late the speed of sound in the coastal
environment. The CSLP method was
used for fast iteration to solve the re-
sulting large and sparse matrix system
on a parallel cluster. The validation of
finite difference has been presented

using an ASA benchmark wedge in
terms of the TL as a function of the
distance from the source along the
upslope direction of the wedge, and
the model was applied to two wedge
examples.

FIGURE 10

This underwater sound model,
forced by sound speed predictions
from a hydrodynamic model, can be
useful for evaluating impact on marine
mammals due to construction of off-
shore wind (OSW) turbines and de-
ployment and operation of marine
and hydrokinetic energy devices in
coastal regions. Pile driving for instal-
lation of OSW turbines may cause
significant underwater noise that will
disturb marine mammals including
highly endangered whales. Similarly,
operational sounds from tidal and
ocean current turbines may disturb
marine mammals and fish that are af-
forded special regulatory protection.
The availability of a linked acoustic-
hydrodynamic model that easily

TL for the xzplane at y = 1,000 m based on hydrodynamic prediction of sound speed field at the

end of 39-day simulation.

za‘

FIGURE 11

e
g8883285203

Difference of TL between using hydrodynamic predictions of sound field at the end of 39-day sim-
ulation (with the river plume) and the initial state (T=20°C and S = 30 PSU) without a river plume

atz=-5m.
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provides a solution for underwater
acoustic outputs from these activities
could allay regulatory and stakeholder
concerns as well as allow rapid re-
sponse for installers to mitigate noise
that may be harmful or enable engi-
neers to design turbines that produce
less sound.

We are further developing the
model using finite volume formula-
tions of the Helmholtz equations
with sigma coordinates that are com-
patible with the FVCOM model,
followed by validation of the model
using field observations in nearshore
coastal waters in Puget Sound. In
addition, in order for this model to
be of practical use, the characteristics
of acoustic sources and its effect on
the model need to be fully investigated.
For instance, the frequency range from
a pile driving, which is between 100 and
1,000 Hz (Erbe, 2009; Bailey et al.,
2010), can cause a large burden to the
computational cost because the number
of grids is proportional to the frequency
cubed. Therefore, an effort needs to be
made to optimize a trade-off between
the fast running time and the amount
of required computational resource.
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Introduction
t is widely recognized that the
investigation of the geochemical and
biochemical processes of hydrothermal
vent systems relies on constraining
key chemical and physical components
of vent fluids (Childress et al., 1991;
Von Damm, 1995). In this regard,
pH is considered especially important
because of the role it plays in the solu-
bility of minerals, with direct impli-
cations for the temporal evolution of
seafloor sulfide deposits. Moreover,
tracing pH variation and distribution
can help scientists understand the in-
teractions between the vent organisms
and their environments, which are
dominated by mixing between cold
oxygen bearing seawater and highly
reduced hydrothermal fluid (Sarrazin
et al.,, 1999; Von Damm & Lilley,
2004). Thus, the need is great for the
development and application of in situ
instruments that can measure and mon-
itor pH and related components in
unusually challenging environments
with high resolution and accuracy in
space and time (Shank et al., 1998).
In situ electrochemical measurements
have been widely used in chemical

re

fuse Flow

In situmeasurement of pH in diffuse flow hydrothermal vent fluids is necessary to
investigate the feedback between geochemical and biochemical processes. Accurate
pH determination has been unusually challenging owing to temperature and pressure
effects that place severe constraints on the performance of a wide variety of pH sensor
systems. In this paper, we describe a newly developed mabile pH calibrator (MpHC),
which makes use of in situ calibration protocols that enhance the accuracy of pH mea-
surement and monitoring on the ocean floor at deep-sea hydrothermal vents. The
MpHC combines the physically robust and highly sensitive iridium solid-state pH
electrode with a flow control system to perform 2-point calibration with on-board
pH buffer solutions. The small size and novel design of the sensor probe allow
more effective access to seafloor hydrothermal vent fluids and their associated sulfide
structures and biological communities. The MpHC is capable of in situ deployment by
submersible via ICL (inductively couple link) communication around hydrothermal
vents at pressures and temperatures up to 45 MPa and 100°C, respectively. In this
paper, we also present results of in situ calibration methods used to correct the stan-
dard potential and slope (mV/pH) of the solid-state electrode for temperature effects.
The MpHC has been deployed most recently using the submersible Alvin during
cruise AT26-17 to Axial Seamount and Main Endeavour Field, Juan De Fuca Ridge
in the NE Pacific. With in situ calibration functionality, the MpHC offers the prospect
of more successful longer-term measurements in keeping with power availability pro-
vided by cabled seafloor observatories coming online in the NE Pacific.

Keywords: in situ, pH, calibration, hydrothermal, electrode

oceanography for decades (Reimers,
2007). With advances in electroana-
lytical chemistry and microelectronics
technology, the pH electrode is now
well suited to operate at high pressure
and variable temperatures, potentially
providing fundamental insight on com-
plex geochemical and biogeochemical
processes inherent to hydrothermal vent
systems (Ding & Seyfried, 2007; Prien,
2007). To achieve the full potential that

the new generation of electrochemical

sensors may provide, however, limita-
tions imposed by long-term deploy-
ment in challenging and changing
chemical and physical environments
must be overcome; so too, the robust-
ness of the electrodes must also be im-
proved, if the full range of deep-sea
vent applications is to be realized (Le
Bris et al., 2001).

In the past few years, we devel-
oped an in situ pH calibration device

(Deployable Calibrator), which could
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perform 2-point calibration of pH
in situ with pH buffers optimized for
specific applications (Tan et al., 2010,
2012, 2014). The in situ calibration
method minimizes potential sources
of drift, enhancing accuracy of pH
measurements. This instrument was
used more recently to investigate the
pH of diffuse flow hydrothermal vent
fluid and also modified for use with
cabled ocean observatories for real time
pH monitoring (Tan et al., 2014). Al-
though successful, the size of pH probe
and functionality of the sensor system
could be improved upon to enhance
geochemical applications at deep-sea
hydrothermal vents. To address these
issues, a so-called mobile pH calibrator
(MpHC) was developed. This highly
integrated pH measurement and mon-
itoring system was smaller than its pre-
decessor, inherently more precise, and
more tolerant of temperature variabil-
ity (0-100°C). The calibrator and sup-
porting electronics can be easily and
effectively mounted on the basket of
the submersible, A/vin, facilitating
deployment at different and diverse
vent sites. The calibrator was tested
during a series of dives to cold seeps
in connection with the A/vin Science
Verification Cruise (AT26-12) and
again during Alvin/ Atlantis operations
(AT26-17) at hydrothermal vents at
Axial Seamount and the Main Endeav-
our Hydrothermal Field (Juan de Fuca
Ridge). Here we emphasize techno-
logical modifications and operational
capabilities inherent to the new electro-
chemical system, while also briefly
reviewing results of preliminary data
from the recent deployments of the
calibrator at NE Pacific vent sites.

Materials and Methods
The MpHC is designed around
three critical components: (1) a slim

profile (20 mm OD) terminating in
the sensor probe that allows precise
positioning in unusually restrictive
areas, inherent to seafloor hydrother-
mal vent applications; (2) simulta-
neous pH, redox, and temperature
measurement at temperatures up to
100°C; and (3) in situ calibration of
the electrochemical sensors with no
pH buffer leakage into the ambient
environment. In its simplest configu-
ration, the MpHC device consists of
two parts: the sensor probe itself, for
detection, and the main body, which
is comprised of solenoid valves, preci-
sion pumps for fluids delivery, and
supporting electronics, all contained
within an oil-filled pressure housing.

The Flow Control System
of MpHC

Importantly, the MpHC was spe-
cifically designed to make use of a
flow control system that can deliver
multiple pH buffer solutions needed
to calibrate the electrodes i situ (Fig-
ure 1). The electrodes (Figure 2) are
sealed in the flow cell at one end of
the probe to facilitate interaction with
the hydrothermal fluids. Subsequent
to acquisition of vent fluid pH and

FIGURE 1

temperature data, iz situ calibration is
activated. This 77 situ calibration capa-
bility represents one of the most im-
portant characteristics of the sensor
system. In practice, this entails flow
of two different pH buffer fluids into
the electrode (sensor probe) bearing
flow cell. All the time, the probe is
maintained at a constant position, ful-
filling the promise of in situ calibra-
tion. Outflow of the spent buffer
enters an on-board reservoir for stor-
age, precluding contamination of the
local environment. The sample fluid
inlet port is sealed during the calibra-
tion interval in response to automated
activation of an in-line check valve. In
addition to sealing the flow cell, the
check valve also acts to reduce the vol-
ume of the cell effectively precluding
thermal convection of the hydrothermal
fluid (Figure 1).

During in situ measurement of pH
and temperature, the flow control sys-
tem activates the micrometering pump
(EML, Inc.) to continuously draw the
sample fluid through the check valve
into the flow cell. The fluid passes
the normally open port of valves V4
and V5 (LVM10 series valves, SMC,

Inc.) and is eventually released into

Schematic illustration of process control system used for in situ and autonomous operations in-
herent to the functionality and performance of the MpHC. Arrows indicate the direction of fluid
flow. Hydrothermal fluid sampling and analysis require only pump operation, while calibration
requires autonomous operation of both pump and valves.
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FIGURE 2

Schematic illustration of the pH probe of mobile calibrator showing integrated configuration of
electrodes and check valve (a), expanded view of the flow cell assembly (b), and sensor assembly

with Viton sealant and Conax fitting (c).

(a)

the surrounding seawater. In contrast,
during the calibration mode of opera-
tion, the pump action is reversed, and
power to the valves permits access and
measurement of buffer fluids. Thus,
the pH buffers are pumped into the
flow cell, while the check valve is
forced into the closed position by
the confining pressure, as described
above. This pattern of fluid flow min-
imizes the number of valves used and
power consumption during pH mea-
surements and calibration cycles. The
flow control system of valves and
pumps is contained in an oil-filled
chamber. The flow rate is preset to
20 ml/min and is adjustable up to
60 ml/min depending on the specific
application. All wetted parts are con-
structed by highly corrosive resist
material, such as Teflon (PTFE) and
PEEK.
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The Sensor Probe

The electrochemical sensors inher-
ent to the design and functionality of
the MpHC device include solid-state
electrodes for measurement of pH
(Ir-IrO,), redox (platinum), dissolved
sulfide (Ag-Ag,S), and reference
electrode (Ag-|AgCl) (Figure 2c). The
small size (-1 mm OD) and solid-state
design of the pH cell enhance dura-
bility and deployment in and around
rigid sulfide and rock structures. The
electrochemical array also includes
a titanium-sheathed thermistor with
+0.1°C resolution. Owing to the
chemical and thermal heterogeneity
of diffuse flow vent fluids and the
importance of pH on microbial and
mineralization processes, the in situ
measurement and calibration proto-
cols we demonstrate represent an ini-
tial, but essential step, if long-term

measurement and accurate interpreta-
tion of biogeochemical processes asso-
ciated with these systems is to become
a reality.

The sensor probe for pH measure-
ment is constructed of three essential
components: (1) oil-filled chamber
for hydrostatic pressure compensation,
(2) titanium housing for structural
support, and, (3) flow cell assembly,
which automates sampling and cali-
bration procedures (Figure 2a). The
oil-filled chamber contains dielectric
silicone oil and is equipped with a
T handle to facilitate deployment by
submersible manipulator action. The
flow cell assembly is situated at the end
of the titanium housing and connects
to the oil filled electronics chamber,
as summarized above (Figure 2b). A
modified Conax (Conax Technologies,
Inc.) fitting with PEEK and Viton seal-
ants holds the electrodes and two PEEK
fluid circulation tubes (OD 1.58 mm)
in place. Applying torque on the Viton
sealant forms a watertight seal between
the flow cell and the silicone oil-fluid
titanium tubing. The small internal
volume (-1 ml) of the flow cell mini-
mizes dead volume and enhances signal
response to samples and standards. A
PEEK check valve cartridge (Optimize
Technologies) with ruby ball and sap-
phire seat was selected to meet the strin-
gent fluid flow requirements discussed
above. The fluid circulation tubing al-
lows for distribution of fluid samples
and pH buffer fluids in and out of the
electrochemical sensor cell. A PTFE
mesh is used at the sample inlet to re-
move large particle entrained in the
fluid samples.

The upper and lower portions of
the check valve assembly unit are con-
structed entirely of PEEK. The dis-
tance between the sensing portion of
the pH electrode and the sample inlet
portis 20 mm. The OD of the flow cell
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assembly is ~16 mm, and the total
length of the titanium tubing includ-
ing the flow cell assembly is 280 mm
(Figure 2a). As noted, the tolerance
to relatively high fluid temperatures
together with narrow width of the
probe facilitates deployment in envi-
ronments in and around diffuse flow
hydrothermal vent sites.

Lab experiments demonstrated that
approximately 5 min is required to
complete one calibration cycle. Thus,
the MpHC can complete more than
16 calibration cycles with the current
design constraints and on-board storage
capacity of the waste buffer solutions.

General Description of the MpHC

The MpHC, including the flow
control system, battery compartment,
electronics housing, and buffer fluid
reservoirs, is placed in a plastic con-
tainer that occupies approximately
0.5 m” of “basket” space on the Abvin
submersible (Figure 3). The sensor
probe (external to the control system
container box) is stored in a vertical
PVC tube designed to facilitate its

FIGURE 3

removal and return. The control sys-
tem and probe, however, were linked
by communication cable (3 m). The
MpHC weighs approximately 27 kg
in air and 16 kg in water.

Sensor signals are processed at a
rate of one measurement every 5 s
and stored on a 14-bit data logger.
The flow system is linked to a control
circuit, which, like the data logger,
is of low power design and consists
of ICL (inductively couple link) com-
munication (Fornari et al, 1997) and
on-board flash memory.

Before deployment, the flow cell is
filled with artificial saltwater to main-
tain hydrostatic pressure balance at
the seafloor. In practice, in situ pH
measurement is coordinated between
the Alvin pilot and the scientist operat-
ing the MpHC via ICL communica-
tion. A control GUI was developed
using LabVIEW software and loaded
on a Samsung XE700T tablet to facil-
itate operation. When the manipulator
positions the sensor probe at a target
location, the operator turns on the
flow control system to draw in hydro-

MpHC mounted on basket of DSRV Alvin prior to dives to the Ashes vent area, Axial Seamount,
NE Pacific Ocean in July 2014. The entire system occupies approximately 0.2 m? of basket space
and weighs approximately 16 kg in water. The probe is stowed in a PVC chamber on basket.
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thermal fluid, while the sensor signal
is displayed on a computer screen.
Subsequently, the operator will acti-
vate the calibration subroutine, while
the manipulator maintains the sensor
probe in a stationary position. The
GUI stores the MpHC status and elec-
trode readings on the hard drive of the
tablet. Accordingly, all the data are
copied to onboard memory for sub-
sequent processing.

In situ pH Calculation
Temperature and pressure play an
important role in sample and buffer
pH and electrochemical characteristics
of the electrodes. Theoretically, sample
acquisition and calibration should be
performed at the same temperature;
however, this is not always possible be-
cause of abrupt temperature changes
caused by mixing between hydrother-
mal fluids and seawater. Accordingly,
sharp temperature gradients are com-
mon during a measurement or cali-
bration cycle, for which laboratory
correction needs to be applied.

Laboratory Calibration

To correct pH buffer solutions for
temperature variability experienced on
the seafloor at deep-sea vents, three pH
buffer solutions were subjected to a se-
ries of laboratory experiments. These
pH buffers are commercially available
from Fisher Scientific, with product
identification numbers B79, B§2,
and B77, respectively. As with our sea-
floor buffers, the dissolved chloride
concentration of each of these buffers
was adjusted to minimize liquid junc-
tion effects when used in seawater-type
fluids. This, of course, requires re-
assessment of the buffer pH value, es-
pecially when exposed to temperature
variability. The temperature calibra-
tion test of each buffer was performed



using a Ross pH combination elec-
trode (Thermo Scientific), which was
connected to an ATC probe (Orion)
for temperature compensation. In
practice, the tests were performed in
a water bath where temperatures
could be adjusted from 2°C to 50°C.
The pH buffers were determined to
have pH values of 3.74, 7.05, and
10.39 at 25°C and 1 atm. Although
tests such as these allow buffer fluid
pH response to be calibrated at tem-
peratures broadly analogous to the
range of vent fluid temperatures that
may be encountered on the seafloor,
uncertainties associated with the cor-
responding response of the Ir-IrO,
solid-state pH electrode also need
to be determined. Thus, we performed
a separate series of measurements using
the same Ir-based solid-state pH sensor
actually used for our vent studies. The
electrochemical response of this pH
sensor was previously established at el-
evated temperatures (Pan & Seyfried,
2008), but until now this has not
been verified at temperatures less
than 25°C, in terms of both Nernstian
response and response time. Accord-
ingly, the Ir-IrO,|Ag-AgCl electrodes,
combined with Orion ATC probe,
were sealed in a glass reaction cell
into which the previously calibrated
pH buffer fluids were incrementally
added. In this case, however, only
pH buffers 3.74 and 7.05 (25°C)
were utilized, since these buffers are
less sensitive to changing temperature,
allowing us to more closely and effec-
tively examine the effect of tempera-
ture and pH on the electrochemical
response inherent to the Ir-IrO, sen-
sor. Temperature and electrode po-
tential were simultaneously measured
and recorded at 1°C increments from
2°C to 50°C using a modified Thermo
A211 pH meter. With benefit of
the previously established values of

the pH buffers with temperature, the
slope of the electrodes could be un-
ambiguously determined (Figure 4).
The measured slope, Speasureds 1S in
excellent agreement with the theoret-
ical Nernstian slope, Siheoretical, Over
the full temperature range. The po-
tential of the electrode with buffer
3.74 was also shown to vary linearly
with temperature with a coefficient of
-0.8625 mV/°C.

Thus, laboratory calibration helped
to establish the effect of temperature
variability on pH measurement and
calibration. In effect, with two in situ
calibration cycles, the Nernst slope
can be determined, providing accurate
pH data for diffuse flow hydrothermal
vent fluids. It is important to em-
phasize, however, that this approach
assumes that the effect of tempera-
ture on the buffer solutions used for
the 77 situ calibration is known, either
from lab tests, as performed here,
or based on theoretical calculations
that explicitly consider the effect of

FIGURE 4

temperature on the distribution of
aqueous species.

In situ pH Calculation Method
In situ calculation of pH at seafloor
vents using the MpHC instrument
is accomplished by a three-step pro-
cedure. First, at an initial temperature
(T7), the potential of the pH and ref-
erence electrodes are determined in re-
sponse to reaction with two buffer
fluids (A and B). This procedure allows
determination of the Nernst slope
(St1). It is important to emphasize
that the choice of buffer A is based
on our previously determined tests
showing that the pH value of the solu-
tion is largely unaffected by temper-
ature. Thus, buffer A with the pH
value pH, can more effectively provide
a reference or anchor potential against
which temperature effects can be com-
pared. Subsequently, the procedure
is repeated for the same two buffers
at a different temperature (73), which
then allows determination of the slope

Measured mV/pH response of Ir-IrO, (pH) and Ag-AgCl (reference) electrodes with temperature.
The measured data show a linear correlation with temperature equivalent to 0.198 mV-pH~"-°C~".
This is in excellent agreement with that predicted from the theoretical Nernstian slope over the
temperature range tested. The y-intercept is a unique function of the standard potential (£°) of

the electrode.
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(St2). Finally, actual pH measure-
ments of the hydrothermal fluid are
carried out at some other temperature
(7), with the slope (St) and reference
potential obtained from buffer A (Eat),
as defined from the following set of
linear equations:

St2 — S
St = § T.—T))———— 1
T = 511+ ( D77 W
Exty — Eami
Eare = Exmi + (T, — T7) 2AT2 ZZATL
AT aT1 + ( 1) T,
(2)

With equations (1) and (2), the
in situ pH of a sample (pHgy) can be
determined from the measured poten-
tial Egy as follows:

pHsry = pHa + Estx — Eatx 3)

Stx

In effect, by performing two in situ
calibration cycles at any temperature,
the temperature dependence of the
standard potential of the Ir-IrO, sensor
is accounted for and corrected. Using
this procedure, the accuracy of the
in situ pH derived from the raw poten-
tial is significantly improved. The hy-
drothermal diffuse flow environment
at deep-sea vents is characterized by
relatively large temporal temperature
and pH variability and is well suited
to test the procedures proposed for
pH calibration and measurement.
The first calibration cycle is typically
conducted in ambient seawater at
depth as the vent system is approached,
whereas the second calibration is
conducted at the point of the target
hydrothermal fluids, and immediately
followed by the hydrothermal mea-
surement. Thus, two calibrations at
different temperatures are obtained in
keeping with the calibration scheme

outlined above. In some cases, only
one calibration can be performed due
to the schedule of a certain dive. In
such cases, the coefficients of the slope
and buffer potential obtained in the lab
are used to calculate the in situ pH
value, but this is not optimal, since
the effect of pressure is not being
accounted for, rendering small, but
uncertain error (Le Bris et al., 2001).

Field Deployment and

Initial Result
Field Test

The MpHC has undergone a num-
ber of field trials that have provided
confirmatory evidence of the effective-
ness of the iz sizu auto calibration pro-
cedures as a means of monitoring pH
in variably high temperature subsea-
floor hydrothermal environments.
For example, during cruise AT26-17
(July 2014), the MpHC was used
to measure the pH of diffuse hydro-
thermal fluids at Axial Seamount, in
the NE Pacific (45°55'N, 130°0.0"W)
and also at similar low-temperature
vents within Main Endeavour Field,
Juan De Fuca Ridge (47°57.0'N,
129°6.6'W). These vent systems have
been long-studied, since both are tar-
get locations for the U.S. Ocean Ob-
servatory Initiative and the Neptune
cabled observatory (Oceans Network
Canada), respectively (Kelly et al.,
2012, 2014). The MpHC completed
three deployments facilitated by assets
intrinsic to DSRV Alvin. Importantly,
during dive 4743 (Sully diffuse flow
vent site, MEF), the MpHC was used
for pH and redox measurements
in vent fluids at temperatures as high
as 70°C. The water depth at this site
is 2,189 m.

Longer-term deployment opportu-
nities were available at the Axial Sea-
mount. In particular, vent fluids were
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sampled at the base of the Phoenix
sulfide structure within the ASHES
field (45°55.99’'N, 130°0.82'W) at a
depth of 1,544 m. The temperature
of the diffuse flow fluid ranged from
3°C to 25°C, whereas the nearby high-
temperature (black smoker) vent fluid
issuing from the central portion of the
same structure was 312°C. The tem-
perature distribution underscores that
the mixing with cold ambient seawater
contributes to diffuse flow hydrother-
mal processes, while still providing
components sufficient to fuel micro-
bial communities and associated macro-
faunal assemblages (Figure 5), which
are intimately related to the low tem-
perature vent fluid.

For this dive, buffer fluids with pH
values (25°C) of 3.74 and 10.39 were
utilized to calibrate the chemical sen-
sor system on the seafloor. Accordingly
and in keeping with previously de-
fined procedures, the MpHC calibra-
tion cycle was first performed at the
ambient seawater temperature 2.6°C.

FIGURE 5

MpHC in operation in and around a tubeworm
colony at Phoenix hydrothermal site at Ashes
vent field (Axial Seamount) during Alvin dive
4741, July 21, 2014 at a depth of 1,544 m.
The temperature of the diffuse flow fluid
ranged from approximately 5°C to 25°C. Note
the close proximity of a tube worm colony
and the diffuse flow to high-temperature vents
where fluid temperatures exceed 300°C.




Upon initial deployment at the vent
site, the MpHC unit performed a
10-min measurement of the tempera-
ture and pH of the hydrothermal
fluid and then conducted a 2-point cal-
ibration for the next 20 min. During
the entire process, the A/vin manipula-
tor maintained the sensor probe at the
same location (Figure 6). At the onset

FIGURE 7

Potential/pH relationships over two calibration cycles at the Axial Seamount study area. These data
provide temperature-dependent mV/pH response to correct for temperature variability during cal-
ibration and measurement at 2.6°C and 12°C. Based on the two calibration cycles (Table A1), the
in situ pH at any other temperature within the range of the calibration scheme (e.g., 7,) can be
determined. Predicted mV/pH for T,=23°C is shown for comparison (see text). Buffer 3.74 (25°C)
was used to obtain the standard potential Eary due to its pH value (pHa) shows relative thermal
stability. The variability of the slopes of the temperature dependent £/pH trends is largely a prop-
erty of the effect of temperature on the standard potential of the Ir-IrO, pH sensor, underscoring the
need for in situ calibration.
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of the diffuse flow hydrothermal envi-
ronment. Indeed, data indicate that
the temperature increased from ap- 0
proximately 2.6 to ~23°C within the
diffuse flow fluid and then decreased.

The potential/pH relationship of -150
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—e—T,=120°C
—A— Tx=23.5 °C

Buffer 10,3‘.'-!{25 °)

the two calibration cycles and corre-

sponding hydrothermal fluid measure-
ment cycles are shown in Figure 7
(data of the calibration cycles are

FIGURE 6

In situ potential of Ir-IrO, pH electrode with coregistered temperature data from MpHC deployment
during Alvin dive 4741, 1,544 m (see text) to Phoenix hydrothermal site in ASHES vent field (Axial
Seamount). Initial pH calibration was performed in seawater at 2.6°C immediately before reposi-
tioning the sensor system in the diffuse flow fluid where fluid temperature increased sharply to
~23.5°C, while temperature and electrochemical data were continuously recorded. The change in
temperate of the vent fluid to approximately 12°C elicited a second calibration cycle. The two buffer
calibration cycles, in situ, at two different temperatures allowed.
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shown in Table Al). As emphasized
earlier, the potential response of the
3.74-pH buffer was used to calculate
the Exry in Equation 2. Figure 7 also
reveals the steepening of the mV/pH
slope with increasing temperature at
seafloor pressure. This is caused by
the effect of temperature and pressure
on the thermodynamic properties of
the Ir-IrO, sensor, which influence
the sensors standard potential (£°).
Thus, using equations (1)—(3), a pH
value of 6.14 is obtained for the hydro-
thermal fluid at 23°C (Figure 8). The
accuracy of this number is difficult to
constrain unambiguously owing to
the inherent temperature, pressure,
and compositional variability that
characterizes diffuse flow hydrother-
mal fluids and the limited bottom
time available, precluding repeat
measurements at similar conditions.
However, we did conduct multiple
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FIGURE 8

pH and temperature data obtained for diffuse flow vent fluid at Axial Seamount, NE Pacific Ocean.
The ~4-min record reveals steady state temperature and pH of 23°C and 6.14, respectively. The
accuracy of the pH data benefits from temperature and pressure calibration procedures outlined in

the text and summarized in Figures 6 and 7.
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measurements of seawater at a depth
of 1,450 m at Axial Seamount with
a similar instrument with the same
electrochemical and buffer control sys-
tems (Tan et al., 2012). These data
indicate seawater pH of 7.65 + 0.1.
The extent to which this test applies
to the uncertainty attending the diffuse
fluid pH measurements reported above
is largely dependent on the effectiveness
of the temperature dependent correc-
tion procedures developed and applied
during the present investigation.

Comparing Data With Other
Sites of Diffuse Flow
Hydrothermal Activity

It has long been recognized based
on mass balance and limited geochem-
ical modeling results that diffuse flow
fluids are best explained as nearly con-
servative mixes of high temperature
vent fluids with seawater, with some
additional conductive heating of the
seawater vent mix (Von Damm & Lilley,
2004; Luther et al., 2012; Pester et al.,
2008; Butterfield et al., 2004). Data

from these and other studies confirm
this for diffuse flow fluids at the Axial
Seamount study area (Edmond et al.,
1979) and at EPR 9°N (Von Damm
et al., 2004), where the extent of sea-
water mixing is, as usual, best indicated
by the near seawater concentrations of
dissolved Mg, In spite of this, however,
there still exist noteworthy concentra-
tions of transition metals and dissolved
gases needed to fuel microbial metabo-
lism, while the relatively high dissolved
silica provides evidence of the magni-
tude of high-temperature source fluids
that is added to the mix (Von Damm
et al., 2004; Butterfield et al., 2004;
Le Bris et al., 2003). Almost always,
pH values are less than typical of sea-
water, as reported during the present
study, although in a more general
sense, pH decrease often correlates
positively with temperature and dis-
solved sulfide (Luther et al., 2012).
In situ pH values reported here (6.14
at 23°C) are generally within the
range of analogous values reported for
vent sites at EPR 9°N for fluids with
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similar dissolved sulfide concentra-
tions, although substantial variability
in pH (in situ) is the norm not the
exception (Luther et al., 2012). Part
of the variability likely relates to con-
straints imposed by the composition
of the high-temperature hydrothermal
component, while other factors in-
cluding biological activity and uncer-
tain chemical reaction processes in
the mixing zone, also likely play a role.
Brief, but repeated spikes in tempera-
ture and fluid chemistry, including
pH, are a well-recognized if not a char-
acteristic feature of diffuse flow vent-
ing, further complicating cause and
effect phenomena. Only by extend-
ing the time series and deploying in
situ samplers with internal calibrating
capabilities at different vent sites for
much longer times can we expect to
understand unambiguously the inter-
play among chemical, physical, and
biological processes at deep-sea vents.
Efforts reported here represent an im-
portant first step in realizing this goal.

Conclusions

The MpHC system was developed
to perform reliable and precise pH
measurements in and around hydro-
thermal diffuse flow vents on the sea-
floor at midocean ridges. A critical
element of the new device involves
the capability for autonomous calibra-
tion 7z situ on the seafloor. Accord-
ingly, multiple on-board buffers are
sequentially delivered to a small vol-
ume flow cell in which solid-state
pH, reference, and redox electrodes,
as well as temperature sensors, are con-
tained. Computer-controlled valves
and pumps activated in response to
temperature or time facilitate the in
situ calibration procedures, including
rinse cycles with ambient seawater.
The small size and low dead volume



of the electrode-bearing flow cell en-
hance signal response time, while min-
imizing consumption of buffer fluid.

The in situ calibration capability
of the MpHC is essential to address
the effect of temperature and pressure
on electrochemical performance, espe-
cially in the diffuse flow vent systems,
where the mixture between high-
temperature vent fluid and seawater
often produces temperature variability
in time and space. Lab measurements
have confirmed that temperature vari-
ability influences not only the pH
buffer speciation but more impor-
tantly the standard potential (£°) of
the solid-state IrO,. sensor. 7 situ cali-
bration on the seafloor at two different
temperatures with two different pH
buffers has been found to be sufficient
to correct for temperature effects per-
mitting accurate pH measurement of
vent fluids at temperatures different
from the temperature of calibration
cycle, broadening the efficiency and
effectiveness of collecting vent fluid
pH data.

The MpHC has been deployed by
the submersible A/vin to measure and
monitor pH at sites in the Gulf of
Mexico and also at diffuse flow vents
associated with hydrothermal activity
at the Ashes vent field, Axial Caldera,
northeast Pacific Ocean. In both
cases, data indicate that the auto cali-
bration procedures provide an effec-
tive means to assure the accuracy of
the pH data and offer promise for
longer-term monitoring of pH and
other components with power avail-
able from cabled observatories.
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Appendix A
Supporting Information

TABLE A1

Simultaneous pH and temperature data recorded during two calibration cycles performed in situin diffuse fluid issuing from the base of the Phoenix
chimney structure, Ashes vent field, Axial Seamount, NE Pacific Ocean in July 2014. The in situ potential reading of each pH buffer was derived from
the averaged recording for the last full minute of operation during each calibration cycle. Lab tests were used to correct the data for the effect of
temperature, while much smaller pressure effects were corrected from available theoretical and empirical data. Thus, the influence of temperature and
pressure on the slope was shown to be linear and result in a combined increase of 0.187 mV-pH='.°C~". Although the pH 3.7 buffer solution was shown
to be only slightly affected by temperature, the same was not the case for the pH 10.4 buffer. In any event, the measured slopes (E/pH) at 2.6 and 12°C
were still within 90% of the theoretical value at each temperature.

Measured slope Theoretical slope
Sample PHin situ E (mV) T (°C) (mV/pH) (mV/pH)
Buffer A 3.70 277 + 0.3 2.6 -50.4 -54.7
Buffer B 11.20 -100.6 + 0.4
Buffer A 3.70 2536+ 0.5 12.0 -52.2 -56.6
Buffer B 10.87 -1205+ 2.0

March/April 2016 Volume 50 Number 2 47



= PAPER

Micro-Modem for Short-Range Underwater
Mobile Communication Systems

AUTHORS

Jun-Ho Jeon

Sung-Joon Park

Department of Electronic
Engineering, Gangneung-Wonju
National University

Introduction

or a considerable period of time,
underwater communication systems
have focused mainly on applications
such as marine resource exploration,
deep-sea probes, and large-sized under-
water vehicles. As an enabling tech-
nology, research on long-distance
underwater acoustic modems has been
conducted by both academia and in-
dustry. Although acoustic waves are
inherently resilient to attenuation in a
water medium, a modem must emit a
high signal power to achieve the desig-
nated working range.

Quite recently, the field of under-
water wireless sensor networks
(UWSNs) has emerged as a rapidly
growing area of research as a result of
its wide range of aquatic applications
both in inland waters and in the littoral
seas (e.g., water pollution monitoring,
fish farming, oceanographic data col-
lection, and underwater tactical sur-
veillance) (Akyildiz et al., 2005). The
increasing demand for short-range
wireless connections between nodes
has introduced a new challenge to
the development of micro-modems,
which have the properties of small
size, low power consumption, and
moderate data rate and coverage. The
initial work on small-scale acoustic

ABSTRACT

Recently, there has been great interest in short-range underwater communication
for applications such as water pollution monitoring, fish farming, oceanographic data
collection, and underwater tactical surveillance based on underwater sensor network
systems. Because underwater wireless communication relies primarily on acoustics,
the development of acoustic modems has been an important topic that needs to be
addressed. Furthermore, for years, underwater biomimetic fish robots have been stud-
ied in the area of biomechanics for scientific use and reconnaissance missions. In this
article, we describe an underwater mobile communication system where fish robots act
as sensor nodes, which is different from the conventional concept of an underwater
sensor network that is static. We describe the issues that need to be resolved to provide
mobility to a node, and we develop a micro-modem to meet the requirements of a mov-
ing node. Experiments conducted with prototypes in both a lake and a river verify that the
proposed system provides a new degree of freedom (mobility) and is a viable approach.
Keywords: underwater communication, underwater mobile sensor network, underwater

robot, micro-modem

modems, named CORAL (Pandya
et al., 2005), spurred the research
and development of micro-modems
(Freitag et al., 2005; Lee et al., 2014),
including the well-known micro-
modem developed by the Woods Hole
Oceanographic Institution.

The field of biomimetic fish robots,
which are a type of underwater vehicle,
is another interesting research area that
attempts to make the best use of the
laws of nature. Since a fish robot utiliz-
ing biomechanics was first introduced
(Streitlien et al, 1996), many bio-
inspired underwater robots have been
investigated. The recently unveiled
GhostSwimmer, developed by the
U.S. Navy, is the newest water drone
mimicking a tuna, which operates au-
tonomously or with a tether in water
depths ranging from 0.25 to 91 m.
When operating independently, the
fish robot must be periodically brought
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to the surface to deliver the data it has
gathered.

In this article, we propose the use
of an underwater fish robot equipped
with an acoustic communication mod-
ule for efficient underwater mobile
communication systems. If wireless
communication support is added to a
fish robot, it is possible to control the
robot and to transfer the collected data
in real time without the help of an
umbilical cable or the use of periodic
floatation, which are troublesome
and time-consuming. Furthermore,
unlike a static UWSN, the fish robot
provides insight into a new research
area, underwater mobile sensor net-
works using robotic fish as under-
water sensor nodes. For this purpose,
we first identify the immediate issues
that need to be addressed in order
to develop a micro-modem for under-
water mobile devices. In particular, we



focus on the characteristics of a spher-
ical transducer acting as a common
endpoint of the transmitter and the
receiver, the underwater channel
based on a ray tracing model, and the
requirements for the modem. Further-
more, we investigate a frame format
and a symbol structure that are ade-
quate for the data transfer requirements
of the target system, and we develop a
prototype of a micro-modem. In or-
der to verify the functionality of the
modem and the feasibility of the aggre-
gated system prototype, experiments
are conducted in a lake and river.

The remainder of this article is
organized as follows: First, we briefly
introduce the objectives and the oper-
ational scenarios of short-range under-
water mobile communication systems.
Next, we explain in detail the research
challenges regarding the realization of
micro-modems for use in underwater
mobile communication systems and
describe a design and implementation
of a micro-modem conforming to re-
quirements. Lastly, we present experi-
mental results and give concluding
remarks that include direction for fur-
ther research.

Underwater Mobile

Communication Systems
Underwater Robot System

A prevalent assumption regarding
small-sized underwater robots, such
as underwater vehicles and fish robots,
is that they either move autonomously
in water or are controlled with a tether
connected to a mother ship at the sur-
face of the water body. This is because
acoustic modems developed to date are
typically too bulky to be mounted in
underwater robots. If it were possible
to transfer data wirelessly during oper-
ation, the effectiveness of the system
would increase significantly. This is

our motivation to propose an under-
water robot system where a robot
contains an acoustic communication
module as illustrated in Figure la.
In the presented operational scenario,
a robot sends the collected under-
water data or is controlled in real time
via an acoustic link. In the next section,
the requirements of an acoustic modem
for small-sized underwater robots are
investigated in detail.

Underwater Mobile Sensor
Network System

Figure 1b depicts a mobile system
model that monitors underwater en-
vironments in real time. The system
consists of a docking station and
three bio-inspired fish robots. The
docking station contains an acoustic
modem to communicate with the
fish robots underwater and a gateway
that controls the radio frequency (RF)
communication to terrestrial networks.
It is also equipped with docking, dry-
ing, cleaning, and recharging modules
for fish robots. In order to locate the
robots, an ultra-short baseline (USBL)
transducer is installed in the dock-
ing station. Furthermore, each fish
robot is equipped with a thrust mod-
ule, underwater sensors, a micro-

modem, a USBL transponder, a global

FIGURE 1

Underwater mobile communication systems.
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positioning system module, and bat-
tery packs.

The system operates as follows:
Once a user located on shore gives a
command for underwater monitoring,
the command is delivered via an RF
communication link to the gateway
located in the docking station. Then,
three robots navigate to a designated
waypoint near the surface of the water.
After arriving at the point, they sub-
merge deeply in the water, sense en-
vironmental data, and send the data
through an acoustic communication
channel. When the assigned mission
is complete, the fish robots may return
to the docking station for cleaning and
recharging or they may navigate to
another place in order to gather data
according to a user’s command.

The specific procedure of the
acoustic communication between the
docking station and the three fish ro-
bots is as follows: Whenever the dock-
ing station needs to transmit data to
the fish robots or to receive data from
the fish robots, it sends a broadcast
message to synchronize the entities
participating in the communication
system. After the initial broadcasting
period, four time slots are sequentially
and exclusively dedicated to the gate-
way, the first fish robot, the second

(1]
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fish robot, and the third fish robot. In
this manner, each entity sends control
or monitoring data during its own time
slot through a single acoustic channel.

Research Challenges
Transducer

The most critical problem in the
development of a micro-modem for
an underwater robot arises from the
transducer that is used to convert elec-
tric signals into acoustic waves and vice
versa. The two main properties re-
quired for a transducer to be adopted
in a robot are omnidirectivity and tiny
size. In order to support acoustic com-
munication irrespective of the position
and orientation of the robot, the use of
a spherical transducer, which has an
omnidirectional radiation pattern but
presents a lower efficiency compared
with directional transducers, is an in-
dispensable option. Furthermore, the
spherical transducer must be as small
as possible, because a large transducer
aperture is liable to disturb the natural
movement of a robot because of the
shape and weight of the transducer.
As a result, because the resonant fre-
quency of a transducer is inversely pro-
portional to its size, we have no choice
but to use a high-frequency carrier.

Figure 2 shows the ratio of the out-
put voltage (Vo) of the transducer at
the receiver to the input voltage (V)
of the transducer at the transmitter as
a function of carrier frequency and dis-
tance between the two transducers. For
both subgraphs, cylindrical spreading
(Kinsler et al., 1999), 10°C, pH 7,
and -53 dB transducer loss for sound-
ing and listening are assumed. Salinity
is assumed to be 0 in Figure 2a and
35%o in Figure 2b to reflect fresh
water and seawater, respectively. From
the results, it is obvious that the loss in
signal strength increases significantly

FIGURE 2

Loss in signal strength with respect to distance and frequency in underwater channels. (Color
version of figures are available online at: http://www.ingentaconnect.com/content/mts/mtsj/

2016/00000050/00000002.)
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with the increase of frequency as the dis-
tance exceeds approximately 1,000 m
in fresh water and 100 m in seawater.
In other words, the carrier frequency
becomes a crucial factor of concern be-
yond 1,000 m in fresh water and 100 m
in seawater under the given conditions.
Therefore, if we assume that the under-
water mobile communication systems
described above are operated at a dis-
tance of several hundred meters in salty
water, the acoustic wave emitted from
a small-sized transducer having a high
resonant frequency will experience a
large loss as a result of absorption.

Underwater Channel

The ray tracing model is one of the
widely used propagation models for
underwater acoustic signals in which
sound energy is considered as a set of
propagating rays in a fluid with a con-
stant sound speed. According to the
ray tracing model, a received signal is
represented as the superposition of mul-
tiple rays, as depicted in Figure 3a. The
signal strength of each ray is affected
by spreading and absorption in water,
transducer loss, and reflection coeffi-
cients (Chitre, 2007). For example,
the delay spreads under conditions
modeling a salty lake and a river that
will be further discussed in a later sec-
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tion are provided in Figure 3b. Cylin-
drical spreading, a carrier frequency
of 70 kHz, and the distance of 500 m
are assumed for simulation. Reflec-
tion losses at the water surface and at
the bottom are chosen to be 0.5 and
6.0 dB, respectively. The water depth
H and the depths of transmitter and re-
ceiver, h,and 4,, are set to 2 m, 0.5 m,
and 0.5 m for the result in the lake,
whereas they are set to 10 m, 1.5 m,
and 1.5 m for the result in the river.
The salinity in the lake is 35%, whereas
that in the river is 0. In addition, only
the paths within six reflections at the
surface and the bottom are included
in the results for simplicity. A key ob-
servation is that the delay of each path
decreases as the ratio of the distance to
the water depth increases. Since this
ratio is relatively high in the lake, the
delay spread becomes narrower when
compared with the result made in the
river. Thus, if the channel were suffi-
ciently static, a data rate of a few kilo-
bits per second could be achieved in
the lake. It is also seen that the signal
strength of the dominant path in the
lake is much smaller than that in the
river, owing to the increase of absorp-
tion by salinity as shown in Figure 2.

In addition to the static attenua-
tion described above, an acoustic wave



FIGURE 3

Underwater channel modeled using ray tracing method.
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traversing water suffers from ambient

noise generated by aquatic organisms
and natural phenomena in the water.
Surface agitation by wind is another
factor to consider because it makes
the reflection of acoustic waves at
the surface irregular. Thus, in a harsh
environment where a channel is time-
varying as a result of the complex
combination of all natural and artifi-
cial causes, it is impractical to analyze
a channel theoretically. More informa-
tion on underwater acoustic channels
for general purposes can be found in
Stojanovic and Preisig (2009).

Modem Characteristics

In addition to the issues presented
by the transducer and the underwater
channel, many other challenging issues
must be considered in the devel-
opment of a micro-modem. One of
them is modem size. Because the
length of underwater robots can be
on the order of tens of centimeters,
the modem size should be as small as
possible so that the modem can be
contained in a robot. Furthermore, a
fish robot having a streamlined shape
and a couple of articulated joints re-
stricts the modem size significantly as
illustrated in Figure 1a. A communi-
cation protocol for data exchange in
an underwater channel must also be
designed. Because the data carried un-

—e— Lakn
e [rwwr
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derwater is normally short and bursty,
a packet-based protocol is preferred
because of its efficiency. On the other
hand, the data rate and working range
are not critical matters when consider-
ing the architecture and requirements
of small-scale underwater mobile com-
munication systems.

Micro-Modem

For efficient data transfer in an
underwater channel, acoustic trans-
mission technologies suitable for an
application should be defined care-
fully. In this section, we present a
simple protocol targeted for systems
executing intermittent acoustic com-
munication, such as an underwater
environment monitoring system with
biomimetic fish robots. Figure 4a
shows a physical layer frame format de-
signed for the support of packet-based

FIGURE 4

Frame format and symbol structure.

acoustic communication. The physical
layer header consists of a preamble, a
start-of-frame delimiter (SFD), and a
frame length field; it is followed by
data of variable length. Bearing in
mind that underwater sensing data or
robot control data are typically short
in length, we allocate 255 bytes for
the maximum length of data that cor-
responds to 1-byte frame length. Ad-
ditional fields can be appended if
required.

The symbol structure used to gen-
erate a modulated signal is illustrated
in Figure 4b. Because the size of the
micro-modem is highly restricted as a
result of the small size of the fish
robot, a binary modulation with non-
coherent detection that requires a sim-
ple structure and low computational
complexity is implemented. In order
to mitigate the effect of intersymbol
interference (ISI) caused by the delay
spread in an underwater acoustic
channel, the transmitting time (7°) is
followed by the guard time (77) for
each symbol duration (7). Therefore,
the sinusoidal carrier is generated dur-
ing 7"and no signal is generated during
T for the transmission of information
bit “1,” whereas no signal is generated
during the whole 7 for the transmis-
sion of information bit “0.”

Figure 5 is an actual image of the
implemented modem hardware. For
ease of loading into a fish robot, it is

Preamble SFD Frame length Data
(4B) (1B) (1B) (variable)
(@)
Transmitting "(_3[1?51}(_1_ Transmitting _C_}u_a_r;i
time time time time
i T T
Ts ()

March/April 2016 Volume 50 Number 2 51



FIGURE 5

Micro-modem.

designed as a cylindrical shape that is

assembled by stacking up three circular
boards—a digital board, an analog
transmission board, and an analog re-
ception board. The digital board pro-
vides frame generation and recovery
and controls the interface with analog
boards and the other devices that act
as upper layers. In the analog trans-
mission board, a modulated signal is
amplified up to 300 V peak-to-peak
and then fed to a transducer. Analog
signal processing for detection in-
cluding amplification and bandpass
filtering is performed in the analog re-
ception board. For this application,
a tiny spherical transducer having
an omnidirectional radiation pattern
whose resonant frequency and diameter
are 70 kHz and 34 mm, respectively,
is utilized. The transducer is directly
connected to the modem hardware to
complete a micro-modem. The main
features of the developed micro-modem
are summarized in Table 1.

Performance Evaluation
Gyeongpo Lake and the Han River
were used as test sites for the outdoor
experiments, as shown in Figure 6.
Gyeongpo Lake, located in Gangneung,
Republic of Korea, is 1.6 km wide and
0.7 km long and has a maximum depth
of 2 m. Connected to the Pacific Ocean

TABLE 1

Specifications of micro-modem.

Feature Description

MCU STM32F103 (Cortex-M3)
Modem size (@ x H) 70 x 40 mm
Transducer size (P) 34 mm

Resonant frequency 70 kHz

Transducer loss -53 dB

Interface UART, SPI, USB
Supplied voltage 14.8 V/29.6 V

Power consumption 8w

through a small waterway, it contains
many aquatic plants and marine life
that form a colony. Normally, the
flow of water is calm except for an oc-
casional surface agitation caused by
wind. The other site is a confluence
point of two streams of the Han River
near Seoul. The width and maximum
depth of the river are approximately
500 and 10 m, respectively. As ex-
pected, the water becomes shallower
as it approaches the riverbank. The
flow velocity in the quiet state is ap-
proximately 1 knot. Small piers at the
lakeside and the riverside are utilized
as the main bases for the experiments.

In accordance with the amount of
data that is gathered by and transferred
to one fish robot at a time, 16 bytes are
allocated to the data field in the frame

FIGURE 6

Experimental environments.

52 Marine Technology Society Journal

format for the experiments. According
to the primary experiments, the output
level of the transducer at the transmit-
ter increases gradually and reaches a
steady state after five cycles of a 70-kHz
sinusoid. Thus, not only to ensure the
normal operation of the transducer but
also to maximize the avoidance of inter-
symbol interference caused by multi-
paths, the transmitting time 7 is set to
five cycles of a 70-kHz sinusoid. The
rest of the symbol duration is entirely
dedicated to the guard time. For ex-
ample, when the data rates are 1 and
5 kbps, the ratio of 7" to 7’5 becomes
5/70 and 5/14, respectively.

In order to examine the feasibil-
ity of the developed micro-modem,
point-to-point communication tests
were conducted. In the lake and river




experiments, a modem was placed at a
pier and another modem was located at
a boat. For the sake of convenience,
transducers were submerged only at
0.5 and 1.5 m below the surface of
the lake and the river, respectively. Ac-
cording to the experiments, acoustic
communication was possible up to a
data rate of 5 kbps in the lake and
1 kbps in the river at a distance of
500 m, as is expected to some extent
from the ray tracing model shown in
Figure 3b.

The system level prototype de-
scribed in Figure 1b was deployed
in the river for the integration tests.
First, a functional test on the under-
water acoustic communication system
was performed using a surface gateway
and three underwater nodes without
fish robots to establish the integrity
of the underwater communication
network. After that, a communication
test with the gateway and one fish
robot equipped with the micro-modem
was conducted to confirm reliable
underwater acoustic communication
for a moving object. Finally, a system
level experiment conforming to the
whole scenario explained in the previ-
ous section was executed.

Conclusions and

Future Direction

In this article, we outlined the use
of underwater mobile communication
systems where biomimetic fish robots
act as moving nodes. We determined
that providing mobility for a small
node gives rise to serious restrictions
on the design of the acoustic modem,
and we conducted a review of the un-
derwater channel characteristics that
relate to short-range acoustic commu-
nication. Based on these observations,
we explored acoustic transmission tech-
niques for the application of under-

water mobile communication systems
and developed a prototype of a micro-
modem. According to the modem level
and system level experiments carried
out in a lake and a river, the proposed
system equipped with the micro-
modem is a viable option.

Owing to the mobility of under-
water mobile communication systems,
service coverage could be enlarged or
easily reconfigured with a small number
of mobile nodes; this translates into sys-
tem and cost efficiencies. Beyond the
discussions presented in this article,
it may be worthwhile to investigate
methods to improve the performance
of the micro-modem using high-speed
integrated circuits dealing with ad-
vanced transmission and reception
techniques. We believe that the discov-
ery and deployment of new convergent
systems utilizing underwater robots
with embedded micro-modems are
also challenging issues to be addressed.
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Introduction

cean turbulence plays an impor-
tant role in improving our understand-
ing of the effect of the turbulence
mixing process on ocean circulation
dynamics and significantly improving
climate models. It also significantly im-
pacts the research of ocean dynamics,
energy exchanges, the marine ecolog-
ical environment, and the distribution
of suspended materials (Nikurashin
& Ferrari, 2010). Ocean turbulence
has received considerable attention in
the last few decades and has become
a popular subject in marine science
research. Measurements of the turbu-
lence mixing process are usually limited
to surveys of short duration and incom-
plete and sporadic samples in time
and space (Thorpe, 2005). Measure-
ments of dissipation rates of turbulent
kinetic energy (TKE) over extended

ABSTRACT

A newly designed autonomous instrument was evaluated for long-term ocean
turbulence measurements in the South China Sea from October 19, 2013, to
February 10, 2014 at 21°09.90'N, 117°42.03'E. A shear velocity time series was
collected continuously for 115 days at a single depth of 250 m using two orthogonal
shear probes (PNS06). The mechanical design of wings is developed for an obser-
vation platform to achieve characteristics of stability and flexibility of current direc-
tion tracking. The depth and pitch in comparison with ambient current speed are
analyzed, and the results indicate that the platform has satisfied stability require-
ments for turbulence measurement. The comparison between the instrument head-
ing and current direction shows that the instrument flexibly responds to variations
of ambient currents. Throughout the observation period, 62% of the data sets is of
significant correlation with correlation coefficients above 0.5, and 4% is of strong
correlation. The shear velocity spectra correspond well to the theoretical Nasmyth
spectrum, and the magnitude of dissipation rates estimated from shear is approx-
imately 0(10°8) W kg™'. The moored instrument is functional as designed and pro-

vides a reliable observation platform for extended turbulent measurements.
Keywords: turbulence measurements, moored instrument, stability, flexibility,

shear spectra

periods yield a valuable data set that
provides quantitative assessments of
dissipation rates and turbulent mixing
level; the technologies for long-term
measurements are therefore increas-
ingly important.

Conventionally, ocean microstruc-
ture turbulence is measured by fast re-
sponse thermistors or two orthogonal
airfoil shear probes measuring hori-
zontal or vertical shear components
(Lueck et al., 2002). Use of a micro-
structure profiler with shear probes is
a common method to measure shear
velocity data. However, the traditional
profilers, whether horizontal or verti-
cal, require fairly intensive labor and
highly trained personnel; it is there-
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fore impossible to collect long-term
time series due to financial and logis-
tical constraints (Lueck et al., 1997).
By altering ships and scientific per-
sonnel, the longest time series lasted
30 days and cost more than $1 million
with conventional profilers (Moum
et al., 1995). Depending on the ad-
vantages of not requiring professional
and technical personnel, the moored
system makes it possible to take un-
attended turbulent observations. The
earlier research of moored microstruc-
ture measurements was reported by
Lueck et al. (1997). They used four
shear probes and three pairs of Seabird
sensors to measure shear and fast tem-
perature in the dissipation range of the



wavenumber spectrum. This moored
platform obtained a long time series
of turbulence measurements at a re-
duced cost for personnel and ship time.
Lueck and Huang (1999) deployed a
moored instrument in a swift tidal
channel by using shear probes and
FP07 thermistors to measure shear ve-
locity and temperature fluctuations;
the profilers collected time series of
ocean turbulence at a fixed depth for
only 8 days. Songetal. (2013) designed
the mooring turbulence observation
instruments that implemented con-
tinuous observation at a fixed level in
the Kiaochow Bay for several days. By
comparing shear probes with micro-
structure profiles MSS60, it was shown
that the moored system was reliable
to detect the microscale turbulence,
but not for long-term series measure-
ments. An autonomous instrument
(Fer & Paskyabi, 2014) was located in
a wave-affected layer. Only the velocity
spectra in the dissipation subrange can
be used for dissipation rate calcula-
tions; the shear spectra in the inertial
subrange are severely contaminated
by platform vibration, and the tem-
perature gradient spectrum in the dis-
sipation subrange is not satisfactorily
resolved. While limited to a single
depth, the measurement systems col-
lected time series for 3 weeks contin-
uously. The latest work reported by
Lueck et al. (2015) was successfully
deployed over a 2-week period in Islay
Sound; the flow speed exceeded 3 m/s,
and the depth of this channel was 53 m.
These environmental conditions rep-
resented significant challenges for the
design of the mooring measurements.
In this article, we report on micro-
structure turbulence measurements
at dissipation scales from a newly
designed moored system in the South
China Sea (SCS). It was deployed at an
approximately 250-m depth in water

column and was less contaminated by
wave orbital velocities and the interfer-
ence of platform motion. The moored
instrument has continuously collected
data for 115 days with a giant storage
capacity, which represents significant
challenges for extended observations
of turbulent dissipation.

The outline of this article is as fol-
lows. The sections of instruments and
experiments mainly describe experi-
mental equipment and environmental
conditions, followed by the proposed
method to normalize the measured
data between the heading and current
direction. Subsequently, the results
and discussion mainly show the char-
acteristics of the moored instrument
including the stability, flexibility, and
spectral analysis of the microstructure
shear velocity data. The conclusion
presents some additional measures to
improve the mechanical design of the
system.

Instruments
Mechanical Structure

The moored turbulence measur-
ing instrument (MTMI; Figure 1) is
an ocean turbulence measurement sys-
tem designed to collect microstructure
shear time series at a fixed level. The
mechanical structure of the MTMI
mainly includes five divisions: the nose

FIGURE 1

Mechanical features of the MTMI.

Instrumem
Cabin

section, the instrument cabin, the bat-
tery cabin including rechargeable alka-
line battery packs, the latter float body
made of buoyancy materials, and the
crossed wings. The nose section is a
semicircular head, in which two orthog-
onal shear probes (PNS06; Wang et al.,
2014) are mounted to measure fluctu-
ations of cross-stream velocity (dw/ox,
0v/0x) and hydrodynamic lift force in-
duced by the ambient turbulent flow.
Four guard rings are attached to pro-
tect the shear probes from being dam-
aged during the experiments. The
main circuit boards and attitude sen-
sor (MTI) measured three-axis accel-
eration signals (4, 4,, 4,), and the
motion behaviors of the instrument
(heading, {s; pitch, 6; and roll, ¢) are
installed in the instrument cabin. The
MTMI is powered by battery packs,
each rated for 40 Ah at 9-V DC, pro-
viding an estimated operating time of
approximately 6 months. Balance
weight is contained in the latter float
body; the horizontal and vertical tails
contained in the wings are used
to maintain balance and control the
direction of the main floating body
under the sea. Particularly, the crossed
wings make it possible for the MTMI
to track variations of current direction
and to maintain its position counter to
the coming flow. The instrument is a
low-drag buoy that can be used as the

Float Body

Crossed Wing
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upper buoyancy element or integrated
at the desired depth in a mooring line.
To obtain accurate turbulence sig-
nals, the platform should be stable
under severe interference (termed anti-
interference) and responds rapidly to
changes of current direction. There-
fore, the structure of the MTMI is
designed to be streamlined to reduce
resistance. The assembled MTMI
weighs approximately 254.9 kg, with
a net buoyancy of 12 kg in seawater.
It has an overall length of 3.0 m and
a maximum diameter of 50 cm. The
maximum working depth of the whole
MTMI is 4,000 m, which complies
with requirements for working in the
deep sea.

To permit the instrument head-
ing to rotate in response to changes in
current direction, the hydrodynamic
torque of the wings’ force must be
larger than the heading force, which
depends on the mechanical structures
of the main body and the wings of
the instrument. According to the re-
quirements of fluid mechanics, the
wings of the MTMI are designed to
be cruciform, and two vertical and hor-
izontal fins of the wings are separated
in this experiment. The crossed fins
at the rear provide the torque for rota-
tion and stabilize the pitch motions.
The area of countering flow for one
fin is approximately 2.75 x 10’ mm®
(Figure 2), and the torque of the wings
has been programmed to force larger
than the heading force. In short, the
streamlined body and crossed wings
contribute to improving the stabiliza-
tion and flexibility of the platform.

Coordinate System

The MTMI system is a right-handed
Cartesian coordinate system that has
the following axes: x, which is along
the major axis of the instrument and
is positive pointing forward. The y axis

FIGURE 2
Size of each fin of the wings.
l y/mm
530 __(534.5,530)

(711.5,150)

o 2:5? x/mm
points to the port side of the instru-
ment and is positive athwartship, and
zis directed positive upward (Figure 3).
Accordingly, the instrument heading
(s, rotation around the z axis) is posi-
tive counterclockwise, ranging from
-180° to 180°. Pitch (0, rotation around
the y axis) is positive when the nose is
down, ranging from -90° to 90°, and
roll (¢, rotation around the x axis) is
positive when the instrument rolls port
side up, ranging from -180° to 180°.
For nonzero values of pitch and roll,
the vertical axis is not aligned with the
acceleration of gravity g. The MTI
motion sensor mainly records the three-
axis accelerations of the 4., 4,, 4,, and
these three acceleration signals also
follow the above coordinate system.

Experiment
Deployment

The moored instrument MTMI
was deployed in the SCS on October

FIGURE 3

The right-handed Cartesian coordinate system
of the instrument and rotation for pitch (8), roll
(o), and heading (w).
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19, 2013, and recovered on February
10, 2014, at 21°09.90’N, 117°42.03'E
(Figure 4). It was anchored at a depth
of approximately 250 m in the SCS;
this method of deployment was sim-
ilar to other moorings. First, the in-
strument was lowered into the deep
water, followed by the flotation sphere.
Subsequently, the remainder of moor-
ing line was deposited under tension
until the anchor had boarded the
ship. During the experimental period,
the instrument MTMI had already
sampled 28.5 GB of turbulence shear
voltage data for a continuous 115 days
that yielded a valuable database for
further research of the turbulent dis-
sipation and evolution processes in

the SCS.

The Mooring System

The whole mooring system used
for long-term ocean turbulence ob-
servation can be divided into four
subdivisions (Figure 5) based on their
different uses. The Sea-Bird Elec-
tronics (SBE37SM-RS232) CTD sen-
sor and the MTMI are attached in
part I. The CTD system mainly records
the water temperature, conductivity,
and depth of the MTMI. The in-
strument MTMI is assembled for ob-
serving microstructure shear velocity
fluctuations. To stabilize the obser-
vation platform, a turbulence instru-
ment needs to be embedded in the
streamlined floating body made of
buoyant glass microsphere material.
Part II contains the Doppler current
meter (RCM 11) measuring the am-
bient current speed (cm/s) and current
direction (°) in the deep sea. Measure-
ments are compensated for instrument
tilt and referred to magnetic North by
using an internal solid state compass.
A microprocessor computes vector-
averaged current speed and direction
over the last sampling interval. An



FIGURE 4

Map showing the deployment region and the location of the MTMI at 21°09.90'N, 117°42.03'E

(red square).
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acoustic release in part III is utilized
to recover the moored instrument
MTMI. The last part is the anchor
block, providing gravity for the whole
system to make the instrument be
in equilibrium. When the acoustic
release receives instructions to release
the anchor block, the system will
float up driven by the buoyancy ele-
ments. The MTMI is located at a
depth of approximately 250 m, and
several groups of glass floats provide
buoyancy, keeping the submerged

FIGURE 5

General diagram of the whole mooring system
as deployed in the SCS.

?— Glass Float

—MTMI

| CTD

I Current Meter
I Acoustic Release
v Anchor Block

buoy straight together with the anchor
at the bottom.

In a general diagram of the moored
system (Figure 5), the whole system
weighs 1636.13 kg including approxi-
mately 1,000 kg of gravity anchor. Its
static buoyancy in water is 190.41 kg,
and the mooring line is 300 m long.
The type and layout of the instruments
can be flexibly adjusted according
to the actual situation. A variety of
ocean instruments are hung in the
submerged buoy, and the distribu-
tions of the equipment are ordered at
a certain depth.

Sampling

The battery packs are configured
in cyclic sampling, which can supply
enough power to allow the MTMI to
operate at predetermined intervals.
The duty cycle of the moored instru-
ment is 3 min on and 12 min off.
The sampling rate of shear sensor is
set to 1,024 Hz, and the MTT sensor
is set to 120 Hz, which is mounted
by a right-handed coordinate. The
sampling interval of RCM and the
Sea-Bird CTD system is set to 60 s.

Data are recorded in 16 CompactFlash
memory cards, with a capacity per card

of 16 GB.

Methodology
Data Normalization

According to the requirements of
turbulence observations, platform mo-
tion features are analyzed by using
the experimental data for turbulence
detection; the instrument has been
greatly improved after several tests in
the coast. In the design of the moored
turbulence observation instrument,
the system balance and the rotation
in response to changes in the direction
of flow orientations are two significant
parameters; thus, an effective analysis
method is necessary to illustrate the
rational design of the turbulence plat-
form. Accordingly, the instrument
heading is positive counterclockwise,
ranging from -180° to 180°, but the
samples of current direction acquired
by RCM are positive clockwise, rang-
ing between 0° and 360°. Due to
their different sampling rates and
ranges between the MTI motion sen-
sor and the RCM, we need to normal-
ize the two data arrays of the heading
and current direction before process-
ing and analyzing them. First, the
values of the heading will be rotated
180° to normalize with the current di-
rection in the same range of 0°-360°.
Second, the sample rates of the head-
ing signals will be changed by re-
sampling them as averaged in 3-min
segments in which there are more
than 20,000 points. During the re-
sampling process, an anti-aliasing or
low-pass finite impulse response (FIR)
filter is applied to compensate for the
filter’s delay; it provides an easy-to-
use alternative method, relieving the
user’s need to supply a filter or com-
pensate for the signal delay introduced
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by filtering. Finally, a statistical average
method is used to process the normal-
ized data between heading and cur-
rent direction. Actually, the average
method is an arithmetic average, which
has the advantage of simplicity and
practicality in calculating average values.
Although this method may result in
some deviation between predicted val-
ues and the actual values, it does not
affect long-term observations of track-
ing the current direction due to the large
amount of heading data.

Correlation Analysis

The correlation analysis is a sta-
tistical method to describe statistical
relationships between two or more
random variables or observed data
values. It can be interpreted as a cor-
relation coefficient that illustrates a
quantitative measure of some type of
correlation and dependence. The vari-
ations of correlation coefficients are
always between -1 and +1. If two var-
iables are perfectly related in a positive
linear sense, the correlation coefficient
is equal to +1. On the contrary, a cor-
relation coefficient of -1 indicates that
two variables are perfectly related in a
negative linear sense. When the coeffi-
cient is zero, it suggests that there is no
linear relationship between the two
variables. Different values of correla-
tion coefficients indicate the different
related levels between two variables
(Cheng et al., 2006; Sandomirski,
2015). To develop the MTMTI’s flexi-
bility to track the changes of current
direction, canonical correlation analysis
(CCA) is introduced to analyze the
correlation between the current direc-
tion and heading. If the obtained data
tend to co-occur in two arrays, they are
highly correlated and tend to be com-
bined into a single dimension in the
new space. We can try to find projec-
tions of each representation separately

such that the projections are maximally
correlated. The correlation coefficient p
is given as in Equation (1).

cov (X,Y)

pyy =corr(X,Y) = oxOy (1)

where X and Y are two variables in
matrices or vectors of the same size.
Conventionally, the absolute value of
a correlation coefficient above 0.5 in-
dicates that the related level between
two variables is significant (Lai & Fyfe,
2012). Through the correlation anal-
ysis between heading and current direc-
tion, it is easy to deduce results about
the flexibility of the MTMI to track the

variation of current direction.

Results and Discussion

To evaluate the effectiveness of a
moored turbulence observation plat-
form, the stability of the instrument
at a fixed depth; the angle of attack
(AOA), interpreted as the attitude of
pitch and roll (Moreau et al., 2005);
and the flexibility of tracking current
direction are crucial parameters that
need to be estimated as accurately as
possible for high quality of dissipation
rates. In short, the accuracy of mea-
sured turbulence data is affected by
the stability of the moored system,
the platform motion behavior under
appropriate environmental conditions,

and the flexibility.

Stability of the Platform

The stability of the moored plat-
form mainly includes the variation
of depth and pitch with respect to
current speed. Thus, the stability of
the system is described and analyzed
through measured data: depth and
pitch, where depth data are acquired
by the CTD system and pitch is mea-
sured by MTTI sensor. Ideally, the
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MTMI should be fixed at a point
above the anchor. Actually, the instru-
ment is forced by the buoyancy and
tension from the mooring line. The
evolution of depth and pitch with cur-
rent speed will stabilize the MTMI.
On the one hand, the pitch of the in-
strument is unaffected by the varia-
tions of current speed. With further
increases in speed, the pitch ranges
about 0° + 15° (Figure 6a, left). Statis-
tics suggest that, for 85% of the data
set throughout the whole observation
period, the pitch reaches zero, which
indicates that the orientation of the
platform is nearly always stable for
long-term turbulence measurements.
On the other hand, the average depth
of MTMI is about 247 m for zero flow.
With the current speed increasing, the
depth of the instrument ranges from
247 to 270 m (Figure 6b, right). The
instrument is located at a fixed depth
of approximately 250 m because the
mooring line between the anchor and
the main float body is extremely tight
and the depth limitation of MTMI is
determined by the quality of syntactic
foam. In summary, the pitch is unaf-
fected by current speed from large-scale
time series, and the platform is always
moored at an approximate depth of
250 m. The whole moored system has
satisfied the measured requirements for
stability with an appropriate design for
turbulence observations.

Platform Behavior
and Accelerations

The acceptable quality of turbulence
measurements is limited to a small
subset of environmental conditions
—the flow speed, the AOA, and plat-
form vibration accelerations. The time
series of current speed measured by
the RCM instrument during the
time-extended deployment indicates
that the environmental conditions



FIGURE 6

Large-scale time series of pitch and depth in comparison with current speed. (a) Time series of
pitch with current throughout the whole observation period of 115 days. (b) The location of the
moored instrument in SCS for 115 days is assessed by depth data measured by the CTD system
and current speed measured by the RCM instrument.
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ranging from 0.1 to 0.42 m/s is rela-
tively stable. In addition, the average
horizontal current speed past sensors
is about 0.24 m/s (Figure 7a), which
is sufficiently greater than an estimate
of the turbulent velocity. A good esti-
mate of the AOA time series felt by
shear probes will allow for reliable cal-
culation of dissipation rates (g) of turbu-
lent energy. When the AOA is smaller
than +20°, the output of shear probes
can respond linearly to cross-stream ve-
locity fluctuations times the horizontal
velocity U (Paskyabi & Fer, 2013).
In this article, the AOA can be inter-
preted as the instrument behavior that
is gauged by the variations of pitch and
roll (Lueck & Huang, 1999). Time se-
ries of pitch and roll is roughly consid-
ered as constant with the average
values of 6 = 4.5° and & = 5.44°, re-
spectively, in 6 days (Figure 7b).
Throughout the long-term observation
period, the variations of pitch and roll
of the instrument are relatively at zero
for large-scale turbulent measurements.
The vibrations and accelerations mea-
sured by MTT sensor are the other pa-
rameters to describe the behavior of the
platform and environmental forcing.
When the accelerations are scaled by
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current speed, the signals from the lon-
gitudinal (4,) and athwartship (4,) ac-
celerations (Figure 7¢) divided by the
speed are always small compared with
the shear probe signals.

The Flexibility of Tracking Flow

The alignment of the instrument
with the ambient current direction is
critical for successful turbulence mea-
surements. We originally intended

FIGURE 7

to compare the instrument heading
against the current direction reported
by the RCM. The RCM is rigidly
fixed to the instrument, and one axis
is always parallel to the shaft of the
shear probe, which allows for reliable
estimates of turbulence. The ability
of the moored instrument to track
flow direction refers to the flexibility
of the heading rotating in response to
variation of flow orientations, which is
used to describe the state of the mea-
suring platform. The angle of approx-
imately 180° between heading and
current direction indicates that the in-
strument heading keeps counter to the
state of aligning with the coming cur-
rent direction; that is to say, the axis
heading should always be parallel to
the changes of current direction (Fer &
Paskyabi, 2014; Lueck et al., 1997).
Therefore, the flexibility of the MTMI
responding to the changes of current
orientations depends on the instru-
ment heading and the mean ambient
current direction. From the perspective
of Figure 8, the instrument heading is
aligned with the ambient current di-

Time series of the attitude sensor and accelerations in January 13-18, 2014, in the SCS experi-
ment. (a) Horizontal current speed measured by RCM. (b) Pitch and roll measured by MTI motion
sensor. (c) The longitudinal (A,) and athwartship (A,) accelerations.
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FIGURE 8

The flexibility of the heading rotating in response to variations of the current direction. (a) Current
direction measured by RCM (black), and the instrument heading measured by MTI attitude senor
(gray). (b) Current direction (black) in comparison with the heading, which has been subtracted
180° (gray). The correlation coefficient between the heading and current direction is 0.66.
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rection, opposing the incoming flow
(Figure 8a). For comparison with cur-
rent direction, the heading has been
subtracted 180°, where the horizontal
axis of time series is expressed in days
and the vertical axis refers to the de-
gree of direction. The black (solid)
line is almost overlapped by the gray
line (Figure 8b). The absolute differ-
ence is lower than 10°, satisfying the
requirement of AOA (Fer & Paskyabi,
2014). In addition, the correlation
coefficient between the heading and
current direction is 0.66 suggesting
that their similarity is 66%. The dif-
ference between the current direction
and the axis of heading is small,
which indicates that the moored
instrument is applicable to measure
ocean turbulence.

The MTMI has been deployed for
a total of 115 days in the SCS from
October 19, 2013, to February 10,
2014. In addition to some incomplete
and sporadic data for 18 days, there are
a total of 97 days with complete data
samples. A large proportion of correla-
tion coefficient is focused on the range

of 0.50-0.9, and the proportion of all
the coefficients is shown in Table 1.
For 62% of the data set, the correlation
coefficient is above 0.5, indicating a
significant correlation relationship be-
tween the heading and current direc-
tion, and 40% is of high correlation
(Table 1). The larger correlation coef-
ficients, the stronger the correlation
between the measured heading and
current direction will be. The results
illustrate that the instrument head-
ing of MTMI has a good flexibility
in response to the changes of current
direction. In short, under the given

TABLE 1

mechanical design, the instruments
can response flexibly to the variations
of current and consistently follow the
current direction. Throughout the
whole observation period, the correla-
tion coefficients between heading and
current direction are above 0.5 for 62%
of the data set, which means that 62%
of the turbulence data are effectively
available for the research.

Spectra Analysis

The performance of the moored
instrument for measuring turbulent
shear velocity is gauged by examining
samples of unprocessed data. Generally,
wavenumber spectrum is a commonly
used method to evaluate the character-
istics of turbulence. The shear spectra
d(f) in frequency domain are con-
verted into the wavenumber domain
by using the Taylor’s frozen turbulence
hypothesis, where P (k) = UD(f) and
k = flU; U is the mean flow velocity.
The dissipation rate of the TKE is cal-
culated by integrating the wave num-
ber spectrum for assuming isotropic
turbulence (Voulgaris & Trowbridge,
1998).

The proportion of correlation coefficients and the corresponding degree of correlation between the
instrument heading and current direction in 97 days.

Correlation Coefficients (-) Proportion (%) Degree of Correlation (-)
0-0.3 19 Weak positive correlation
0.3-0.5 19 Low correlation

0.5-0.7 22 Significant correlation
0.7-0.9 36 High correlation

0.9-1.0 4 Strong correlation
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where {5,() is the shear spectrum mea-
sured by shear probe 1 (7 = 1) and shear
probe 2 (i=2), v (v~ 1.64 x 10°m?s ™)
is the kinematic molecular viscosity as
a function of the local water tempera-
ture, 4 denotes the wavenumber, and
the overbar denotes a spatial average.
The £y is the lower integration limit,
and the £ is the Kolmogorov wave
number, where £, = (¢/v°)'%. The em-
pirical model for the turbulence spec-
trum determined by Nasmyth (1970) is
utilized to set the lower and upper inte-
gration limits of the spectrum (Oakey,
1982; Zhang & Moum, 2010). The
acceptable measurements of dissipation
rate are obtained directly by using the
shear probes.

In the wavenumber domain, the
variance of the shear resides mainly at
wavenumbers between 1 and 100 cycles
per meter (cpm; wavelength of 0.01 to
1 m). The noise signals are mainly in-
duced by turbulence eddies, and the
phenomenon of a Karman vortex street
excludes the disturbance of gravity
waves. When the moored instrument
is located in the deep ocean to observe
turbulence, viscous fluids flow through
the bluff body, and the phenomenon
of a Karman vortex street is generated
behind a circular cylinder in the water

FIGURE 9

flow field. In short, this phenomenon is
indirectly caused by interaction of the
mean flow with the cable, and results
in vibration signals. The acceleration-
coherent vibration can be removed
from the shear signals with the tech-
nique deduced by Goodman et al.
(2006). The rate of dissipation has de-
creased approximately two times for
the mean flow velocity U = 0.25 ms™".
Both the raw shear spectra (Figure 9,
Sh1 and Sh2) and the cleaned spectra
(Figure 9, Shl-clean and Sh2-clean)
conform well to the theoretical Nasmyth
spectrum in shape and level. The peak
of noisy signals in the shear spectra at
approximately 24 cpm induced by the
Karman vortex street is partly removed
using a coherent noise removal algo-
rithm, further proving that the platform
is stable for measuring turbulence.

Conclusions

The MTMI was successfully de-
ployed at a depth of approximately
250 m in the SCS. It was demon-
strated that effective turbulence data
can be measured and collected using
the MTMI developed by OUC at a
fixed depth for a long-term observa-
tion. The results show that 85% of

Shear spectra of dissipation rates (€) for 4-s-long segment, where x axis is expressed in wave-
number domain and the y axis is the power density spectrum (PSD). The black and gray lines are
the raw shear data and cleaned data of shear probes 1 and 2, the dotted curves are the Nasmyth
spectrum, and the vertical dashed line is the Kolmogorov cutoff wavenumber of the integration.
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the pitch is unaffected by variations
of the current speed from the large-
scale time series. For the whole obser-
vation period, 62% of the correlation
coefficients is over 0.5, demonstrating
the significant correlation between
heading and current direction. With
the given mechanical design, the in-
strument always keeps a counterflow
state and can respond flexibly to the
changes of current direction. The mag-
nitude of dissipation rates of TKE
estimated from the shear probes is
approximately O(107%) W kg ™" at a
known mean flow speed U = 0.25 m/s,
and the power spectrum curves match
closely with the empirical Nasmyth
spectrum. The newly designed instru-
ment MTMI has proven to be an
effective platform for long-term mea-
surements of microstructure turbu-
lence. In addition, to further improve
the stability and flexibility of moored
system, the design of the wings needs
to be improved in some aspects, such
as altering the materials or increasing
the area of the wings.
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Introduction

he ocean covers 70% of the earth’s
surface and extensively influences the
environment. However, the nature of
the ocean is poorly understood. Devel-
oping a deep understanding of the role
of oceans and elucidating the complex
physical, biological, chemical, and geo-
logical processes operating therein rep-
resented a major challenge in the early
21st century (Favali et al., 2015). Ca-
bled ocean observatory networks have
been installed to help meet the challenge.
These networks provide abundant
power and high bandwidth commu-
nications to remote-controlled sensors
and scientific instruments which gather
real-time data and imagery. Some rele-
vant cabled ocean observatory networks
have been developed and deployed
around the world. North-East Pacific
Time-series Undersea Networked
Experiments (NEPTUNE) Canada,
Monterey Accelerated Research System
in America, Dense Ocean Network for
Earthquake and Tsunamis in Japan,
and European Seafloor Observatory
Network in Europe can provide long-

ABSTRACT

Good heat dissipation is highly significant for long-term reliable functioning of a
junction box (JB) for a cable ocean observatory network. An innovative heat dissipa-
tion system consisting of circumferentially equi-spaced chassis heat sinks and an
adaptive elastic support structure is proposed based on the analysis of the cooling
mechanism of the JB. A temperature field model of the JB is established. The param-
eters include seawater pressure, precision of machine workpieces, seawater flow
rate, and thermal contact resistance. A 3D dynamic simulation of heat dissipation
is conducted using the commercial software ANSYS to describe the temperature
field inside the JB. The proposed heat dissipation system is applied and tested
on a laboratory setup of the Experimental Underwater Observatory Network System
of China. Experimental results agree well with the theoretical model and simulated
results. The increase in maximum temperature in the JB is between 7°C and 10°C

under different sea conditions.

Keywords: heat dissipation system, ocean observatory network, junction box,
temperature field model, contact thermal resistance

term, real-time, and continuous data
(Chave et al., 2004; Priede et al.,
2004; Howe et al., 2006; Barnes &
Tunnicliffe, 2008; Kawaguchi et al.,
2008; Aguzzi et al., 2011). A similar
network, the Experimental Seafloor
Observatory Network System, has
been developed and will be deployed
in the South China Sea in the near fu-
ture. This network is the first attempt
at building a regional cabled observa-
tory network in China. The structure
of the cabled ocean observatory net-
work, which consists of a shore station
(8S) layer, junction box (JB) layer, and
terminal science instrument (SI) layer,
is shown in Figure 1. Backbone and
water-tight cables are used to connect
the different layers.

The JB is the intermediate process-
ing unit between the SS and SIs on

the seabed. This layer is responsible
for power conversion, communication
transmission, and time synchroniza-
tion. Long-term working reliability of
the JB is essential to the normal oper-
ation of the entire observatory network
under the extreme environment of the
deep sea (Chen et al., 2012). In this
study, the JB is divided into two sec-
tions, namely, power conversion and
control cavities. The power conversion
vessel is mainly used to realize power
conversion and distribution for the
whole underwater network. Power
consumed by heat dissipation of each
power conversion vessel, which is lim-
ited by the power conversion efficiency,
reaches hundreds of watts at full load
operation. Electronic components and
instruments generally need a compara-
tively large and ventilated environment
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FIGURE 1

The structure of the cabled ocean observatory network. (Color version of figures are available
online at: http://www.ingentaconnect.com/content/mts/mtsj/2016/00000050/00000002.)
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for effective heat dissipation. However,
the submarine JB is usually designed
as a sealed cylindrical cavity. Compact
structure and small space occupancy is
preferred because of deep-sea working
conditions and layout requirements.
Therefore, traditional terrestrial heat
dissipation technologies cannot be ap-
plied in the JB because of the restrictive
circumstances. A proper and innova-
tive heat dissipation scheme is designed
for the submarine JB through compre-
hensive heat transfer analysis to meet
the demands for a highly reliable and
long-term operation.

The paper includes six sections.
Heat dissipation mechanism and struc-
tural design of the JB is presented in
Heat Dissipation Mechanism and Struc-
tural Design of the JB. Model for the
Thermal Conduction of the JB addresses
the thermal conduction of the JB model,
which mainly includes the mathematical
model of the temperature field, calcula-
tion model for contact thermal resistance,
and computation of the convective heat
transfer coefficient. Software simula-
tion analysis is presented in Software
Simulation Analysis. Experimental re-
sults are shown and analyzed in Exper-
imental Results. Conclusion concludes
the study.

JB: Junction Box 51 Science Instrument

BL: Branching Unit

Heat Dissipation
Mechanism and Structural
Design of the JB

The majority of the studies on the
heat dissipation of deep-sea mechan-
ical and electrical equipment have
focused on the fields of remotely oper-
ated vehicles, autonomous underwater
vehicles, and manned submersibles
(McDonald & Naiman, 2002; Petitt
et al., 2004). Only a few studies have
investigated the heat dissipation of a
submarine JB, and hardly any tradi-
tional terrestrial mature heat dispersal
technique can be applied directly. In
this study, a heat dissipation system
that refers to the submersible Alvin
of the Woods Hole Oceanographic
Institution is designed by considering
the heat dissipation mechanism, the
practical necessities of the JB, and the
characteristics of the surrounding en-
vironment. The JB is surrounded by
cold water, which can be used to dis-
perse the heat on the exterior wall of
the vessel through heat convection.
The solid-state electronic components
and other heat source components
should be mounted onto the interior
wall of the cylindrical vessel to transfer
heat via direct contact, which is theo-

64 Marine Technology Society Journal

retically the fastest means to dissipate
heat. However, this scheme is difficult
to implement and cannot guarantee
system reliability. A good heat transfer
medium between heat sources and the
interior cylinder wall of a vessel with
high thermal conductivity is designed.
Thus, an effective heat dissipation
scheme for the JB is realized.

The heat dissipation pathway from
the internal distribution heat source
of the JB to the external seawater is as
follows: heat source — interlayer heat
transfer medium — cylinder wall of
the JB — seawater. Figure 2 shows the
thermal resistance network of the de-
signed pathway. R,,; and R;, are the
thermal resistances of the interlayer
heat transfer medium and cylinder wall
of the JB, respectively. R,,.,,; represents
the contact thermal resistance between
the heat source and the interlayer heat
transfer medium. R,,.;, depicts the con-
tact thermal resistance between the in-
terlayer heat transfer medium and the
interior cylinder wall of the JB. R;,_,,,
shows the contact thermal resistance
between the exterior wall and seawater.
Reymis Roijus and R,,; are related to
the thermal conductivity coefficient
of the interlayer heat transfer medium.
In the “Observatorio Submarino Ex-
pandible” (OBSEA) JB (del Rio et al.,
2013), air is used as the primary me-
dium for heat transfer from the elec-
tronic components to the interior wall.
Reomis Rmicju> and R,,; represent the
heat resistance of the natural convection
between air and heat sources, between
air and the interior wall of the vessel,
and the heat resistance of air itself, re-
spectively. The JB of NEPTUNE uses
metal, which has considerably higher
thermal conductivity than air, as the
interlayer heat transfer medium and ob-
tains good heat dissipation effect. The
electronic components are mounted
onto a chassis (i.e., an inverted T-shaped



FIGURE 2

Heat dissipation pathway of the JB.
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structure made of aluminum) for heat
dissipation. However, the heat trans-
fer pathway of the T-shaped structure
is relatively long, and all the electronic
components mounted onto the same
structure centralize heat sources at a
high local temperature (Woodroffe
et al., 2008).

In the proposed design, four cir-
cumferentially equi-spaced aluminum
chassis heat sinks that coupled well
with the interior cylinder wall of the
JB are designed to disperse heat. Fig-
ure 3 shows the structure of the JB
with part of the heat sinks and the in-
ternal electronic components. Power
converters and other heat sources
are fixed onto the heat sinks. High-
precision mechanical processing of
the heat sink curved base can match
properly with the interior cylinder
wall of the vessel and allow vertical
heat transfer between heat sources and
seawater. Microdeformation occurs
when the B is deployed on the sea-
bed at a water depth of 2,000 m. The
maximum deformations on the radial
and axial directions are approximately

FIGURE 3

Structure of the JB.
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0.225 and 0.732 mm, respectively, ac-
cording to the finite element analysis.
The deformation patterns of the vessel
are shown in Figure 4. Therefore, an
adaptive elastic support structure is
designed to push the heat sinks that
are securely attached onto the interior
wall of the vessel. The supporting
structure can enable the heat sinks to
adapt to wall deformation by flexing
the springs. This design increases the
cooling area of the power converters,
shortens the cooling path, and enlarges
the available space. Furthermore, com-
pared with the oil immersion heat dis-
sipation method, the proposed method
avoids the risks of oil immersion of the
electronic components and oil expan-
sion when the oil is heated during the
heat transfer process.

FIGURE 4

The deformation patterns of the vessel.

Model for the Thermal
Conduction of the JB

Figure 5 shows the heat dissipa-
tion process of the JB, in which the
power converters initially dissipate heat
through the chassis heat sinks. The
high machining accuracy of the con-
tact surfaces and the high heat conduc-
tivity of the aluminum chassis heat sinks
make the contact thermal resistance
R, sufficiently small, and thus, it
can be disregarded. The thermal resis-
tance of the middle-layer medium
(chassis heat sinks), R,,;, significantly
decreases because of the direct vertical
heat dissipation path from which the
heat sources move outward. Contact
thermal resistance R,,,;, between the
curved base and the interior wall of
the vessel is affected by machining
accuracy and normal pressure. There-
fore, increasing machining accuracy
and spring length can reduce R,,;_j,,.
The values of the thermal resistance
of the titanium wall of the vessel R;,
and the heat resistance R;,,.,, between
the exterior wall and seawater are fixed.
The proposed design can optimize the
dissipation performance of the JB.

" wa—
—
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FIGURE 5

Heat dissipation of the JB.
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Mathematical Model of the
Temperature Field of the JB

Establishing an accurate model for

Seawater

the temperature field is difficult be-
cause of the complex structure of the
JB. The geometry of the 1/4 cross sec-
tion of the J B is depicted in Figure 6(a).
The squeeze method is adopted to sim-
plify the structure of the JB into two
2D models that consist of multilayer
cylinder walls (Figures 6(b) and 6(c)).

The cooling condition of the actual
structure is obviously worse than that of
the structure depicted in Figure 6(b)
but better than that of the structure
depicted in Figure 6(c). As shown in
Figure 6(b), the heat sinks are evenly
distributed on the interior wall of the
cylinder and the thickness of the chassis
heat sink is decreased. These charac-
teristics reduce thermal resistance. By
contrast, Figure 6(c) shows that heat
sinks are unevenly distributed on the
interior wall of the cylinder and that
the thickness of the chassis heat sink
is increased. These characteristics en-
hance thermal resistance. The tempera-
ture field models for the cross section in
both structures are established accord-
ing to the heat conduction differential
equations and boundary conditions.
Thus, the temperature range of the ac-
tual structure is determined.

FIGURE 6

(a) The geometry of 1/4 cross section of the JB. (b) 1/4 cross section of simplified model I. (c) 1/4
cross section of simplified model II.

(b) ()

The heat conduction differential equation of the cylindrical coordinate sys-
tem is as follows (Kays et al., 2012):

oT 10 ( oT\ 10 (,0T\ 0 [, 0T\ .
Ot ) L)+ L (k) 1 b 1
P r()r(ra’r>+720(/)<d(p>+0z(kaz>+ (n)

The temperature field of the JB is in a steady state, so pc 5 The heat source
T

has a steady conduction, and the heat power density is ®= 0. The problem is
simplified to 1D heat conduction along the radial direction when the symmetry
of the structure is considered. The simplified heat conduction differential equa-
tion can be written as follows:

2 (“T) =0 @
o\ dr )~
The analytical solution is as follows:

T — C Inr+ C3(7’() <r< 7‘1,) (3)
T\ Glnr+ Gi(nye <r<mn)

where Cy, C,, C;, and Cj are all constants.
The boundary conditions are as follows:

T
b = —/112717}"1[6{— (4)
dr r=r.
dT
b = —122757’1[— (5)
dr r=r+
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T(?‘lf) - T(71+) - Rmifjud) (6)

® = hA[T (ry) — T..] (7)

The constants in Eq. (3) are written as follows:
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where A, is the heat conductivity coefficient of aluminum, 4, is the heat conduc-
tivity coefficient of titanium, /is the length of the chassis heat sink, 4 is the con-
vective heat transfer coefficient between the outside wall of the JB and seawater,
T.. is the temperature of seawater, and R,,,; ;, is the contact thermal resistance be-
tween the curved base of the chassis heat sink and interior wall of the vessel. The
interface that between the curved base and the interior wall of the vessel cannot
meet continuous conditions when deformation of the vessel happens in deep sea
or influenced by the machining precision of the heat sinks and vessel. Therefore,
the contact thermal resistance R, is introduced. ®, 7y, 75, Ay, £, and 7., are
all known. Hence, the exact temperature field models of two simplified structures
can be established when R,,,; , and / are obtained. The temperature range of the
actual structure is also obtained.

Calculation Model for Contact Thermal Resistance R,

Thermal contact conductance is indispensable for the heat dissipation of the
JB. The heat transfer coefficient can be obtained via assembly tests. However, the
obtained value will be conservative because surface pattern parameters and contact
conditions vary considerably under diverse circumstances. An appropriate and ef-
fective established model can predict the contact heat resistance R,,,; ;, of the JB.
The possible minimum contact heat resistance can then be determined by analyz-
ing the model.

The geometric structure of rough surfaces is random, and roughness features
are identified at a large number of length scales in accordance with the Gaussian
distribution model (Majumdar & Bhushan, 1990). A model is then established by
implementing random simulations to analyze roughness features using the Monte
Carlo method. A numerical model is developed to obtain the contact thermal re-
sistance on the macroscopic scale according to the calculation of each single ther-
mal resistance on the microscopic scale.

Machined surfaces have asperities that are isotropically and homogeneously
distributed (Dyachenko et al., 1963). The surface model can be established
under the assumption that the asperities are circular cones with equal apex angles
that rest on a base plane (Leung et al., 1998). Two contact surfaces are equivalent
to a rough surface and a smooth plane with a rigid contact (Hsieh, 1974). Char-

acteristic parameters of the equivalent
rough surface are obtained as follows:

o= \fot + 0} (8)

1

mE=T T ©)

__|__
m my

H = min {H,, H,} (10)
where o7 and 0, are the roughness
values of the two surfaces, m; and m,
are the slopes of the circular cones, and
H, and H, are the hardness values of
the two surfaces.

A random number matrix is gen-
erated using Monte Carlo method to
simulate the peaks of the rough surface
distribution. The distances between
the peaks and the contact plane under
the applied pressure are described as
follows:

A =z—d (11)
where A; is the distance between the
peaks of circular cones and the contact
plane, z; is the summit height of the
circular cones measured from the base
plane, and 4 is the distance between
the contact plane and the base plane.

Figure 7 shows that A; is only
meaningful when it is positive, which
implies the contact between the circu-
lar cone on the rough surface and the
rigid plane. The following parameters
are obtained when contact occurs:

7, = Al/m (12)
a; = ﬂrl.z (13)
fi = Ha; (14)

where 7; is the radius of the single
contact area, 4; is the contact area,
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FIGURE 7

Contact between the equivalent rough surface and the base plane.

base plane

and f; is the applied pressure of the
single contact area. The distribution
of circular cones on the rough surface
and characteristic parameters on the
contact surface are obtained when
the characteristic parameters o and
m of the rough surface are provided.

The contact thermal resistance R;
of each circular cone is obtained with
the use of a disk model of a single
point contact (Gibson, 1976). Figure 8
shows the disk model of the single
point contact.

The single contact thermal resis-
tance is obtained as follows:

Ri=(1—r;/b)" [4rd, (15)

where R; is the single contact thermal
resistance, 7; is the radius of the single
contact area, and ; is the radius of the
single heat channel. 4, is the equivalent

FIGURE 8
Disk model for a single point contact.
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thermal conductivity, which satisfies
the following equation:

where A, and A, are the thermal con-
ductivities of the two surfaces.

The total contact thermal resis-
tance is the sum of the parallel con-
nections of all single point thermal
resistances. Therefore, the total con-
tact thermal resistance is obtained as
follows:

1
Rmt'—ju =N (17)

> 1/R;

1

Figure 9 shows that the prediction
of the contact thermal resistance by

FIGURE 9

the present computation method con-
siderably agrees better with the experi-
mental data than those in the literature
(Weilan, 1995). This finding con-
firms the effectiveness of the method.
The curve clusters in Figure 10 shows
the relationship between contact ther-
mal resistance and the applied pressure
under various circumstances. The ma-
terials of the two surfaces are aluminum
and titanium, and the parameter o
varies from 0.025 to 50 pm. Surfaces
with different surface roughness values
are obtained through various machin-
ing processes. Differences in surface
characteristics are also observed. The
specific relationships among surface
roughness values, machining pro-
cesses, and surface characteristics are
presented in Table 1. Heat transfer ef-
ficiency is also related to the machining
tolerance between the interior wall of
the vessel and the curved base of the
heat sink. Improving machining toler-
ance can result in better contact and
fitting, which will increase heat trans-
fer efficiency.

The effects of the characteristic pa-
rameters, applied pressure, and heat

Comparison of the computing model with the experimental results.

rermy) mndkc] ) O paTamTL
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FIGURE 10

Relationship between contact thermal resistance and applied pressure.
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conductivity of the rough surfaces on
contact thermal resistance are quanti-
tatively analyzed. The method enables
the determination of the least possible
contact heat resistance in the JB.
The contact thermal resistance R,
obtained in real situations of the JB is
6 x107 K/W.

Computation of the Convective
Heat Transfer Coefficient h

The flow velocity of seawater in
coastal areas in South China Sea is ap-
proximately 2 m/s and almost neg-
ligible at a water depth of 2,000 m
(Yu, 2010). Either forced or natural
convection therefore occurs between
the exterior wall of the JB and sea-
water depending on the surrounding
environment.

TABLE 1

P iPaj

The convection heat transfer coef-
ficient / between the exterior wall
and seawater is obtained iteratively.
The Grashof number G, is used as
the criterion to determine the heat
transfer condition in natural convec-
tion and is given as follows:

JALP
Gr — 8%An

(18)

v2

where g is the gravitational accelera-
tion, «,, is the expansion coefficient
of seawater, At is the temperature dif-
ference between the exterior wall of the
JB and seawater, / is the length of the
JB, and v is the viscosity of seawater.
The intensity of the natural con-
vection heat transfer for a horizontal
sealed cylinder is determined through

Relationships between surface roughness values and various machining processes.

the Nusselt number Nu,,, which is
given as follows:

Nu,, = C(GrPr)”, (19)
where Cand 7 are parameters provided
by the experiments and Pris the Prandtl
number of seawater.

The convective heat transfer coefh-
cient 4 is obtained through the Nusselt
number Nu,,, as follows:

A
h=Nu- 20
% (20)
Heat power ¢ is given as follows:
' = hAAt = hndLAt (21)

The calculated convective heat
transfer coefficient 4 is inaccurate if
a large difference between the real
heat power ¢ and the calculated heat
power g exists. Then, Az is modi-
fied to recalculate /. This recycled pro-
cess ends when an appropriate 4 is
obtained.

Finally, we obtain the convective
heat transfer coefficient 4, in natural
convection as 383 W/(m? K) and the
convective heat transfer coefficient 4, in
forced convection as 3874 W/(m* K)
when the flow velocity of seawater is
2 m/s. The corresponding convective
heat transfer coefficient is between 4,

Surface Roughness Values Machining Processes Surface Characteristics

o =290, 25 rough turning, rough planning, rough milling, etc. obvious tool mark

0=125,6.3, 3.2 finish turning, finish milling, rolling, etc. tool mark is faintly visible

0=16,08, 04 finish grinding, end milling, etc. processing traces is invisible, processing direction
is faintly recognizable

0=0.2,01 supergrinding, polishing, etc. dim glossy surface

o =0.05, 0.025 superfinish bright or mirror glossy surface
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and 4, when the seawater low condi-
tion is between the two cases.

Software Simulation
Analysis

The models of parameters R,,;.,
and 4 have been previously established,
so all parameters needed in the model
of the temperature range of the JB are
obtained. The temperature fields of
the JB under different seawater flow
rates are established according to the
temperature range model of the actual
structure of the JB. The length, exter-
nal diameter, inner diameter, and wall
thickness of the vessel are 876, 310,
278, and 16 mm, respectively. The
total heat generated inside the vessel
is 1,188 W.

Finite element models of the tem-
perature field in the JB were built in
the following extreme cases to verify
model accuracy: (1) seawater was al-
most still, and heat convection between
the exterior wall of the JB and seawater
was purely natural convection; and
(2) the velocity of seawater was 2 m/s,
which is the maximum flow rate in the
South China Sea. The 3D model for
the JB was established using ANSYS
software. Vessel deformation caused
by external water pressure could reduce
heat transfer efficiency; hence, pressure
load was added in the software simula-
tion by an equivalent way. Finally, heat
sources, boundary conditions, contact
types, and physical property parameters
were set to calculate the temperature
field based on a practical situation. Fig-
ure 11 shows the contours of the tem-
perature distribution of the vessel in
different environments: Figure 11(a) is
simulated at 1 atm, and Figure 11(b) is
simulated under 20 MPa pressure.

The models for the temperature
range of the JB are established when
the convection heat transfer coefhicient

FIGURE 11

Contours of temperature distribution in the JB.

is equal to /; or /,. The curves in Fig-
ure 12 show the relationship between
the temperature model and the simula-
tion results of the JB. In Figures 12(a)
and 12(b), the JB is under 1 atm, and
h = hy and h = by, respectively. In Fig-
ures 12(c) and 12(d), the JB is under
a pressure of 20 MPa, and /4= b; and
h= by, respectively.

Figure 12 shows that the simulated
temperature is within a narrow range
defined by the two temperature models.
A sudden change in temperature is ob-
served in all the figures. The existence
of contact thermal resistance R,,;.,
causes discontinuity in temperature dis-
tribution. The following conclusions
are drawn after comparing the figures:
the internal temperature of the vessel
and the contact thermal resistance be-

70 Marine Technology Society Journal

tween heat sink curved bases and the in-
terior cylinder wall increase, the heat
transfer efficiency of the system is re-
duced, and the cooling performance de-
teriorates when the vessel is deformed
by external water pressure under the sit-
uation in which the convective heat
transfer coefficient 4 is the same value.
Thus, contact thermal resistance is
essential, particularly when good heat
dissipation performance is required.
Therefore, the effect of contact thermal
resistance should be considered in de-
signing the JB and should be reduced

to improve the heat dissipation effect.

Experimental Results
A series of laboratory experiments
was conducted in a water tank and a



FIGURE 12

Temperature inside the JB at different radial distances: (a) 1= h; at 1 atm; (b) h= hp at 1 atm; (c) h= hy under 20 MPa pressure; (d) h= h, under 20 MPa

pressure.
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sealed pressure case to verify the theo-
retical model for the temperature field
and validate the heat dissipation per-
formance of the JB. The JB and the
related instruments were placed in a
water tank and a sealed pressure case
filled with simulated seawater, respec-
tively, as shown in Figure 13. Six temper-
ature sensors were installed to monitor
the temperature at different positions
in the JB. Temperature was obtained
through the data acquisition module
of the lower computer in real time and
transmitted by Ethernet to an upper
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computer. The computer communica-
tion interface and monitoring software
shown as Figure 14 was designed to
monitor data changes, display historical
curves, and control the switches of the
multichannel power output.

The temperature of the simulated
seawater was 24°C during the course
of the experiments, and its velocity
was 0 m/s. Therefore, natural convec-
tion heat transfer was observed be-
tween the exterior wall of the JB and
the simulated seawater. The power
consumption of the external loads
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reached the maximum capacity that
could be supplied by the power chan-
nels. The temperature monitored in-
side the JB gradually increased as the
JB started working and eventually sta-
bilized after approximately 2 h. In the
water tank test, the heat source tem-
perature remained at 33.4°C, which
was assumed as the highest tempera-
ture inside the JB. The temperature
of the outside surface of the heat sink
remained at 32.1°C, whereas the tem-
perature of the interior wall of the JB
remained at 29.6°C. In the sealed

A



FIGURE 13

(a) Experiments in a water tank. (b) Experi-
ments in a sealed pressure case.

FIGURE 14

Human machine interface of the JB.
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Comparison of the experimental and simulated results at 1 atm.
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pressure case test, the corresponding
temperatures in the aforementioned
positions are 34.8°C, 33.4°C, and
30.8°C. Figure 15 depicts the compari-
sons of the time series of the temperature
data obtained from the experiments and
— the dynamic simulation results from

Detabiis: B
Farity bits B

power module in werking

channed] channel? channeid channeld

channel® chansel1n charset]] channelld

Flaal fimy lpmgueatan curvns Vollage cument & power malBee cuties
— b — b Beunl — e jr = — e — v e
— = i
o L]
= = - Ll
+ "= i:
5
"
i : . |
- i= :
" =
-
' o e
: i T i
JAAF EUE GO PN PO R SO I SO HAET ANE HiS RO IEHE AT SR R R
Tirrst Tirs
¥ T T ¥ ne
7 na 7 L)
¥ T 7 T ¥ na
Pawer Interface Control

power module stops warking d,)

channel chanmeit channel ¥ channetl

chanseill channeli4 charnedl 5 chanmells

72 Marine Technology Society Journal

ANSYS in three different positions at
1 atm during the experiments and the
simulations. The experimental results
agree well with the simulated results
in each position when the external pres-
sure of the vessel is 1 atm. However, the
experimental temperatures are slightly
higher than the simulated values when
a water pressure of 20 MPa is loaded
onto the outside surfaces of the JB. We
believe that the effects of the internal
radiation and convection of the vessel,
which are disregarded in the software
simulation but actually exist during the
tests, reduce the actual temperature.
Superiority of the structure is veri-
fied by experimental results, simulation



results, and theoretical model analysis.
The heat dissipation structure demon-
strates good performance. The temper-
ature increases by 10°C when the JB
is fully loaded and exhibits a natural
convection heat transfer with seawater.
However, the temperature increase by
7°C when the ]B is fully loaded and ex-
hibits a forced convection heat transfer
with seawater in which the seawater
velocity is 2 m/s. The good agreement
among the temperature field model,
simulated results, and experimental
data indicates the accuracy of the theo-
retical model and simulation analysis.
The electronic components and in-
struments are highly reliable in cool
environments, so the reliability of the
entire system of the JB is guaranteed.
Seawater flow velocity varies between
stationary to 2 m/s considering the
changes in sea conditions. Convection
heat transfer coefficient can exhibit the

FIGURE 16

corresponding changes between 4, and
h,. The theoretical model and simula-
tion results in Figure 16 show that the
maximum temperature of the JB in dif-
ferent sea conditions is obtained.

Conclusion

The heat dissipation mechanism
of the JB is established by analyzing its
thermal resistance network according
to current studies on cooling methods
for submarine equipment and the struc-
tures of OBSEA and NEPTUNE JB.
The internal structure inside the JB con-
sisting of circumferentially equi-spaced
chassis heat sinks and an adaptive elas-
tic support structure is designed. The
structure demonstrates excellent heat
dissipation performance.

The discontinuous model of the
temperature range of the JB is estab-
lished. The model comprehensively

Maximum temperature of heat sources in the JB at different sea conditions.

emperaiure of beal sowrces in jemeion box
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considers the deep-sea ambient pressure,
machining precision of the workpieces,
flow rate of seawater, and thermal con-
tact resistances between the curved base
of the heat sinks and the interior wall
of the JB. Structural parameters are
analyzed to evaluate their effects on
heat dissipation in the JB and optimize
the structure. 3D dynamic simulations
of heat dissipation were conducted to
describe the temperature field in the
JB under different ambient pressures.
Water tank tests and sealed pressure
case tests of the JB connected to the lab-
oratory setup of the Experimental Un-
derwater Observatory Network System
of China were run continuously for 120
and 24 h, respectively. Experimental
data curves are consistent with the com-
puted results of the theoretical model
and simulated results. The maximum
temperature increase inside the JB is be-
tween 7°C and 10°C based on the dif-
ferent sea conditions in South China
Sea. The findings also validate the ex-
cellent heat dissipation performance in
the JB. We believe that the structure
designed in the present work is reason-
able and has high thermal reliability.
This work proposes a design to guaran-
tee long-term reliable operation of a ca-
bled ocean observatory network.
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Introduction

nderwater cable connections are
key pieces of equipment in topside and
subsea facilities for electro-hydraulic
control channel underwater production
units, which provide underwater com-
munications, power, and pulling forces
to marine equipment, marine drag sys-
tems, and mooring systems (Szyrowski
etal., 2013a, 2013b). However, under-
water cables must operate under rough
marine conditions, and at the seafloor,
they are exposed to flow scouring, mak-
ing them apt to bend or warp, which
could result in underwater device fail-
ure. Moreover, excessive bending, or
even breakage, presents a hazard for
rescuing personnel and environmental
damage. A succession of cable damag-
ing events that disrupted system per-
formance can be noted in Talling et al.
(2013) and Carter et al. (2014, 2012).
As a result of the multiple functions
that cables must serve, in addition to
the dynamic underwater environment
in which they are installed and op-
erated, their stability and reliability
for underwater systems are of utmost
importance.

ABSTRACT

This paper describes a novel concept for detecting and tracking underwater ca-
bles that differs from common detection methods, including visual, acoustic and
magnetic detection, which are based on a survey platform, such as remotely oper-
ated vehicles and autonomous underwater vehicles, and have high costs and re-
quire long-time monitoring. The proposed detection method can be performed in
locations that are difficult to observe using cameras without the use of magnetic
fields. The concept relies on low-cost flex sensors that provide underwater, real-
time, whole cable detection. Building off of this concept, a detection system and
an error analysis system were incorporated, which includes the characteristics of
the flex sensors, the mounting structure for the flex sensors, and the underwater
cable as well as the 2-D cable bend model and a water tank test. The detected data
set, which was rendered on an observation monitor, provided visual feedback re-
garding any bending or warping problems. To evaluate the detection accuracy,
mean absolute error and similarity analyses were performed using the observational
data and sensor data obtained from the water tank test. The results of these analyses
showed strong agreement between the fitted curve to the detected data and the ob-
servational curve, indicating acceptable error. These results demonstrate the feasi-
bility of the proposed system for effective underwater cable detection. Thus, the
results of this investigation clearly reveal the potential of the novel sensing tech-
nique for practical underwater cable detection and monitoring applications. However,
the 2-D cable bending detection model is not suitable for 3-D bending or torsion,
which will be considered in future research.

Keywords: underwater cable detection, 2-D cable bend model, flex sensor

A common method to reduce the
risk of failure is frequent detection and
preventative maintenance. There are
three main common methods of under-
water power and telecommunication
cable detection and tracking: visual
tracking, acoustic detection, and mag-
netic detection (Szyrowski et al., 2013a,
2013b; El-Fakdi & Carreras, 2013).

Common visual-based systems for
underwater cable detection on survey
platforms typically rely on remotely
operated vehicles (ROVs) or autono-
mous underwater vehicles (AUV5s)
equipped with mounted video cameras

(Kuhn et al., 2013; Ortiz et al., 2011;
Jorddn et al., 2011; Ortiz & Antich,
2014; Lee et al., 2012; Sakagami et al.,
2013). The vision detection process in-
cludes cable location search and track-
ing. Cable search is the early work of
underwater cable detection that is per-
formed to find the cable position.
Cable tracking is the process of mov-
ing along the cable while performing
the necessary measurements (Bagnitsky
etal., 2011).

Underwater visual detection has a
critical limitation: in most cases, there
is little or no ambient light, resulting
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in poor visibility. To solve this lim-
itation, light sources are required to
illuminate the underwater cable. How-
ever, images of underwater objects
illuminated by a light source contain
blurring from the spatial attenuation
of higher frequencies and backscatter
from the more predominant lower
frequencies (Szyrowski et al., 2013a).
Ortiz et al. (2011) identified under-
water image characteristics, including
blurring, low contrast, nonuniform il-
lumination and instability caused by
the motion of the vehicle, thereby in-
creasing the complexity of detection.
The clarity of images directly affects
detection judgment because detection
is based on distinguishing the cable
from the surrounding environment.
Moreover, when a cable has rested on
the seabed for a long period of time,
detection is increasingly difficult due
to the rocks and sediment that cover
it. Wirth et al. (2008) and Ortiz et al.
(2011) adopted a probabilistic ap-
proach based on particle filters which
handle the ambiguities, and they con-
cluded that the approach is suitable for
online cable detection.

Inzartsev & Pavin (2008) noted
that visual detection alone was not
sufficient for underwater cable detec-
tion because video imaging does not
provide consistently reliable data for
cable recognition.

Acoustic methods are able to pene-
trate the seabed, enabling the detection
of buried utilities (Szyrowski et al.,
2013a). Zhou et al. (2015) showed
how sonar detection is based on the re-
flected sonar signal of a submarine
cable, which includes a sonar shallow
profile. Capus et al. (2010) measured
the impact of different seabed types
on the cable detection ability and con-
cluded that the rougher the sediment,
the higher the reverberation level. The
grazing angle (which is the angle at

which a sonar pulse meets and moves
across the seabed) plays a critical role
in determining the reverberation noise
level. For rough sediments, a lower
grazing angle provides better results,
and vice versa. Brown et al. (2011) con-
cluded that detection was also affected
by the cable curvature, tank wall re-
turns, ambient noise sources, and dis-
turbances in the sediment surface from
an experiment in a water tank.

Improving postdetection filter-
ing and noise suppression are use-
ful methods to minimize these issues
(Capus et al., 2010). Mandhouj et al.
(2012) noted that most methods re-
ducing the noise apply different fil-
tering and are often classified in two
categories: methods acting in the
spatial domain and those acting in
the transformed domain. Isaacs and
Goroshin (2010) noted that the clas-
sical approach to cable detection in
sonar imagery is low-pass filtering,
followed by edge detection and the ap-
plication of the Hough transform. In
addition, Villar et al. (2014) indicated
that the efficiency of online image pro-
cessing from acoustic data is also a key
issue for acoustic. These data should be
processed in an efficient time so that
the detection system is able to detect
and recognize a predefined target.

Acoustic detection cannot be used
for underwater cables in shallow
water, especially those in coastal re-
gions. Interfacing reverberations from
the air/sea and sea/bottom interfaces
and complex seafloor topographical
profiles present a difficult acoustic en-
vironment. Moreover, man-made re-
fuse or structures in coastal regions
may cause a high false alarm rate
when using the acoustic sensor alone
(Pei et al., 2010).

Magnetic detection is an effective
method for underwater buried target
detection and can augment acoustic
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means of detection, effectively reduc-
ing the number of false alarms (Pei
et al., 2010). Wang et al. (2011) de-
scribed cable detection using magnetic
field technology that was based on two
basic principles: an electric current can
produce a magnetic field (electromag-
netism) and a changing magnetic field
within a coil of wire induces a volt-
age across the ends of the coil (electro-
magnetic induction). Induction coils
are based on Faraday’s induction law.
Szyrowski et al. (2013b) noted that
two types of approaches could be
found in practical applications of mag-
netic detection. The first method is the
active magnetic detection method,
which relies on a submarine cable con-
ductor operating at a specific AC sig-
nal, allowing for the detection of the
parameters of the surrounding electro-
magnetic signals. This method often
requires onshore access to the cable,
and the attenuation is large and is
thus not suitable for long-distance sub-
marine cable detection (Zhou et al.,
2009). The second method employs
passive magnetic detection, which re-
lies on the physical magnetic proper-
ties of the submarine cable, does not
require the signal of the submarine
cable to be strengthened, and is suit-
able for the detection of complex wa-
ters (Zhou et al., 2015).

Underwater cable projects often
use a variety of detection equipment
and technologies. Data from visual,
acoustic, and magnetic sensors are
often processed together. However,
all of the methods described herein
are based on survey devices, such as
ROVs or AUVs, which are high cost
and cannot detect the whole cable
in real time (El-Fakdi & Carreras,
2013). The limitations demonstrate
that there is still a great need for a
method that can detect underwater
cables with real time and low cost.



To address this need, this paper de-
scribes a novel method of using flex
sensors to measure the bending angles
of underwater cables that prevent acci-
dents caused by cable bending, warp-
ing, or breaking at a lower cost than
most state-of-the-art methods.

To detect the bend state, different
sensors have been investigated: a con-
ductive ink-based flex sensor, a novel
skin curvature sensor (Kaniusas et al.,
2004), an elastomer film embedded
with a micro-channel of a conductive
liquid (Majidi et al., 2011), strain sen-
sors (Lorussi et al., 2005), and capaci-
tive or magnetic devices (Fahn & Sun,
2010). In this study, the conductive
ink-based flex sensors (Spectra Symbol
Inc.) are adopted because they are
flexible, light-weight, and extremely
low-cost sensors that can be applied
to measure the bend state of objects
and have been used for data gloves,
medical devices, and so on (Saggio
et al., 2009a, 2009b; Saggio, 2014).

The rest of this paper is organized as
follows. First, the concept of underwa-
ter cable detection based on flex sensors
is proposed. Second, the characteristics
of flex sensors are discussed. Third, on
the basis of the flex sensors, the mount-
ing structure between flex sensors and
underwater cables is presented. Fourth,
a 2-D visual bending model is estab-
lished to provide guidelines for the
system performance. Last, a water
tank experiment with error analysis is
performed to demonstrate the feasibil-

ity of the approach.

A Novel Concept
for Underwater
Cable Detection

The detection system is illustrated
in Figure 1 and uses an ROV’s umbil-
ical cable as an example. Flex sensors
(Spectra Symbol Inc.) were arranged

FIGURE 1

System diagram: detection system using an
ROV’s umbilical cable as an example.

Water surface

Underwater cable
with flex sensors

to sense the underwater flexible cable
bend angles. Data acquired from the
sensors are conditioned and sent to a
computer via a serial port controlled
by MCU (stm32), which has three
12-Bit ADCs, 112 fast I/O ports,
and provides an interface to the com-
puter. The MCU reads all of the sensor
angles at a rate of 100 Hz and com-
municates with the computer via a
RS-232C serial interface at speeds of
9,600 baud. The resulting signals
were used to build a 2-D computer
bend model including position and
bend. The real-time image displays
the deformation of the underwater
cable, providing the underwater cable
working state, and gives the user a vi-

sual feedback.

Characteristics of the

Flex Sensors
This paper adopted the light-weight
and flexible 4.5-inch Spectra Symbol

Flex sensors, as shown in Figure 2.

FIGURE 2

The flex sensor is a unipolar device,
that is, the resistance increases as the
flex angle increases in one direction
and decreases or is unchanged when
bent in the other direction.

To obtain the characteristics of the
flex sensors, a proper measurement
setup was made (Figure 3). The flex
sensor was attached to the hinge
wings, which mounted on the stepper
motor axis. One wing of the hinge was
fixed to the central axis. The other one
rotated with the motor. The bending
angle was controlled by the motor,
and the resistive response of the sensor
was read by a digital multimeter.

The sensor was moved from 0° to
90° by increments of 10°. The relation-
ship between the bend angle and the
resistance of the flex sensor is shown
in Figure 4.

Figure 4 shows that the relationship
between resistance and bend angle of
the flex sensor has a nearly linear be-
havior only after approximately 30°
and some degree of nonlinearity be-
tween 0 and 30°. According to the
characteristics of the flex sensor, the
sampling circuit of each flex sensor
can be seen in Figure 5.

The output signal V,,, according
to Eq. 1:

_Vcc*R
out — Rf—|—R

(1)

wherein R is the resistance value of flex
sensor and Reis the reference resistance
that the value is constant. According to
Saggio (2014), in order to assure output

Spectra Symbol Flex sensor: length: 4.5 inches, height: £ 0.43 mm (0.017 inch), life cycle:

> 1 million.
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FIGURE 3

Diagram of measurement setup for the sen-
sor’s characterization.

stepper motor

FIGURE 4

The characterization of a flex sensor: resis-
tance vs. bending angle.
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FIGURE 5

The sampling circuit of flex sensor.

signal V,,, with the largest dynamic,
the value of R¢ could be obtained by
Eq.2:

Rf = Rmax * Rmin (2)

wherein R,,,, and R, are provided
by the flex sensor under maximum
and flat, respectively.

According to the sampling circuit,
the relationship between the bend
angle and computer sampling value
can be obtained, as shown in Figure 6.
Based on the relationship, the com-
puter gets the AD sampling value from
the sampling circuit and converts it to

a bend angle.

Flex Sensors and
Underwater Cable

Mounting Structure

To sense shape effectively, several
flex sensors should be employed. In
this paper, an experimental under-
water cable was divided into five equal
segments. Each segment had two flex
sensors placed along the axial sym-
metric to provide bidirectional bend
detection because the flex sensors are
unipolar, that is, one flex sensor had
a negative response with respect to
the other (Figure 7). One end of each
sensor is fixed on the tube, while the
other end can slide freely along the

FIGURE 6

tube (longitudinal direction) when
the underwater cable bends, but
movement in any other direction was
restricted.

2-D Bend Model of an

Underwater Cable
The bend angles of each under-

water cable segment were obtained
from flex sensor data. The length of
each underwater cable segment is
short, allowing it to be modeled as a
circular arc without twist. In particu-
lar, the length of each cable segment
is equal to the sensor length, such
that the bend angle of the sensor repre-
sents the cable segment bend angle.
The flex sensors were numbered
according to the position along the
underwater flexible cable for build-
ing model, as shown in Figure 7. For
example, sensor #12 represents the
second flex sensor of the first cable
segment.

The underwater cable bend direc-
tion must be determined for each
cable segment. Because the flex sensors
were defined relative to a 0 degree

The relationship between the bend angle and sampling value.

580 —

AD output value

B B [4)) [4)] g
D ] o [1%]
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FIGURE 7

The flex sensors and underwater flexible cable
mounting structure.

#12
=
| .
[
=
=
=k ]
=1

271 #22

bend, the resistance increases (positive)

as the flex angle increases in the cali-
brated direction (an inward bend in
Figure 2) and is negative or unchanged
when bent in the opposite direction. If
the signs of both sensors in the same
segment are opposite, then the posi-
tive sign of sensor data is regarded as
the bend direction of the cable. Other-
wise the sensor data are regarded as
invalid.

Assuming that the underwater flex-
ible cable was divided into 7 segments,
each with an equal arc length s, from

the arc length formula, each segment
arc radius (R, Ry, ..., R,) can be deter-
mined. Figure 8 shows the diagram of
the cable shape reconstruction for 2-D
bends.

The first segment start point /; is
known and fixed. Assuming that the
direction of the first segment arc radius
is the same as the direction of unit vec-

tor ¢, the center of first arc Oy is:
Ol,x _ ll,x A
{OW} B ley}iRl ’ G)

where ‘“+’ corresponds to a concave arc

and ‘-’ corresponds to a convex arc.
When the arc segment is concave,

the first segment end point is obtained

wherein w is determined by

w =

i*lej (5)

=1

where 6;is positive for a convex arc and
negative for a concave arc.

FIGURE 8

Diagram of the cable shape reconstruction for
2-D bends: 0y, 05, ..., O, are the centers of
each cable segment; /, b, ..., I, represent
the start point of cable segment; Ry, Ro, ...,
R, are the radii; and t is the radius unit vector
of the first segment.

The arc center is obtained accord-
ing to the tangent slope and is equal
between the segments junction:

Oi# _ Zz}x + Rz' [jyx - Oi*l,x
Oiy | by ] Ry [y — Oimry

(6)

When the concavity or convexity of
i -1 is the same as that of the 7 segment,
Eq. 6 is *-” and is otherwise ‘+’.

Via Eq. 3 through Eq. 6, the 2-D
bend shape of the underwater cable is
determined.

Water Tank Test and
Errors Analysis

To evaluate the detection system
proposed in this paper, a series of tests
were performed in a tank measuring
1.5 m x 80 cm x 40 cm. The tank was
equipped with a tape rule for unified
coordinate systems of physical rubber
and model curve. The cable was con-
structed from crylonitrile-butadiene
rubber that was 25 c¢cm in diameter
and 65 c¢m in length. The rubber was
divided into five segments; each seg-
ment had two flex sensors, as shown
previously. The lengths of the cable seg-
ment and flex sensor were equal, such
that the sensor bend angles represented
the rubber segment bend, as previously
discussed. The rubber with flex sensors
was waterproof and enclosed in bellows
for use in underwater environments. In
this paper, five different bend positions
were tested (Figure 9).

The differences between two curves
consist of degree of similarity and mag-
nitude of the errors. So a similarity
comparison and mean absolute error
were used for evaluating the dif-
ferences between fitted curves to the
detected data and the observational
curves in this study. The similarity cal-
culation made use of the cosine value
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FIGURE 9

Five bend states of rubber in the tank.

of the vector angle model (Eq. 7), as it
reflected the directional differences
between two curves.

S
=1

DR
=1 =1

sim (X, Y) is the similarity and X and
Y represent two images: curves from

sim (X,Y) = (7)

the observed image and detected data,
respectively. The mean absolute error
was calculated according to Eq. 8. The
mean absolute error does not exhibit
the offset of the positive and negative
values, better reflecting the errors. The
same number of data points from the
observational curves and the detected
data was calculated.

> X -y
ava_error (X,Y) = % (8)

where n is the experimental number

(505 in this study). The data of the

fitted curve of the observed image and
the detected data must be normalized
before calculation. Figure 9 shows the
comparison between the measured
data and the fitted curve of the physical
picture.

The mean absolute error and simi-
larity values between the detected data
and the fitted curve of rubber are shown
in Table 1.

From Figure 10 and Table 1, strong
agreement is demonstrated between
the detected data and the observational
data. The error corresponding to the
front part of the curve could be additive,
resulting in larger cumulative errors for
the end of the curve, thus making it
important to improve the accuracy at
the front of the curve.

There are three main reasons for the
errors. First, the resistance and bend
angle relationship of the flex sensor has
a nonlinearity at small bend angles. Sec-
ond, the data extracted from the phys-
ical picture results in larger errors in
the error analysis. Third, the measure-
ment errors related to small misalign-
ments of the sensors are due to sensor
instabilities when the cable moved.

Conclusions and

Further Research
This paper described a novel method

for underwater cable detection based

TABLE 1

The mean absolute error and similarity between
the detected data and fitted curve of the rubber.

Mean Absolute
Position | Error (cm) Similarity
Down 1.4092 0.98485
Up 0.98389 0.99162
S1 1.6036 0.94422
S2 0.37699 0.99507
Flat 0.48044 0.97618
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FIGURE 10

Comparison between the detected data and the
fitted curve of rubber corresponding to Figure 9.
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on flex sensors. Through real-time
detection of underwater cable bend
states, underwater accidents that result
from underwater cable bending will be
forecasted and prevented. Compared
with common methods, the advan-
tages of the proposed technique in-
clude the following: (1) The sensor is
a separate device as well as the camera,
but does not require another platform.
(2) Flex sensors can be arranged along
the whole cable to realize whole cable
real-time detection with low cost.
The number of the sensors depends
on the user. The more sensors, the
more accurate. (3) The novel detection
methods for cables can be deployed
in marine or terrestrial environments
with poor visual conditions; for exam-
ple, towlines, cables of anchor, and
mooring system. A water tank experi-
ment showed that the proposed system
is feasible as it could accurately detect
the underwater cable bending. Never-
theless, further research is still required
—particularly for developing a 3-D
model for underwater cable bending
and torsion.
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Introduction

ith various instruments and un-
dersea vehicles unveiling the mystery
of thousands of meters under the sea,
we can now gain a better understand-
ing of the geology, topography, and
benthos of the deep ocean. However,
because of the complicated and extreme
environment, it is still a challenge to
design a reliable and efficient system
for use in such an environment. For
most deep-sea equipment, electric actu-
ators play a vital role in accomplishing
specific tasks such as adjusting a pan-tilt
mechanism for camera orientation, dis-
placement of a robot arm, and driving
a pump in a fluid system. An efficient
actuator not only contributes to pro-
longed battery life but also reduces
heat dissipation and enhances reliability
of the whole system.

Motors have been widely used
in subsea applications because of
their efficiency and versatility. Tan
et al. (2010, 2012) have been using
an oil-filled stepper motor to drive a
micro-metering pump for underwater
pH sensor calibration. Conventional
DC motors are also widely used in un-
dersea mechatronic systems because
of their outstanding speed adjust-
ment feature and large output torque.

ABSTRACT

The principle of electronic commutation makes brushless DC motors suitable for
deep-sea application by sealing the motor in an oil-filled housing. However, if the oil-
filled actuator is not designed properly, it will malfunction in the deep sea in spite of
its excellent performance on land. In this paper, oil viscosity variations with pressure
and temperature are reviewed because both factors vary with the operating depth,
and a practical approach to estimate the viscous torque is advanced based on a vis-
cous drag model of the selected motor and the properties of the oil. An experimental
rig that can simulate the deep sea environment was developed, by which a series of
experiments to study the motor efficiency and dynamic performance in different con-
ditions were conducted. The values of viscous torque obtained in the experiments
agreed well with our estimation. The low efficiency in the 2°C experimental group
confirmed the influence of temperature, while the dramatic difference in the dynamic
performance of the motor when filled with different oils verified the importance of
analyzing the properties of the oil and of making a deliberate selection.
Keywords: deep sea, high pressure, low temperature, oil-filled motor, oil properties

Nomenclature

Normal temperature

Atmospheric pressure

Dynamic viscosity

Dynamic viscosity at given temperature 7 and pressure Py
Density

Pressure

Temperature

Pressure-viscosity coefficient

Kinetic viscosity

Taylor number

Viscous drag moment

Viscous drag moment acting on cylinder flank
Moment coefficient

Q ™= T
mg;gg: NI EE SO

Rotor diameter

Air-gap clearance

Rotor length

Clearance between housing and end face of the motor
Rotor angular velocity

v e WO

o

Reynolds number
Coefhicient relating to the motor geometry

@N\

Input electric power

~

Iron power loss
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« Mechanical power
Joule power loss
Phase resistance
Input voltage

RESE R

Input current

Krishfield et al. (2008) used a DC
motor to drive the traction unit in
ice-tethered profilers. The motor runs
in air within the thick pressure case
with its torque transferred via a mag-
netic coupler. Saegusa et al. (2006)
employed a DC motor to drive a
pump to adjust the sampling rate
in their multibottle fluid sampler.
Seewald et al. (2002) developed a gas-
tight sampler for hydrothermal fluids
that used a DC electric motor to ac-
tuate the sampler valve. In these two
cases, motors are filled with oil to com-
pensate for the ambient pressure so as
to avoid the requirement of being
housed in a thick-walled metallic pres-
sure vessel, thus protecting them from
high-pressure seawater and preventing
fatal damage to the motor if even a
small amount of seawater seeps in.
Nevertheless, in an insulated oil envi-
ronment, the oil film in the brushes
will affect the commutation of the
motor to some extent.

The brushless DC (BLDC) motor,
more and more widely used due to its
high reliability, efficiency, and control
performance, has been used success-
fully in the design of thrusters and
manipulators of underwater vehicles
(Bhangu et al., 2005; Lewandowski
etal., 2008). The electronic commuta-
tion of a BLDC motor eliminates the
potential for poor electrical contacts,
which makes it suitable for a variety
of oceanic apparatus such as position-
ing systems of undersea laser spectrom-
eters and underwater robotics (Kunz
et al., 2008; Peng et al., 2014; White
et al., 2005). However, oil-filled

motor-based drive systems cannot
arbitrarily be designed because the oil
properties change dramatically with
the pressures and temperatures of the
deep ocean. The viscous drag intro-
duced by the cold and compressed oil
affects the efficiency and load matching
of the motor. Up to now, little is known
about exactly how the deep sea envi-
ronment affects oil-filled motors.
Viscous drag produced by the rotor
may not be so obvious in ordinary en-
vironments, but it becomes significant
when an oil-filled motor works in the
cold deep sea if an unsuitable kind
of insulating oil is used. Therefore,
study of the viscous drag force in oil-
filled motors is valuable for those
working in the deep-sea engineering
field. Some previous research has been
carried out to minimize the impact of
viscous drag on the motor rotor.
Ahmed and Toliyat (2007) presented
a design procedure for submersible
motors and corroborated their design
consideration of coupled-field analysis
needs based on their simulation re-
sults. Zou et al. (2012) designed an
oil-filled BLDC motor that takes into
account the effect of high pressure.
They analyzed the composition of the
total loss and drew a comparison be-
tween the results for normal pressure
and high pressure, which highlighted
the need to consider the pressure ef-
fect. These studies provide useful in-
formation for oil-filled motor design;
however, they have emphasized the
need for comprehensive consideration
of the relevant parameters but ne-
glected some specific details such
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as the properties of the oil and the
important environmental factor, i.e.,
temperature.

In this paper, we analyzed the vis-
cous drag torque of a BLDC motor
in different compensating oils and
studied the actual effects on it of tem-
perature and pressure. A simplified
analytical model to calculate the po-
tential viscous moment is described
in the Analysis and Modeling section,
and the effects of both temperature
and pressure on the insulating oil are
discussed and taken into consider-
ation. In the Experimental Setup and
Method section, a simulation envi-
ronment that was developed to provide
different temperatures and pressures
is described. A series of experiments
under different conditions were carried
out to study viscous drag loss and tran-
sient response of the motor. The re-
sults and discussion are presented in
the Results and Discussion section.

Analysis and Modeling

Because the viscosity behavior of
the compensating liquid under low
temperatures and high pressures is
one of the key motivations for this
paper, before delving into this line
of research, we would like to review
some proposed theories on the viscos-
ity properties of commonly used in-
dustrial oils. Based on this knowledge
of the oil properties, a quantitative an-
alytical model was created to estimate
the initial viscous drag torque in actual
deep sea environments.

0il Viscosity

The concept that oils get thicker
when the temperature drops or the
pressure rises is well known, which
means that, in the deep sea environ-
ment, an oil’s viscosity will increase



markedly due to the degradation of
both of these factors.

The general form for the pressure
and temperature dependence of viscos-
ity has been known for over half a cen-
tury (Bair etal., 2001), and researchers
have long focused on revealing the ac-
curate relationship of viscosity, tem-
perature, and pressure of assorted oils
(Bair et al., 2001; Gold et al., 2001).
A general method of predicting the
oil viscosity is the Barus equation

(Gold et al., 2001).
= gy exp(al). (1)

where the temperature dependence
can be described by

= Qep(+25) °)

and the pressure-viscosity coefficient o
is additionally taken into account by

1
a +¢l2T+ (bl +52T)P

a(P, T) =

(3)

where Q, G, P, a1, a5, by, and b, need
to be determined separately by experi-
mental data for each oil, and then the
Barus equation can represent the fluid
behavior in a wide pressure and tem-
perature range. Some other simplified
methods to calculate the viscosity of a
specific fluid are usually adopted in en-
gineering; however, for accuracy, we
will use the above equation to obtain
the oil viscosity at a specific condition.

A typical hydraulic oil viscosity
variation versus temperature and pres-
sure is illustrated in Figure 1. It shows
that, with the pressure increase, the
viscosity increases gradually, and with
the drop in temperature, especially
below 20°C, the viscosity could in-
crease dramatically.

Usually, considering the general
deep sea environment (72 0°C and
P < 110 MPa), the viscosity of most
oil is more sensitive to temperature
than pressure. This implies that we
should pay more attention to the tem-
perature factor when dealing with an
oil-filled actuator used in a cold envi-
ronment. As for the oil-filled motor
used at such conditions, it is necessary
to take both temperature and pressure
into consideration when evaluating the
motor’s actual output torque.

In the present work, two typical
oils, namely hydraulic oil (a mineral
oil) and silicone oil (a synthetic oil),
were used in our experiments. Hydrau-
lic oil usually has an antiwear property
and good incompressibility, while sili-
cone oil provides compatibility with
other organic materials and hydropho-
bic property. The ISO viscosity grade
(VG) of hydraulic oil is 22, which
denotes that its dynamic viscosity is
22 mm?/s at 40°C and atmospheric
pressure. Because it is hard to find
two different kinds of oil with equal
viscosity, the silicone oil we used is

50 cSt, which should have a viscosity

FIGURE 1

Viscosity variation with temperature and pressure.
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of 50 mm®/s at 25°C and atmospheric
pressure. As a result, viscosities of the
two oils were measured to be about
41 mPa's and 47 mPas, respectively,
at 25°C and atmospheric pressure.
The pressure and temperature de-
pendence of the dynamic viscosity u
is derived from equations (1) and (3) as

P
H=Hoexp [AT + BTP] )

where At and By are the temperature-
dependent parameters shown in equa-
tion (3). Because our work focused
on two typical temperatures, namely
25°C and 2°C, we obtained the cor-
responding values of At and Bt by
experiments.

Some relevant properties of the oils
concerned in our research are listed

in Table 1.

Modeling of Viscous
Drag Moment

Along with the experiments carried
out in this work, a quantitative ap-
proach to determine the effective output
torque was studied. The motor used in

Gauge Pressure 40 MPa
-~ Gauge Pressure 20 MPa
Gauge Pressure 0 MPa

pressure INCreases
L)

40 B0 80

Temperature ("C)
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TABLE 1

Main characteristics.

g at 25°C g at 2°C a at 25°C aat 2°C
0il Type mPa s mPa s Pa™’ Pa™’
Hydraulic oil 416 140.3 1 1
(2.01e+07) + (5le—1)P (4.49¢ +07) + (1.6e — 02)P
Silicone oil 46.9 713 1 1
(1.15¢ + 08) — (1.2¢ — 01)P (9.43¢ + 07) + (2.8¢c — 01)P

our research is shown in Figure 2a, and
its main specifications and parameters
are listed in Table 2. Because it is dif-
ficult to establish a precise model that
takes into account detailed structures
such as bearings and the hall sensor
unit, a simplified model, i.e., a pair
of coaxial cylinders filled with oil in
the gap, was developed to study the
viscous load of the oil-filled BLDC
motor (Figure 2b).

As shown in Figure 2b, the viscous
drag of the rotor consists of two parts:
one produced by the flank of the rotor
and the other produced by the end
surface. Then, the fluid drag force

acting on the rotor surfaces can be

FIGURE 2

calculated by identifying the flow
state between the stator and rotor in
advance, which can be determined by
the aid of dimensionless Taylor num-

ber /7, introduced as
Ria)C C
VTi= . V& (5)

where 7 is the kinetic viscosity of the
fuid.

The flow pattern in the annulus re-
gion will make a transition from lami-
nar flow to transition flow or turbulent
flow when /7, is larger than 41.3,
which leads to inapplicability of the
modeling derivation if it is based on

The BLDC motor (a) and its simplified model (b).

the assumption of laminar flow (Deng,
2007; Qi et al., 2010). Bilgen and
Boulos (1973) concluded a general re-
lationship for the moment coefficient
that is defined in equation (6) as a func-
tion of the geometry parameters and
Reynolds number when the flow pat-

tern varies.

Cu = Mc/(0.5npo*R'L) (6)
R. = poR,C/u (7)
Cu = K(C/R)"RP (8)

where M denotes the viscous drag mo-
ment exerted by the cylinder and con-
stant K and exponents 7 and f3 can be
determined by the flow regime.

In fact, for small motors, the Taylor
number is usually below the critical
value due to the small physical dimen-
sions. In our case, the Taylor number
was checked below the critical number
for both oils (about 0.1 in silicone oil,

TABLE 2

Main specifications.

(b) B

Outer Cylinder
Surface a Res
Fluid

Rotation | @
.

Inner Cy linder
Surface
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Specification Value
Nominal power 12 W
Rated current 661 mA
Rated speed 7740 rpm
Rated torque 119 mN m
Phase resistance 12.4 ohm




giving a speed of 6,000 rpm). Hence,
for Newtonian fluids whose viscous
stresses are linearly proportional to
strain rate, we can obtain the viscous
load function as equation (9) with a
basic knowledge of fluid mechanics
by separating the rotor surface into

the disk and flank (White, 2011).

R pw n 4R Luow

M,
B C

kuw  (9)

where M, denotes the viscous drag mo-
ment on the rotor and 4 is a constant
related to the motor geometry. This
function shows a linear relationship
between viscous torque and the dy-
namic viscosity u by regarding the
rotor speed  as constant. Substituting
the corresponding viscosity depen-
dence into equation (9), we can then
obtain viscous moment correlation
for hydraulic oil and silicone oil as

M, = kopy exp {

AT-FBTP] (10)

where the relevant parameters are listed
in Table 1.

Consequently, once we obtain the
geometry parameter # by measuring
viscous moment in a known condi-
tion, we can use equation (10) to cal-
culate the viscous torque in various
environments given the actual working
temperature and pressure values. In
our study, the results for a velocity of
2,000 rpm are listed in Table 3.

We can see that the potential vis-
cous load torque increases sharply
when the temperature is low or the
pressure is high if we fill the motor
with hydraulic oil, and the low temper-
ature seems to have the worst impact
on the start-up process. The silicone
oil, however, seems to have much less
impact on the motor output.

TABLE 3

Calculated results of initial viscous moment at 2,000 rpm.
Condition In Hydraulic Oil (mN m) In Silicone 0il (mN m)
25°C and 0 MPa (tested) 17.32 20.21
25°C and 20 MPa 32.55 2413
25°C and 40 MPa 43.63 29.04
25°C and 60 MPa 51.67 35.23
2°C and 0 MPa 58.29 26.59
2°C and 20 MPa 91.02 32.48
2°C and 40 MPa 142.59 38.85
2°C and 60 MPa 221.05 45.63

The torque calculated here is the viscous drag torque at the starting stage that neglects temperature rising.

Experimental Setup

and Method
Experimental Setup

An experimental rig was designed
to simulate the deep sea environment.
The whole test rig consisted of three
parts: a high-pressure reservoir, a tem-
perature regulation module, and a con-
trol and data acquisition unit (Figure 3a).
The main structural features of the test
rig are presented in Figure 3b.

Pressure of up to 60 MPa in the
test apparatus was supplied by a high-
pressure test pump. The temperature
regulation system mainly comprised
a commercial recirculating cooler, a
cooling jacket, and a special thermo-
couple that penetrated into the pressure
reservoir. The cooler pumps recirculate
water into the cooling jacket and re-
ceive it at the outlet, making the fast-
flowing water transfer heat between
the pressure reservoir and cooling
water. By comparing the set tempera-
ture and the monitored temperature
from thermocouple, the recirculating
cooler finally regulated the inner water
temperature in a closed-loop manner
to an accuracy of +0.2°C.

The BLDC motor was encapsulated
in an oil-filled vessel that was located in

the high-pressure reservoir. A rubber
sleeve in the oil-filled vessel and two
groups of holes distributed around
the metallic housing (as shown in Fig-
ure 3b) ensured the pressure balance.
The oil-filled vessel was filled carefully,
and the motor was kept running long
enough to remove all air bubbles in the
motor. Two surface-mounted thermal
resistors attached to the motor housing
surface were used to measure the oil
temperature, by which we could guar-
antee that the motor ran in the ex-
pected temperature condition.

The motor and its driver were
supplied by a 24-V regulated power
supply. The motor speed was set by a
virtual control panel on a PC, which
also recorded the electric current and
temperature values synchronously.
Both of the current and temperature
values acquired by the driver board
were calibrated, apart from a few un-
avoidable measurement errors.

Method

To have an intuitive understanding
of the viscous torque caused by the oil
in a deep sea environment and to verify
the estimated approach introduced
above, the motor was set to operate
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FIGURE 3

Experimental apparatus. (a) Low-temperature and high-pressure environment. (b) Inner schematic

of the high-pressure reservoir.

’ e
High Pressure g
| Reservoir

=

= e
4
— == g
Hydraulic Test !

Pump

(a)
Coaling i .
Waler Inbai |hi'l'l'ﬂﬂcl.‘lu|'l|l;‘
i b Undorwater
onhing e | , 2
Jocket Gil-filied NLH |. ‘l:!'-"‘ll[l:::ll.'lr
Vessel +
I Muodor
High-Pressure —1 Thermal
Reservoir Pressurg Resistors
Water Rubber
4 Sloeve
Coaling i
Water Outlet Insulating
hl
I
(®) Pressure Reservoir Assembly Oil-filled Vessel

in different conditions. The power of
the motor without oil and load was
first measured at room temperature
(25°C) and atmospheric pressure.
The vessel was then successively filled
with two kinds of oils, and a constant
temperature environment was provided.
For each kind of oil, the experiments
were divided into two groups: one at
25°C and the other at 2°C. Both exper-
iments were undertaken in the same
pressure series to study the influence

of different depths.

According to the energy conser-
vation principle, the input electrical
power is converted into mechanical
power P, with associated joule power
loss P and iron loss P.

PeIZPme+])ir+])_i (11)
Because the motor runs with no exter-
nal load, the mechanical power P, is

replaced by P,, which can be rewritten
in detail as

Ul = oM, + Py + I’R. (12)
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The joule power loss depends
on the winding R and input current,
while mechanical power P, is related
to the angular velocity and torque ex-
erted on the rotor. Previous literature
has indicated that the iron loss becomes
larger with deterioration of the mag-
netic property caused by mechanical
stress (Fujisaki et al., 2007; Fujisaki
& Satoh, 2004; Takahashi & Miyagi,
2011). However, from a different
perspective, the iron loss increased
by the compressive stress is relatively
small (about 1 W/kg with a stress
of 100 MPa and a flux density of
0.5 T) compared with the other terms
(Takahashi & Miyagi, 2011). So we
regarded the iron loss term as a con-
stant (0.3 W) during experimental data
processing. By subtracting P, and P,
we could determine A, which indi-
cates the viscous term.

As discussed in the Analysis and
Modeling section, the viscous drag
torque depends on the inner geometry
of the motor, velocity, and oil viscos-
ity. Because the viscosity is closely re-
lated to the temperature and the heat
produced by the motor varies with
the operating condition, the calcu-
lation of the real-time viscous drag
torque is then complicated. To sim-
plify the analysis, all viscous torque
results from our calculation focused
only on the starting stages, while the
experimental results provided both
initial and steady state data. The fol-
lowing assumptions were made in
this study.

1. In the starting stage, the oil tem-
perature stayed constant, and the
oil temperature in the motor was
regarded as uniform.

2. The influence of pressure and
temperature on the motor’s
magnetic material was neglected
compared with that of the com-
pensating oil.



Results and Discussion
The viscous drag moment de-
creases as the motor temperature rises
after start-up, and then it reaches
a steady value when the motor is in
thermal equilibrium. What we are
concerned about is the initial viscous
torque that influences motor’s start-
up performance and the steady viscous
power loss that matters in the continu-
ous operation. The following results of
the experiments revealed the influence
of both temperature and pressure
on the oil-filled BLDC motor and
highlighted the importance of analyz-
ing the properties of compensating oil.

Start-Up Performance

The influence of pressure on the
motor filled with two kinds of oil is
shown in Figure 4. As predicted by
the calculation, the viscous torque at
the starting stage increased gradually
in both cases as the pressure climbed.
It is noteworthy that, when the
motor was compensated in hydraulic
oil, part of the difference between
tested result and calculated value at

FIGURE 4

60 MPa is due to the power limita-
tion of the motor. At this condition,
the motor could not provide large
enough torque to overcome the in-
creased viscous drag moment if it
were set to run at a faster speed, and
it would have a problem at start-up if
it were connected to an extra load.
Benefiting from low sensitivity to pres-
sure, the power margin of the motor in
silicone oil was larger compared with
that in hydraulic oil. Nevertheless,
the problem still exists when the pres-
sure continues to increase if we do
not analyze the potential viscous load
beforehand.

The viscous drag influenced by low
temperature was so significant that the
motor would actually not be able to
run to the set speed immediately as
in normal environment. As shown in
Figure 5, the current data recorded in
the first 2 min after giving the motor
a step velocity signal confirm the exis-
tence of deterioration in the transient
process.

From the current responses in the
first 20 s, as shown in Figures 5a and

Comparison between experimental and calculated results of viscous torque when compensated
with hydraulic oil and silicone oil at room temperature.
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5b, we can see how the pressure and
temperature (especially the tempera-
ture) deteriorate the motor’s start-up
performance. In the case of hydraulic
oil at 2°C, as a result of the influence
of low temperature on viscosity,
the motor had almost reached the
locked rotor current at the pressure
of 20 MPa. The time of overcurrent
lasted longer to allow the motor to
overcome the heavy viscous torque
after pressurizing to 60 MPa. The
current stayed above its rated value
for almost 1 min and then dropped
below this value as the oil temperature
rose. For all three low-temperature ex-
periments, the motor consumed much
more current than when it was run-
ning at room temperature, until the
inner oil temperature reached a stable
level. As can be foreseen, such over-
current will easily cause damage to
the electronic components and the
motor windings, particularly in the
intermittent operation mode.

The silicone oil fared better because
of its low sensitivity to temperature. It
could successfully start up even at 2°C
and high pressure of up to 60 MPa.
Moreover, the current curve shows
that the initial viscous moment was
much less that it could reduce the
possibility of malfunction during
start-up. However, the differences of
the steady current values in the two
cases are not that apparent.

Figure 5c¢ shows the velocity and
temperature details of the motor filled
with hydraulic oil after it was started.
It can be seen that the motor failed to
accelerate immediately to its set speed
due to the heavy viscous load and
almost stalled. Benefitting from the
heat produced by itself, the motor
then slowly speeded up to overcome
the velocity-dependent viscous drag
moment. This resulted in a rapid cur-
rent decrease when the motor reached
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FIGURE 5

Current variation comparison between 25°C and 2°C when giving a step speed signal of 2,000 rpm.
(@) Hydraulic oil. (b) Silicone oil. (c) Speed and current versus time when the motor was running in

hydraulic oil at the experimental condition of 2°C and 60 MPa.
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the set speed because the viscous mo-
ment did not increase anymore.

Viscous Power Loss

The results of the steady viscous
power loss Py, are presented in Fig-
ure 6. According to equation (10),
the steady viscous loss should increase
exponentially with the pressure, but
these data showed a linear trend. This
can mainly be ascribed to the different
final oil temperature, which offsets
part of the loss. The significant dif-
ferences between the results at 25°C
and 2°C show that ambient tempera-
ture also had a remarkable impact on
motor efficiency. Specifically, when
the motor was filled with hydraulic
oil, the loss in the low-temperature
condition would increase by 70%
and 57% at 40 and 60 MPa, respec-
tively, compared with those measured
at room temperature. Moreover, it has
almost reached its rated power at 2°C
and 60 MPa in this case. This indicates
that the motor’s speed will decrease or
simply fail when driving a load. On the
other hand, the steady power loss for
the silicone oil case is only slightly
lower. With the motor running, the
rising temperature did not reduce
distinct viscous torque as it did in hy-
draulic oil. The steady viscous loss was
about 7.6 W at the worst condition.
Consequently, the low temperature
and high pressure directly led to a scar-
city of the available output torque and
a low efficiency.

Lower Viscosity Silicone Oil

To reduce power dissipation and
prevent excessive overcurrent, one sim-
ple way is to replace the thick oil with a
low-viscosity oil that has good fluidity,
even in the deep sea environment. Be-
cause silicone oil has a wide range
of viscosity options and its viscosity-
temperature coefficient is low, we



FIGURE 6

Viscous power loss at different conditions when filled with (a) hydraulic oil and (b) silicone oil ata

speed of 2,000 rpm.
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used silicone oil of 5 ¢St (5 mm?/s
at 25°C and atmospheric pressure) as
a demonstrative case in our study.
Table 4 shows the steady viscous
power loss of the motor in the three
cases.

In addition, by benefiting from the
low viscosity at different conditions,
the viscous moments in Figure 7 indi-
cate a significant improvement in effi-
ciency as well as a reduction in the

possibility of stalling. Thus, by ana-
lyzing the viscous drag model and the
properties of different oils, we can
determine how the oil-filled actuator
will behave and eventually implement
an efficient and reliable design.

Conclusion
In this paper, we investigated the
influence of both the temperature

and pressure on an oil-filled BLDC
motor by the viscous drag model
and an experimental rig that can
simulate the deep sea environment.
Experiments validated that the
pressure and temperature had a
marked effect on the power loss and
dynamic performance of the oil-
filled motor.

Two typical types of oils (hydrau-
lic oil and silicone oil) were used
in our study. From the two groups
of experiments, the steady power
loss increased as the pressure climbed
or temperature dropped. In addi-
tion, the temperature had a dramatic
effect on the start-up performance
if the motor is filled with hydraulic
oil. When the ambient temperature
was low (2°C), the viscosity of the
hydraulic oil ISO VG 22) increased
sharply, which overloaded the motor,
and the resulting overcurrent lasted
until the temperature rose. The sili-
cone oil performed much better
because of its low temperature sensi-
tivity. The results highlight the im-
portance of analyzing the properties
of compensating oil and indicate
that the temperature and pressure
should both be taken into consider-
ation when using a compensating oil
in the drive system designed for the
deep sea.

In addition to the experimental
work that was conducted, a semi-
experimental method to calculate the
potential starting torque was advanced,
the results of which agreed well with
the experimental results. By deter-
mining the viscous loss in an ordinary
environment, we can then obtain the
potential viscous torque using equa-
tion (10) at specified conditions. Al-
though our test object in this study
was a BLDC motor, the method can
be applied to other rotating electrical
machines.
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TABLE 4

Steady power loss comparison between three compensating oils at 2,000 rpm.

Viscous Loss for Hydraulic Oil Viscous Loss for Silicone 0il Viscous Loss for Silicone 0il
Experimental Condition (IS0 VG 22) (W) (50 cSt) (W) (5 cSt) (W)
25°C and 0 MPa 2.47 3.62 0.43
25°C and 20 MPa 3.35 4.47 0.68
25°C and 40 MPa 4.43 5.03 0.83
25°C and 60 MPa 5.54 5.40 1.04
2°C and 20 MPa 5.77 6.30 0.95
2°C and 40 MPa 6.97 6.84 1.26
2°C and 60 MPa 7.96 7.50 1.61
FIGURE 7 Technologies Symposium, 2007. ESTS07.

Results of viscous torque tested at different conditions when compensated with silicone oil of 5 ¢St
(velocity = 2,000 rpm).
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