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Modelling and performance evaluation of an electromagnetic regenerative shock absorber
with mechanical motion rectifier

By Yifan Jiang

This thesis is mainly concerned with the modelling of an electromagnetic regenerative shock
absorber with mechanical motion rectifier (MMR), and its performance evaluation when it is
implemented in the suspension of a road vehicle. Unlike a conventional regenerative shock
absorber, the inclusion of a sprag-clutch within the MMR module enables the conversion of
bi-directional rotational motion into unidirectional rotary input to the coupled
electromagnetic generator. Previous studies have shown that the dynamics of a regenerative
shock absorber with MMR can be modelled as a piecewise linear system produced by the
engagement and disengagement of sprag-clutches within the MMR. It is seen that the MMR
based system potentially works as a switchable inerter in parallel with a switchable damper.
To characterise the proposed energy harvesting technique, the system is initially discussed
when one terminal of the design is blocked, which allows further validations through
experiments. In order to comprehensively study dynamics of MMR system, its energy
harvesting as well as mechanical power flow performance are evaluated. Additionally, an
analogy between the electrical and mechanical active and reactive power flow, using force-
current analogy is carried out. This allows better understanding of the power transmission
between sub-systems. Moreover, the output of a conventional regenerative shock absorber is
generally coupled with an electrical rectifier to convert the AC voltage signal to DC signal for
either energy storage or charging electronic devices. In this work, to justify the usage of each
rectifier, the electrical rectifier-based regenerative shock absorber is studied in both electrical
and mechanical systems. The discussion is further extended to compare performances
between electrical rectifiers and MMR in different scenarios. It is shown that MMR is able to
offer much superior performance than electrical rectifiers, typically for lower power
application. To validate theoretical predictions, the MMR based regenerative shock absorber
is tested in a hydraulic Instron machine. A dynamic model of the proposed design is

implemented, and its parameters are estimated from the measured data.



In order to establish whether MMR allows acceptable energy harvesting performance when
incorporated into the suspension of road vehicles, the first step is to investigate the
characteristics of the vibration environment. By using the concept of mechanical impedance
and mobility, dynamics of the vibration source is studied when the regenerative shock
absorber is incorporated into a road vehicle. According to the vibration source characteristic
results, the implementation of the MMR based regenerative shock absorber in the suspension
system of road vehicles is discussed. The result shows that MMR enables better performance
under certain conditions, but it results in a high jerk motion (excessive change of acceleration)
as a trade-off. Finally, the procedure for the design of a mechanical motion rectified
regenerative shock absorber for a road vehicle suspension system is presented. The proposed
design guidelines enable a designer to select desirable parameters for the regenerative shock

absorber based on the system constraints and the application environment.
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Chapter 1

Chapter 1 Introduction

1.1 Background

It is well recognised that large vibration causes discomfort of vehicle occupants and
deteriorate vehicle’s road handling. In the past decades, the incorporation of various devices
such as isolator, damper has been considered by numerous researchers and applied in
practice to passively control the vibration motion to maintain its amplitude below certain
thresholds. A conventional vehicle suspension is simply a spring-damper system which
isolates vehicle body from road random disturbances. However, a large amount of vibration
energy is converted into waste heat in the suspensions, which decreases the fuel efficiency
of the vehicle. Decreasing vehicle energy losses becomes necessary to reduce the reliance on
finite power sources such as batteries or super capacitors to provide power for the off-grid
system. The concept of harvesting energy wasted in vehicles including the recovery of heat
loss [1-3], braking energy [4-6], and shock absorbers [7, 8] has been proposed to improve
engine efficiency.

Shock absorber is a key component of vehicle suspension system to reduce the vibration
transmitted to the passenger when driving on a rough road. Typically, the vibration energy is
dissipated through hydraulic friction and heat in a conventional shock absorber.[9] The
energy wasted in shock absorbers has been estimated by several researchers. [10-12] The
study presented by Segel and Lu [13] discuss how energy wasted in a vehicle shock absorber
at different driving speed and road roughness. In 1986, Browne [14] investigated the energy
dissipation in automotive shock absorbers of a road vehicle. It is found that each hydraulic
shock absorber dissipates 40-60 watts when the vehicle is driving on urban road. According
to 1SO 8608, when the vehicle speed is 30 km/h at the Class A, B, C, D and E roads, the
recoverable power is 2.08 W, 8.33 W, 33.35 W, 133.37 W, and 533.21 W, respectively. [15]
Khoshnoud et al. [16] estimated the power dissipated in a 2DOF vehicle suspension model,
the result indicates that the potential regeneration per damper is approximately 280 W.
Consequently, 3% fuel efficiency improvement can be achieved in typical passenger cars for
a 75% electrical energy conversion efficiency. Figure 1-1 and Figure 1-2 summarise the

potential energy harvesting and fuel efficiency improvements for different vehicles. [1, 17]
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Figure 1-1: Potential harvestable power for different types of vehicles [1]
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Figure 1-2: Fuel efficiency potential improvement employing regenerative shock absorber

[17]

Energy harvesting is known as the process of capturing energy from the ambient
environment and converting into useful off-grid electricity [18]. Implementing energy
harvesting device in regenerative suspensions has attracted much interests in recent years
due to the launch of electric vehicles. Several strategies for the implementation of a
regenerative suspension system have been studied and proposed to recover the wasted

mechanical energy. Primary intentions of developing regenerative shock absorber in a vehicle
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suspension is to reduce costs and increase lifetimes of batteries for electrical and hybrid
vehicle, improve the fuel efficiency and reduce exhaust emissions [19-21]. The harvested
energy from the suspension vibration can be used for charging the batteries or
supercapacitor that provide motive energy to the electric traction motors. [22, 23]. In the
meantime, it is feasible to provide the power demand for the active or semi-active
suspensions by employing a self-powered damper to achieve better ride quality and road
handling [24-26]. The design of an energy harvesting technique can be classified depending
on the mechanism through which the vibration energy is converted into electricity. Among
various energy harvesting structures, electromagnetic regenerative shock absorbers have
gained much attractions in vehicle suspension systems due to its high energy conversion
efficiency, quick response, strong controllability and capability in energy recovery [27-29].
An electromagnetic regenerative shock absorber is generally developed based on Faraday’s
law. When the coil is moved relative to the magnetic field, an electromotive force is produced.
If the coil is connected to an electrical load, current will flow through the circuit and thus the
electrical power is generated. Electromagnetic regenerative shock absorbers can be divided
into two main categories; linear [30-32] and rotary [33-35]. The linear type electromagnetic
regenerative shock absorber directly converts the translational vibration motion into
electrical power due to the relative movement between coil and magnetic. In contrast, the
rotational type converts the translational motion into rotational input of an electromagnetic
generator. It is generally recognized that the rotary electromagnetic regenerative shock
absorber is more compact and has greater energy density as well as efficiency compared to
linear type [36, 37].

For rotary electromagnetic regenerative shock absorbers, there are two general mechanisms
of converting translational motion into rotational motion; mechanical and hydraulic
transmissions. The mechanical motion conversion mechanism has been widely developed for
regenerative shock absorbers due its simple construction. The most popular design
prototypes include ball-screw [38, 39] and rack-pinion [40, 41] but other types have also been
developed [42, 43]. For example, a hydraulic regenerative shock absorber mechanism was
manufactured and its performance in vehicle suspension was investigated [44, 45]. From the
mechanism property, the above rotary regenerative shock absorber converts translational
vibration motion into a bi-directional oscillation of electrical generation and thus producing
AC electrical power. However, it has been examined that the bi-directional irregular motion
leads to a low mechanical reliability and bad vibration performance in practice [46-48]. It was

claimed in [49], the rack teeth of conventional rack-pinion regenerative shock absorber were
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worn out and broken quickly due to large impact force. In 2011, Li [29] proposed a mechanical
motion rectifier gear module based regenerative shock absorber to convert bidirectional
rotational motion to unidirectional rotary motion which offered smaller impact force caused
by backlash effect to improve the energy conversion efficiency. In the meantime, the
continuous unidirectional motion enables the generator to be driven unidirectionally and the
produced current does not necessarily need to go through an electrical rectifier. Wang [50]
realised a similar effect by applying two overrunning clutches and a planetary gearbox to a
ball-screw regenerative shock absorber. Zhang [22] developed a regenerative shock absorber
based on dual-overrunning clutches and applied in an electrical vehicle. Fang [51] proposed
a hydroelectric shock absorber with four check valves to rectify the bidirectional flow into
unidirectional flow to drive a hydraulic pump that could subsequently drive an electrical

generator.

1.2 Thesis motivation and objectives

As stated earlier, conventional rotary regenerative shock absorbers convert translational
vibration motion into a bi-directional rotation of coupled electromagnetic generator. In order
to charge batteries or provide power for electronic devices, the oscillating motion/voltage
needs to be coupled with either mechanical or electrical rectification to convert the AC input
signal to DC signal. The literature so far has not made any recommendation on which
rectification is more desirable for various applications. One cannot claim that advantages of
MMR are always beyond an electrical rectifier, unless it is properly justified.

The dynamic model of an MMR-based regenerative shock absorber has already been
developed for the lab-test case where one terminal of the design is clamped by the fixture
[52, 53]. It is observed that the MMR-based regenerative shock absorber potentially works
as a switchable inerter and damper system according to the switching between the engaged
and disengaged states of the sprag-clutch inside the MMR. This work focused on the
dynamics of an MMR-based system when it is subjected to a velocity excitation. In this case,
the vibration source will actively vary the applied force and power during the disengagement
period in order to maintain the prescribed velocity input. However, in some cases, the
vibration input may behave as a prescribed force source. Therefore, the influence of
switching on system dynamics when subjected to a force input needs to be discussed as well.
Moreover, it has been demonstrated in the literature [53] that the switching within the MMR
gear module allows the coupled generator to work more continuously and the regenerated

voltage potentially never fall down to zero. However, it still remains unclear whether the
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MMR-based system can enhance the system performance comparing to conventional linear
energy harvesting system without MMR besides practical factors (less backlash and friction
effect) as it has not been well concerned. Previous research focused on discussing the energy
harvesting performance, while the consequence of switching on mechanical power flow
needs to be addressed as well. This gives a deeper understanding of vibration power
transmission between sub-systems by implementing MMR in regenerative shock absorber.
Numerical study is needed to determine the impact of each element on system dynamics.
The first step of designing a regenerative shock absorber is to study characteristics of
vibration environment. So far, much work has been conducted to improve the understanding
of the isolator itself, but the fundamentals of vibration source characteristics of suspension
system have not been well studied in previous investigations. It is initially unclear whether to
assume the system is excited by a force or velocity source, as all parameters are frequency
dependent which potentially affect the vibration source dynamics. Based on the vibration
source characterisers of a road vehicle, it is necessary to discuss the implementation of MMR-
based energy harvesting shock absorber in vehicle suspension systems. Guo and Zuo [40]
conducted a performance evaluation of MMR on different vehicles in order to understand
the consequence of employing an MMR-based regenerative shock absorber on system
dynamics. However, their frequency domain conclusions are questionable since the
switching between the engage and disengage states of sprag-clutch corresponds to a
transient vibration which should generally be discussed in the time domain.

Furthermore, in the case of designing a regenerative shock absorber for vehicle suspension
system, the maximum displacement of the sprung mass from its equilibrium is defined by the
available space. In the meantime, the system damping ratio of vehicle suspension is generally
fixed for vibration suppression purposes. By taking these physical constraints into
considerations, a set of reliable guidelines for the design of an MMR based energy harvesting
shock absorber can be developed to provide important references for its applications in
vehicle suspension systems.

Motivated by above illustrations, the primary intention of this thesis is to develop a study to
understand the implementation of mechanical motion rectified regenerative shock absorber

in road vehicle suspension system. The research objectives are listed as follows:

® To study the characteristics of a linear regenerative shock absorber (i.e., without
MMR) including mechanical power flow and dissipation.
® To predict and analyse the dynamic behaviour of the proposed MMR energy

harvesting technique based on a laboratory-test case, where on terminal of the design
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is clamped. Numerical studies will be conducted to identify the effect of each element
on system dynamics.

® To demonstrate the characteristics of an electrical rectifier coupled regenerative
shock absorber in both electrical and mechanical systems when one terminal of is
clamped and compare its performance with MMR.

® Todesign and manufacture a testing rig and simultaneously improve the design of the
existing prototype.

® To conduct experiments on the design prototype and obtain its response over a range
of frequencies.

® To study the characteristics of the vibration source when the regenerative shock
absorber is incorporated in a road vehicle suspension by using concepts of mechanical
impedance and mobility.

® To identify the role of each mechanical element in energy harvesting and vibration
isolation performance.

® To evaluate the performance of MMR-based regenerative shock absorber in a vehicle
suspension system with respect to energy harvesting and ride comfort.

® To establish a procedure for designing an MMR-based regenerative shock absorber

for vehicle suspension systems by considering physical constraints.

1.3 Novel contributions

The main original contributions of this research are listed as follows:

® Influences of switching between engaged and disengaged state of MMR gear module
on the mechanical power flow, energy harvesting and ride comfort performance are
investigated. Additionally, an analogy between the electrical and mechanical active &
reactive power flow based on force-current analogy is carried out. This has enabled a
deeper understanding of the consequence of employing MMR for both general
applications and, in particular, for vehicle suspension systems.

® Characteristics of vibration source are studied when the regenerative shock absorber
is installed in a road vehicle. By using the concept of mechanical impedance/mobility,
a clear illustration of the dynamics of the vibration source over a range of frequencies
can be established. The concept is further used to identify the role of inerter in both

energy harvesting and vibration isolation performances. This study provides
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important references for demonstrating the implementation of MMR-based energy
harvesting shock absorber on the performance of vehicle suspension systems.

® Comparison between electrical rectifier and MMR is conducted. The study helps to
understand the characteristics of regenerative shock absorbers by employing either
an electrical rectifier or an MMR in both electrical and mechanical domains. The
comparison provides criteria for the usage of each rectification module in different
scenarios and applications.

® A set of guidelines for the design of an MMR-based regenerative shock absorber is
developed. The proposed flow chart considers physical constraints of designing a
regenerative shock absorber in a road vehicle suspension, including maximum
allowable displacement of the mass and fixed damping ratio. The developed
techniques provide reliable references for selecting desirable system parameters for
its physical applications.

® Characteristics of the proposed MMR based regenerative shock absorber prototype
are experimentally studied. This has enabled the construction of a more realistic and

representative dynamic model by estimating the parameters of the proposed device.

1.4 Structure of the thesis

In Chapter 2, a brief review of different techniques for energy harvesting in vehicle
suspension system including their design, model, implementation and analysis approach are
presented. In particular, a review of the MMR-based electromagnetic regenerative shock
absorber is given. In Chapter 3, dynamics of a linear regenerative shock absorber is studied
and an active and reactive power analogy between electrical and mechanical systems (using
force-current analogy) is carried out. The primary intention of this analogy is to understand
the power flow characteristics of a linear system (i.e., a regenerative shock absorber without
an MMR) which can then be extended to study the case when MMR module is incorporated.
Next, dynamic models of MMR-based regenerative shock absorber excited by different
vibration sources (prescribed force & velocity) are developed and analysed when one
terminal of the design is clamped. Numerical studies are also conducted to improve the
understand of dynamics of regenerative shock absorber with MMR which can be further
validated through experimental tests. Moreover, the performance of MMR based
regenerative shock absorber will be evaluated when it is subjected to multiple harmonics
input. The result can answer whether the switching time instant will be dominated by single

frequency. In Chapter 4, the performance of a regenerative shock absorber with electrical
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rectifier is analysed in both electrical and mechanical domains. The main aim of this study is
to determine which technique (i.e., electrical rectification or MMR) is more suitable for
extracting power in different scenarios. Chapter 5 presents an experimental study of the
regenerative shock absorber with a mechanical motion rectifier prototype. The measured
results help to characterise the performance of the proposed design and the equivalent
system parameters can be estimated based on the recorded data. Moreover, the measured
generator’s output voltage is used to quantify the energy harvesting of the proposed design
as well as validating the dynamic model developed in Chapter 3. This was followed by an
experimental comparison between electrical and mechanical rectification in order to
investigate the performance and relevance of each technique. Chapter 6 investigates the
implementation of MMR-based regenerative shock absorber in the suspension of a road
vehicle. In order to address the problem properly, dynamics of the vibration source was
initially studied by using the concept of mechanical impedance and mobility. Based on the
results of the vehicle vibration source characteristics, influences of switching within MMR on
vehicle dynamics with respect to energy harvesting as well as ride comfort can then be
identified. In Chapter 7, a design flowchart is presented in order to provide guidance for
selecting desirable system parameters of MMR-based regenerative shock absorber. The
proposed methodology considers physical constraints such as maximum allowable
displacement of the sprung mass and a fixed damping ratio. Finally, concluding remarks and

the recommended future work are listed in Chapter 8.
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Chapter 2 Literature Review

As discussed in Chapter 1, considerable energy can potentially be harvested from the vehicle
suspension systems, previous research efforts have been made on developing regenerative
shock absorber techniques in suspension systems. In this chapter, the current technologies
of electromagnetic regenerative shock absorber are categorized and evaluated. Based on the
mechanism of transferring mechanical vibration energy into useful electrical energy, two
different types of electromagnetic regenerative shock absorbers (translational and rotational)
are reviewed. Several attempts to model the dynamic behaviour of an energy harvesting
device including linear and nonlinear properties are discussed. Subsequently, brief
descriptions of implementing impedance/mobility in mechanical system and its usage of
illustrating vibration source characteristics are presented. Additionally, an introduction of the
concept of vibration power flow for linear system as well as its analysis approach is given.
Finally, research gaps for the current study for modelling an electromagnetic regenerative
shock absorber especially incorporating with MMR and its implementation in vehicle
suspension system are identified, meanwhile the corresponding research questions have

been proposed as well.

2.1 Electromagnetic regenerative shock absorber

By replacing a conventional spring-damper shock absorber with an electromagnetic
regenerative shock absorber, the vertical oscillation of the suspension can be converted into
useful electrical power. Incorporating an electromagnetic transducer (or a generator) into an
isolator is one of the most popular harvesting technologies that is implemented in
automotive suspension systems [17]. The main reason is according to its high energy
conversion efficiency, simplicity design, quick response, strong controllability and energy
recovery capability. [54, 55] The fundamental principle of electromagnetic technology is
based on Faraday’s law of electromagnetic induction [56]. It has been examined that both
rotational and translational electromagnetic generators are able to harvest milli to tens watt
levels of power. A number of research works [35, 57, 58] have shown that the
implementation of electromagnetic regenerative shock absorbers in vehicle suspensions is a
feasible way of achieving self-powered capabilities. The following sections present a review
of different types of regenerative shock absorbers including their basic working principle and

mechanismes.
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2.1.1 Linear electromagnetic regenerative shock absorber

The linear electromagnetic regenerative shock absorber converts the kinetic energy of a
reciprocating vertical oscillations directly into electrical power by electromagnetic induction
[59]. In contrast to the rotary type that relies on a motion conversion mechanism transferring
the translational input into rotational motion for the output generator, the linear module
does not need such motion transmission. The vibration input from the ambient environment
causes a relative displacement of the magnet in relation to the coil. This relative motion leads
to a variation in the magnetic flux inside the coil where the induced emf voltage can be

obtained according to the principle of Faraday’s law [60]

o

V=—

eq (2-1)

Where V is the generated voltage and @ is the magnetic flux.

Based on the working principle of a linear electromagnetic transducer, Suda and Shiiba [61]
developed a hybrid control system with an active suspension control and energy recovery.
Both simulation and bench test results show that the proposed hybrid system, employing
linear electromagnetic transducer is able to achieve a fairly good performance of vibration
suppression with less energy consumption. Karnopp [62] presents a study of moving coil
system with high energy permanent magnets. The result shows that it is feasible to
implement an electrodynamic variable shock absorber in road vehicle suspensions. Zuo [63]
proposed a retrofit regenerative shock absorber prototype, shown in Figure 2-1, for vehicle
suspension by using a linear electromagnetic transducer is able to achieve greater vibration
energy recovery efficiency.

(a) Coil Assembly

(b)

Figure 2-1: Linear electromagnetic regenerative shock absorber (a) Diagram of the

prototype (b) Cross section of the magnetic assembly [63]

10
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As stated earlier, one key advantage of the linear electromagnetic regenerative shock
absorber is its ability to directly convert mechanical kinetic energy into electricity without
using motion translation mechanism. Furthermore, it is beneficial for implementation in
active and semi-active suspensions. [26, 41] However, the size of a linear type is usually too

bulky, and the manufacturing cost can be very expensive.

2.1.2 Rotational electromagnetic regenerative shock absorber

Unlike the linear type electromagnetic regenerative shock absorber which directly transfers
vibration energy into electrical power, for a rotational type to drive a rotary generator, the
translational oscillation needs to be converted into rotational motion through a motion
conversion mechanism. Based on the motion conversion mechanism, the rotary
electromagnetic regenerative shock absorber can be classified into two main types, namely,

mechanical and hydraulic.

Mechanical rotary electromagnetic regenerative shock absorber

Employing a mechanical motion conversion mechanism in a rotational electromagnetic
regenerative shock absorber is one of the most popular designs due to its simple construction
and great energy conversion efficiency. A number of rotational electromagnetic regenerative
shock absorber including ball-screw [64-66], rack-pinion [67, 68], algebraic screw mechanism
[69] and helical gears [70] have already been prototyped and studied. Graves [71] presented
a study of comparing the design of rotating and linear electromagnetic dampers. Results
show that the rotating electromagnetic dampers have the advantage of mechanical motion
amplification compared to the linear type. The implementation of the design allows the use

of smaller and cheaper regenerative shock absorbers in vehicle suspension systems.

Mounting ring Rotational motor Mounting ring

[,_’,'T_‘;, Rack and pinion

Figure 2-2: Schematic configuration of rack-pinion regenerative shock absorber [72]
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One of the common mechanisms of converting linear to rotary motion is rack-pinion. Figure
2-2 shows the schematic configuration of rotary regenerative shock absorber employing a
rack and pinion mechanism [72]. The vertical oscillation, produced by the vehicle rolling on
an uneven road, is translated into a rotational motion through the rack and pinion. Similarly,
Suda [73] studied a regenerative active suspension combining rack-pinion and a rotary
generator. Beno [74] developed electronically controlled active suspension system which
adopted the rack-pinion mechanism. The experimental results quantify increases in rolling
resistance from flat to rough terrain and demonstrate that active suspension systems can
limit this increase to 50% comparing to passive suspension systems.

Another motion conversion mechanism which has been widely used in rotary regenerative
shock absorber is ball-screw. Figure 2-3 shows the schematic structure of the ball-screw
electromagnetic regenerative shock absorber, where the applied torque to drive the
generator is created by the ball-screw and the assembled nut. In 2011, Wang [75] developed
a novel mechatronic suspension structure design, which is composed of a ball-screw coupled
with a permanent magnet electric machinery (PMEM). It was found that the implementation
of the proposed mechatronic strut can improve the performance of vehicle suspensions.
Song [46, 47] proposed an regenerative shock absorber prototype based on the ball-screw
mechanism which achieved a considerable power conversion efficiency. Murty [76] also
proposed a ball screw electromagnetic regenerative shock absorber whose applied force can
be adjusted by changing the shunt electrical resistance. Xie [77, 78] developed an energy
harvesting absorber with ball-screw motion mechanism and multiple controlled generators
to recover the kinetic energy loss from the suspension vibration and changes the damping

coefficient during operation according to road conditions.

Terminal 1 Nut Bearing Terminal 2
= [ E
] Sol
/ / PEPANP |
/ (/ / N - .
oW e I-'I
] u |
| —\ | /
Screw  Fly wheel Coupling PMEM Mount

Figure 2-3: Schematic structure of ball-screw electromagnetic regenerative shock absorber

[75]
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Hydraulic rotary electromagnetic regenerative shock absorber

Another type of rotary electromagnetic regenerative shock absorber is to employ a hydraulic
mechanism. The fundamental working principle of a hydraulic regenerative shock absorber
is to transfer the up and down oscillation of the cylinder to a hydraulic pump/motor that is
attached to an electrical circuit in order to harvest energy from the ambient environment.

Based on this hydraulic mechanism, Levant Power Corp [79] proposed a regenerative damper

called ‘GenShock’.

Hydraulic
fluid

Hydraulic
motor

Electric-motor generator ’

Figure 2-4: Hydraulic transmission regenerative damper [79]

The developed prototype combines hydraulic transmission with the electrical generator
shown in Figure 2-4. It was found that the GenShock improves fuel economy as well as the
ride quality. Fang [51, 80] developed a compact hydraulic electromagnetic regenerative
shock absorber prototype with an energy harvesting efficiency of 16%. Xu [81] proposed a
hydraulic electromagnetic regenerative suspension and revealed that its overall performance

is superior to that of a passive suspension.

2.2 Mechanical motion rectifier

In vehicle suspension systems, shock absorbers are installed between the chassis and wheels
to suppress vibration resulting from road roughness. Conventional rotary regenerative shock
absorbers converts suspension vibration into bidirectional rotation by using mechanical
mechanism such as a ball-screw or a rack and pinion. However, the irregular bidirectional

oscillation has caused numerous problems, such as low mechanical reliability and poor

13
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vibration performance due to backlash and friction in the transmission system. [82] It was
claimed in [49], the rack teeth were worn out and broken quickly due to large impact forces
in their early prototype. Furthermore, the bidirectional motion will produce an irregular AC
voltage. In order to charge batteries or power electronic devices, the produced voltage of
conventional regenerative shock absorber needs to be commutated with an electrical
rectifier to produce DC output, in which the forward voltage of diodes unavoidably reduces
the circuit’s efficiency especially for lower power application. In order to sort out the problem,
Li [82] proposed a mechanical motion rectifier coupled with a rack-pinion regenerative shock
absorber to convert the bi-directional oscillation into unidirectional rotational motion. The
developed module, which shown in Figure 2-5, is able to reduce the impact forces and friction.
Due to the one-way clutch inside the gear module, this design can provide a unidirectional
rotary motion to the generator and hence the output voltage signal does not necessarily need
to go through an electrical rectifier. Both bench and on road tests were also conducted to
verify the concept and advantages of MMR. The MMR based regenerative shock absorber
can achieve mechanical efficiency over 60% and the backlash impact was significantly
reduced. The average harvested power is around 40.4 and 25.6 watts on 30 and 93.4 Q
external resistance under 0.047 m/s vibration input. The prototype was also installed in a rod
vehicle to show its feasibility, in which 15.4 watts is obtained at 15 mph when the vehicle is

travelled on a smooth paved road.

1 rack 2 roller

3 pinion 4 planetary gears and motor
5 thrust bearings 6 roller clutches

7 ball bearings 8 bevel gears

Figure 2-5: Mechanical motion rectifier gear module prototype [83]

Inspired by the this, Zhang [22] developed a similar design of rack-pinion regenerative shock
absorber with two one-way clutches. The prototype of their motion rectification module was
shown in Figure 2-6. The manufactured prototype is able to generate electrical power around

4.302 watts at 2.5 Hz, 7.5 mm harmonic input.
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Shaft moves in single
direction rotation

Racks move upwards
and downwards

Pinions rotate in
opposite directions

Dual-overrunning clutches
embedded into pinions

Figure 2-6: Dual one-way clutch transmission system [22]

Similarly, Liu [84] adopted the MMR gear module with the ball-screw regenerative shock
absorber to further reduce the backlash effect and the energy harvesting efficiency can go
up to 51.9% when the prototype was excited by 4 Hz, 2mm vibration input. Field test was
also conducted in [52] to show the feasibility of the proposed energy harvesting technique.
The result shows that the average electrical power extraction is 13.3 watts in 8 seconds which
proves the design is able to continuously extract a significant amount of energy from vehicle
suspension systems. Salman [70] employed helical gears and one-way clutches to convert
bidirectional shaft motion into unidirectional motion. With this mechanism, low-wattage
electrical device of an electric vehicle was powered and a maximum efficiency of up to 52%
under a 1Hz harmonic vibration input was achieved. Wang [85] applied two one-way clutches
and a planetary gearbox on regenerative shock absorber by using ball-screw mechanism.
Fang [51] proposed a hydroelectric shock absorber with four check valves to rectify the
bidirectional flow into unidirectional flow in order to drive a hydraulic pump which could

subsequently drive an electrical generator.

2.3 Model of electromagnetic vibration regenerative shock absorber

As stated earlier, electromagnetic regenerative shock absorber can be realized as an interface
between mechanical and electrical system which converts vibration energy into harvestable
electrical energy. In this section, a review of an electromagnetic regenerative shock absorber
model including its linear and nonlinear properties will be presented. This helps to develop a
better understanding of the regenerative shock absorber characteristics in physics and

predict its behaviour over the frequency ranges of interest.
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2.3.1 Conventional ideal model

Generally, an ideal electromagnetic vibration energy harvesting system can be modelled as a
spring-mass-damper system coupled to a generator. [72] For a SDOF electromagnetic
regenerative shock absorber with external vibration excitation shown in Figure 2-7, the

governing equation of motion can be given by

MZ+cz+ kz =—My — Bil eq (2-2)

Where y is the excitation displacement, M is the mass; ¢ is the mechanical damping
coefficient; k is the spring stiffness; z is the relative displacement between the mass and
base; i is the current through the circuit; B is the magnetic field flux density; [ is the length
of the wire which constitutes the coil. Assuming the electromagnetic harvester has a voltage

source, the governing equation of the electrical system is given by

dz . di
V—BZE—(R+R9)1—LeE eq (2-3)
Where V is the produced voltage; R, R, and L, are the electrical internal, load resistance and

coil inductance respectively.

Magnet
z
M
K || ¢
7777777777

Figure 2-7: Schematic of a single degree of freedom electromagnetic vibration regenerative

shock absorber connected to the electrical load resistance [72]

The model in Figure 2-7 is generally used to understand the conversion from mechanical
vibration energy into electricity and is only valid for linear electromagnetic regenerative

shock absorbers.
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2.3.2 Inerter based ideal model

Inerter is a newly developed mechanical element that was first introduced by Smith [86]. In
the past few years, significant advantages of employing passive inerter-based isolators as
well as energy harvesters have been identified for engineering applications [87-89]. Inerter
can be used to change the dynamic property of a vibration system, and it has been employed
in the design of vehicle suspension systems, aircraft landing gear shimmy suppression and
building vibration control systems are examples of its many applications [90-92]. Among
these applications, inerter always appears in some mechanical vibration isolation systems
which result in a more complex structure than a conventional system consisting only springs
and dampers. In this section, the concept, physical realization and the ideal model of an

inerter based regenerative shock absorber are reviewed.

Concept of Inerter

The generally used force-current analogy between mechanical and electrical systems
introduced by Firestone [93], sets the mechanical force F analogues to electrical current i,

and the relative velocity Av to electrical voltage V. With the force-current analogy, the
electrical inductor and resistor can be mapped to the mechanical spring and damper
respectively. According to the Newton’s second law, the applied force to the mechanical
mass is proportional to its absolute acceleration, where one terminal of the mass is grounded
[93]. However, its analogy to the capacitor with one terminal grounded is obviously
incomplete, where the capacitor works based on the voltage difference between two
terminals. The concept of Inerter was first proposed by Smith [86] to give a complete analogy
between mechanical and electrical systems. Equivalent to the capacitor, inerter is a two-

terminal device in which the applied force is proportional to the relative acceleration

F = b(i]l - 1'72) €q (2_4)

where 1, and v, are the accelerations of the two terminals of the inerter. The constant b is

called inertance which has the same unit as mass.
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Figure 2-8: A mechanical-electrical Force-Current analogy [94]

As shown in Figure 2-8, with this representation of an inerter, an electrical circuit (consisting
of a resistor, a capacitor and an inductor) can be made analogous to a mechanical system,

which has a spring, a damper and an inerter.

Physical realisations

Physical realisations of an inerter can be classified into three categories: rack-pinion, ball-
screw and hydraulic based mechanisms. The rack-pinion inerter is constructed by meshing a
flywheel with a rack-pinion gear [95, 96], while the screw based inerter can be designed as a
flywheel mounted on a ball-screw [97]. The schematics of these two mechanisms are
respectively shown in Figure 2-9 and Figure 2-10 [98]. A hydraulic inerter, shown in Figure
2-11[99], works based on the pressure difference on either sides of the cylinder’s piston that
pushes the fluid through the pipes in order to drive the hydraulic motor. Based on above
illustrations, inerter is essentially a two-port inertia device that works on the acceleration
difference between two terminals. Note that, when one terminal of the inerter is grounded,
it behaves as a mass that is equal to the inerter’s inertance. The value of inertance can be
simply tuned by adjusting the moment of inertia of flywheel, so it is possible to tune its

apparent mass much bigger than its actual mass.
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Figure 2-9: Schematic structure of rack-pinion inerter [98]
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Figure 2-10: Schematic structure of ball-screw inerter [95]

- &
G q
: 3 Terminal 2
O Hydraulic motor d ermina
O
d
PR O @ g O, O o . o T S @ W © @
O - - O : O ) =) O
F po-Denea o] Delp0enesPat
]
O O O -0 P 7 Rl = oYovYo
o © ~p o E
o K_) CF_’/ﬂ U(WOWQO/_\)_)(DO
/ Hydraulic cylinder
a'—*x
Terminal 1

Figure 2-11: The working principle of the hydraulic inerter [99]

Application of inerter in isolator and regenerative shock absorber

In [86], Smith introduced initial ideas for applications of the inerter to enhance the

performance of a vibration absorber and subsequently helped to design a new suspension
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structure by replacing the mass element. The inerter, known as a ‘J-damper’ was firstly
applied for the suspension of a Formula one racing car, manufactured by MclLaren in 2005
[100], where a parallel spring-damper-inerter isolator layout was introduced, see Figure 2-12,

to achieve a better handling and grip [101].

Figure 2-12: Inerter based vibration isolator

Studies the inerter-based suspension for road vehicles have been developed in the literature.
Smith and Wang [91] demonstrated eight inerter based suspension layouts in both quarter
car and full car models through that, compared with a conventional spring damper isolator,
10% improvement in ride comfort, tyre grip and dynamic load carrying can be achieved. In
[86] it is shown that by allowing higher mechanical impedance for the vibration isolator,
better vehicle dynamic performance can be achieved [102].

Furthermore, the concept of inerter has been expanded to model of an energy harvesting
device. In [75], an inerter-based mechatronic system has been applied to vehicle suspension
control which achieves significant performance improvement. Nakano and Suda [103]
developed a self-powered active regenerative shock absorber based on the ball-screw
mechanism and their numerical solutions showed that it can obtain better suppression
performance than a passive or a semi-active control systems without consuming external
energy. Nakamura [104] proposed a novel electromagnetic inertial mass damper (EMID)
consisting of an inerter and an electromagnetic (EM) damper, in which the former provides
inertance and the latter provides EM damping. The design shows a great potential to evolve
to be self-powered semi-active damper or even serves as the power source for structural
monitoring system. Zuo [82] developed a rack-pinion based regenerative shock absorber
which can be realized as a spring-damper-inerter system. Besides theoretical analysis, road
tests were conducted to physically demonstrate its damping characteristics and energy

recovery performance in a passenger vehicle.
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2.3.3 Nonlinear model

In analytical models, an ideal regenerative shock absorber is usually assumed with negligible
mass and other typical device features (i.e. friction, backlash, elastic effect etc.) are not
considered. Some nonlinear properties of the existing models of a ball-screw based
electromagnetic regenerative shock absorber are discussed in [105]. Moreover,
nonlinearities including friction, backlash effects and their influences on vehicle suspension
performance were investigated in [98]. The parameters are then adjusted by comparing the
time response of the theoretical model and the regenerative shock absorber’s experimental
results. Therefore, lab-tests need to be undertaken to compare the physical characteristics
of devices with the ideal models. It is important to have a general understanding of how to
build a realistic model by observing experimental results, that can provide accurate

predictions of a regenerative shock absorbers’ behaviour.

Coulomb Friction

Coulomb friction is a type of constant mechanical damping in which energy is dissipated via
sliding friction. According to the coulomb damping model [106], the restoring force due to

the friction can be expressed as

F = E,sgn(z) eq (2-5)

Where F, is the coulomb damping coefficient which can be identified when the applied

velocity changes the sign function of velocity Z

1,z>0
sgn(z) =40,2=0 eq (2-6)
-1,2<0

In [98], it is clearly defined that for an inerter based regenerative shock absorber/isolator,
the friction of the device dominates the low frequency range of the force response, while the

effect of viscous damper, inertance is negligible compared with coulomb friction.

Backlash model

The backlash effect can be defined as the lost motion in a mechanism caused by gaps
between the parts. The impact of backlash can be stated as a mechanical element which
reaches the maximum distance or angle, continuously moving in one direction without

applying any force to the next part in a mechanical sequence [107].
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Hunt and Crossley [108] developed a method to obtain the backlash effect by using a spring-
damper model. Wang [109] realized that Hunt’s model can be used to apply to similar rotary
designs. In Figure 2-12, considering a displacement x in the axial direction, the corresponding
deformation may be shown as x; = x; — x3, the backlash displacement as x;, = x3 — x, and
linear displacement between two terminals as x; = x; — x,. Therefore, the corresponding

force F according to Figure 2-13 can be expressed by

F(t) = ksxs + Csxs = ks(xd - xb) +Cs (xd - J‘Cb) €q (2'7)
EE nut
bearing
ke, I
« +—>
F ; F
X, x_{ x_,

Figure 2-13: Schematic diagram of spring damper model of backlash effect [98]

Where k; is the elasticity effect and c; is the viscous damper.
It is shown in [98] that the backlash model can be expressed as a nonlinear dynamic system

described by the following equation
rmax <O, Xq + (?) (xq — a'cb)>,x3 —x,=—¢F<0

. kg\ /. .
xp = { fa+ (£) Gia = ), s — x| <&, F =0 eq (2-8)

. . AP .
\ m1n<0,xd +(C_s) (xd—xb)>,x3 —x,=6F >0

Where ¢ is the deformation of the teeth.

The main purpose of tuning the model with backlash effect is to match the analytical model
as closely as possible to the experimental behaviour of the proposed regenerative shock
absorber prototype. In 2009, an experimental study of mechanical devices was presented to
approximate the dynamics of an ideal inerter based regenerative shock absorber [95]. It was
observed that force signals were not sinusoidal due to a high-frequency spiking characteristic
in the experimental results. Attempting to reproduce and explain the spiking characteristic
in simulations, a model of a spring-damper-inerter with backlash effect was established. In
[97], nonlinear properties of inerter based regenerative shock absorbers were discussed in

both quarter car and full car models. Analytical results illustrated that the performance
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benefits were slightly degraded by the manufactured nonlinearities. It should be noted that
the backlash effect is unavoidable for nearly all reversing mechanical couplings, even though

this effect can be compensated.

2.4 Mobility and impedance methods in vibration analyses

Concepts of mechanical impedance and mobility are very useful in describing dynamics of
structural vibration. The possibility of using the electrical impedance concept in a vibration
system was first realised by Arthur G. Webster [110]. It has been widely used to study linear
electrical-mechanical or purely mechanical vibration systems. [111] In this section,
fundamental principles of impedance and mobility methods is presented, and it will be used
later in this thesis to describe the dynamics of a vibration source. A more detailed analysis

and discussion of impedance and mobility can be found in [112].

24.1 Simple lumped elements

Figure 2-14 shows a linear mechanical system with two connections. [112] If the mechanical
element is considered as spring, damper or mass, the relationship between the force and

displacement can be obtained respectively by following equations

fi=—fa =kl —x3) eq (2-9)
fi=—fa=c(x —%x2) eq (2-10)
fi+ fo =m¥ eq (2-11)

Where k is the spring stiffness, c is the damping coefficient and m is the mass. Assume a
harmonic force excitation to the proposed mechanical elements in a form of f = Fe/®t with
displacement x = Xe/®t, where w is the angular frequency. By fixing one point of the spring
and damper and set one of the forces on the mass to zero. According to the literature [113,
114], the mechanical impedance is a measure of how much a structure resisting motion when
subjected to a harmonic force. The mechanical impedance is defined by the ratio of the
applied force at a single point to the produced velocity [112]. Therefore, the mechanical

impedance for each element can be expressed by

F k
Zi(w) == eq (2-12)
Z(w) = % =c eq (2-13)

Xy



Chapter 2

> e Linear System e —

X1 XZ
Figure 2-14: A linear mechanical system with two forces applied

The mobility of a mechanical element can simply be expressed by the reciprocals of eq (2-12)
to eq (2-14), which are given by

X jw

Ve(w) == eq (2-15)
X 1
Yo(w) = F_11 == eq (2-16)
X 1
Ym(w) = F_11 = o eq (2-17)

As discussed in [111], one advantage of the mechanical impedance/mobility is to provide a
relative easy method to combine mass, spring and damper at a single point without forming
complex algebra equations. In the meantime, the concept is quite useful to help interpreting

the dynamic behaviour of the system.

2.4.2 Connection to a vibration source

The impedance/mobility approach provides a convenient way to illustrate characteristics of
a vibration source as discussed in [115]. Generally, a vibration source can either be
represented as a blocked force F, in parallel with an internal impedance Z; (i.e., Thévenin
equivalent system), or a free velocity Xf in series with an internal impedance (i.e., Norton
equivalent system). These equivalent systems are shown in Figure 2-15 [112] where they are
connected to the load impedance Z;. For a Thévenin equivalent system, the relationship
between the blocked force Fj, free velocity Xy and the source internal impedance Z; can be

expressed by

Fy = Z;X; eq (2-18)
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Figure 2-15: Vibration source of internal impedance Z; connected to a load impedance Z;,

Either Thévenin or Norton equivalent system can be used to describe the vibration source by
using the relationship in eq (2-18). Referring to Figure 2-15(a), the force applied to the load

impedance is related to the blocked force of the source impedance as

Fp

Z
1+2L
ZL

F, = eq (2-19)
It can be observed from eq (2-19) that if the load impedance is much greater than the source
impedance (|Z,| > |Z;]), the applied force to the load tends to be equal to the blocked force
(i.e., F;, = F3). In this case, the vibration source behaves as a force source. This means that
the force applied to the load is insensitive to the dynamic of the load. [115]

Now, consider Figure 2-15(b), where the velocity of the load is related to the free velocity of

the source by:

X, =—% eq (2-20)
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In contrast to the previous case, if the load impedance is much less than the source
impedance (|Z,| < |Z;]), then X, ~ Xf. In this case, the source behaves as a velocity source,
which means that the velocity input to the load is insensitive to the dynamic behaviour of the

load [115].
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Figure 2-16: Schematic diagram of a vibration system

The general vibration isolation problem involves a source and a receiver with an isolator
placed between them, see in Figure 2-16. The concept of mobility/impedance has been
widely used to illustrate to dynamics of sources [111, 116], vibration isolation [117, 118],
isolation effectiveness [115, 119] and vibration damping [120, 121]. The approach provides
a convenient way to describe the vibration source-receiver characteristics and can further be

expanded to discuss more complex vibration structures.

2.5 Maechanical power flow

The fundamental concept of vibration power flow was initially developed by Goyder and
White [119, 122, 123]. In this study, the rate of change of mechanical energy is employed to
characterise the dynamics of a vibration system. Different analytical approaches have been
developed to understand the power flow characteristics of passive and active vibration
control systems [124, 125]. Consequently, the concept has been further used to study the
power flow in nonlinear energy harvesting systems [126, 127]. The implementation of power
flow is useful as it combines characteristics of both force and velocity parameters. Moreover,
it can be employed for a more in-depth analyses, reflecting vibration transmission between
sub-structures within an integrated system [128].

To present the approach, let us start with the general governing equation of a single degree
of freedom system that can be written as

mX + cx + kx = f(t) eq (2-21)
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where f(t) is the external force, X denotes the corresponding velocity and m, ¢ and k
denote mass, damping and stiffness, respectively. Power flow in a vibration system is
generally defined as the rate of change of mechanical energy, i.e.,
p(t) = f(O)v(t) eq (2-22)

By multiplying the equation of motion eq (2-21) by the velocity x(t), the power balance
equation is obtained as

mixx + cxx + kxx = f(t)x eq (2-23)
Where kxx and mXx are changing rates of the system’s kinetic and potential energies
respectively; while cxx and f(t)x represent instantaneous power dissipation and input
power respectively. The time average of power dissipation and input power can be obtained
by

Eq

Pa="= %fot cxxdt eq (2-24)

Pin =~ == [ f(O)xdt eq (2-25)
According to [128], for a harmonically excited linear system, the change in mechanical energy
eventually become zero over a full cycle, while the input energy always equals to the power
dissipation. However, these conclusions might not hold for a nonlinear or piecewise linear
system as the motion or force becomes nonharmonic. To obtain the power flow behaviour
of a nonlinear or piecewise linear system, it is necessary to solve power balance equation in
eq (2-23). The harmonic balance approach can be further used to understand the power input,
transmission and dissipation relationships for both linear and nonlinear harmonic excitation

systems.

2.6 Summary

Previous studies on modelling of linear regenerative shock absorbers, including power flow
and dissipation, have provided sufficient theoretical foundation to predict their behaviours.
However, the concept of mechanical power flow is rarely studied for a piecewise linear
energy harvesting system. In [52], an MMR-based regenerative shock absorber is modelled
as a piecewise linear system which is due to the switching between engagement and
disengagement actions of one-way clutches. The mechanical power flow approach is helpful
to interpret the power transmission between the primary mechanical and secondary
electromechanical systems. More precisely, the approach can then be used to have deeper
understand on the consequence of switching within MMR on system dynamics. Moreover,

conventional regenerative shock absorbers need to commutate with electrical rectifiers in
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order to regulate the produced voltage. The literature so far has not made any
recommendations on when either an MMR or electrical rectification may be more beneficial
and hence the desirable conditions for their usage have not been determined yet. Therefore,
it is necessary to conduct a numerical study to compare the performance of these
rectification options. As stated in Section 2.4, the concept of mechanical impedance/mobility
is very useful to describe the vibration source characteristics [115]. This analysis approach
has not previously been used to describe the dynamics of the vibration source in the case of
a road vehicle suspension. It is generally unclear as what assumptions should be made on the
vibration source characteristics (i.e., force or velocity) as it is potentially being affected by
the relative mobility between the source, the isolator and the receiver. Moreover, the
literature review [40] has revealed that it is necessary to conduct further investigation on the
implementation of an MMR-based regenerative shock absorber in a vehicle suspension
system. This should be done by considering the effect of switching within the MMR on power
flow, energy harvesting and ride comfort. Additionally, in order to provide reliable guidance
for implementing the MMR-based regenerative shock absorbers in road vehicles, it is
necessary to develop a practical design process for selecting system parameters. The
proposed technique is required to take into account all physical constraints including
maximum allowable displacement of the sprung mass from its equilibrium point, maximum
speed, acceptable generator size and the overall damping of the suspension. For example,
the damping ratio of a vehicle suspension is generally fixed for vibration suppression
purposes and this limiting factor must be addressed in the design process. Despite theoretical
study, it is necessary to conduct a laboratory test of the developed prototype. The
experimental study is able to give a physical identification of design prototype and study their
departures from ideal behaviour. System parameters can be estimated from the measured
data, which allows to build a more accurate model. The newly developed experimental model

can provide important references for its actual application.
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Chapter 3 Regenerative shock absorber with MMR

Previous researchers have shown that adopting the concept of mechanical motion rectifier
gear module (MMR) in regenerative shock absorber, dynamics of whole structure tend to
behave as a piecewise linear system. [53] It has been demonstrated that the switching
between engagement and disengagement of the one-way clutch allows the coupled
generator to work more continuously and the regenerated voltage potentially never falls to
zero. However, it remains unclear whether MMR based system can enhance the energy
harvesting performance over conventional regenerative shock absorber without MMR
besides technical factors as it has not been well addressed in the literature. [36, 82, 83]

In this chapter, the performance of MMR based regenerative shock absorber corresponding
to the lab-test case (one terminal of the design is clamped) will be evaluated. In order to
comprehensively study dynamics of MMR system, its energy harvesting as well as mechanical
power flow performance are evaluated. Additionally, an analogy of active and reactive power
between electrical and mechanical systems is proposed based on force-current analogy,
which can be expanded to have a deeper understand on power transmission between sub-
systems of regenerative shock absorber with MMR. Moreover, the dynamic model developed
in [53] is to assume the system is subjected to a prescribed velocity input, the actuator
actively varies the applied force and power during the disengagement period in order to
consistent the velocity input. While in some cases, the vibration source behaves as a
prescribed force source, it is necessary to investigate system dynamics and consider whether
MMR is beneficial when the vibration source behaves the other way around. After discussing
the dynamics of MMR based regenerative shock absorber when it is subjected to a single
frequency input, it is necessary to look at its response when the vibration input is considered
as multiple harmonics. The result will demonstrate whether the time instant of
disengagement and re-engagement will be dominated by one single frequency. In the
meantime, the energy harvesting and power flow performance will be evaluated as well. The
approach presented in this chapter is based on a piecewise compound model comprised of a
primary system which is the lead-screw with MMR gear module and a secondary switchable
system including generator and coupled electrical load. The secondary system can be
engaged and disengaged from the primary system according to the mechanism of sprag-

clutch inside the MMR module.
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3.1 Linear model of regenerative shock absorber

First of all, the performance of linear regenerative shock absorber when one terminal of the
design is clamped is evaluated in this section. The model is intended to demonstrate the
dynamics of linear system including power flow and dissipation, while the result can be
further used to compare with the MMR based piecewise linear system. As shown in Figure
3-1, an inerter based regenerative shock absorber consists of mechanical and electrical
damping coefficient c¢,,,c.; a translational spring k and an inerter b. The regenerative shock
absorber is subjected to a harmonic force excitation f(t) with the corresponding steady-
state response x = Xsin(wt). The dynamic governing equation of motion in Figure 3-1 can

be written in a form as

bx + (co + cp)x + kx = f(t) eq (3-1)
LSS S
k b Ce +Cnm

—

R x = Xsin(wt)

f@®

Figure 3-1: Schematic diagram of regenerative shock absorber (one terminal is clamped)

excited under force input

Multiplying the governing eq (3-1) by the velocity x, the power balance equation of the

system then becomes

bix + (ce + cpp)x? + kxx = f(D)x eq (3-2)

Alternatively, it can be rewritten in the form by

K +pg+U=pp(t) eq (3-3)
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Where K = bix and U = kxx are the changing rates of system kinetic and potential
energies respectively; p; and p;,, are instantaneous dissipated and input power respectively.
eq (3-3) illustrates that the instantaneous mechanical power into the system equals to the

power absorbed by the damper plus the sum of changing rates of kinetic and potential

. . . . k
energies. When the system is excited under its natural frequency w, = \/%, the sum of

instantaneous changing rates of mechanical energy always equals to zero. In this case, the
instantaneous input power p;, is equal to the corresponded power dissipation p,.
When the system is excited under off-resonance frequency (i.e. w # w,), an integration of
the power balance eq (3-3) with respect to time t, which leads to

AK + E; + AU = Ej, eq (3-4)
Where AK and AU are net changes of kinetic and potential energy; E; and E;,, are total
dissipated and input energy respectively in the time domain. The change of system
mechanical energy is obtained by summing AK and AU over a cycle. For a steady-state

response x = Xsin(wt), which leads to

AK = f27T/0)

0 bixdt =0 eq (3-5)

AU = f27T/0)

0 kxxdt =0 eq (3-6)

The sum of mechanical energy dissipation and extraction over a cycle is

E; = fom/w(ce + cp)x?dt = n(c, + cp)wX? eq (3-7)
From the expression eq (3-5) and eq (3-6), it is clearly that spring and inerter do not consume
any energy by integrating the corresponding change of mechanical energy over a cycle. The
mechanical power delivered to them flows back and forth between the vibration source and
elements themselves. This can be illustrated in the same way as electrical reactive power,
the reactive power exists when the voltage and current are not in phase, it flows to the load

as much as it flows back. Ideally, it does not consume any real power, but it requires more

current drawn through the transmission wires which potentially leads to a lower power factor.

By substituting the relationship into eq (3-4), the input energy E;;,, will all be dissipated by the
damper E;. In the absence of mechanical damping (c,, = 0), all the input power will be
absorbed by the electrical damper, the energy harvesting efficiency then becomes 100%.
However, this conclusion may not valid for a nonlinear or piecewise linear system as the

system applied power becomes nonharmonic.
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3.2 Piecewise linear model of MMR regenerative shock absorber

The mechanical motion rectifier (MMR) is able to provide a unidirectional rotational input for
the coupled generator due to the compound one-way clutch. Figure 3-2 shows the schematic
diagram of the motion rectifier gear system, no matter the shaft rotates in clockwise or anti-

clockwise direction, the connected generator always works in one single direction.
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Figure 3-2: Schematic diagram of motion rectifier gear module (a) Clockwise direction (b)

Anti-clockwise direction

It was demonstrated that the MMR based regenerative shock absorber behaves as a

piecewise linear system due to the engagement and disengagement of the one-way
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clutch.[84] At the time instant where the external force acting on the generator coupled
electrical system reduces to zero, the one-way clutch tends to disengage the generator
coupled electrical system from the vibration source. As a result, the model will be separated
into two systems undergoing motions independently until the speed of primary system
catching up with the generator. Different from the design which Zuo proposed in [53], the
input and output shaft of the proposed design is in the same axis which yielding different
torque transmission relationship. In this section, two piecewise linear systems will be
introduced depending on the prescribed vibration source. Moreover, time instants of sprag-
clutch engaging and disengaging generator from the vibration source are predicted, which

allows to evaluate the performance of the MMR system.

3.2.1 Dynamics of piecewise linear systems

Based on the paper [52], similar theoretical approach is adopted. Considering the system is
excited by a harmonic waveform, it is defined that when the system applied force/torque to
the generator reduces to zero, the sprag-clutch inside MMR will disengage the generator
from the vibration source which leads zero torque/power transmission between them.
During the disengagement period, generator will release the residual kinetic energy stored
on the shaft to electrical power doing a decaying vibration with an initial velocity. Once the
driving speed catches up with the output, sprag-clutch will reconnect the generator with the
vibration source and restart transmitting torque and power to it.

At the engaged state, the torque transmission relationship according to Figure 3-2 can be
obtained as follows:

From the lead-screw to the large bevel gear:
Tis — Tig = J1g014 eq (3-8)
From the large bevel gear to the small bevel gear
Tig = Tog = Jsgsg eq (3-9)
From the small bevel gear to the large bevel gear
Tsg — Tig = J1g014 eq (3-10)

From large gear to the generator and idle small bevel gear

Tlg - Temf — T =]gég +]sgésg eq (3-11)
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Where Tepf is the electromagnetic torque produced by the generator Tepp = ceég. Ty is
the mechanical damping torque T,,, = cmé’g. Ce,Cm 1S the rotational electrical and mechanical
damping coefficient, Jg, Jig, Jsg, Jis is the rotary inertia of the generator, large bevel gear,
small bevel gear and lead screw respectively. ég is the rotary velocity of the generator, 915 is
the angular velocity of lead screw which equals to the large bevel gear élg. 1y isthe gearhead
ratio inside the generator. In addition to that, due to the gear ratio r; between large and

small bevel gear, the relationship of angular velocity between each part can be obtained as
bsg =150, = 1,05 = 1505 eq (3-12)
Substituting eq (3-8) to eq (3-10) into eq (3-11)

Tis = (is + 2)ig + 215)sg + 1) g)0y + Tnceby + cmby  eq(3-13)
Then, the equivalent moment of inertia can be formed by
Jeq = Jis + 2]ig + 213)5g + g eq (3-14)
The relationship between translational and angular velocity can be obtained as
8y = (Dkin eq (3-15)

Where [ is the lead-screw pitch.
The applied force on the lead-screw and nut during engagement period is proportional to the
input torque

F, = (DT eq (3-16)
By taking eq (3-15) and eq (3-16) into eq (3-13), the relationship between the applied force

and the linear motion is
2T 2 . 2T 2 .
Fo = () (s + 29 + 213J5g + o) iin + (25) Owee + caditin €0 (3-17)

Equivalently, the system can be modelled as a switchable inerter in parallel with switchable
damper. Since one terminal of the design is clamped, inerter behaves as a mass. Therefore,

the equivalent inertance during engagement period can be obtained as

2
beq = (ZTH) Uis + 2ig + 21g)5g + rN]g) eq (3-18)

While the sum of equivalent translational electrical and mechanical damper is

2
2
Ceq = (Tn) (rnCe + Cm) eq (3-19)
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The eq (3-18) shows the equivalent inertance of the proposed design in Figure 3-2 which is
directly proportional to the sum of rotary inertia. By placing the output gear in the same axis,
the torque transmission relationship is relative straightforward, while the small bevel gear

works as an idler gear, changes the direction of the large gear.

Figure 3-3: Equivalent diagram of the electrical load

Figure 3-3 shows the equivalent diagram of the coupled DC generator to the output shaft of
MMR in the electrical system. R; and R}, is the internal resistance of the generator and
external load resistance respectively. To make the system easier to understand, the
inductance effect is ignored here.
The induced electromagnetic torque T,p,s produced by the generator is related to the
current i which can be given by:

Temy = kil eq (3-20)
Where the torque coefficient k; has units of [Nm/amp], and voltage (back emf) is related to
the angular velocity Qg and the voltage coefficient k, which units is [Volts/rad/s]

Vems = keBy eq (3-21)
According to the Kirchhoff’s voltage law for the electrical circuit gives:

i(R, + R;) = ko, eq (3-22)

Substituting eq (3-21) and eq (3-22) into eq (3-20)

kike
R +R;

Temr = 6, eq (3-23)

The rotational electrical damping coefficient can be expressed as:

_ kike

e = RiR; eq (3-24)

The sum of equivalent translational damping coefficient can then be reformed by taking eq

(3-24) into eq (3-19)

2m\2 Kike
Ceq = (Tn) (rw RLt+Ri + cm) eq (3-25)
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According to the Newton’s second law, by assuming that there is no friction in the torque
transmission, the applied torque T; from the vibration source to the generator and coupled
electrical load in Figure 3-4 is given by

Te =J40, + c.b, eq (3-26)

|9in| (Unidirectional)

Nut
Generator
. I
Lead-screw Zazg +7, ]Sg)

6, (Bidirectional) 6y (Unidrectional)

Figure 3-4: Schematic of dynamics of switching inside MMR
Disengagement happens when the applied torque on the generator and coupled electrical
load (T¢) in eq (3-26) reduces to zero based on the mechanism of sprag-clutch
Te =0 eq (3-27)
Once the disengagement happens, generator as well as coupled electrical load can be
considered as disconnected from the vibration source, the torque transmission relationship
can then be obtained as

Lead-screw to large gear

Tis — Tig = Jig01g eq (3-28)
Large gear to small gear
Tig = Tsg = Jsgbsg eq (3-29)
Small gear to large gear
Tsg — Tig = J1g014 eq (3-30)
The torque transmitted to the large gear then becomes
Tig = J1g01g + JsgOsg + Tm eq (3-31)

Substituting eq (3-29) to eq (3-31) into eq (3-28), the force applied on the device during
disengagement can be expressed as
2 . 2 .
Fg = (Tn) (]ls + leg + ng]sg)xin + (Tn) CmXin eq (3-32)
The proposed regenerative shock absorber during disengaging period still can be modelled
as aninerter in parallel with a translational mechanical damper. The equivalent inertance and

translational damper then becomes
2
2
ba = (2)" Uis + 2115 + 15Js4) eq (3-33)

ca= () cn eq (3-34)
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To sum up, applying the concept of MMR in regenerative shock absorber introduces a
piecewise linear compound model, a secondary electrical generator coupled system is
allowed to engage and disengage from the vibration source through sprag-clutch. Figure
3-5(a) shows the schematic diagram of vibration system during engaged state with a

translational response x;;, .. It shall be noted as the schematic diagram in Figure 3-5(a) is

2
translational, ¢,  and by is defined by the translational electrical damping (c. ; = (ZTE) Ce)

2
and generator inertance (b; = (ZTE) Jg) respectively. Spring was removed from the MMR

model, as the system dynamics in this Chapter correspond to the lab-test discussion in
Chapter 5. Figure 3-5(b) shows the schematic of system dynamics during disengaged state
with translational response x;, 4 for the primary system, while the secondary system
undergoes a decaying vibration with an initial velocity. Once the secondary switchable system
is allowed to reconnect with the vibration source through the sprag-clutch, the vibration
input will continuously transfer power into the generator. It shall be noted that as the
secondary generator coupled electrical system will undergo a decaying vibration during
disengagement period, it is important to ensure the primary and secondary system has the
same initial condition when the switching happens. If this can be achieved, dynamics of
primary and secondary systems will coincide at the correct time during engaged state, while

the oscillation of both systems do not coincide during disengaged state.

S S S S S S
fe(t)

Xin_ e (t)

(a)Engaged state
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Cq b, Ce t bg
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o

Xin d () Decaying vibration

(b) Disengaged State
Figure 3-5: Mass clamped SDOF system with on-off switchable inerter and damper
(a)Engaged state (b) Disengaged state
At this stage, it still remains unknown that whether the switching between engaged and
disengaged state of secondary system can enhance the energy harvesting performance. In
the next section, two different dynamic models depending on the prescribed vibration source

(Velocity/Force) according to Figure 3-5 will be presented.

3.2.2  Dynamics of velocity source

In this section, the dynamic of proposed design when one terminal of design is blocked will

be analysed when it is excited by a prescribed single harmonic velocity input x;,,

Xin = Xsin(wt)
Xin = Xwcos(wt) eq (3-35)
¥in = —w?Xsin(wt)

Where X and w is the amplitude and angular frequency of the velocity input. In this case, the
vibration input behaves as a prescribed velocity source regardless the dynamics of switching.

When the sprag-clutch inside mechanical motion rectifier allows the generator engaging with
the vibration source, the applied torque (T(t) = if(t)) on the proposed regenerative

shock absorber can be obtained according to Figure 3-6 :

T, =(is + 2]lg + ng]sg + rN]g)éin + (rvce + Cm)éin eq (3-36)
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(S ]
fe(®)

Cd b d Ce_t bg

L

|

Xin(t) = Xsin(wt)

Figure 3-6: Engaged state of MMR based regenerative shock absorber (Velocity Input)

The relationship between the angular speed 6;,, and translational input speed x;, can be
obtained from eq (3-15). As the vibration source is described by a sinusoidal function, when
the velocity of input reaches to its maximum amplitude and changing the direction of motion.
At time instant t; where the external torque acting on the generator reduces to zero, the
one-way clutch inside the motion rectifier module will disengage the generator from the
vibration input which results no torque/power transmission between them. Figure 3-7 shows
the schematic diagram during the disengagement period where the whole system splits into
two parts (Primary unswitchable system and secondary switchable system) undergoing
motions independently. Meanwhile, the applied torque from the actuator is requested to be
varied in order to satisfy the prescribed velocity input in the absence of switchable electrical

damper and generator inertia which leads to

Ty = (]ls + 2]lg + ng]sg)éin + rNCméin eq (3-37)

IV IIII IV | o VIV

C4 by Ce t by
Fy =0
J Decaying vibration
Xin(t) = Xsin(wt)
(a) Primary unswitchable System (b) Secondary switchable System
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Figure 3-7: Disengaged state of MMR based regenerative shock absorber (Velocity Input)

(a)Primary unswitchable system (b)Secondary switchable system

The governing equation of the secondary switchable system when it is disconnected from the

vibration source can be given by

JgOy + ceby =0 eq (3-38)
As there is no torque transmitted to the generator, it will release the kinetic energy stored
on the shaft, and converting to electrical power which can be considered as a decaying
vibration according to Figure 3-7(b). By assuming the switchable system starts transferring

from engaged state into disengaged state at t;, while the output speed of MMR system

(unidirectional) |9in(t1)| equals to the generator speed ég
|6in (8)] = 64 (t1) eq (3-39)

The angular acceleration of the generator at t; instant can be obtained by employing eq (3-

39) in eq (3-38)

by(ty) = —j—;ém(tl) eq (3-40)

In the meantime,
Oin(t1) = O,(t1) eq (3-41)

Substituting equations eq (3-40) and eq (3-41) to eq (3-35), t; can be solved as

Ce
(J)]g

tan(wt,) = eq (3-42)

Thus, for every half cycle the instant t; when the secondary system starts disengaging from

the vibration source is

Ce

t, = iarctan + k—n, k=0123.. eq (3-43)
1 w w

wlg

During the disengaging period, the rotational speed of the generator can be solved by a 1%
order linear homogeneous function. Assuming the angular position of generator from t; to

t, is
0 = AeAt—t1) eq (3-44)

By taking eq (3-40) into eq (3-44), the constant A can be obtained as
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A=0or—=¢ eq (3-45)
Ig

The general solution of the angular position during t; and t, can be derived as:

—e(t-t
0 =A4,e° + A,e 7g¢" eq (3-46)

By differentiating the angular position 8 to get speed, the value of A; disappears. As the

primary driving speed equals to the generator speed at t;, so that

Oin(ty) = — ]C_;Az eq (3-47)

A, can be solved:

: J
Ay = _gin(t1)£ eq (3-48)

Therefore, the rotational speed of the generator during the disengaging period can be

obtained as:

. . —Ze(t—t

0y = Oin(t1)e 7 1),t1 <t<t eq (3-49)
Figure 3-8 simulates the dynamics of switching between engagement and disengagement
within the MMR with given parameters in Table 3-1 (shown in section 3.3). As the vibration
source is described by a prescribed sinusoidal velocity input, once the speed of the MMR
driving shaft (unidirectional) catches up with the generator at time instant t,, the sprag-

clutch will allow it to reconnect with the primary system.

0y = 6|t Stz <ty + eq (3-50)
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Figure 3-8: The dynamic of switching between engagement and disengagement inside MMR
(Velocity Input)
The re-engagement time instant t, can be solved from ég = |9in(t2)|,t1 St <ty +%
eq (3-50 eq (3-50) for every t; with different k. To sum up, when the system is excited by a
prescribed velocity input, the rotational speed of generator can be governed by the following
equations
O =6im tp<t<t;+-

. . —e(t-ty) eq (3-51)
0y = Oin(ti)e Jo t, <t<t,
Based on the model developed in this section, the energy being harvested by the electrical

damper over half cycle between t; and t; + % is

Eout—p = fttlz ceégzdt + ftt;% ceéinz dt eq (3-52)
Where the time instant of disengagement t; and re-engagement of the sprag-clutch t, can
be obtained from eq (3-43) and eq (3-50) respectively, and the generator speed Qg during
disengagement period can be found in eq (3-49).

Moreover, the input mechanical energy over half cycle can be formed by

T

Einy = ftiz Tdéindt + ft1+m Teéindt eq (3-53)

t;
Where T, and T, is the applied torque during engagement and disengagement period

respectively defined in eq (3-36) and eq (3-37).
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Due to the absence of generator inertia and electrical damper, the amount of input
torque/power tends to be lower during the disengagement period. For any cases of system
without mechanical damper (c,, = 0), it is no doubt that the system will always be 100%
effective. Since the switching between engagement and disengagement state raises changes
on the input torque as well as the corresponded applied power, system efficiency might not

be necessary to discuss in this case.

3.23 Dynamics of Torque/Force source

When the system is excited by a prescribed torque/force input, the relationship between the
applied torque T (T(t) = if(t) ) and angular velocity éin_e of the design during

engagement according to Figure 3-9 can be obtained as:
T'= (s + 219 + 253)5g + TnJg)0ine + (e + Cm)bine € (3-54)
The prescribed torque vibration source can be represented by a sinusoidal function
T = Tysinwt eq (3-55)

In this case, the vibration input behaves as a prescribed force/torque source regardless the

dynamics of switching.

S S S

Xin_e (t)

fin(t) = Fsin(wt)
Figure 3-9: Engaged state of MMR based regenerative shock absorber (Torque/Force Input)

By assuming initial conditions 8;, .(0) = 0,8;, .(0) = 0, the angular speed and position for

both primary and secondary systems during engagement period can be numerically solved
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by using a 1% order Nonhomogeneous equation through MATLAB ode45. The corresponding

motions in state-space form can be expressed as

ST 5 N R P
ine Jist2]1g+2rg)sg+rnIgl LPin_e Jis+2]1g+21g)sg+TNn]g
Where the acceleration éin_e can be obtained by back substituting numerical solutions of
Bin e and 0;, . into eq (3-54).
As mentioned in the previous section, the one-way clutch disengages the coupled generator
from the vibration source when T reduces to zero. It is assumed that initial conditions of
primary driving system (MMR and lead-screw) including velocity and acceleration equal to

the driven part (generator) at time instant t; where system transfers from engaged state to

disengaged state.

9 (t1) = Oin_e(t1) eq (3-57)
gg (t1) = gin_e (t1) eq (3-58)

LSS [

bg Cet ':j by

Fy=0
. Xin_a(t)
4 - Decaying vibration
fin(t) = Fsin(wt)
(a) Primary unswitchable System (b) Secondary switchable System

Figure 3-10: Disengaged state of MMR based regenerative shock absorber (Torque/Force

Input) (a)Primary unswitchable system (b)Secondary switchable system

Figure 3-10 shows the schematic diagram of MMR system in disengaged state. During the
period, the generator will undergo a decaying vibration in the absence of vibration input. Due
to the connected electrical load, generator consumes the kinetic energy stored on the shaft

to electrical power. The governing equation of motion is given by

]gég + ceég =0 eq (3-59)
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The time instant of disengagement t; can be solved by substituting numerical results of eq
(3-57) and eq (3-58) into eq (3-59) within a defined tolerance. The form of angular speed of
generator during disengagement can be solved by a similar way in Section 3.2.2. By taking

the numerical solution of the angular speed at t; into the decaying function, it becomes

0y = Oim e(t)e T <e<t, eq (3-60)
Different from prescribed velocity input which varies applied torque to consistent velocity,
the vibration input in Figure 3-10 (a) is requested to adjust the primary system velocity and
acceleration to keep the input force/torque consistent during disengagement period. The
governing equation of primary system in the absence of secondary switchable system can be

obtained by subscribing eq (3-59) into eq (3-54):
T=(s+ 2]lg + zrg]sg)éin_d + TNCméin_d eq (3-61)

The angular speed, position and acceleration of the primary system during disengagement
period can be numerically solved by another 1** order Nonhomogeneous equation in eq (3-
61) with initial conditions 8, o(t;) = Oin q(t1), Bin (t1) = Oin 4 (t,) through ode4s, its

state space form can be expressed as

0 1
;t[md(t)] [0 e H‘"d(t)] [ e ] eq (3-62)

Oin_a(t) Jis+2J1g+27gJsg | [Oin_a () Jis+2]19+27g)sg

With given parameters in Table 3-1, Figure 3-11 demonstrates the dynamics of switching
between engagement and disengagement when system is subjected to a prescribed torque
input. Once the output speed of MMR |9in_d| matches with the generator speed at t,, the
generator will be allowed to reconnect with the vibration source. The corresponding time

instant of re-engagement t, can then be numerically obtained by

{ |6in_a(t2)| = 0, (t2) eq (3-63)

ein_d (tz) = gin_e (tz)
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Figure 3-11: The dynamic of switching between engagement and disengagement inside

MMR (Force/Torque Input)

Once the generator re-engages with vibrations source through the sprag-clutch, the
corresponding motions from ¢, to t; + T /2 can be numerically solved by taking initial
conditions of system converting from disengaged state back into engaged state at ¢, given
by eq (3-63) into eq (3-56) through ode45 again.

Figure 3-11 also shows that due to zero initial condition éin_e(O) =0, the angular speed in the
first half cycle of time scale is unsymmetrical, while it decays as far as the time going. The
system eventually becomes steady-state and the time instants of disengagement and re-
engagement tend to be periodical.

Based on the above discussion, the regenerated electrical energy in steady state condition

over half cycle E ;. when it is subjected to a prescribed torque input can be expressed by

T

Eout—f = fttlz ceégzdt + ftt21+2 ceéin_ezdt eq (3-64)
Where time instant of disengagement t; and re-engagement t, are solved in eq (3-59) and
eq (3-63) respectively.

In terms of prescribed velocity input varying the applied force/torque to produce a consistent
velocity, the dynamic behaviour of torque input behaves the other way around. The primary
system velocity and acceleration becomes discontinuous to consistent the torque input

during disengagement period, the input mechanical energy over half cycle E;,_; can be

obtained by substituting eq (3-56) and eq (3-62) in eq (3-65)

002} LS 3 3 -
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Einp = ;" TOim o dt + ftt;%Téin_ezdt eq (3-65)
Where 9in_d and éin_e are output speed of MMR which corresponds to the period of
disengagement and engagement.

Unlike the model developed for velocity input in Section 3.2.2, where switching is ineffective
to the mechanical power loss. For a prescribed torque/force input, all system parameters
become relevant which potentially affects the system dynamics including the switching time
instant, speed and acceleration; these problems will be addressed in more details in the next
section. Moreover, the mechanical power loss can no longer be solved with linear steady-
state frequency function by adding viscous damper into the model as the motion of primary
system becomes discontinuous, it might attempt to alter the mechanical power loss as well
as the power flow according to the piecewise linear properties of MMR. Therefore, it
becomes necessary to explore the dynamics of mechanical power dissipation over a full cycle

to identify whether MMR reduces mechanical loss comparing to linear system.

3.3 Performance evaluation of MMR based regenerative shock

absorber

As discussed in Section 3.1, whether a linear system is excited under on-resonance or off-
resonance frequency does not really affect the energy harvesting performance, the amount
of input mechanical energy always equals to the energy absorbed by the damper over a cycle.
However, in the concept of mechanical motion rectified regenerative shock absorber, the
change of input mechanical power arising from the switching of engagement and
disengagement has not been addressed yet. The applied mechanical power becomes non-
harmonic as the secondary electrical system disconnecting and reconnecting from the
primary vibration system through sprag-clutch. To access the performance of MMR based
regenerative shock absorber, it is essential to clarify the associated power input, transmission
and dissipation of the system. In this section, the concept of mechanical active/reactive
power flow based on force-current analogy was implemented to evaluate the performance
of MMR based piecewise linear system. The use of active/reactive power flow is quite useful
as it combines the force and velocity characteristics and can better reflect vibration
transmission between unswitchable primary and switchable secondary system. In the
meantime, a comparison between MMR based piecewise linear system and non-switching

linear system is presented to identify whether MMR can enhance the performance, it might
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draw different conclusions depending on the prescribed vibration input. Moreover, a
numerical study will be presented to determine how system parameters affecting the
dynamics of switching and corresponded energy harvesting performance. System
parameters of MMR based regenerative shock absorber prototype (Referring to Chapter 5)

are listed in Table 3-1

PARAMETERS VALUE DESCRIPTION

l 0.025[m] Lead-screw pitch
Jq 1.21 [kgm?] Generator inertia
Jis 0.02 [kgm?] Lead-screw inertia
J. 0.05 [kgm?] Coupling inertia
Jig 0.1[kgm?] Large-gear inertia
Isg 0.0065[kgm?] Small-gear inertia
c, 10[Nms/rad] Electrical damping
Cn 15[Nms/rad] Mechanical damping
T 1[Nm] Applied Torque
X +0.01[m] Displacement Input

Table 3-1: System parameters of mechanical motion rectified regenerative shock absorber

3.3.1 Linear system

First of all, numerical study for linear system was conducted in this section to evaluate its

power flow, extraction and dissipation characteristics. According to Figure 3-1, when the

. . . K . .
system is excited at its natural frequency w,, = \/; = 2w rad/s. By assuming electrical and

mechanical damping coefficient ¢, = 10Ns/m, ¢, = 15Ns/m, inertance b = 10kg,
spring stiffness k = 394N /m, Figure 3-12 describes the system dynamics (Power and
velocity) when it is subjected to a harmonic force input f(t) = Fsin(w,t) with amplitude

F=1N.
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Figure 3-12: System dynamics at its natural frequency (f = 1Hz) (a) Excitation velocity (b)

Total input power

As discussed in Section 3.1, when the system is excited at its natural frequency, the
instantaneous changing rate in its mechanical power flow (K + U) always equals to zero as
effects of mechanical reactive elements (spring and inerter) cancelled each other. All the
vibration input power will be dissipated by the resistive damping. By looking at the simulation
result in Figure 3-12, the applied mechanical power never falls down below zero as the
damping force is always in phase with velocity. According to the theory, power dissipation is
an irreversible process in which energy is transferred into the final form.[129] If the energy
consumed by the load never flows back in the other direction, the amount of power can be
given by the name of active power. Therefore, the in-phase product of force and velocity
called mechanical active power can be analogized in the same way as electrical active power.
The numerical study in this section was conducted for the case of off-resonance frequency
as well. By removing the spring stiffness from the model (k = 0), where system does not
have natural frequency (Further used to compare with MMR piecewise linear system as the
developed prototype in Chapter 5 does not have spring as well). Figure 3-13 shows the
dynamic of mechanical input power when the system is excited at the same frequency w =
2nrad/s. Due to the existence of active power being absorbed by the damper, the
amplitude of total input power is asymmetrical in positive and negative parts of y axes. It can

be found that the positive part happens when the vibration source provides power for all
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elements, while part of the power is given back to the vibration source in the other direction.
By looking at the reactive power curve in Figure 3-13, the amount of power which system
provides for reactive elements (inerter) in half cycle will flow back to the vibration source in
the next half cycle. As a result, there will be zero change of mechanical energy over a full
cycle which verify the observation in eq (3-6). In a similar way of electrical reactive elements,
even though mechanical reactive elements (spring, inerter) within the model ideally do not
consume any power, but it requires force from the vibration source. In order to harvest
power, vibration source needs to provide sufficient power for reactive elements to achieve

relative velocity between two terminals of damper.
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+asenes Active Power
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-0.03 L L 1 1 L L L L 1
0 0.2 0.4 0.6 0.8 1 1.2 1.4 1.6 1.8 2

Time (s)

Figure 3-13: Dynamic of system subjected to its off-resonance frequency
Based on the above observation, the concept of active and reactive power can also be applied
in mechanical system. To have a clear understanding of mechanical active and reactive power,
it is necessary to develop an analogy between electrical and mechanical systems based on
force-current analogy. Force-current analogy [86] between quantities in electrical and

mechanical system are shown in Table 3-2

Electrical System Mechanical System
Voltage v [V] Velocity v [m/s]
Current i [A] Force F [N]
Inductor L [H] Spring k [N/m]

Capacitor C [F] Inerter b [kg]

Resistor R [Q] Damper ¢ [Ns/m]
Power p [W] Power p [W]

Impedance Z [€Q] Impedance [Ns/m]

Table 3-2: Force-current analogy between electrical and mechanical networks [86]
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Figure 3-14: Electrical/Mechanical equivalent circuit (a)Electrical power flow system (b)

Mechanical Power flow system

Figure 3-14 illustrates the active/reactive power analogy between electrical and mechanical
systems, the vibration source applies force F to the mechanical load impedance Z with a
corresponding velocity v. The vibration source needs to apply sufficient power for all
elements in order to produce velocity across the load impedance. However, the
instantaneous active power applied on the mechanical load does not necessarily equal to the
input power from the source due to the existence of reactive elements. This behaviour is
similar to the electrical system shown in Figure 3-14 (a), the input power from the source
would not equal to the active power on the load, as the reactive power is returned back to
the source without working. To sum up, the electrical-mechanical power analogy allows
deeper understanding of the power flow and dissipation in mechanical system. Moreover,
the analogy can be further used to investigate the active and reactive power flow of MMR

based piecewise linear system.

3.3.2 Piecewise linear system (Velocity source)

After studying characteristics of mechanical power flow and dissipation of linear system, the
next step is to compare the energy harvesting performance between the MMR based
piecewise linear system and non-switching linear system (t; = t;,). Figure 3-15 shows the
simulation result of harvested electrical power excited by a 1Hz, +10mm harmonic input
(Linear system (without sprung) versus MMR system). From the graph, the switching enables
generator to work more continously and the produced power never falls down to zero which

results higher DC offset. Figure 3-16 describes the simulated system dynamics of MMR based
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regenerative shock absorber including velcotiy, torque and power. According to the
discussion in Section 3.2, disengagement happens when the applied torque on the switchable
system reduces to zero. In the meantime, it can be identified from Figure 3-16(a) that the
generator speed 99 is much greater than the output speed of MMR |9in| during
disengagement period. As a result, MMR can significantly improve the corresponding

harvested energy (53.9%) comparing to the linear system without switching.
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Figure 3-15: Harvested power comparison between Linear case (without spring) and MMR

case under velocity vibration source excitation

Instead of individually describing the total input power (active + reactive), the simulation
result in Figure 3-16 (c) shows the reactive power flow as well. The applied reactive power

from the vibration source during engagement period can be formed by

Be= Uis + Zjlg + ng]sg + rN]g)éinéin eq (3-66)
While the reactive power during disengagement in the absence of generator inertia
Prg= Uis + leg + ng]sg)éinéin eq (3-67)

In order to make the curve easier to understand, it is assumed that there is no mechanical
damping within the model (c,, = 0). According to the mechanical active/reactive power
analogy, reactive power happens when the applied force and velocity are not in phase, the
vibration source needs to provide power (positive direction) for reactive elements and it will
eventually flow back (negative direction) to the source without working. By looking at the

curve in Figure 3-16 (c), the generator disconnects from the vibration source at t;, where the
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reactive power starts flowing back to the vibration source. Instead of giving the reactive
power stored on the generator shaft back to the vibration source, the switching of
disengaged state of sprag-clutch allows it being harvested between t; and t, shown in Figure
3-15. When the sprag-clutch allows generator to re-engage at t,, where system restarts
involving electrical damping ¢, and generator inertia J;. Consequently, there will be an
instantaneous changing on the corresponding applied torque as well as mechanical power
shown in Figure 3-16 (b) and (c). Note that as the spring is not included in the model, there
will not be any transient response. By looking at the waveform in Figure 3-16 (c) between t,
and t; + mw/w, the blue curve is the total input power which comprises both active and
reactive power, while the pink curve is just the reactive power itself. The re-engaged

electrical damper and generator inertia requires power from the vibration source.
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Figure 3-16: Simulated system Dynamics of MMR based regenerative shock absorber(a)

Rotational velocity of each part (b) Input torque (c) Input mechanical power

Since there is no mechanical damping within the model, the input mechanical energy defined
in eq (3-53) shall be equal to the output electrical energy in eq (3-52) every half cycle in all
aspects

Eoutv = Einy eq (3-68)
By substituting eq (3-52) and eq (3-53) into eq (3-68), as unswitchable reactive terms such as
lead-screw and MMR gear inertia consume zero energy over half cycle, it is found that the
integration of reactive power on the generator shaft during engagement period t, and t; +

1 /w equals to the total electrical energy between t; and t,
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fff CoBy dt = ff;*g JgOinfindt eq (3-69)
The observation in eq (3-69) verifies the energy conservation law, the amount of harvested
energy during disengagement shall be equal to the integration of kinetic energy variation on
the generator inertia over the engagement period.
After physically interpreting the dynamics of switching inside MMR when the system is
subjected to a prescribed velocity input, it is necessary to conduct a numerical study to
determine the impact of each element on system dynamics.
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Figure 3-17: Dynamics of generator speed with different electrical damping c, (f = 1Hz)

Figure 3-17 shows dynamics of switching between engagement and disengagement by
varying the amplitude of electrical damping coefficient c,. It is evident from eq (3-24),
heavier electrical damping c, increases the current flowing though the circuit, which allows
the residual kinetic energy being consumed faster. In which case, it significantly shortens the
disengagement period. However, this might raise another problem is it better to reduce the
disengagement duration to let more current flow through the electrical circuit or to extend
the disengagement period as the produced voltage and power are more continuous.

Table 3-3 shows numerical study results by varying the electrical damping. It was found that
when system is heavily electrical damped, the energy harvesting performance of MMR based
system is quite close to linear system as the disengagement period is significantly shortened.

Assuming c, is chosen to maximize P, for energy harvesting purposes, system gains less
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benefits from the switching inside MMR. Therefore, MMR might be more suitable for lighter
electrical damped system, as it enables more continuous voltage and power with less ripple

which is desirable for both supplying power electronic device and energy storage.

Electrical damping P.(MMR) P,(Linear)
coefficient w) w)
(Nms/rad)

c.=1 0.2339 0.1513
c.=5 0.8336 0.7563
c, =10 1.5487 1.5125
c. =20 3.0366 3.025

Table 3-3: Harvestable Power with different electrical damping coefficient (MMR versus

Linear system (without spring))
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Figure 3-18: Dynamics of generator speed with different generator inertia J; (f = 1Hz)

After discussing the impact of electrical damping on system dynamics, the next step is to
evaluate the generator inertia on the performance. Figure 3-18 shows the simulation result
with different generator sizes. By fixing the electrical damping c, = 1Nms/rad, it is seen
that with the increasing of generator inertia, the disengagement period becomes longer. The
main reason is that more kinetic energy can be stored on the generator shaft by increasing
its size. Once the sprag-clutch disengages the coupled generator from the vibration input,

the amount of increasing kinetic energy smooths the rotational speed. As the electrical
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damping is fixed, the corresponding regenerated voltage will have a higher DC offset which

significantly improves the energy harvesting performance.

Generator inertia P.(MMR) P.(Linear)
(kgm?) w) w)
Jg=0.121 0.1549 0.1513
Jg=1.21 0.2339 0.1513
Jg=3.21 0.2686 0.1513
Jg=5.21 0.2798 0.1513

Table 3-4: Harvestable Power with different generator inertia (MMR versus Linear system

(without spring))

Table 3-4 shows the numerical study results of harvestable power by implementing different
generator inertia for both MMR and unswitchable linear systems at same excitation
frequency (f = 1 Hz).ltis evident that the performance of MMR based system is quite close
to linear system with smaller size generator. According to the simulation result in Figure 3-18,
the velocity of generator becomes more continuous with greater generator inertia. As a
result, it improves the average electrical power being harvested by the load.

The next step of the discussion is to identify whether excitation velocity will affect time
instants of engagement and disengagement inside MMR. In order to well address the
problem, the system is examined with different amplitudes of excitation displacement and
frequencies respectively in Figure 3-19 and Figure 3-20. It is no doubt that the amount of
harvestable power will be improved by amplifying the input velocity, so the energy harvesting
performance will not discuss here. According to switching criterion of sparg-clutch, when the
applied force/torque on the generator reduces to zero, generator is disconnected from the
primary system undergoes a decaying vibration with its initial condition. By looking at the
analytical solution of disengagement time instant in eq (3-38), it is found that the
amplification of displacement X will be cancelled out in the velocity and acceleration terms
when solving t;. Even though it will amplify the initial velocity of generator switching from
engagement to disengagement at t;, but it will be compensated eventually by solving the
time instant of re-engagement t, in eq (3-50). Therefore, varying the amplitude of
displacement will not affect the time instant of switching and the simulation result in Figure

3-19 illustrates this.
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Figure 3-19: Dynamics of generator speed with different displacement amplitudes X
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Figure 3-20: Dynamics of generator speed with different excitation frequencies f (a)f =

1Hz (b) f = 2Hz (c) f = 4Hz

Figure 3-20 describes dynamics of MMR system by varying the excitation frequency. As the

vibration input is periodical, the switching happens more frequently when the excitation
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frequency goes up. It can be counted that for a time scale equals to 1 second, there is 0.7216s
disengaging duration for 1Hz with given system parameters, while it becomes 0.8576s when
the frequency is increased to 4Hz. Even though the extended disengagement duration is
desirable for energy harvesting, but it is not the case with the increasing of excitation
frequency. To solve the disengagement duration, it is found that its amplitude t, — t; = 0
by setting w — co. Meanwhile, it was also identified in Figure 3-20 that the engagement
duration becomes shorter with the increasing of excitation frequency. The engagement
duration eventually becomes zero when w — 0. As both engagement and disengagement
period tend to be zero, the MMR based regenerative shock absorber might not able to work

under higher frequency excitation.

3.3.3  Piecewise linear system of MMR (Torque/Force source)

Based on the piecewise linear model developed in Section 3.2.3, Figure 3-21 shows the
harvested power comparison between linear system (purple curve) and MMR based

piecewise system (red curve) when the vibration source is considered as a prescribed torque

input.
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Figure 3-21: Harvested electrical power comparison between Linear (without spring) and
MMR case under force input excitation (T=1Nm, f=10Hz)
The result shows that the MMR coupled regenerative shock absorber could harvest more

electrical power comparing to linear system, when the system reaches to its steady state
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condition (switching becomes periodical). In the same way as velocity source, the switching
between engagement and disengagement allows the generator to work more continuously,
the generated voltage and power potentially never falls down to zero. With given system
parameters in Table 3-1, the average power of MMR based system equals to 6.58mW which

is 27.5% better than the linear system without switching (4.77mW).
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Figure 3-22: Mechanical Power loss comparison between Linear (without spring) and MMR
system under torque input excitation(T=1Nm, f=10Hz)
As mentioned in the Section 3.2.3, the switching brings a transient response to the primary
system as well when system is subjected to a force excitation, the mechanical power loss can
no longer be solved by steady-state frequency function. Figure 3-22 shows the mechanical
power loss comparison between linear and MMR system. It can be identified that the
mechanical power loss is increased by employing MMR. With a mechanical damper ¢, =
15Nms/rad, the numerical study result shows that for a linear system, the average
mechanical power is 7.17mW, while the amplitude is increased to 9.17mW by employing

MMR.
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Figure 3-23: Simulated System Dynamics (a) Rotational speed of each part (b) Total input
Power & Reactive Power Flow (c) Total input torque & torque acting on the generator
Up till now, it looks like the switching within MMR increases both harvestable electrical
power and mechanical power loss, but whether it is beneficial for mechanical power flow is
still unknown yet. According to the model developed in Section 3.2.3, dynamics of MMR
based regenerative shock absorber when it is subjected to a prescribed torque input are
presented and simulation results are shown in Figure 3-23. Figure 3-23 (a) describes output
speed of primary system (|9in|) and generator speed (ég) respectively. Due to the compound
srpag-clutch, the torque and velocity transmitted to the generator is unidirectional. It can be
identified from Figure 3-23 (c), when the torque acting on the secondary switchable system
reduces to zero at t; instant, the generator inertia and electrical damping disconnects from
the vibration source undergoing a decaying vibration. Unlike velocity input varies applied
torque to keep the velocity of primary system remaining consistent, the force/torque source
behaves as the other way around. When J; and ¢, are unloaded from vibration source during
disengagement period, the primary velocity (unidirectional) falls down from its initial
condition and speed up quickly. At t, instant, when the output speed of primary system
(unidirectional) catches up with the generator speed (|9in_d| = ég ), the generator and
electrical load are allowed to reconnect with the vibration source through the sprag-clutch.
Figure 3-23 (b) describes dynamics of applied mechanical power given by the product of
applied torque and velocity (Piotqr = Téin). During the engagement period, the vibration

source provides power for all of the resistive and reactive elements, the difference between
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total input power (blue curve) and the reactive power (pink curve) gives the sum of power
absorbed by electrical and mechanical damper. When the generator disengages from the
vibration source at t;, where the reactive power was feeding back to the vibration source. In
the same way as velocity input, part of mechanical reactive power is converted into
harvestable electrical power by the secondary system. As there is no electrical damper in the
primary system during disengagement period, the difference between total power and
reactive power is mechanical power loss only. As there is no electrical damper and generator
inertia resisting applied force during disengagement, which results more mechanical power
loss between t; and t,. When the generator is allowed to reconnect with vibration source at
t,, there is an instantaneous drop on the reactive power. The main reason is according to re-
engaged generator inertia and electrical damper restarts resisting the applied force which
causes a reduction on the system acceleration. As discussed in the start of this section, the
disengagement of secondary system allows the generator to work more continuously, while
the corresponding dynamics during re-engagement period will increase both electrical and
mechanical power. Even though, increasing mechanical power loss is undesirable, whereas
more electrical power is being harvested compared to linear system as a trade-off.

After interpreting the consequence of implementing MMR in regenerative shock absorber
when the vibration source is a prescribed torque input, the next step is to determine how
system parameters affecting the dynamics of switching. Figure 3-24 shows dynamics of
generator speed by varying the amplitude of electrical damping c,. It is evident that the
speed of generator system becomes greater and more continuous with lower c,. The primary
system takes longer period to catch up with the generator speed, as the kinetic energy stored
on the generator shaft during disengagement will be consumed slower. As a result, system
with lighter electrical damping (i.e. c, = 1Nms/rad) has much longer disengagement
durations compared to others in Figure 3-24, and the dynamics of switching allow the

coupled generator to produce more continuous voltage.
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Figure 3-24: Dynamics of generator speed with different electrical damping c,
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Figure 3-25: Harvested electrical power of MMR vs linear system (without spring) with

different electrical damping c, (f=10Hz) (a)c, = 1Nms/rad (b)c,
S5Nms/rad (c)c, = 10Nms/rad

62



Chapter 3

Figure 3-25 shows a comparison of harvestable electrical power between MMR and linear
system by varying c,. It is clearly from the curve that lighter electrical damped system will
gain more benefits by employing MMR comparing to linear system. The numerical study
result in Table 3-5 shows that the average harvestable power for linear system is only
0.74mW, while the amplitude will be triple with MMR. As far as the electrical damping
increases, the performance tends to be closer to the linear system. The main reason is
according to the residual reactive power will be consumed faster with heavier c, which
shortens the disengagement period. Throughout the numerical study, it was found that when
the amplitude of electrical damper is closer or greater than the mechanical damper (¢, =
Cm), t1 = t,. In this case, the sprag-clutch allows the generator to engage with the vibration
source all the time and ideally the MMR based regenerative shock absorber works exactly
the same as linear system. In the same way as the conclusion drawn in Section 3.3.3, system
cannot take additional advantages from the switching when it is heavily electrical damped.
According to the mechanical power loss quantification result in Table 3-5, it is found that
even though switching within the MMR system significantly enhance the energy harvesting
performance comparing to unswitchable linear system, but it results much more mechanical
power loss. Increasing the electrical damping shortens the disengaging duration, energy
harvesting performance takes less advantages from the switching, while it decreases the

mechanical power loss as a trade-off.

Ce P.(MMR) Py (MMR) P.(Linear) Py(Linear)
(Nms (mWw) (mw) (mw) (mw)
/rad)

1 | 2.35 23 0.74 10

5 | 5.55 14 3.04 9.135

10 | 6.585 9.17 4.79 7.18

Table 3-5: Average harvestable electrical power and mechanical power loss with different

electrical damping coefficient (MMR versus Linear system (without spring))

The next step of the discussion is to identify how generator inertia affecting the dynamics of
switching as well as energy harvesting performance. Figure 3-26 shows the dynamics of
generator speed by varying J,. As the vibration source is considered as a prescribed torque,
the maximum amplitude of steady-state velocity becomes lower by increasing the generator
inertia. From the generator speed waveform in Figure 3-26, it is also found that system takes
longer durations to reach its steady-state response (switching becomes periodical) with
greater generator inertia. Once the system reaches to its steady-state condition, the
generator speed becomes more continuous with less ripple. Increasing the generator inertia

allows more reactive power stored on the shaft which extends the disengagement duration.
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Furthermore, it is also found that smaller generator inertia significantly shortens the
disengagement period, and characteristics of MMR system become closer to the linear
systemin Figure 3-27. There will be no switching happening when the value of J; is far below
the primary system inertia, as the residual kinetic energy on the generator inertia vanishes in
a second when the applied torque reduces to zero. Numerical study results in Table 3-6
illustrate that larger generator inertia enables much greater harvestable power comparing to
linear system. However, unreasonably increasing the generator inertia will not bring any
advantages especially when the amplitude of input torque is fairly small. By setting /; — oo

in eq (3-54), it is found that system might not harvest any energy as the applied torque is not

enough to produce a velocity across the damper.
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Figure 3-26: Dynamics of generator speed with different generator inertia /; (f=10Hz)
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Figure 3-27: Instantaneous harvested electrical power with different generator inertia J4

(f=10Hz) (a)]4 = 2.21kgm? (b) J4 = 1.21kgm? (c) J; = 0.221kgm?

Jg P,(MMR) P,,(MMR) P,(Linear) P, (Linear)
(kgm?) (mW) (mw) (mw) (mw)
0.221 \ 6.585 9.17 4.79 7.18
1.21 \ 6.75 8.13 0.677 1.02
2.21 \ 6.79 8.04 0.2336 0.3504

Table 3-6: Harvestable Power with different generator inertia (MMR versus Linear system

(without spring))

According to eq (3-54) and eq (3-61), varying the amplitude of torque Ty in eq (3-55) will

change the system velocity and acceleration whenever the secondary is under engaged or

disengaged state. Figure 3-28 presents dynamics of generator speed with different input

torque. It is seen that the amplitude of generator speed in both the engaged and disengaged
state is improved by increasing T,,, while the time instant of switching remains unchanged.
This is according to system dynamics is still linear under certain time durations even though
it is discontinuous. In a similar way of changing the amplitude of velocity input, the variation

of velocity and acceleration will mathematically compensate each other in real time. As a

result, the switching time instants of MMR will not be affected by varying the amplitude of

applied torque.
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Figure 3-28: Dynamics of generator speed with different amplitudes of applied torque T,
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Figure 3-29: Instantaneous harvested electrical power under different frequency excitations

Finally,

(MMR versus Linear system (without spring)) (a)f=1Hz (b)f=5Hz (c)f=10Hz

whether MMR is desirable at different excitation frequency ranges is investigated, a

comparison between MMR and linear system is shown in Figure 3-29. It is a bit surprised that
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the disengagement duration is shorter in lower excitation frequency, the energy harvesting
performance is quite close to a linear system when it is excited at 1Hz with given parameters.
As there is no spring in the system, majority of torque and power flows into damper instead
of inertia elements under lower frequency region which results less kinetic energy stored on
the generator shaft. Since the amount of kinetic energy willing to convert into useful power
is reduced, the disengagement period is significantly shortened as a result. Therefore, for a
force/torque vibration input, the impact of switching on system dynamics is negligible when
the excitation frequency is fairly low. However, this does not mean the performance becomes
better under higher frequency excitation. As stated earlier, system is gradually dominated by
mass or inertance with the increasing of frequency. By setting w — oo in eq (3-54), it is found
that there will be no velocity or acceleration output from the device. For a finite vibration
input, either the linear inerter based regenerative shock absorber or MMR based piecewise
linear system would not be able to work under higher frequency excitation as the vibration
source cannot provide enough power for reactive elements to produce output velocity across

the damper.

34 Multiple harmonics input

In section 3.2 and 3.3, dynamics of regenerative shock absorber with MMR under single
frequency excitation has been modelled and analysed. However, the device might be
subjected to vibration which is disturbed over a broadband of frequencies and random in
physics. The frequency range may vary one the other depends on the vibration environment.
Generally, an ideal random excitation with equal power spectral density over broadband
frequency called broadband white noise is taken into account. However, this only valid in a
guite narrow frequency band in nature. Broadband vibration is a stationary random process
whose mean square spectral density has a significant value over considered range. The
filtered vibration signal transmitted to the receiver is typically dominated by one or two
harmonics according to the system natural frequency. A random vibration input can be
constructed mathematically from a series of sinusoids with different periods, amplitudes and
phases. [130] In this section, the performance of MMR based regenerative shock absorber
will be evaluated when it is subjected to multiple harmonics input. In order to simplify the
discussion, the vibration input here is assumed to be velocity source only as a combination
of force and velocity input might cause confusion in understanding it in physics. Meanwhile,
it is necessary to identify whether the switching of engagement and disengagement will be

dominated by one single frequency or all of them.
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Employing system parameters in Table 3-1, Figure 3-30 shows the simulation result of time
duration of secondary system switching on/off from the vibration source when it is excited
by single harmonic input with frequency range (1Hz < f < 5Hz). It was also found that the
period of engagement (Yellow area) and disengagement (White area) for each frequency
tend to be conflict with the other (single frequency excitation). Based on the discussion in
the section 3.3.2, the switching inside MMR happens more frequently with higher excitation
frequency, and the ratio of disengagement period over given time scale increases as well. For
a 1Hz excitation input, the percentage of disengagement period over a cycle is 72.16%, while
it reaches to 87.16% when the frequency is 5Hz. As stated earlier in this section, system may
be subjected to a random excitation in a physical vibration environment which comprised
multiple harmonics. By other means, one frequency may require the sprag-clutch inside
MMR to disengage generator with the vibration source during certain periods while the other
may not want to. Therefore, it becomes necessary to investigate how the system reacts when

the conflict happens.
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Figure 3-30: Time instant of switching on/off in different frequencies (1Hz < f < 5Hz)

By adopting parameters from Table 3-1, Figure 3-31 shows the simulation result of system
dynamics when it is excited by dual harmonics velocity input (1&2Hz) with same phase (¢ =
0) at starting point t = 0 and equal maximum rotary input velocity Max(8;,) = 1.1rad/s
for both 1&2Hz. It shall be noted that the in a real application, the amplitude and phase angle

for each frequency component will not be the same, the value here is only chosen for
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demonstration purposes. It is seen that the generator tends to disengage from the vibration
input three times over 1 second by combining these two frequencies in Figure 3-31(c).
Considering the consequence for single harmonic excitation in Figure 3-31(a) (1Hz) and Figure
3-31(b) (2Hz), it is found that at t; instant the 1Hz applied waveform is allowed the vibration
source transferring power to the generator while the 2Hz component tries to disengage the
generator from the vibration input. Furthermore, the generator re-engages with the primary
system at t, instant in Figure 3-31(c), while the generator is still at disengaged state for 1Hz

input. The similar result can be observed in the rest of time span.
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Figure 3-31: Consequences of switching on system dynamics (1&2Hz excitation) (a)1Hz,
Max(6;,,) = 1.1rad/s (b) 2Hz, Max(6;,) = 1.1rad/s (c) 1&2Hz, Max(6;,) =
2.2rad/s)

After discussing how the MMR based regenerative shock absorber system reacting to
multiple harmonics input, it is necessary to evaluate its performance including energy
harvesting as well as mechanical power flow. Figure 3-32 shows the power extraction and
flow when the MMR based regenerative shock absorber is subjected to a dual harmonics
velocity input (1&2Hz) with same amplitude of velocity (Max(6;,) = 1.1rad/s). It is clear
from Figure 3-32 (a) that system with MMR stills harvests more electrical power comparing
to conventional linear regenerative shock absorber without MMR. Throughout the numerical

study, there will be an 8% improvement over a cycle with given parameters in Table 3-1.
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Figure 3-32(b) describes the dynamic of mechanical active and reactive power flow of MMR
based piecewise linear system (without spring). In the same way as single harmonic input,
switching stops part of the kinetic energy stored on the generator shaft returning back to the
vibration source and discharging the electrical load. Once the generator and coupled
electrical load reconnects with the vibration source, the source will restart providing both

active and reactive power for them until next disengagement happens.
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Figure 3-32: Power dissipation/flow of MMR based regenerative shock absorber under

1&2Hz excitation (a)Electrical power dissipation (b)Mechanical reactive power

flow

From the above observation, it can be obtained that whenever the MMR based regenerative
shock absorber is excited by single harmonic or multiple harmonics velocity input will not
affect the consequence of switching, system still enables greater harvestable power over
linear system by its discontinuous power transmission between the vibration source and

secondary switchable system.

3.5 Summary

In this chapter, characteristics of regenerative shock absorber with MMR are modelled and

analysed when one terminal of the design is blocked which allows to be experimentally
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validated in Chapter 5. Due to the sprag-clutch inside MMR gear module, system is able to
unidirectionally drive the coupled generator. However, when the external torque on the
generator reduces to zero, the sprag-clutch will disengage the generator from the vibration
source until the unidirectional output speed of the primary system catching up with the
secondary system. The switching between engage and disengage state of generator allows
system comprising a switchable inertia and electrical damper. In order to comprehensively
investigate the energy harvesting performance of the MMR coupled system, two piece-wise
linear models including velocity and torque input are developed. It was found that the
engagement and disengagement of MMR potentially enables generator to work more
continuously and the produced voltage and power never falls down to zero. Furthermore, a
comparison between MMR based piecewise linear system and linear system without
switching is presented. To have a clearer understanding of how power flow works in
mechanical system, an analogy of active and reactive power between electrical and
mechanical system is proposed based on force-current analogy. It is seen that the amount of
power which system provides for reactive elements will eventually give back to the source
without working. The discontinues power transmission between primary and secondary
system stops part of the mechanical reactive power flowing back and converting it into useful
electrical power which significantly improves the energy harvesting performance. In order to
well interpret the system dynamics, numerical study for both velocity and torque input
systems are conducted. The main conclusion obtained is that when the system is heavily
electrical damped, implementing MMR in regenerative shock absorber allows less benefits
from the switching and system dynamics is quite close to the linear system. Whereas MMR
enables lightly electrical damped system much more improvement over linear system. It is
feasible to provide a more continuous voltage with higher DC offset and less ripple. Moreover,
reasonably increasing the generator inertia can somehow smooth the generator speed and
extend the disengagement period which further improves the energy harvesting
performance for both vibration input systems. It was also identified that MMR is not
desirable for higher frequency vibration environment, since the whole structure might not
be able to produce output velocity across the damper. Furthermore, dynamics of MMR based
regenerative shock absorber are investigated when it is subjected to multiple harmonics
input to identify whether the time instant of switching will be dominated by one single
frequency. Based on the simulation result, it is found that the switching time instant will be
decided by all frequency components unless one single harmonic dominates the excitation

waveform. Finally, it was demonstrated that MMR still enables improvement on the energy
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harvesting performance over unswitchable linear system whenever the vibration input is

single harmonic or multiple harmonics.
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Chapter 4 Regenerative shock absorber with electrical

rectifier

Rotary regenerative shock absorber converts translational vibration into a bi-directional
rotational oscillation of coupled electrical generator. In order to charge batteries or provide
power for electronic devices, the oscillating motion/voltage needs to be commutated with
either mechanical or electrical rectification to rectify the AC input signal to a DC signal. The
argument so far has not made any recommendation in which rectification module is more
suitable for various applications. To be more specific, the literature focused on physical
mechanism problems rather than the delivery of useful power to an electrical load, while the
power loss has not been quantified yet.[82] Although much work has been conducted to
maximize the vibration power transferred to the electrical load, the definition of useful
power still needs further clarification. In this chapter, a study of electrical rectifier coupled
regenerative shock absorber is presented. The impact of voltage drop across the diode is
evaluated in more detail in both electrical and mechanical systems. The discussion can be
extended to compare the performance between the electrical rectifier and mechanical
motion rectifier. By combining the piecewise linear model developed for MMR in Chapter 3,

a numerical study is conducted to justify the usage of each rectifier in different scenarios.

4.1 Dynamics of electrical rectification

Electrical rectifier is a circuit which converts the Alternating Current (AC) input into a Direct
Current (DC) output. In this section, a brief introduction of full-wave bridge rectified electrical
circuit including its fundamental operating principle and nonlinear dynamics will be
presented. The full wave electrical rectifier in Figure 4-1 consists four diodes connected to
the load resistance R;.. During each positive half cycle of the AC sine wave, two diodes (D,
and D,) are forward biased as the anode is positive with respect to the cathode resulting in
current flowing through the diodes. While during the negative half cycle of the AC input, D,
and D, are reverse biased as the anode is negative with respect to the cathode. Therefore,
no current flows through these two diodes, while D; and D, starts conducting the current

through the load.
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ov
Figure 4-1: AC/DC circuit with electrical rectification

As the current flowing through the load is unidirectional, thus, the voltage across the load is
unidirectional as well. For the DC electromagnetic generator, the back emf voltage is related

to the angular velocity and voltage coefficient k. of the electrical transducer

Vems = keé eq (4-1)

During each half cycle, the current flows through electrical rectification causing voltage drops
across the rectifying diodes in practice. This voltage drop cannot be ignored unless the
produced emf voltage is much greater than it. It should be noted that the voltage drop across
a current-conducting diode does change with the amount of current passing through, but this
change is fairly small over a wide range of currents. Therefore, it is assumed that the voltage
drop across each diode remains constant at 0.7 volts for silicon and 0.3 volts for germanium.
[131] Dynamic effects of diodes are not considered here. The voltage drop V, can then be

described as a constant, acting in the opposite direction of back emf voltage (vep,s) and

driving velocity of the electromagnetic transducer (8) in Figure 4-2.

vp(t)

A

A J
D.-

Up

Figure 4-2: Diode voltage drop characteristic
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Where
vp(t) = —Vpsgn(6(t)) eq (4-2)
By assuming the electrical circuit is purely resistive, the governing equation of electrical
circuit can be obtained according to the Kirchhoff’s voltage law:
i(R, + R;) = Vemy + vp eq (4-3)
Where R; and R; is the load and internal resistance respectively, vp is the voltage drop
across the diode bridge.
The induced electromagnetic torque is proportional to the current through the coil and the
coupling coefficient of the dc generator k, which can be given by
Tem = kel eq (4-4)
The final model is a combination of eq (4-1) to eq (4-4). It can be found that the voltage drop
of the electrical rectification attenuates the current through the electrical circuit and brings
a threshold to the system, it starts conducting only if the back EMF voltage greater than the
forward bias voltage I/, otherwise there is no current flowing through the electrical circuit.
In the meantime, it weakens the electromagnetic torque giving back to the mechanical
system according to eq (4-4). In the next section, a detailed performance quantification of
electrical rectified regenerative shock absorber in both electrical and mechanical systems will

be presented.

4.2 Regenerative shock absorber with electrical rectifier

The primary measurement used to quantify the performance of rectifier is defined by the
conversion from AC input power to DC output power. This has not been well considered in
electrical-mechanical system, as the previous study [56, 63] generally assumes all the power
transmitted to the electrical load rather dissipated by mechanical damping or internal
resistor is the useful power. This approach isinaccurate since useful power for off-grid system
generally refers to the DC term of the total power with zero frequency. Furthermore, the raw
output of a passive rectifier cannot give a constant DC voltage output, the power conversion
between the AC input power to the output DC power will always be less than 100%, even for
an ideal case (81%). Some of the output power is AC power rather than DC which manifests
as ripple superimposed on the DC waveform. [132] In this section, characteristics of a full-
wave electrical rectifier will be investigated in both electrical and mechanical domains. In
order to well evaluate the performance of the electrical rectifier and its coupled regenerative
shock absorber, the effect of AC power oscillation and diode conducting voltage drop are

essential to be addressed in the discussion.
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4.2.1  Electrical system analysis

The electrical system of regenerative shock absorber in this section is comprised of a
generalized electrical load via an electromagnetic generator and a full-wave rectifier. This is
illustrated in a schematic form in Figure 4-3. By assuming the steady-state response of input

displacement is a sinusoidal waveform x(t) = Xsin(wt), and by adopting the relationship
between the linear and angular speed § = ZTnJ'c, where [ is the screw pitch. The output

voltage produced by the generator is related to the angular velocity in the time domain can
be obtained by

v(t) = Vipaxcos(wt) eq (4-5)
Where

Vnax = kexw(zTT[) eq (4-6)

v(t) = k6(t) @

Ry

Figure 4-3: Schematic representation of full-wave electrical rectifier circuit

When the produced voltage goes through a full-wave rectification, there will be a voltage
drop across the diode bridge in order to conduct the current through the circuit. The output
voltage of the electrical rectifier in the time domain becomes

Vout (£) = [Viaxcos(wt)| = Vp eq (4-7)
It shall be noted that there will be no output voltage from the electrical rectifier unless the
amplitude of v(t) is able to cover the conducting voltage. Therefore, the output voltage of
electrical rectifier can be expressed as

Voue(t) =0, v()| <V,
tz£3=mmwKMN—%LLﬂ>i e
It can be observed from eq (4-8) that the output voltage of electrical rectifier becomes
discontinuous according to the voltage drop across the diode bridge. Figure 4-4 shows the
theoretical output voltage of the electrical rectifier by assuming V., = 3.14V,V, =

0.7V, f =1Hz.
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Figure 4-4: Theoretical output voltage of the electrical rectifier

From the curve, it is found that the voltage drop across the electrical rectifier brings a
threshold to the system, it stops conducting at tjoyer (Iv] =Vp) and restarts at typper
where the input voltage is above the DC offset V. As a result, the output voltage will not be
transmitted to the load continuously. By assuming V;,,,,, = Vp, the time instant of ¢;,,,. and

tupper €an be solved in eq (4-9) and eq (4-10) respectively when V,,r = 0

1 _ V
Liower = » cos 1(le<)1x) eq (4-9)
T 1 _ V
tupper = — €OS 1(szx) eq (4-10)

As the output voltage of electrical rectifier is unidirectional, its average value over a half cycle
is exactly the same as full cycle. Therefore, the output DC voltage in a half cycle can be

obtained by

2 rtiower T/2
Vac = T [fol (Vnaxcos(wt) — Vp)dt + f / (Vnaxcos(wt) — Vp)dt =

tupper

2| | (Vv
;[ Viax® — Vp? + Vpsin™t (szx)] —-Vp eq (4-11)

It can be observed from eq (4-11) that if V4, is below or equal to the voltage drop Vp, the

diode is not able to work (no solutions for t;,er and typper as well) and of course there will
not be any voltage output from the electrical rectifier(V;. = 0).

Furthermore, the DC current through the internal and load resistance is

. _ Vg _
lge = P eq (4-12)

Assuming V. > Vp,the DC power delivered to the electrical load becomes
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2

2 2_y 2 - —1(_VDp \|_
n[ [Vinax? VD2 +Vpsin (Vmax)] Vp

R +R;

Pyc 1 =igc°R, = R, eq (4-13)

Therefore, the useful power transmitted to the electrical load can be modelled with a

discontinuous function of V4, and Vp

P ( ) _ { Ol Vmax < VD
deL\W) = Pdc_Lt Vmax> VD

eq (4-14)
It is incomprehensive to individually study how much DC power is transmitted to the
electrical load as it is determined by the voltage source only. The diode conduction loss,
internal power dissipation and AC power oscillation are not taken into account.

The average AC input power transferred from the electromagnetic generator to the electrical

rectifier in Figure 4-3 is

_ 2 (/o v(t)? _ Viax?
Fac = TfO RL+Ridt T 2(RL+R)Y) eq (4-15)

The electrical power conversion efficiency can be defined by the ratio between the DC power
delivered to the electrical load and the AC input power

0, Vmax < Vp
Ne = {

Pdc1 Vo> Vp eq (4-16)

Pac

To verify the approach, eq (4-15) and eq (4-16) were solved numerically to identify the impact
of voltage drop on the system performance whose parameters (Design prototype referring

to Chapter 5) are listed in Table 4-1

Parameter Value
k. 0.114rad/v-s
X 20mm
/ 25mm
f 1-10Hz
Vp 0.7V
R; 10Q

Table 4-1: System parameters within the electrical domain

By assuming the internal resistance R; = 0, Table 4-2 shows the numerical study results of

electrical rectifier

Frequency (Hz) Pye L (W) e (%)
1 0 0
2 4.07-107° 0.0016
4 0.1072 10.34
6 0.5597 23.9
8 1.41 34.02
10 2.67 41.27

Table 4-2: Performance quantification of electrical rectifier-based regenerative shock

absorber
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For an unrectified harmonic voltage signal, the ratio between DC output and AC input power
should be 20.25% without considering other internal losses. Based on numerical study results
in Table 4-2, the system performance becomes even worse by using electrical rectifier when
Vp is significant comparing to V.« There will be no power transmitted to the load unless
the input voltage is able to conduct the diode which results in a discontinuous power
transmission system. With the increasing of excitation velocity, the influence of voltage drop
becomes less significant, and eventually negligible when V,,,,, > Vp. Note that reverse
recovery behaviour through the diode bridge is the other source of power loss in practise,
the transition between conducting-state to the blocking-state leads to a large instantaneous
power loss, where its value depends on the switching frequency and recovery energy from

the manufacture data sheet which further reduces the electrical efficiency. [133]

4.2.2 Mechanical system analysis

Individually studying electrical rectifier within the electrical domain is not the best way to
characterise the coupled regenerative shock absorber, as it does not demonstrate its
behaviour in mechanical system. According to eq (4-4), the voltage drop across the diode
alters the current flowing through the circuit which reduces the electrical damping force
giving back to the mechanical system. These issues are discussed in more detail in this section
for the case of system excited by a prescribed velocity input.

A schematic diagram of an inerter based regenerative shock absorber with electrical rectifier
when one terminal of the design is clamped is shown in Figure 4-5, k is the spring stiffness,

Cm is the mechanical damping coefficient, Fgy, is the back emf force, b is the system inerter.

R;
"y
v(t) = keé(tg ) R, j kxZ [ ] b

T {0

(a) (b)

Figure 4-5:Schematic of regenerative shock absorber with electrical rectifier (a) Electrical

circuit (b)mechanical schematic diagram

Vout l
L) —] x(t) = Xsin(wt)
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The governing equation of motion according to Figure 4-5(b) is written as

b + cpXx + kx + Fgpy = f(t) eq (4-17)
While the back emf force reflected into the mechanical domain due to the creation of an
opposing magnetic field by the current flowing through the coil [134] is related to the applied

angular velocity x(Tn) and the translational electromechanical coupling coefficient k., by

assuming the electrical circuit is non-reactive, it can be obtained by

{ Ol Vmax S VD
Fey(t) =491 , eq (4-18)
EM( ) (E)ke L Vmax > VD a
While i is the current flowing through the circuit, which can be expressed as

— Vimax—Vp*sign(x) eq (4_19)

Rp+Rin

As stated in section 4.2.1, when the DC offset of the v(t) is less than the diode voltage drop
Vp, no current is flowing through the electrical circuit. As a result, there will be no electrical
damping force giving back to the mechanical system (Fgy = 0), all the input mechanical
energy [ f(t) - x will be dissipated by the viscous damper c,, and diode conduction.
Maximum vibration power is transmitted into the device when system is excited at its
undamped natural frequency w, = \/k_/b according to Figure 4-5(b). The energy conversion
efficiency in an electric-mechanical system n,,, is defined by the ratio between DC load power
P4 1 and the total amount of power absorbed by the device P;,q, it is straightforward to
show the power conservation relationship

Pac + Pac 1 + Pint + Pn + Peona = Protar eq (4-20)
P, is the AC power oscillations, P;y, is the internal losses within the generator, P,,y4 is the

diode conducting power and Py, is the mechanical power loss

T = 20ek eq (4-21)

N Ptotal
The translational electrical damping coefficient in a unit of Ns/m can be obtained by

— kez
" RL+Rin

Ceo eq (4-22)

The sum of power absorbed by the electromechanical system in the time domain can be
given by

Peotar(t) = Pe + B = (Ce + )X eq (4-23)
The average power dissipation including electrical and mechanical over half cycle can be

obtained by

2 T 1
Pave-total = T foz P () + P(t) dt = 2 (ce + Cm)w?X? eq (4-24)
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By assuming the maximum input voltage V},,, defined in eq (4-6) into the electrical rectifier
is greater than the diode conducting voltage Vp (Viax = Vp ), the energy conversion

efficiency n,,, can be reformed by substituting eq (4-13) and eq (4-24) into eq (4-21)

2

2 2 2 . _1( Vb )

= N4 -Vp“+Vpsin -V

,T[1 max“=Vp“+Vp Vmax) |V D R
RL+R; L

1
E(ce+cm)w2X2

Nm = eq (4-25)

In the same way as electrical system analysis, the voltage drop across the diode bridge
significantly reduces the useful power transferred to the electrical load. Meanwhile, the
current flowing through the electrical load as well as the corresponded damping force
becomes discontinuous. For a more physical mechanical vibration system (one terminal of
the design is not clamped in Figure 4-5(b)), the existence of voltage drop attenuates the
current and associated electrical damping force Fj;; which potentially leads more relative
displacement between the mass and base especially at system natural frequency. This is
undesirable for both vibration isolation and energy harvesting performances. It can be
observed that amplifying the angular speed @, scaling the electromechanical coupling
coefficient k, can significantly improve the harvestable electrical power and minimise the
effect of diode voltage drop. It is suggested that using high flux density electromagnetic
transducer with smaller internal resistance. Then, for an ideal case (¢,;, = 0), more useful

power can be harvested on the electrical load by employing electrical rectifier.

4.3 Theoretical comparison between electrical rectifier and MMR

For a conventional regenerative shock absorber, the generated voltage by the
electromagnetic generator needs to commutate through electrical rectifier to provide power
for electronic device or charge the battery. Based on earlier discussion, it can be identified
that the voltage drop across the diode significantly reduces the energy harvesting efficiency
especially for low power application. However, its influence becomes less significant with the
increasing of voltage flowing through the electrical rectifier. In this section, a theoretical
comparison between electrical rectifier and mechanical motion rectifier will be presented
through a series of numerical examples to distinguish which one is more desirable in different
scenarios. System parameters for both rectifiers are fixed to match the experimental testing

discussion in Chapter 5 and shown in Table 3-1 and Table 4-1 respectively.
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Figure 4-6: Energy harvesting performance comparison between electrical rectifier and
mechanical rectifier with different input displacement (f = 1Hz, c, =

10Ns/m) (a)X = £10mm (b)X = £50mm (c) X = £200mm

Figure 4-6 shows the energy harvesting performance comparison between electrical rectifier
and MMR by varying input displacement. It is found that the diode conduction loss becomes
significant when the displacement amplitude X is relatively low. When the generated voltage
across the electromagnetic transducer is below the voltage drop across the diode, no energy
can be extracted by the electrical damper in Figure 4-6(a). Even though with the increasing
excitation displacement, the diode voltage drop becomes less significant in in Figure 4-6(c),
the MMR based regenerative shock absorber still can offer more harvestable power
according to the switching within the gear module converting part of the mechanical reactive
power into harvestable electrical power. In this case, the performance of MMR is better than
the electrical rectifier.

The next step of the discussion is to find out how electrical damper affecting the selection of
rectifier. Figure 4-7 shows the simulated energy harvesting comparison between electrical
rectifier and MMR with different electrical damper c,. As stated in Chapter 3, MMR is more
beneficial for lightly electrical damped system comparing to linear system. It can be observed
from Figure 4-7 (a) and (b), the MMR enables much greater performance in terms of electrical
rectifier, since diode conducting loss significantly reduces the power transmitted to the load

especially for lighter electrical damped system. However, the disengagement duration is
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significantly shortened with greater electrical damping, the sprag-clutch eventually engages
the generator with the vibration source all the time in Figure 4-8(c) when system is heavily
electrical damped. As a result, no additional benefits can be found by using MMR compared
to electrical rectifier as the diode conduction loss can be ignored. Moreover, the MMR gear
module unavoidably brings additional viscous damper and friction into the design in physics.
When the regenerative shock absorber no longer gains advantages from the switching, the
additional mechanical damping within MMR gear module results more mechanical power
loss and hence reduce the energy harvesting efficiency. Therefore, it is suggested that MMR
is more suitable for a lighter electrical damped system, while electrical rectifier is more

beneficial for heavily electrical damped regenerative shock absorber.
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Figure 4-7:Energy harvesting performance comparison between electrical rectifier and
mechanical rectifier with different c, (f = 1Hz, X = +50mm) (a) ¢, =

1Ns/rad (b) c, = 10Ns/rad (c) c, = 500Ns/rad

Finally, both electrical rectifier and MMR are examined in different excitation frequencies in
Figure 4-8. Under lower frequency region, it is no doubt that MMR is more desirable to
regulate the input signal due to the switching within the gear module. With the increasing of
excitation frequency, the performance of MMR is further improved as more mechanical
reactive power is able to transfer into useful electrical power, once the sprag-clutch

disengages the generator from the vibration input. It can be identified from Figure 4-8(c),
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even though the diode conduction loss becomes less significant when the excitation
frequency increases to 5Hz, but MMR still allows more harvestable electrical power. However,
this does not mean the MMR gear module is always more beneficial comparing to electrical
rectifier among all frequency range. As discussed in Chapter 3, the MMR based regenerative
shock absorber is undesirable under higher frequency excitation. For a prescribed velocity
source, the switching might result no power transmitting to the coupled generator, and the
additional inertia/inertance introduced by the MMR gear module requires much more
mechanical reactive power from the vibration source especially under mass or inerter
controlled frequency region. Failure to provide this amount of reactive power leads to zero
velocity across the electrical damper. Therefore, it is not a good idea to implement MMR in

energy harvesting device in high frequency region.
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Figure 4-8: Energy harvesting performance comparison between electrical rectifier and

mechanical rectifier in different excitation frequency (X = £50mm, c, =

10Ns/rad) (a)f = 1Hz (b)f = 2Hz (c) f = 5Hz

4.4 Summary

In this chapter, characteristics of regenerative shock absorbers with electrical rectifier are
investigated in both electrical and mechanical systems. Based on the theory, adding electrical
rectifier enables the current unidirectionally flowing through the circuit in order to charge

the battery or supply power electronic device. For an ideal full-wave electrical rectifier circuit,
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the conversion ratio between the DC power consumed by the load to the AC power input is
around 81%, while 19% is AC power oscillation. The conduction losses in a diode appear when
the diode is forward conduction mode due to the on-state voltage. The diode can work only
if the input voltage is greater than its on-state voltage, which leads a discontinuous
transmission system. Considering the electrical rectifier in the mechanical domain, it is found
that the voltage drop weakens the current flowing through the circuit as well as the
corresponding back emf force. This behaviour potentially results more displacement of
seismic mass, meanwhile it brings additional mechanical power loss and reduce the power
delivered to the electrical load. Finally, a theoretical comparison between electrical and
mechanical rectifier is presented. It is suggested that MMR is more desirable for low
power/voltage application, as the diode conducting voltage significantly reduces amount of
power flowing into the electrical load. Even though with the increasing excitation
displacement, the diode voltage drop becomes less significant, the MMR based regenerative
shock absorber still can offer more harvestable power according to the switching within the
gear module. However, it is found that when the system is heavily electrical damped or under
high frequency excitation, the implementation of MMR might lead the system performance
even worse. When the regenerative shock absorber can no longer take advantages from the
switching, the amount of additional friction and viscous damping within the MMR gear
module causes more mechanical power losses in terms of electrical rectifier, a physical

comparison will be experimentally addressed in Chapter 5.
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Chapter 5 Experimental characteristic of regenerative

shock absorber with MMR

Several motion rectified regenerative shock absorber prototypes have been developed and
tested. Li [17] proposed a motion rectifier module attached to a rack-pinion type
regenerative shock absorber. Road tests were conducted to demonstrate its feasibility in a
vehicle suspension system. Zhang [22] developed a portable high-efficiency electromagnetic
energy harvesting system with super capacitors and one-way clutch which converts the
energy track vibrations into electrical power. Bench tests demonstrated its performance in a
railroad application. Liu et al. [53] developed a motion rectified regenerative shock absorber
by adopting a ball-screw mechanism. Due to the engagement and disengagement of the
sprag-clutch within such a motion rectifier, the dynamics of the motion rectifier-based
regenerative shock absorber was modelled as a piecewise linear system. Laboratory tests
were also conducted to characterise the dynamic behaviour of the design.

This chapter mainly concerns the testing of a similar motion rectified regenerative shock
absorber prototype. In order to physically study characteristics of MMR based regenerative
shock absorber, a similar design prototype was developed and tested. A dynamic model of
the proposed design was implemented, and parameter values were estimated from
measured data. The model compares favourably with measurements which confirms that the
model has the correct physical ingredients for the frequency range of interest. Variance in
the load resistor is investigated as a way to influence engagement durations of the generator
with the vibration source and hence energy harvesting performance. Moreover, according to
the theoretical analysis of electrical rectifier in Chapter 4, it was found that the voltage drop
across the diode unavoidably reduces the power transmitted to the electrical load. When the
conducting voltage is significant comparing to the input voltage produced by the
electromagnetic generator, MMR might be a better choice. Specifically, MMR potentially
allows part of mechanical reactive power converting into useful electrical power instead of
giving it back to the vibration source which enhances the system performance. However,
when the diode voltage drop is negligible and system cannot take advantages from the
switching, applying MMR in regenerative shock absorber might not be desirable, as it brings
additional mechanical power losses and backlash effect in practice. Therefore, it is necessary
to experimentally compare the performance between electrical and mechanical rectifier to

give a more insight understanding which one is more suitable in different scenarios.
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5.1 Mechanism of the design

The proposed MMR based regenerative shock absorber is shown in Figure 5-1. It is composed
of four parts which are the lead-screw and nut, spring, motion rectifier gear module and the
generator, which are assembled though shaft coupling. Two grips on each terminal of
prototype are used to attach to the actuator and load cell of test machine respectively. When
the device is subjected to a vertical excitation which leads one terminal to oscillate around
its equilibrium point. The lead-screw and nut is able to convert the translational motion into
bi-directional rotational motion, the bi-rotational rotational motion will become
unidirectional via a motion rectifier module. The shaft of the motion rectifier is then
connected to the inner race of a one-way clutch while the outer racer is coupled to a flywheel

which drives the generator.
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Figure 5-1:Final design of prototype
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(unidirectional)
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Bevel gear Pinion bevel gear

Figure 5-2:Motion rectifier module layout of principle components

Figure 5-2 shows the structure of the motion rectifier gear module, which is composed of a
screw shaft with two sprag- clutches, two large and two small spiral bevel gears and bearings.

Sprag-clutches are installed between input shaft and large bevel gear. The sprag-clutch only



Chapter 5

transmits the torque in one direction and idly rotates in the other direction. Due to these two
sprag-clutches, only one large bevel gear is engaged with the shaft and transmit torque while

the other one is free-wheeling.

Small Bevel Gear
Output Large Bevel Gear

(idle Gear) Clutch
Input Large Bevel Gear i
(Driving Gear) Clutch

Figure 5-3: Counter-clockwise torque transmission path

According to Figure 5-3, if the lead screw and shaft rotate in counter-clockwise direction, the
first large bevel gear is engaged to transmit torque via sprag-clutch. The small bevel gear
rotates in the opposite direction and transmit torque to the output gear. The output gear will
work as a bearing and always rotate in the same direction, irrespective of the input.

Small Bevel Gear
Output Large Bevel Gear

(Driving Gear) Clutch
Input Large Bevel Gear (Id
Gear) Clutch disengaggd

Input shaft =
i Flywheel Output shaft

Figure 5-4: Clockwise torque transmission path
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Similarly, the clockwise rotation of the shaft also drives the generator to rotate in clockwise
direction, in which the previous input large bevel gear will disengage and work as a bearing.
In Figure 5-4, the torque is directly transmitted to the output side via the shaft. Therefore,
the motion-rectifier can convert the bi-directional rotation of the screw to the unidirectional
rotation of the generator. In this way, the coupled generator always rotates in one direction
regardless of upwards to downwards direction of the vibration input. Note that when neither
terminal of design is blocked, the lead-screw and nut behave as an inerter since their rotation

is proportional to relative acceleration across the terminals.

5.2 Experimental set up

Block Force signal

Voltage output

Displacement signal
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%
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Displacement Actuator™

Figure 5-5: Schematic of the experimental set up of MMR based regenerative shock

absorber

Figure 5-5 shows the schematic of the experimental set up for testing the proposed MMR
based regenerative shock absorber. The testing platform is an actuator driven by a cyclic load
provided by an Instron hydraulic test machine. The hydraulic actuator was controlled by
Instron’s WaveMatrix controller to create a relative movement between the machine frame
and the piston rod. The inbuilt data acquisition system was used to record the input
displacement and blocked force signals in real time. A rotary electrical generator was coupled
to the output shaft of the motion rectifier in order to determine the energy harvesting

performance as well as identifying periods of engagement and disengagement due to the
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switching within the gear module. A simple electrical circuit was built which consists of a dc
generator in series with a resistor. A Picoscope data acquisition system was used to record the

output voltage signal across the load resistor.

| I ’ Electrical resistance

Full-wave electrical
& 2 S rectifier

(a) (b)

Figure 5-6: Experimental setup of electrical rectifier based regenerative shock absorber

(a)Test rig setup (b)Electrical circuit configuration

Moreover, in order to validate the analytical model and physically compare the performance
between electrical and mechanical rectifier, prototype was also developed and tested in a
hydraulic Instron machine as well. Figure 5-6(a) shows the test rig set up, a DC generator was
directly coupled to the end of lead-screw shaft through the diameter-adapter. Figure 5-6 (b)
describes the configuration of electrical circuit, where the full-wave bridge rectifier is

purchased from Surge.

5.3 Testing results and discussion

In this section, testing results of regenerative shock absorber with MMR and electrical
rectifier are presented. The discussion is conducted steps by steps. In Section 5.3.1,
mechanical properties of MMR based regenerative shock absorber were investigated at
different excitation frequencies. According to the curving fitting result (Fourier Series) from
the blocked force measurement, a comparison between predicted and measured force was
achieved, which allow to build and verify a physical model. Furthermore, the output voltage
across the load resistance was measured in order to validate the piecewise linear model built

in Chapter 3. By varying the value of load resistance, it is supposed to affect the engagement

91



Chapter 5

and disengagement durations according to the theoretical analysis. In Section 5.3.2, the MMR
gear module was removed from the design prototype, the lead-screw is directly coupled with
the generator and the electrical rectifier. The main purpose of section 5.3.2 is to find out the
additional inertance, viscous damper and friction which the MMR gear module potentially
brings to the whole design. In the meantime, the experimental study is able to physically

justify the usage of each rectifier and validate the hypothesis in Chapter 4.

5.3.1  Characteristics of MMR based regenerative shock absorber

First of all, preliminary tests are conducted to characterize the MMR based regenerative
shock absorber prototype which allows to validate the dynamic model of the system. The
proposed design was initially modelled in Chapter 3 which corresponding to the discussion
here. One terminal of the prototype is put in the vertical actuator, while the other terminal
is clamped by the fixture. Hence, the relative displacement between two terminals equals to
the absolute input displacement from the actuator and the inerter behaves as mass in this
case. Therefore, the design prototype ideally behaves as an inerter-spring-damper system.
As the spring might shadow the nonlinearities within the design and the characteristic of the

inerter, it was removed from the design.
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Figure 5-7: Force-displacement curves for 0.1-2Hz excitation frequencies, £5mm

sinusoidal excitation
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Figure 5-7 shows a graph of the blocked force against displacement with amplitude £5mm
under excitation frequencies ranging from 0.1Hz to 2Hz. As mentioned in the literature, the
effects of viscous damping and inertance are negligible under lower frequency excitation,
and the measured blocked force is dominated by coulomb friction. At higher frequencies, the
gradient of the hysteresis curve steepens as the blocked force becomes dominated by the
inertance. It can be observed from the blue curve (0.1 Hz) in Figure 5-7, the blocked force is
almost a square wave with amplitude around 25N, implying a coulomb friction effect which
only changes direction when the velocity changes sign. It should be noted the quality of
measured curves in Figure 5-7 is very poor which comprised noise and discontinuities. The
noise mainly comes from the Instron machine as the excitation displacement from the
actuator is not perfect single harmonic waveform. Also, since the dynamics of load cell is far
too large for the device (50N), which limits the accuracy of the force measurement.

Since the input displacement and blocked force are both periodical signals of known
fundamental frequency, the system parameters can be determined from fundamental terms
of a Fourier series. By curve fitting the data obtained at 2Hz, the equivalent viscous damping
coefficient and inertance (aq, b; terms of Fourier series model) were estimated to be
640N s /m and 45.5kg respectively. By adopting these parameter values into a damper-inerter-

coulomb friction model [5], where the estimated blocked force F}, can be expressed by

Fy, = bi + c,x + fcsgn(x) eq (5-1)

Where b and ¢, is the equivalent inertance and viscous damper respectively, f. is the
coulomb friction damper. Thus, a comparison between predicted and measured blocked force

is shown in Figure 5-8.
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Figure 5-8: Measured and simulated blocked force of MMR based regenerative shock

absorber at 2Hz, +5mm sinusoidal excitation
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Figure 5-9: Power spectral density of the output voltage under 1.0Hz £10mm and
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Figure 5-9 shows the power spectral density (PSD) of the output voltage across the load
resistance (100Q) under 1Hz +10mm and 2Hz,+5mm excitation. It is desirable that the dc
component contributes most to the PSD of the output voltage since this can be directly used
for battery charging or other power electronic usage. The fundamental frequency of the
output signal is observed to be double that of the input signal owing to motion rectification by
the MMR gear module. Based on the result in Figure 5-9, the total regenerated power over a

frequency range of OHz to 30Hz can be obtained by
308
R =J; 2 ldr eq (5-2)

For 1Hz, +10mm excitation and load resistance equal to 100(), the dc to ac power ratio can

be computed as 67%, while the corresponding average dc power in one cycle is around

3.64mW.
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Figure 5-10: Measured and simulated voltage under 1Hz, +10mm excitation (R yqq =

10Q,1000Q)

Figure 5-10 shows the comparison between the measured and simulated output voltages. The
large dc offset illustrates that the proposed motion rectifier can provide a unidirectional rotary
output speed for the generator. It is observed that the output voltage of the generator in half
a cycle has an asymmetrical shape, and the positive slope is sharper than the negative slope.

The latter occurs when the generator disengages from the vibration input through the sprag-
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clutch. The generator transforms the residual kinetic energy stored by the shaft to the
electrical energy which results in a slower deceleration. Note that for a 100( load resistance,
the period of disengagement is around 0.33s which is shorter than the theoretical prediction
(0.48s) for a half cycle. The main reason for the shorter disengagement period is the existence
of viscous damper inside the generator, resulting in the stored kinetic energy being partially
wasted as heat. From Figure 5-10, it can be seen that by adapting the load resistance to 10(),
the disengagement duration is further reduced. According to the relationship between the
resistance and electrical damping coefficient, reducing load resistance allows more current
flowing through the circuit. Therefore, the adapted load consumes the stored kinetic energy
faster, i.e., the rotary speed of generator shaft drops faster, which shortens disengagement
duration. As a result, the primary system takes less time to catch up with the generator speed
via the sprag-clutch. This implies that by varying the load resistance or the electrical damping
enables to control the duration of engagement and disengagement. Selecting heavier
electrical damping is more suitable for energy storage purposes while the system potentially
takes less advantages from the MMR. Whereas the switching inside MMR offers lighter
electrical damped system more continuous voltage and power. It might not be desirable for
energy harvesting in terms of heavier electrical damped system, but it is beneficial for
providing power supplementary for electronic device. It should be noted that the voltage
signal in Figure 5-10 is quite noisy, the main reason might be according to the excitation
waveform is closer to the threshold of Instron machine. The harmonic from the actuator might
distort the shape of voltage signal. For this reason, Instron machine is not desirable for high
frequency (velocity) excitation testing. Also, as the prototype is assembled through various
mechanical adapters, the rig resonance or other dynamic nonlinearities i.e. backlash, cubic

damping etc. might bring the harmonic distortions to the coupled generator as well.

5.3.2  Characteristics of electrical rectified regenerative shock absorber

After characterising the MMR based regenerative shock absorber, the next step is to
experimentally study electrical rectified regenerative shock absorber with a focus on the
output power and energy conversion efficiency. The dynamic of the electrical rectifier system
was initially discussed in Chapter 4, it is shown that voltage drop across the diode causes
major loss within the electrical domain. To validate this, it is necessary to experimentally
quantify the loss. Moreover, a series of dynamic tests of proposed device at different
excitation frequencies and amplitudes are conducted to investigate its mechanical properties.

The comparison between the mechanical input power and electrical DC output power can
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physically demonstrate the performance of electrical rectifier coupled regenerative shock
absorber. Based on the testing result in Section 5.3.1, the discussion can be expanded to

justify the usage of each rectifier.

Case 1: Open circuit

In order to clearly identify the consequence of employing electrical rectifier, the electrical
circuit is initially open in Figure 5-6(b). The voltage across two terminals of the
electromagnetic generator was directly measured in this case at different frequencies and
amplitudes. Figure 5-11(a) shows the measured open circuit voltage when the sampling
prototype was excited under 1Hz, +10mm and 0.5Hz, +20mm harmonic input. From both
time and frequency domain analysisin Figure 5-11, the measured generated voltage is nearly

linear and proportional to the driving angular speed 6

0= ZTnx eq (5-1)
According to the data sheet, the lead-screw pitch [ equals to 25mm. Based on the voltage
measurement result in Figure 5-11(a) and the known translational excitation velocity, the
back EMF constant of the electromagnetic generator k, was estimated as 19.1mV - s/rad.
Furthermore, by comparing the DC power across the generator internal resistance
(0.00625mw) with the total electrical power dissipation without using electrical rectifier
between 1 to 25Hz (0.1028w) according to Figure 5-11(b), the DC power conversion

efficiency is nearly zero as majority is AC oscillations.
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Figure 5-12 shows the experimental results of the blocked force excited at the frequency of
1Hz with displacement +10mm. As the fundamental system parameters can be determined
by applying Fourier series into the measured data, the amplitude of equivalent damping
coefficient and inertance were estimated to be 205 N - s/m and 7.2 kg respectively. The
coulomb friction force can be identified by blocked force at zero velocity in Figure 5-12, which
is approximately 17N. By adopting these parameters in a damper-inerter-coulomb friction
model, a comparison between simulated and measured waveforms was achieved in Figure

5-12.

Case 2: General electrical rectifier circuit with constant resistor

The next step of the experimental work is to connect the DC generator with an external load
resistance through a full-wave electrical rectifier in Figure 5-6(a). The internal coil resistance
is 1.63(), the voltage across the resistor with 102 and 1002 were measured in this case. Due
to the restriction of the testing bench and generator, the output voltage was not able to cover
the conducting voltage through the rectifier (1.2V). As a result, no current flows through the

electrical circuit which leads to zero harvestable electrical power.

Case 3: MATLAB Simulink

In case 3, the acquired voltage signal in case 1 was imported into a Simulink model of full-
wave electrical circuit. It allows the user to numerically amplify the voltage signal in order to
conduct the diode which can be ideally considered the same way as amplifying the
displacement amplitude. In the meantime, the input mechanical power from the machine
can be predicted by adopting equivalent system parameters from case 1 into the damper-
inerter-coulomb friction model. In this the way, it was feasible to evaluate the performance
of electrical rectified regenerative shock absorber without any technical restriction and it can
give a more insight comparison with MMR.

Figure 5-13 shows the Simulink model of the full-wave electrical rectifier, the forward voltage

for each diode is 0.6V and a 10 load resistance is chosen at output.
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Figure 5-14: Simulated output voltage across the load resistance (R, = 10Q)

Figure 5-14 shows a comparison between the output voltage across the load resistance in
the time domain by amplifying the acquired experimental data (5&10 times). Due to the
voltage drop across the diode, the output voltage of electrical rectifier transmitted to the
load is discontinuous. It is clearly from the curve that conducting voltage causes; major loss
within the electrical domain. For a peak voltage equals to 1.5V, the maximum amplitude of

output is only 0.3V which significantly reduces the amount of power being harvested by the
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load and the system efficiency as well. For an amplification factor of 5, the DC power (average
power) over a cycle is only 1.4 mW with 21.5% DC to AC (RMS power) electrical power
conversion efficiency. By looking at the result with amplification of 10, the DC power is 0.15W
and the output DC to input AC power ratio is approximately 30.3%. Even though the result is
much greater than the system without using electrical rectifier in case 1, but most of the
useful power is still wasted on the diode conduction. As a result, electrical rectifier is not

suitable for low power application, especially when diode voltage drop is significant.

5.4 Summary

In this chapter, experimental results of regenerative shock absorber with electrical and
mechanical rectifiers are presented respectively. The primary intention of conducting
experiment is to physically demonstrate the performance of proposed mechanical motion
rectified regenerative shock absorber prototype, validate the dynamic model and justify the
usage of each rectifier. It is seen that the blocked force of the proposed design is mainly
influenced by coulomb friction at low frequencies and inertance at high frequencies.
Comparing to the measured force, the damper-inerter-coulomb friction model gives a
reasonable prediction of the behaviour, and this can be further used as a basis to determine
optimum system parameters for different applications. Switching durations were estimated
from periodic features of the voltage measurement curves. It can be observed that the shape
of produced voltage is asymmetric due to the engagement and disengagement of the one-
way clutch. It is seen that the disengagement period can be controlled by varying the
electrical load resistance, while this can be further implemented in accordance with
operating conditions. Moreover, the performance of regenerative shock absorber with
electrical rectifier was physically quantified as well. It can be identified that the voltage drop
across the diode significantly reduces the system efficiency especially for low power
application. In this case, it is suggested to use mechanical motion rectifier to rectify the AC
signal as it achieves fairly well electrical power conversion efficiency. However, the
manufactured MMR gear module is found to have a coulomb friction around 8N, inertance
38 kg and mechanical damping coefficient 435Ns/m. According to the conclusion drawn in
Chapter 4, when system can longer take advantages of switching within MMR and the diode
conducting effect is negligible, i.e. high-power application. In this case, implementation of
electrical rectifier in the regenerative shock absorber might be more desirable, as MMR gear

module brings additional mechanical power loss.
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Chapter 6 Analysis of regenerative shock absorber in

qguarter car model

A regenerative shock absorber with MMR can be modelled as a piecewise linear system, the
secondary switchable generator coupled electrical system can be engaged and disengaged
from the primary system according to the mechanism of sprag-clutch. In Chapter 3, it was
demonstrated that the switching inside MMR is able to improve the amount of harvested
electrical power over linear system despite the vibration source (Force & Velocity). However,
the model developed in Chapter 3 refers to the experimental test in Chapter 5, where one
terminal of the design is clamped. In the case of vehicle suspension system, the
implementation of MMR based regenerative shock absorber on system dynamics still needs
further investigation.

Primary intentions of this chapter can be split into two purposes: First, studying
characteristics of vibration input when the linear regenerative shock absorber is installed in
a road vehicle by using the mechanical impedance/mobility approach. It is initially unclear to
assume the system is excited by force/velocity, as all parameters are frequency dependent
which affects the dynamic behaviour of vibration source. The investigation can be extended
to identify typical frequency where primary maximum power is delivered to the electrical
damper. It is evident that primary resonance of harvestable power happens when system
behaves as a velocity source. Moreover, the force source usually happens in higher frequency,
while the regenerative shock absorber can only extract tiny amount of electrical power. As a
result, the main focus of this study should be on velocity source. Second, the performance of
employing regenerative shock absorber with MMR in vehicle suspension system is evaluated.
Based on the result of vehicle vibration source characteristics, dynamics of implementing
regenerative shock absorber with MMR in suspension system can be modelled and
investigated. The result can be used to justify whether the implementation of MMR is able
to improve both ride comfort and energy harvesting over non-switching linear system or it is
a trade-off between these performances. Finally, a numerical study is conducted to

determine the impact of each element on system dynamics.
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6.1 Vehicle suspension model

First of all, the linear vehicle suspension system is investigated. Different from the model in
Chapter 3 where one terminal of the design is blocked in Figure 6-1, the discussion here
corresponds to a more physical system. A simplified quarter car model is shown in Figure 6-2
which consists of the wheel mass m,;, the tyre stiffness k;, and the sprung mass of the
vehicle body m. The suspension structure/isolator provides an equal and opposite force on
the sprung and unsprung masses and it is assumed to have a massless passive mechanical
impedance Z;. The road input applies a displacement x,(t) to the vehicle wheel in the

vertical direction as it is driven along the road.

[/

L,

Figure 6-1: Schematic diagram of isolator (one terminal is clamped) excited by a velocity

in

input

Figure 6-2: Quarter car suspension model
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Governing equations of motion according to Figure 6-2 can be obtained as

ms¥, = —Z; (xr - xus) eq (6-1)

MysXys = Z; (& — J.Cus) + ke (X0 — Xus) eq (6-2)

In linear mechanical system, it is straightforward to combine the lumped parameters to give
a single impedance/mobility at a selected point. [115] Concepts of impedance/mobility are
quite useful in discussing the dynamics of vibration system in the frequency domain, and it
provides a convenient way to describe vibration source characteristics. Generally, the
vibration isolation problem involves a source of vibration, a receiver and an isolator inserted
between the source and receiver. The main function of isolator is to reduce the vibration
transmitted to the receiver to acceptable levels. In the case of road vehicle, the vibrating
source can be obtained as a free velocity X, in series with a source impedance Z; which
consists of unsprung mass and tyre stiffness. [Norton equivalent system] One terminal of
vibration isolator Z; is connected to the vibration source, while the other terminal is coupled
to the sprung mass which is the receiver. The most commonly used measurement of isolator
performance is the transmissibility between sprung mass and road input. When the isolator
is considered as a regenerative shock absorber, the vibration isolation is not the only criterion
to define whether it is good or not, the ability to develop maximum useful power to the

electrical load is important as well.

6.2 Mobility/Impedance model of quarter car system

In this section, the 2dof quarter car suspension system is represented by a generic vibration
system (source, isolator and receiver). By using mechanical impedance/mobility methods
[112], characteristics of vibration source and receiver are investigated in different frequency
ranges. The approach is then used to study dynamics of linear regenerative shock absorber
in vehicle suspension system when the isolator is considered as an electrical-mechanical
system. The intention of this section is to understand in which scenario the vibration source
behaves as a velocity/force source and identify typical frequency where maximum power is
delivered to the electrical damper. The result provides important references for investigating

dynamics of implementing MMR in a quarter car suspension system.
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6.2.1 Source characteristic of suspension system

In the frequency domain, the vibration source can either be represented by a blocked force
Fy, in parallel with source impedance Z; (Thévenin equivalent source) or a free velocity Ve,
in series with source impedance Z (Norton equivalent source). The equivalent diagrams of
guarter car model are shown in Figure 6-3. These source elements are in series connected to

the isolator impedance, while the receiver (sprung mass) is on the other terminal.

AV

VIS IININaIi

(a) A Norton equivalent system

[

P
T

(b) A Thévenin equivalent system

Figure 6-3: Quarter-car equivalent diagrams (a) Norton equivalent system (b) The' venin

equivalent system

The relationship between the blocked force, source free velocity and the source impedance
is given by

Fp = ZsViree eq (6-3)
Either Thévenin or Norton equivalent system can be used to represent the vibration source
by using the relationship in eq(6-3). According to the literature [115], characteristics of the
vibration source may affect the isolator performance and thus influence the choice of an

optimum isolator.
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For a blocked vibration source in Figure 6-3(b), the source output velocity V; ; can be obtained
by

Fr

Vus = Vfree - Z eq (6-4)

F; is the applied force from the vibration source through the massless isolator to the receiver
in Figure 6-3(b) can be obtained by
Fr=Z(Vus — V) eq (6-5)
Where F; can also be solved in terms of blocked receiver according to Figure 6-3(b)
F, =7V, eq (6-6)
The ratio between output velocity and free velocity of the source can then be obtained by

substituting eq(6-5) and eq(6-6) into eq(6-4)

Vus 1

= Z,Z eq (6-7)
Vfree 1+(ZI+12:)ZS
The load impedance is defined by
Zioaa = Z; + Zg eq (6-8)

The form of eq (6-7) can be alternatively rewritten in terms of mobility givenby Y =V /F

Vs 1
R eq (6-9)

14
free 1+YR+YI

Similarly, the ratio between the isolator force F; and blocked force F;, can be obtained by

applying eq (6-3), eq (6-5) and eq (6-6) into eq (6-4)

Fj 1
R T O e
Where it can be also expressed in terms of mobility
F
Fi = —v5v; eq (6-11)
1+Y—S

From eq (6-9) and eq (6-11), it is clear that the vibration source produces output velocity V¢
and force F; to the isolator and receiver depending on the relative mobility of source, isolator
and receiver. It was also found that the receiver acting in parallel with isolator according to
eq (6-7) and eq (6-10), also referred as the load. As the receiver for a quarter car model is
just sprung mass itself, then the load (isolator and receiver) effectively acting as a vibration
absorber above source. Moreover, the characteristic of vibration source is determined upon

the ratio between load mobility Yz + Y; and source mobility Y;, while all these elements are
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frequency dependent. In order to study the quarter-car suspension dynamics, typical

parameters of road vehicles in Table 6-1 are evaluated within the model.

ms(kg) mys(kg) ks(kN/m) k¢(kN/m) ¢(Ns/m)

Passenger

car 240 36 16 160 980

Table 6-1: Road vehicle parameters [135, 136]

A simple suspension/isolator system is introduced as a parallel arrangement of spring-

damper-inerter system in Figure 6-4, where its mechanical mobility is formed by

S ==t

Figure 6-4: Isolator layout

_ o L .
V=it eq (6-12)
Combining lumped parameter elements according to Figure 6-2, the source and receiver

mobility can be obtained by

jw 1

Y, = eq (6-13)

ke Jjomys

Yp = — eq (6-14)

jomg

Assuming the value of inertance b in eq (6-12) equals to 500kg and employing the quarter
car parameters from Table 6-1, Figure 6-5 shows the vibration source characteristics of
vehicle suspension system. Referring to eq (6-11), when the source mobility is much greater
than the load mobility (|Y;| > |Yz + Y;]), then the force applied to the isolator equals to the
blocked force (F; = F}). For an undamped system (¢ = 0), when the system is excited at load
natural frequency (IM (Yg + Y;) = 0) or the source natural frequency at 10Hz (| Y| - ), the
isolator force tends to equal to the blocked force in Figure 6-5 (a) and (c). In this case, the
vibration source behaves as a force source, which means the force applied to the isolator is

insensitive to the dynamic behaviour of the load (isolator and receiver). [115]
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Whereas, if the source mobility is much less than load mobility (|Yz + Y;| > |Y;|) in eq (6-9),
then the free velocity of the unsprung mass equals to its output velocity (Vrree =~ Vys). Foran
undamped system (¢ = 0), this happens when the driving frequency is below the load natural
frequency (|Y;| = 0) or around isolator natural frequency at 0.9Hz (|Y;| = o) shown in Figure
6-5 (a) and (b). In this case, the vibration source behaves as a velocity source, which means
the free velocity to the isolator is insensitive to the dynamic behaviour of the load. [115]

10°

c=0 Ns/m
........ c=980 Ns/m

Velocity Source

Force Source

Frequency(Hz)

10%

us freel

v N

Frequency(Hz)

c=ONs/m

........ c=980 Ns/m ||

Frequency(Hz)

Figure 6-5: Source Characteristic (a)|(Yg + Y;)/Ys| (b) |VuS/Vfree| (c) |F;/Fpl

It should be noted that the source mobility is really small in low frequency region (|Y;| = 0),
e.g. source is massive. For a damped system, the load/vibration absorber effect is slight in
practise at its natural frequency (IM (Y + Y;) = 0), because |Y; + Y;| becomes small but not
zero, due to damping. As a result, the anti-peaks at IM (Y + Y;) = 0 disappears in Figure 6-5
(a), where the vibration source behaves as velocity source at corresponding frequency 0.7 Hz
in Figure 6-5 (b).

To sum up, for a damped system, the vibration source behaves as a velocity source at “lower
frequency” (f < 5Hz) according to Figure 6-5, while it starts to behave as force source at
“higher frequency” (f > 5Hz).

Two equivalent representations of vibration sources are sketched in Figure 6-6, while the
vibration source can be identified by

Fr=Fpy <o eq (6-15)
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Vfree =W

US|F;=~0

eq (6-16)

/1111111111
INRRSERRRREY

(a) Force source

[L/L[ /L]
o<
=

.

I’}ree
(b) Velocity source

Figure 6-6: Two equivalent representations of vibration source (a)Force source (b)Velocity

source

For an infinite source mobility |Y;| - oo or |Y; + ¥;| = 0 (undamped, otherwise velocity
source), the vibration source behaves as a force source and the force applied to the isolator
F; equals to the blocked force F,; for |Yz +Y;| = o or |Y;| = 0, the vibration source

behaves as a velocity source and the free velocity V., equals to the output velocity of

source V.
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6.2.2 Vibration isolation

For a vehicle suspension system, the main role of isolator is to reduce the vibration
transmitted to the vehicle body. By substituting eq (6-6) and eq (6-19) into eq (6-5), the
transmissibility between receiver and source free velocity can be written as

vy
14 free

eq (6-17)

The free velocity of the source (no isolator and sprung mass) V.. equals to its output
velocity (with isolator and sprung mass) Vs by assumingmg, = 0, Z; = 0 in eq (6-1) and eq

(6-2) respectively, which results

ke
0
ke—w2myg

Viree = eq (6-18)

The transmissibility between the free velocity of unsprung mass (source) and road input can

then be expressed by

k¢
ki—w?myg

T = |Vfree —
Vo

eq (6-19)

Substituting eq (6-19) into eq (6-17), the transmissibility between the receiver and road

velocity can be formed as

Vy T
I Bl P2 eq (6-20)
o 1+
YR

It is apparent from eq (6-20) that the vibration transmissibility between sprung mass
(receiver) and road input dependents upon |T| as well as mobility ratio between |Y; + Y;|
and |Yg|.

The transmissibility between free velocity of unsprung mass and road input |T| is determined
by the tyre stiffness and the unsprung mass. By varying the excitation frequency

IT| =~ 1, w K ki /my eq (6-21)

k¢
mysw?’

|T| = W > ke /mys eq (6-22)

Figure 6-7 shows the dynamics of transmissibility |T|, it is clearly that the amplitude of |T|
tends to be 1 below 3Hz. It starts increasing until the source natural frequency (10Hz), while

its value decreases with a rate of w™2 afterwards.
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Figure 6-7: Characteristic of transmissibility|T |

For a good vibration isolation performance, the sum of source and isolator mobility should
be much greater than the receiver mobility (|Y + Y;| > |Yz|) in order to reduce the vibration
transmitted to the receiver according to eq (6-20). It happens when the sum of source and
isolator mobility tends to be infinite (|Y; + Y;| = ) or the receiver mobility tends to zero
(IYz] = 0).

Figure 6-8 (a) simulates the mobility ratio between (Y; + Y;) and receiver Yy by varying the

excitation frequency. Considering the conventional spring-damper isolator system (b=0), the

. . YetYp . — -
mobility ratio |%| increases along with the excitation frequency shown in Figure 6-8 (a).
R

Meanwhile, the amplitude of free vibration transmissibility |T| decreases with a rate of w™2

above the source natural frequency 10 Hz (|Y;| —» o). Therefore, the higher of excitation

frequency, the better isolation performance can be achieved.
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Figure 6-8:(a) Mobility ratio amplitude (|Y; + Y;|/|Yz|) (b) Transmissibility between sprung
mass and road (|V}./V,|)

In terms of conventional spring-damper isolator, adding inerter introduces an upward on the
mobility ratio between |Y; + Y;| and |Y;| at 0.9Hz in Figure 6-8(a), as it corresponds to the
isolator natural frequency (|Y;| = ). A minimum transmissibility can be found at the same
frequency in Figure 6-8(b) which suggests the appearance of anti-resonance. As the
excitation frequency around the anti-resonance frequency, there is a significant
improvement of the vibration isolating performance with the inerter, the closer to the anti-
resonance frequency, the better isolation performance system can gain. By increasing the
value of inertance, the peak value of isolator mobility is shifted to lower frequency range.
This is desirable as the isolation band becomes wider.

Two local peaks can be found in Figure 6-8 (b) when the denominator of eq (6-20) is
minimised, while each peak behaves differently with inerter. It attenuates the primary
resonance of vibration transmissibility at 0.7Hz, while the secondary resonance at 4.5Hz is

increased in contrast. The corresponded resonance frequency can be obtained by solving

Ys+Yg

IM(1+
Yr

)=20 eq (6-23)
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Figure 6-9: Relative mobility |Y;/Yz|

Figure 6-9 shows the relative mobility between source and receiver |Y;/Yg|. It can be
observed from the curve that the source mobility is negligible compared to receiver below

1Hz where |Y;/Yz| = 0. In this case, eq (6-20) can be simplified by

v, T

Yo

eq (6-24)

=

vy
1+ﬁ
The primary resonance can be identified in Figure 6-8 when IM(Yy + Y;) = 0 at 0.7Hz which
corresponds to the primary undamped natural frequency w,

ks
mg+b

wy = eq (6-25)

Itis clearly from eq (6-25) that inerter shifts the primary natural frequency w,, to lower region.
Since the denominator of eq (6-25) is minimised, the amplitude of primary resonance is
determined by |T|. It is evident from eq (6-19) that its amplitude decreases by lowering the
excitation frequency below source natural frequency according to Figure 6-7. As a result, the
added inertance shifts the natural frequency to lower value which attenuates the primary

resonance value in Figure 6-8(b).
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Figure 6-10: Characteristics of |Yy + Y; + Yg|

The secondary resonance frequency wg can be obtained by solving IM(Y; + Y, + Yz) = 0in
eq (6-23). Figure 6-10 simulates the amplitude of |Y; + Y; + Y| in different frequency band.
It is evident from the curve that adding inerter shifts the secondary undamped natural
frequency to lower value as well. In a similar way of primary natural frequency, the secondary
peak value of transmissibility is determined by |T|. As stated earlier, the amplitude of |T|

2

decreases with a rate of w™“ above source natural frequency (10Hz). By shifting the

secondary resonance frequency of non-inerter isolator (11.2Hz) to lower region with inerter,

o T |/
the secondary peak of vibration transmissibility V—T becomes larger.

o

As the excitation frequency continues to climb, the sum of source and isolator mobility
eventually becomes much greater than the receiver (|Yy + Y;| > |Yg|) according to Figure

6-8(a), the transmissibility between receiver and road input will be

lim

wW— 0

vy
[

=0 eq (6-26)

It can be observed from Figure 6-8(b) that the amplitude of vibration transmissibility of
inerter based isolator decreases with a rate of w2 while the non-inerter isolator decreases
with w™%. This confirms the conclusion drawn in the literature [137], inerter is undesirable

for vibration isolation performance at higher frequency region.
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6.2.3  Energy harvesting analysis

When the isolator is considered as a regenerative shock absorber which consists electrical
damper c,, the power harvested by electrical damper is proportional to the relative velocity
between the sprung and unsprung mass. The velocity of the unsprung mass can be solved in

terms of the receiver (sprung mass) velocity according to eq (6-5) and eq (6-6)
Vs = (1+ 390, eq (6-27)
R
Substituting eq (6-18) and eq (6-27) into eq (6-20), the relative velocity between the sprung

and unsprung masses can be expressed as

T
Vus = Vo = —vzs Vo eq (6-28)
1+-E7=s
The electrical damping force is
F=ce(Vus = V) eq (6-29)

For a given harmonic road profile V, the average electrical power can be obtained by

w1 T2
Po=FWs—1)" = 3 Ce YR+Vs5 eq (6-30)
A+
Where * denotes the complex conjugate.
10" T T T T T T
——b=0kg
—— b=100kg
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107 10° 10'
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Figure 6-11: Average harvestable electrical power generation in different excitation

frequencies
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From eq (6-30), it is clearly that the generated electrical power is dependent upon the
transmissibility T,mobility of isolator Y;, receiver Y and source Y;. By assuming V is constant
in the frequency domain with an amplitude equals to 1m/s, Figure 6-11 shows the
simulation result of the average electrical power generation under different excitation
frequencies. There are few extreme cases that may occur in practice at particular frequencies.
Maximum electrical power can be found when the denominator of eq (6-30) is minimised.
According to the discussion in the Section 6.2.2, the source mobility is negligible (Y = 0)

compared to other terms below 1Hz. The primary resonance is found when the system is

excited at load undamped natural frequency w, = ksb (IM(Y; + Yz) = 0). Due to the

mg+
existence of inerter b, the primary natural frequency is shifted to lower frequency region.
Meanwhile, it can be identified from Figure 6-11 that inerter attenuates the amplitude of
primary peak harvestable power. The main reason can be explained similarly to the primary
resonance of vibration transmissibility in Section 6.2.2.

The secondary resonance on the electrical power extraction can be identified when
IM(Y; + Yg + Ys) = 0 according to eq (6-30). Furthermore, it can be observed from Figure
6-11 that adding inerter improves the amplitude of secondary peak which is contrast to
primary resonance. The main reason is according to power expression in eq (6-30) is
dominated by T2 at system resonance. According to the discussion in Section 6.2.2, the
amplitude of transmissibility T becomes greater by shifting the secondary resonance
frequency below 10 Hz (source natural frequency). As a result, there will be more electrical
power generation with higher inertance.

When the excitation frequency continues increasing and tends to be infinite,

lim [P,| = 0 eq (6-31)
w—00

No matter the regenerative shock absorber with or without inerter, there will be less and less
power extracted from the road input in high frequency region. Note that by adding inerter
into the regenerative shock absorber at high frequencies in Figure 6-11, the harvestable
%)

’

electrical power is further reduced with a rate approximately w ~°® (non-inerter isolator w™
since the amplitude of isolator mobility Y; with inerter is decreased along with the frequency
as well.

To sum up, this section analyses the characteristic of linear regenerative shock absorber in
vehicle suspension system by introducing electrical damper into the isolator. Maximum
power is delivered to the electrical damper when Im(Y; + Yz + Y;) = 0. The primary
resonance happens when the system is excited at IM|Y; + Yz| = 0, where the vibration

source behaves as a velocity source according to the discussion in Section 6.2.1. With the
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increasing of excitation frequency, the relative velocity between the sprung and unsprung
masses becomes fairly small. The regenerative shock absorber can only extract tiny amount
of electrical power from the road input in higher frequency (i.e. f > 5 Hz), where the
vibration source starts behaving as a force source. These observations provide a better
understanding of the influence of vibration source on energy harvesting performance and
can assist to physically demonstrate the performance of MMR based regenerative shock

absorber in suspension of road vehicles.

6.3 Application of MMR in Vehicle suspension system

Mechanical motion rectifier (MMR) is able to convert a bi-directional rotational motion into
unidirectional. It was demonstrated that when the input torque acting on the generator
reduces to zero, sprag-clutch will stop the power transmission between the vibration source
and generator. Due to the absence of vibration input, the generator undergoes a decaying
vibration motion until the output speed of primary system (unidirectional) catching up with
it. Even though the dynamics of MMR based regenerative shock absorber have been
demonstrated in Chapter 3, but the developed model is corresponding to the lab-test case in
Chapter 5 where one terminal of the design was clamped by the fixture. The effect of
switching between engagement and disengagement state on vehicle dynamics still needs
further clarified.

In this section, a regenerative shock absorber with MMR was implemented in the vehicle
suspension system. Based on the vibration source characteristics of quarter car system in
Section 6.2.1, influences of switching between engaged and disengaged state on energy
harvesting as well as ride comfort performance will be evaluated, the result can justify
whether MMR based regenerative shock absorber is beneficial for vehicle suspension system.
Consistent to Chapter 3, a simple parallel layout of MMR based regenerative shock absorber
with switchable inerter and damper was considered in this study, where suspension stiffness
kg, a translational mechanical damper c,, (non-switchable) plus an electrical damper c,
(switchable), total inertance of lead-screw, MMR module b; (non-switchable) and generator
inertance b, (switchable) are placed between sprung and the unsprung masses. It should be
noted that both switchable and unswitchable inerter b; and b,, like other suspension
elements such as spring and damper are considered as massless. Generally, the energy
harvesting performance is discussed at its primary resonance (IM|Y; + Yz | = 0), where the
vibration source behaves as a velocity source according to Figure 6-5. Moreover, as the force

source usually happens in higher frequency region, where the regenerative shock absorber
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can only extract tiny amount of power from the vibration input in Figure 6-11. Therefore, the
main focus of this study should be on velocity source.

As discussed in Section 6.2.1, when the vibration source behaves as a velocity source, the
free velocity of the road transmitted to the isolator is insensitive to the dynamic behaviour
of the load. As a result, it can be assumed that the unsprung mass is placed on the ground
where the movement of unsprung mass approximately equals to the road input x,, the 2dof

quarter car model can then be simplified by a 1dof system, a schematic diagram is shown in

Figure 6-12
x?"
mS
bl Cm Ce bz
ks >
Xus =

Figure 6-12: Schematic diagram of applying MMR in quarter car model during engaged state

(Velocity Source)

As mentioned in Chapter 3, the switchable secondary system can be engaged or disengaged
from the vibration source according to the mechanism of the sprag-clutch. In order to
evaluate influences of switching inside MMR on the vehicle dynamics, the governing equation
of MMR based regenerative shock absorber in a quarter car model according to Figure 6-12
can be analytically represented as
At engaged state
Mgy + ks O — X5) + (o + en) (i — %) + (by + b)(Er —%,) =0 eq (6-32)
At disengaged state
Mgy + ks Oy — Xp) + Gy — %) + by (i — %) = 0 eq (6-33)
by (% — %o) + ce(Xy —%,) = 0 eq (6-34)
The total inertance of lead-screw and MMR gear module b, according to Chapter 3 can be

formed by

Xo
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21 2
by = (s + 21y + 21)59) () eq (6-35)

The switchable inertance b, contributed by the generator is given by

by =y ()’ eq (6-36)

Agostinacchio et al [138] categorize the road profile into four grades when the vehicle is
travelling at the speed of 40 km/h, which defined a very good surface (ISO A-B class) with
amplitude X, = £15 mm, good (ISO B-C class) with amplitude X, = +25 mm, average (ISO
C-D class) with amplitude X, = £50 mm, and poor (ISO D-E class) with amplitude X, =
4100 mm. Generally, random road profile is used to emulate the vertical excitation from the
ground. However, it is quite difficult to interpret physical consequences of switching of
engagement and disengagement by injecting a noisy signal. A harmonic road profile with
average road quality X, = 50mm at vehicle body bounce frequency f = 1Hz (velocity

source) was considered in this case.

During the engagement period, the generator velocity can be solved by the relative velocity
between the sprung mass and the road input. By setting z, = x,, — x,,, and x, = X,sinwt,
eq (6-32) can be rearranged by
(by + by + mg)Z, + (co + Cp)Ze + ksz, = mgw?X,sinwt  eq (6-37)
As the characteristic of MMR system is described by a piecewise linear model, the initial
condition of relative displacement and velocity at the starting point can be written by
z,(0) =0 eq (6-38)
z,(0) =0 eq (6-39)
The system relative displacement, velocity and acceleration during engagement period can
be numerically solved by taking zero initial conditions from eq (6-38) and eq (6-39) into the
second ordinary differential equation form of eq (6-37) through Matlab ODEA45.
Disengagement happens when the external force acting on the secondary switchable
electrical system reduces to zero (F; = 0). As a result, the initial velocity at the time instant
t; where switchable system transferring from engaged state into disengaged state can be
obtained by
ég (t1) = |ée (t1)| eq (6-40)
|ée| is the output angular velocity of the primary system (unidirectional) during engagement

period which can be formed by 6, = Z'e(ZT”), while ég (t1) is the initial velocity of generator

transfers from engaged state to disengaged state. Furthermore, the time instant of generator
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disengaging from the primary system t; can be numerically solved by rotational form of eq
(6-34)

Jglg + cerby =0 eq (6-41)
In a similar way of discussion in Chapter 3, dynamics of generator speed in the absence of

vibration input during disengagement period according to Figure 6-13(b)

Cer
. . ——=1(t—t1)
0y = 0e(t)e Jo Ut

1 St<t eq (6-42)

| [ b2 ]

(a) Primary unswitchable System (b) Secondary switchable System

Figure 6-13: Schematic of disengaged state of the system (a)Primary unswitchable system

(b)Secondary switchable system

In the absence of generator inertance b, and electrical damper c,, the governing equation of
motion for the primary system according to Figure 6-13(a) can be obtained as
(b1 + mg)Zy + cmzg + kszg = mew?X,sinwt eq (6-43)

Where Z;, Z4, Z4 is the relative acceleration, velocity and displacement between the sprung
mass and road input during the disengagement period.
Initial conditions of relative displacement and translational velocity of primary system at the
time instant t;

2q(t1) = Z.(t1) eq (6-44)

2q(t1) = z(t;1) eq (6-45)
As the vibration input from the road x, is prescribed, the relative displacement z; and
velocity Z; between the sprung mass and road during disengagement period can then be
obtained by another second order differential equation form of eq (6-43) with the initial
condition eq (6-44) and eq (6-45).
Based on the vehicle parameters in Table 6-2 and assuming MMR system parameters (b; =
60kg,b, = 70kg, ¢,, = 750Nsm™1,c, = 400Nsm™1), Figure 6-14 simulates the dynamics

of MMR based regenerative shock absorber. The generator is allowed to re-engage with the
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vibration source at t, in Figure 6-14 (a), where the output angular velocity of primary system
|9d| (unidirectional) catches up with the generator velocity

18a(t)| = 6,(t,) eq (6-46)
Once the sprag-clutch reconnects the generator inertance and electrical damper with the
vibration source, the system dynamics according to re-engagement can then be solved by
taking initial conditions at eq (6-47) and eq (6-48) at t, back to eq (6-37)

24(ty) = Z(t) eq (6-47)

z4(ty) = z.(t) eq (6-48)
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Figure 6-14: Vehicle dynamics with MMR (a) Relative rotational speed across the electrical

damper (b) Relative displacement between the sprung mass and road

In this section, the MMR based regenerative shock absorber was implemented in a quarter
car model at vehicle body bounce frequency, where primary maximum power is delivered to
the electrical damper. Different from the model developed in Chapter 3, where one terminal
of the design is clamped, the dynamic model here takes the sprung mass and suspension
stiffness into account. Once the switchable secondary electrical system disconnects from the
primary system, the output velocity of primary system no longer remains prescribed. During
the disengagement period, the non-switchable primary system and the switchable secondary
system undergo independent motions until re-engagement. In this way, the consequence of

implementing MMR based regenerative shock absorber in vehicle suspension system can be
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obtained based on the newly developed piecewise linear model where it can be further used

to demonstrate whether MMR is still able to enhance the system performance.

6.4 Performance evaluation of MMR based regenerative shock

absorber in quarter car model

As discussed in Chapter 3, the MMR based regenerative shock absorber improves the energy
harvesting performance as the switching between engagement and disengagement allows
part of the mechanical reactive power converting into useful electrical power instead of
giving back to the vibration source. However, this observation only validates lab-test case in
Chapter 5, where one terminal of the design is clamped. In this section, the performance of
MMR based regenerative shock absorber is evaluated in a quarter car system. Based on the
piecewise linear model developed in Section 6.3, the influence of switching on the system
performance including energy harvesting, mechanical power flow and the sprung mass
acceleration (ride comfort) will be discussed. Moreover, a comparison between linear system
without switching and MMR based piecewise linear system is presented to identify whether
switching within MMR is still able to improve the performance. Passenger car is selected as
the implementing object, where parameters are shown in Table 6-2. Moreover, numerical
study is also conducted to insightfully explain how system parameters affecting the vehicle

dynamics, which can be further used to justify the usage of MMR based regenerative shock

absorber.
ms(kg) ks(kN/m) ce(Ns/m) cm(Ns/m)
Passenger 240 16 400 750
car
Table 6-2: Quarter car parameters
6.4.1 Energy harvesting performance quantification

Based on the model developed in Section 6.3, the amount of energy harvested by the

electrical damper during disengagement period from t; to t,
_ (ta . 2 _
E;= ftl Ce rl, dt eq (6-49)

Where the generator speed during disengagement is obtained from eq (6-42), the time
instant of the secondary system starts disengagement t; and reconnect with the vibration

source t, can be numerically solved from eq (6-41), eq (6-46) respectively.
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As far as the time going, the transient response of system due to the zero initial condition

will eventually disappear, while the switching time instant becomes periodical. The
harvestable electrical energy during the engagement period between t, and t; + g

T
E, = ftt21+5 ce_réez dt eq (6-50)

Where ée is the angular speed of the primary system during engagement period provided by

. . 2
0. = Ze(TT[)-

The amount of mechanical energy losses over half cycle can be formed in a similar way

T
Em = [ emza®dt + [ 77 emze?dt eq (6-51)
(a)
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Figure 6-15: Power extraction and dissipation comparison between MMR and Linear system

(a) Electrical harvestable power (b) Mechanical Power loss

Applying system parameters in eq (6-49) to eq (6-51), Figure 6-15 shows the power extraction
and dissipation comparison between MMR and linear system without switching excited at
vehicle body bounce frequency f = 1Hz. Since the developed prototype in Chapter 5 is not
scaled up, it is assumed that the primary unswitchable inertance (b;) and switchable
generator inertance (b,) equals to 60kg and 70kg respectively. As can be seen in Figure

6-15(a), generator during disengagement period consumes the residual kinetic energy stored
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on the shaft and produce a more continuous voltage and power due to the absence of the
vibration input. By setting t; = t,, which means the switchable secondary system engages
with the primary system all the time. The pink dotted line in Figure 6-15(a) shows the output
electrical power for non-switchable linear system as well. From the waveform, it is found that
the amount of power extraction for linear system is greater than the MMR system when the
switching becomes periodical, even though the mechanical power loss is reduced. The
numerical study result shows that for a steady-state condition, the system average electrical
power for a linear system is 32.03W, while the useful power is decreased to 30.28w by
employing MMR. Although MMR allows less mechanical power loss (10%) compared to linear
system, but it reduces the amount of useful power harvested by the electrical damper as well.
This observation is quite different from the result drawn in Chapter 3, where MMR enables
better energy harvesting performance despite the vibration source when the design is
installed in a testing machine.

In order to understand the reason why the MMR based regenerative shock absorber
generates less electrical energy than the linear system, it is necessary to look at the
mechanical active and reactive power flow to identify whether the switching time instant is
desirable.

During the engaged state, the mechanical active/reactive power flow can be formulated by
multiplying x,- (sprung mass absolute velocity) on eq (6-32)

mg¥rdy + ks (ot — x0)%r + (o + ) (G — %)Xy + (by + b)) (X — X,)%, =0 eq

(6-52)
Where it can be rearranged by
.2 2 5 2
k2o, = (€, + Cr)Eeky = (by + by)Eeky = (C, + p)2,? + - (M 4 e 4 Dutbolfe ) o
(6-53)

eq (6-53) is the expression of power conservation, the instantaneous power into the
electrical-mechanical system (left hand side) equals to the power either dissipated or
absorbed by the damper plus the sum of change of the mechanical kinetic and potential
energies (right hand side).

Similarly, the energy conservation during disengagement period can be formed by

multiplying X, 4 (sprung mass absolute velocity during disengagement) on eq (6-43)

a mkr g +kde2 +b12d2)

—k.zgx, — ConZgXy — b1ZgX, = Crnzq” +
s4d*o mé4d-to 14d*o méd dt( 2 2 2

eq (6-54)

In this way, the total mechanical input power from the road to create the prescribed velocity

input x, for engagement and disengagement can be expressed respectively by
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Pin_e = —KsZeXo — (Ce + Cm)Z.exo - (bl + bz)iexo eq (6-55)

Pin_d = —KsZgXy — CmZeXo — b1ZeX, eq (6-56)

The sum of reactive power during engagement and disengagement can be formed

respectively by

d Mgy o?  keze? . (bi+by)ze?
Preact_e = E( Szrfe + Sze + = 22 £ ) eq (6-57)
d mexy g% kszg? = byzg?
Preact.a = 5; (5 + =5+ 5 eq (6-58)

While the applied reactive power from the vibration source into secondary system for each

state is
p -2 (_bzzez) eq (6-59)
S ath 2
PS_d =0 €q (6'60)
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Figure 6-16: Mechanical active/reactive power flow of quarter car system with MMR

Figure 6-16 shows the mechanical active/reactive power flow of quarter car system with
MMR based regenerative shock absorber. Unlike the discussion in Chapter 3 where either
the force or velocity through the electro-mechanical system is harmonic, both terms become
discontinuous to create a prescribed road velocity input x,. By looking at the total reactive

power (pink curve) in Figure 6-16, it can be identified that since the primary system involves
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less inertance and less damper due to switching, there is an instantaneous jump on the
reactive power at t;. This is unbeneficial, as the amount of increasing on reactive power
partially flows into sprung mass which may affect the ride comfort (sprung mass acceleration).
Next, by considering the applied reactive power to secondary system (brown curve) in Figure
6-16. Consistent to the result in Chapter 3, switching stops part of the reactive power on
secondary system giving back to the vibration source at t; and converting into useful
electrical power which is desirable. Since the secondary system disengages from the vibration
source doing decaying vibration motion from t; to t,, there is no reactive power
transmitting to the generator which results a plain curve during the period. When the sprag-
clutch re-engages the secondary system with the vibration source at t,, the vibration source
restarts transmitting power to the secondary switchable system. As the system comprises
more inertance and damper to resist the road input, which leads to a drop on the
corresponding power at t,.

Even though switching is beneficial for reactive power flow of secondary system, but it is still
guestionable why the implementation of MMR in vehicle suspension system is not able to
enhance the energy harvesting performance over linear system. In order to address the
problem, it is necessary to increase the value of sprung mass to infinite (my — ), such that
its movement x, tends to be zero (x,, = 0). The model in Figure 6-12 behaves exactly the
same as Chapter 3 while the mass can be considered as clamped, the relative displacement
between the sprung mass and road input z equals to the absolute displacement of road input
Xo-

——Electrical power extraction for Linear system
—-—-Electrical power extraction for MMR system

40 T T T T

35

30 - 1

0 0.2 0.4 0.6 0.8 1 1.2 1.4 1.6 1.8 2
Time(s)
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Figure 6-17: Electrical power extraction between linear and MMR system (mg — )

Figure 6-17 shows the electrical power extraction between linear and MMR system by setting
mg — oo. Apparently, the energy harvesting performance of MMR system becomes better
than the linear system, which consistent the result in Chapter 3. Therefore, it can be
concluded that the energy harvesting performance of regenerative shock absorber with
MMR becomes worse when it is implemented in vehicle suspension system is mainly
according to the movement of sprung mass.

Up till now, it is still unknown that how system parameters especially secondary system
affecting the dynamics of switching. Moreover, it is necessary to investigate whether it is
desirable to extend disengagement durations as it potentially allows more harvestable
electrical power. According to the discussion in Chapter 3, MMR is more beneficial for lightly
electrical damped system as the extension of disengagement period can offer a more
continuous output voltage and power. Meanwhile, increasing the generator inertia improves
more electrical power extraction as well. These hypothesises need to be validated through a
numerical study. It should be noted that the suspension stiffness kg, sprung mass mg,
primary unswitchable inertance b;and mechanical damper c,, here are fixed in order to
identify influences of electrical damping c, and generator inertance b, on the system
performance.

Figure 6-15, Figure 6-18 and Figure 6-19 describe the harvested electrical power and
mechanical power loss respectively (MMR Versus Linear) by varying the value of electrical
damping coefficient c,. It was demonstrated in Chapter 3 that lighter electrical damper
improves the velocity of output generator which somehow extends the disengagement
duration. Consequently, the generator can work more continuously and produce voltage with
higher offset in terms of linear system. As shown in Figure 6-18 and Figure 6-19, even though
the maximum power of linear system is much greater than the MMR system, but MMR can
offer a more continuous power rather than falling up and down. Throughout the numerical
study result in Table 6-3, it was found that MMR is still more suitable for lightly electrical
damped vehicle suspension system i.e.c, = 50Ns/m, as it can enhance both amount of
harvestable power on the electrical load and system efficiency at the same time. With the
increasing of electrical damping, system performance might become even worse with MMR
comparing to linear system. When the system is heavily electrical damped ¢, = ¢,,, the
sprag-clutch tends to engage the switchable part with the primary system all the time. Even
though increasing c, is desirable for energy harvesting, but no advantages can be found by

using MMR comparing to linear system according to Table 6-3.

128



Chapter 6

(a)
50 T T T
= QOutput Power of MMR system
40 = e Output Power of Linear system
% 30 1
H
&£ 20 - =
10
0 0.5 1 1.5 2 25 3 3.5 4
Time (s)
b
200 T T ( \) T
—— Mechanical Power Dissipation of MMR system
-------- Mechanical Power Dissipation of Linear system
150 - -
B
H 100
g
o
50 — -
. / Ji Ji ;
0 0.5 1 1.5 2 25 3 3.5 4

Figure 6-18: Power extraction and dissipation comparison between MMR and Linear system

(ce = 200Ns/m) (a) Electrical harvestable power (b) Mechanical power loss
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Figure 6-19: Power extraction and dissipation comparison between MMR and Linear system

(ce = 50Ns/m) (a) Electrical harvestable power (b) Mechanical power loss
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Ce P, P, n
(Ns/m) (W) (W) (%)
50 MMR 8.328 80.5 9.38
Linear 7.7582 116.37 6.25
100 MMR 13.64 75.73 15.26
Linear 14.05 105.37 11.76
200 MMR 21.32 68 23.86
Linear 22.62 84.83 21.05
400 MMR 30.28 53.94 35.95
Linear 32.03 60.06 34.78

Table 6-3: Energy harvesting performance comparison between MMR and Linear system

with different c,,

Figure 6-20 to Figure 6-22 describe the performance comparison between MMR and linear

system by varying the generator inertance b, ranging from 10 to 200kg. According to the

discussion in Chapter 3, increasing the generator inertance can potentially enhance the

energy harvesting performance as it allows more reactive power being converted into useful

power once it is disconnected from the primary system. In this way, the disengagement

period can be extended which smooth out the output voltage and power in Figure 6-20.

Furthermore, it is found that the effect of switching on energy harvesting can be ignored

when the generator size is relatively small, i.e. b, = 10kg, while the dynamics of MMR

system tend to overlap the linear system in Figure 6-22.
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Figure 6-20: Power extraction and dissipation comparison between MMR and Linear system
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Figure 6-22: Power extraction and dissipation comparison between MMR and Linear system

(b, = 10kg) (a) Electrical harvestable power (b) Mechanical power loss

b,(kg) P (W) P (W) 1(%)
10 MMR 26.62 49.91 34.8
Linear 26.16 49.06 34.78

70 MMR 25.53 75.73 25.21
Linear 32.03 60.06 34.78

100 MMR 31 52.9 36.9
Linear 32.69 61.29 34.78

200 MMR 32.91 49.68 35.95
Linear 26.26 49.24 34.78

Table 6-4: Energy Harvesting Performance comparison between MMR and Linear system

with different generator inertance b,

Table 6-4 shows the numerical study results by varying the generator inertance with fixed

electrical damping c, = 400Ns/m . It can be observed that better energy harvesting

performance can be achieved over linear system by increasing generator size. Note that the

average electrical power for linear system is reduced with larger generator inertance. This is

mainly according to the system natural frequency \/ks/(ms + b; + by) is shifted to a lower
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region, the system transfers from spring controlled frequency region (w < w, ) into
mass/inertance dominated region (w > w,). In this case, more vibration power flows into

inerter and mass rather than being harvested by the electrical damper.

6.4.2 Ride comfort evaluation

The main function of the isolator placed between the sprung and unsprung mass is to
mitigate the vibration induced by the road irregularity to achieve better ride comfort. In this
section, the influence of switching inside MMR on ride comfort performance is investigated
based on the piecewise linear model built in Section 6.3. A comparison between MMR based
piecewise linear system and no switching linear system is presented to identify whether the
engagement and disengagement of MMR is able to offer better ride quality.

To assess the levels of ride comfort, the dynamic response of the vehicle body of passenger
car is generally measured by sensors. Indicative of ride comfort (e.g. vertical acceleration,
absorbed power) have been laid down in standards such as ISO 2631-1 [139], BS 6841 [140],
and VDI 2057 [141]. In this study, ISO 2631-1 was used to identify the switching between
engaged and disengaged state on the ride comfort performance at system resonance
frequency (1Hz), while is generally determined by the sprung mass acceleration in the z-axis
(vertical). According to ISO 2631-1, the following values in Table 6-5 give approximate

indications of likely reactions to various magnitudes of overall vibration total values in public

transport.
Acceleration Level Passenger Reaction
Less than 0.315m/s? Not uncomfortable
0.315m/s? to 0.63m/s? A little uncomfortable
0.5m/s? to 1m/s? Fairly uncomfortable
0.8m/s? to 1.6m/s? Uncomfortable
1.25m/s? to 2.5m/s? Very uncomfortable
Greater than 2m/s? Extremely uncomfortable

Table 6-5: Comfort reactions to vibration environments [139]

For the MMR based piecewise linear system, the absolute sprung mass acceleration during

engagement period X, , can be obtained by

Xy e =Zo+ X, eq(6-61)
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While the sprung mass acceleration during disengagement X%, 4 is expressed by

jéT‘_d = Zd + 5("0 eq(6'62)

Figure 6-23 shows the simulation result of the absolute sprung mass acceleration X, for a

generator inertance range (10kg < b, < 200kg). It is seen that when the switchable

secondary system starts disengaging from the primary system at t; causes excessive jerk

motions (changing rates of acceleration). This is undesirable as a high value of acceleration

or jerk might result discomfort even for a very short period. Passenger might not able to

bal

ance under influences of switching. In the meantime, this gives a deeper understanding

of reactive power flow curve in Figure 6-16. The instantaneous jump on total reactive power

at t; instant due to the absence of electrical damper and generator inertance, while part of

them is used to accelerate the sprung mass. Once the secondary switchable system is allowed

to

re-engage with the vibration source, there will be an instantaneous reduction on the

acceleration amplitude as the system restarts involving generator inertance and electrical

damper to resist motion from the road. Figure 6-23 also shows the influence of switching on

sprung mass acceleration by varying the switchable generator inertance. It is found in Figure

6-23 (c) that the passenger tends to suffer from longer duration of jerk motion and feel

extremely discomfort with larger generator size according to Table 6-5, while in Figure 6-23

(a)
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the impact of switching on sprung mass acceleration is negligible if b, is small.
4 T T

—— Acceleration of MMR System
= = Acceleration of Linear System

i

-4

iy

o

'
-

0 0.5 1 1.5
Time (s)

(@) b, = 10kg

134



Chapter 6

T
Acceleration of MMR System
= = Acceleration of Linear System

Acce\eration(m/sz)

4 I I ! I i

0 0.5 1 1.5 2
Time (s)
(b) b, = 70kg
4

T T
— Acceleration of MMR System
3 = = Acceleration of Linear System

Acceleration(m/sz)
L o

-2

-3

4 ! ! ! !

0 0.5 1 1.5 2
Time (s)

(c) b, = 200kg

Figure 6-23: Sprung mass absolute acceleration %,(10kg < b, < 200kg)

Based on the above observation, it is seen that increasing the generator size results a bad
ride experience for passenger especially when switching happens. Moreover, the extended
disengaging duration of secondary switchable system influences the dynamics of ride
comfort (sprung mass acceleration) as well. As stated in Section 6.4.1, MMR is more desirable
for lightly electrical damped system in terms of energy harvesting. In a similar way of
increasing generator inertia/inertance, lighter electrical damper enables more continuous
generator speed once it disconnects from the primary system. Therefore, it becomes

necessary to find out how the ride comfort being affected by varying electrical damping.
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Figure 6-24 shows the dynamics of sprung mass acceleration by varying the switchable
electrical damping. It can be identified from Figure 6-24(a) that the changing rate of the
acceleration nearly remains at t; when the switchable electrical damper is fairly light, while
its influence on sprung mass acceleration becomes more remarkable by increasing the
amplitude of ¢,. Moreover, when the switchable part is allowed to reconnect with the
primary system at t,, the reduction on the sprung mass acceleration becomes more

significant with heavier electrical damper.
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Figure 6-24: Sprung mass acceleration X,- by varying electrical damping (50Ns/m < ¢, <

400Ns/m)

It is seen that even though decreasing c, extends the disengagement period, but it seems to
offer slight better ride comfort to the passenger compared to linear system i.e. ¢, =
50Ns/m in Figure 6-24(a). Improving its value potentially causes excessive jerk motion, but
it reduces the disengagement duration as well. Passengers might feel difficult to remain their
seating posture according to the switching, but the duration of awful experience is shortened
with the increasing of c,. Unlike the generator inertance has significant influences on the ride
comfort performance, the effect of electrical damper is fairly tiny. The MMR based

regenerative shock absorber eventually works as a linear system when ¢, = ¢;,.

6.5 Summary

In this chapter, the MMR based regenerative shock absorber was implemented in a quarter
car model to identify whether the switching within the gear module is able to offer better
performances. In order to well address the problem, vibration source characteristics of
vehicle suspension system are firstly presented. The primary intention of the study is to find
out the typical frequency for discussing the energy harvesting performance, while it normally
refers to the system primary resonance frequency. Meanwhile, it is necessary to clearly

understand the dynamic behaviour of the vibration source in different frequency range
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instead of assuming the system is excited by force/velocity input. It was found that the
vibration source behaves as velocity source in lower frequency, and force source in higher
frequency. Primary peak power extraction can be found when the quarter car model is
excited at load natural frequency, while the vibration source behaves as a velocity source.
Meanwhile, it is evident that the regenerative shock absorber can only extract tiny amount
of electrical power in higher frequency (force source). Therefore, the main focus of this study
should be on velocity source. Based on source characteristics results, the dynamic behaviour
of MMR based regenerative shock absorber in quarter car system subjected to a velocity
input is discussed. Consistent to the piecewise linear model developed in Chapter 3, the
secondary electrical system is able to engage and disengage from the vibration source
through the mechanism of the sprag-clutch. However, it is found that the implementation of
MMR in quarter car system might not be able to enhance the energy harvesting performance
over linear system due to the movement of sprung mass. Throughout the numerical study, it
is desirable to extend the disengagement period which smooth out the voltage and improve
the harvested power over linear system. In the same way as Chapter 3, MMR is more suitable
for lightly electrical damped system. The module enhances both amount of harvestable
power on the electrical load and the influence of switching on sprung mass acceleration (ride
comfort) is negligible. Even though increasing the generator size/inertance allows more
electrical power generation, but it causes jerk motion on the passenger ride comfort as a

trade-off.
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Chapter 7 Design procedure of MMR based

regenerative shock absorber for road vehicle

Generally, the main scope of regenerative shock absorber is developed to absorb maximum
power from the vibration environment, which typically featured a resonant system. It has
been demonstrated that the MMR based regenerative shock absorber can be modelled as a
piecewise linear system introduced by the switching within the gear module. As discussed in
Chapter 3, the discontinuous power transmission between the vibration source and
switchable electric-mechanical system enables more harvestable power compared to linear
system. However, when it is applied in the suspension of road vehicle in Chapter 6, it was
identified that the switching between engage and disengage state still offers more
continuous voltage and power, but it might not be beneficial for energy storage due to the
movement of sprung mass. It is desirable to extend the disengagement duration to improve
the energy harvesting performance. The numerical study result shows that most efficient way
is to increase the size of generator, as it allows more mechanical reactive power being
converting into useful electrical power once it disengages from the vibration source.
However, it was found that the passenger might feel discomfort as there will be a significant
increase on the changing rates of sprung mass acceleration when the switching happens.
Increasing the generator size will be a trade-off between the ride comfort and energy
harvesting. Electrical rectifier has been theoretically and experimentally investigated
respectively in Chapter 4 and Chapter 5; it was found that the diode conducting voltage
reduces significant amount of harvestable electrical energy on the load especially for lower
power application. In this case, mechanical motion rectifier seems to be the only option to
harvest power from the road input even though it compromises ride comfort.

The manufactured prototype in Chapter 5 was developed for general application, while the
size is not scaled up for vehicle suspension system. Based on the piecewise linear model in
Chapter 6, a design procedure of mechanical motion rectified regenerative shock absorber
for road vehicle suspension system is presented in this chapter. It is considered to be excited
at vehicle body bounce frequency, where primary maximum vibration power is delivered to
the electrical load. Meanwhile, it is necessary to set up several physical constraints such as
maximum permissible movement distance, rpm, torque etc, exceeding setup limitations
might result in damaging the device. In the meantime, the system damping ratio of vehicle
suspension is generally fixed for vibration suppression purpose in physics. In this way, a

reliable design guideline can be developed to provide important reference for its applications

139



Chapter 7

in vehicle suspension system. It shall be noted that the main focus of design procedure is
developed to improve the system energy harvesting performance. The ride comfort is not
considered in the guidance as there is always a conflict between energy regeneration and

vibration control.

7.1 Design requirements

Before discussing the selection of system parameters, it is necessary to define several

requirements in designing MMR based regenerative shock absorber for road vehicle:

® A mechanical motion rectifier module should be able to convert bidirectional rotational
motion of the lead-screw into unidirectional input to the generator
Mechanical friction within the design should be minimized
The proposed design should be effective in the considered frequency range
The size of the MMR based regenerative shock absorber is defined by the allowable
space of vehicle suspension

® Design parameters should ensure that system does not reach its constraints during
operation

® For a physical suspension system, the vehicle body bounce natural frequency w, =

. . _ c . . _ b
\ ks/(mg + b), damping ratio { = —Zmand inertance to mass ratio § = — are
generally selected in the following ranges: 0.3 < w, < 100, 0.01 <{ <10and 0 <
B < 10. These three parameters are generally kept constant in accordance with the

vibration suppression performance criteria. [142]

7.2 Design process

In this section, the design process of selecting physical parameters of a motion rectified
regenerative shock absorber for vehicle suspension is presented. A general passenger car is
chosen as the implementing objective. The design guidance includes selecting the stroke
length, lead-screw dimension, MMR gear module, generator, electrical load resistance and
flywheel. Figure 7-1 shows the design flow chart for the MMR based regenerative shock

absorber.
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Vibration Environment Characteristics (w, X,)

\4

Stroke Length defined by given space of
suspension

Y

Length(L) and thread type of the Lead-screw

A\ 4

Predefine initial dimension of Lead-screw

within given range (d,,)

A 4

Defining Lead Angle by application (A)

A 4

Obtaining Screw pitch p from eq (7-1)

\ 4

Selecting few coordinating generators with

same dimension

A

Selecting larger generator (k¢, Rin,/g)

A

Yes

Angular speed exceeds limit? Selecting larger screw

A 4

eq(7-3), eq(7-4) pitch and diameter p, d,,

Sprag-clutch diameter (d,;,)

Y

Bevel Gear selection (Module, Number of

teeth, Gear type)

| >

v

Determine load resistance (R;) to maintain

y

Sprung mass

Yes

movement Flywheel Selection (/)

exceeds limit?

e )

Figure 7-1: Design procedure of MMR based regenerative shock absorber
141



Chapter 7

7.2.1 Vibration source characteristics

The first step of designing a regenerative shock absorber is to understand characteristics of
the vibration source. In the case of vehicle dynamics, the vibration input acting on the vehicle
suspension system depends on the driving velocity, frequency, road irregularities and wave
amplitude. [143] Among all of these factors, road roughness plays an important role to both
rider and the vehicle suspension itself. [144] Generally, the road roughness is represented as
a stationary Gaussian stochastic process of a given displacement power spectral density,
while the disturbance of road displacement input is modelled as white noise. [145] However,
it is inaccurate to assume the power spectrum density of road input is flat among the
considered frequency band, as the filtered vertical road input is typically dominated by one
or two frequencies which depends on the system natural frequency. According to the
discussion in Chapter 6, primary resonance power is delivered to the electrical load at the
vehicle body bounce frequency (1-2Hz). The initial scope of work is to design the MMR based
regenerative shock absorber where it is excited by a 1Hz harmonic waveform with amplitude

+100mm.

7.2.2  Selection of maximum stroke length

According to eq (6-30), maximum harvestable power for linear system does not rely on the
vibration source characteristics (X,,w) only, but also the relative displacement between the
sprung and unsprung masses. The maximum allowable length of the stroke should ideally be
as long as possible to avoid system reaching its constraint during operation. If there is no
space limitation, the priority is to improve the harvested energy. However, for an application
of vehicle suspension system, the maximum allowable displacement is generally defined by
the given space. Extending the length of the stroke will not increase the angular velocity as
well as energy extraction from the vibration input. In the meantime, it might bring few
practical problems such as misalignment, increasing the size and weight of the design
prototype. In the design of a vehicle suspension system in this work, the maximum allowable

displacement from its equilibrium position is defined to be +50 mm.

7.2.3 Selection of the lead-screw

As mentioned in the previous section, the length of the lead-screw can be obtained from the

maximum allowable traveling distance 100 mm plus a margin of 40 mm for safety purposes
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and an extra length 60 mm to accommodate the nut and rigid shaft coupling. Therefore, the
overall length of the lead-screw here is 200 mm.

The next step of design procedure is to determine the lead-screw diameter. Before that,
there are few constraints that should be considered. The efficiency of a power screw mainly
depends on three factors: friction, lead and lead angle. Lead angle is defined by the angle
between the helix of the screw thread and line perpendicular to the axis of rotation.[146]
Generally, a higher lead angle is more efficient since less energy is required to overcome the
friction in order to drive the power screw. [147] The lead angle A can be obtained by

trigonometry in Figure 7-2

Development of Helix
Lead Angle A 2Mhn
Helix Angle a
Cylinder Axis |
I‘ .
Screw Lead, [
Figure 7-2: Lead-screw helix angle
A= arctan(#) eq (7-1)

lis the screw lead, 1y, is the radius of the screw thread. According to datasheet produced by
THK[148], the efficiency of lead-screw reaches to its maximum value (typically around 80%)
at a lead angle of 40 degrees. Note that, when the efficiency is greater than 50%, the lead-
screw becomes back-drivable, which means it can be driven backwards by the load. [147] As
the vibration input is considered as the up and down vertical motion, back-drivability is
necessary in this case. Due to technical difficulties in forming the thread, lead angle greater
than 30° is rarely used, while a reasonable efficiency can be achieved at 20°.

The second constraint of the lead-screw is its rotational speed (6). The angular velocity

should always below the maximum permissible speed of the lead-screw,

0 = %”z <N, eq (7-2)
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Where p is the screw pitch and z is the relative velocity between the sprung and unsprung
masses. It is defined that the maximum allowable speed of lead-screw should be running
under its critical speed (N;). Critical speed is the theoretical angular velocity which the lead-
screw is in resonance. When the speed of the lead-screw is close to its natural frequency, the
object begins to resonate which dramatically increases system vibration and noise regardless
of orientation. [149] Generally, the lead-screw is allowed to rotate at a speed less than 80%

of the calculated critical speed where it can be formed by

_ (4.76:10%)dC

Ny 3 eq(7-3)

lp
l, is the length of the unsupported lead-screw, C is a constant which depends on the
configuration of lead-screw ends. Maximum value of C can be achieved when both ends are
fixed and d is the minor diameter of the screw thread.
Another consideration corresponds to the velocity of the ball bearing driven by the screw
shaft (N,). Exceeding the speed limit results in the temperature of the bearing becoming
higher, which might breakdown its lubrication. The amplitude of the limit can be obtained

from

N, = Dc—m eq (7-4)
Where D,, is the centre to centre diameter of the ball bearing and C,. is the speed limit factor
which depends on the manufacturing details of the bearing type. Therefore, the maximum
allowable rotational speed is obtained by the lower value of N; and N5, while the initial
dimension of the lead-screw d,, can be determined from eq (7-3) to satisfy the condition of
eq (7-4). Note that N; and N, are determined based on the material regardless of application,
the relative velocity between the sprung and unpsrung mass is supposed to be far below the
maximum allowable speed N; and N, based on the considered road excitation displacement
and frequency. It is desirable to define this criterion to check system safety before operation,
but it might not be that important in this work.
The most efficient way to increase the translational to angular speed is to use a higher screw
lead. However, due to the limitations of the stroke length, increasing the screw lead
unavoidably reduces the number of effective turns in the nut which results in a lower load
capacity. [150] It is evident that multi-start screw threads offer better load capacity and a
safety mechanism compared to single-start screws. In the meantime, multi-start thread
allows more contact surface in a single thread rotation which significantly reduces the
backlash effect. Another way to improve the angular speed is to shorten the screw pitch
which reduces the axial distance to complete one rotation of the screw. However, selecting

a shorter screw pitch reduces the load capacity of the lead-screw and potentially adds more
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contact between the nut and screw which results in lower efficiency and duty cycle.
Meanwhile, shortening the screw pitch increases the apparent mass (inertance) of the
system, according to eq (3-18) i.e. the whole structure requires more translational force to
be driven and the inertance to mass ratio § might exceed the defined range.

Even though the minimum required diameter of the lead-screw is determined from eq (7-3)
and eq (7-4), a larger diameter might be more desirable for the system. Selecting smaller
dimension of the lead-screw reduces the load capacity and might cause the relative
displacement between sprung and unsprung mass exceeding its maximum allowable
travelling distance especially at high frequencies, according to its steady-state response.[151]
On the other hand, selecting a lead-screw with unnecessarily large diameter increases its size
and cost, and vibration source might fail to provide sufficient reactive power to achieve
relative velocity between the electrical damper. According to the developed prototype in
Chapter 5, the lead-screw is coupled with the generator through the MMR gear module in
the same axis. Generally, the dimension of the lead-screw is chosen with equal size of the
MMR shaft as well as the generator shaft in order to reduce torque loss during transmission.
Having selected a reasonable screw diameter, the dimension of shaft inside MMR gear

module can then be determined.

7.2.4 Selection of MMR gear module

Sprag-clutch selection

In order to convert the bi-directional rotary motion of the lead-screw into unidirectional input
to the generator, employing a sparg-clutch within the design is a cost-effective approach.
Sprag-clutch works in a similar way as roller-bearings, instead of allowing the object to rotate
in both directions, sprag-clutch only enables the element to roll freely in one direction, and
locks when driven in the opposite direction. Generally, the sprag-clutch bearing consists cage,
sprags and spring to preload the friction contact between sprags and the mating parts. [152]
As the initial dimension of the lead-screw is predefined by the size of the generator shaft in
Section 7.2.3, the diameter of the sprag-clutch is also required to match it. Note that, the
sprag-clutch bearing is usually considered with smaller mass and inertia free in lower
frequency region, in order to improve the bearing torque capacity, it is suggested to install a

number of sprags in a given space.
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Bevel Gear selection

The easiest way to design a MMR module is to put the input and output gears in the same
axis by using bevel gears with speed ratio 1:1. The outer diameter is generally required to be
as small as possible, while the dimension of the sprag-clutch and the overall size constraints
determine its minimum and maximum permissible diameters.

Unlike the design prototype in Chapter 5 employing straight-cut gear with straight teeth,
spiral bevel gear with helical teeth might be more desirable as it is stronger and operate more
quietly. Different from straight bevel gears, the spiral types have curved teeth at an angle
allowing tooth contact to be gradual and smooth [153] Generally, the ratio between bevel
gear and pinion is selected as high as possible in order to save space. However, it increases
the speed of pinion gear at the same time. This is potentially undesirable as the abrupt tooth
engagement causes noise especially at high speed, and impact stress on the teeth which leads
them unbale to support heavier load hence noise and vibration. Therefore, allowing for a
minimum requirement of the pinion gear size to maintain the load capacity (for this reason,
spiral bevel gear is better) and speed limitations of the device, the outer diameter of pinion

can be identified. Given the bevel gear dimensions and the maximum rpm constraint, it is

).

Diameter

straightforward to define the number of teeth and module (Module = ———
Number of teeth

7.2.5 Selection of generator, electrical load and flywheel

As a general requirement for regenerative shock absorber, the internal resistance (R;;) and
viscous damper (c,) within the generator should be minimize. In terms of using an AC
generator, a PMDC (Permanent Magnet DC) generator does not necessarily require an
inverter for lower power generation which reduces the cost and difficulty of running the
generated current. Additionally, brushless generators offers numerous advantages over
brushed DC generators, including higher torque to weight ratio, higher efficiency (no direct
contact between stator with rotor), increased reliability, lower noise, longer duty cycle (no
brush and commutator erosion) and overall reduction of electromagnetic interfacing (EMI),
etc. [154] As there is no windings on its rotors, the moment of inertia and viscous damper
tend to be lower which requires less torque to produce voltage. Moreover, it is evident that
regenerated electrical power can be improved by increasing the back emf constant k., while
its amplitude is proportional to the generator size according to [155]. For energy harvesting

purpose, the generator is usually selected as large as possible.
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Based on the developed piecewise linear model in Chapter 6, the engagement and
disengagement durations depend on the electrical damping coefficient ¢, and generator
inertia J,. It is evident in Chapter 6, extending disengagement period enables generator to
work more continuously which consequently improves the dc voltage. Increasing generator
size allows more reactive power converting into useful power once the secondary switchable
system disconnecting from the vibration source. As a result, more electrical power can be
extracted.

According to eq (3-24), greater k, improves electrical damping c, which is desirable for
energy harvesting in the absence of MMR module. However, it increases the energy
consumption rate which potentially shortens the disengagement duration for MMR system.
As a result, the system might not be able to gain additional benefits from the switching within
MMR by employing larger generator. An alternative solution is to couple a flywheel between
the output shaft of MMR and generator. It was evident in Chapter 6, the added secondary
system inertance/inertia improves the energy harvesting performance, while the ride
comfort performance is compromised as a trade-off. Therefore, the size of generator and
flywheel should be selected as large as possible for energy harvesting, while the maximum
dimension is determined by the ride comfort.

After selecting the generator, the next step is to determine load resistance. According to the
design requirement defined in Section 7.1, damping ratio of the vehicle is usually fixed for
vibration suppression performance. Once the sum of system inertia/inertance is defined, the
load resistance needs to be adjusted in accordance with the prescribed damping ratio. Hence,
there will not be any space for choosing the load resistance once the generator and flywheel
are selected.

In the above section, a process of designing regenerative shock absorber with MMR for road
vehicle suspension system is presented. The design flow chart in Figure 7-1 gives a general
guidance of selecting parameters to increase the harvestable electrical power from the road
vibration input as well as maintaining system safety during operation. As stated earlier in
section 7.1, the damping ratio of vehicle suspension system is generally fixed for vibration
suppression performance criteria. In order to realistically study the implementation of MMR
based regenerative shock absorber in a vehicle suspension system, it is helpful to conduct a

numerical study to evaluate its performance for a given damping ratio.
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7.3 Numerical Study

In this section, the performance of MMR based regenerative shock absorber coupled with
different generator modules is evaluated. Table 7-1 shows parameters of six PMDC
generators including size, internal resistance, back EMF constant, viscous damping constant
and rotary inertia. As mentioned in section 7.2.1, the initial scope of the work is to develop
the design specifically when it is excited at vehicle body bounce frequency 1Hz, with
amplitude £100mm. The sprung mass mg = 240kg, suspension stiffness kg, = 16kN /m,
system mechanical damper c¢,;, = 500Ns/m and overall damping ratio { = 0.25 are fixed.

Such that, the performance of MMR with different generators can be investigated.

Model Diameter Length k R; c, Jg

e m

(mm) (mm) (mNm/A) (Q) (Nm/rads) (kgm?)
a 23 84.6 30 0.64 13.6E-3 1.55E-5
b 23 101.6 50 1.2 17.6E-3 2.82E-5
c 23 114.3 105.5 3.9 22.6E-3 3.67E-5
d 34 127 127.7 4.3 32.6E-3 4.59E-5
e 34 138.4 217.6 6.4 37.1E-3 5.5E-5
f 42 152.4 280 10.5 53.6E-3 6.68E-5

Table 7-1: Parameters for PMDC generators [156]

For energy harvesting purpose, the screw pitch needs to be selected as small as possible in
order to improve the angular to translational speed. However, it might lead the inertance to
mass ratio exceeding the given range (0 < < 10) as defined in Section 7.1. By selecting a
typical lead angle around 20°, and the diameter of lead-screw is chosen in the same
dimension of the generator to improve the torque transmission efficiency, the screw lead can
be obtained at 44mm according to eq (7-1). As stated earlier, multi-start screw thread offers
better load capacity and more contact between screw and nut compared to the single-start
type. It is suggested to use a double-start screw in this case where the lead equals to the
pitch times number of starts (p = 22mm). As suggested earlier in Section 7.2.4, spiral bevel
gear is more suitable than the previous straight cut type as it provides higher strength and
less vibration noise than the straight cut bevel gear. The gear ratio between bevel gear and
pinion is more desirable to be higher to maintain a compact design. Allowing a minimum
requirement of torque capacity, a typical gear ratio 3:1 is selected in this case to reduce the
size of MMR module, while the inner diameter of bevel gear and sprag-clutch should be closer
to each other.

Main materials of proposed design are aluminium and mild steel. Aluminium is desirable for
designing cases for the MMR as it is light weight. Mild steel can be used to manufacture the
MMR gears including the large bevel gears and small pinion gears to achieve high strength.

To come up with similar design and same materialin [157] (MSc design report of regenerative
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shock absorber with MMR), an estimation of the system equivalent inertance, inertia and

mass is shown in Table 7-2

Module Equivalent Inertia Estimated mass

Inertance (kgm?) (kg)
(kg)

Lead-screw 25 6.47E-5 1.15
Sparg-clutch 0.63 0.16E-5 0.015
Large Bevel Gear 2.72 0.69E-5 0.123
pinion 0.06 0.015E-5 0.011
coupling 0.91 0.23E-5 0.041
Shaft 0.69 0.174E-5 0.031
Total 30.01 7.74E-5 1.371

Table 7-2: Estimation of inertia and mass of each module

The sum of the inertance of the lead-screw and the MMR module is 30.01 kg according to

Table 7-2. By fixing the damping ratio § = 0.25, the system natural frequency, overall

inertance, load resistance, electrical and mechanical damping coefficient for each generator

model are obtained and shown in Table 7-3

Generator w, b R; C, Cm
Model (rad/s) (kg) (Q) (Ns/m) +c,

(Ns/m)
a 7.6 36.13 1 549 513.6
b 7.54 41.15 3.27 559 517.6
c 7.5 44.5 15.76 566 522.6
d 7.45 48.12 24.2 573 532.6
e 7.406 51.7 75.23 580 537.1
f 7.35 56.39 112.6 589 553.6

Table 7-3: Proposed regenerative shock absorber with six PMDC generator modules

Since the sprung mass is much bigger than the system equivalent inertance, minor changes

are made on the vehicle body bounce frequency with given generator modules. Meanwhile,

larger generator i.e. model f has to be connected with heavier external electrical load

resistance (i.e. battery) in order to maintain the prescribed damping ratio.

Table 7-4 shows the performance quantification for each regenerative shock absorber model.

Itis seen that more electrical power can be harvested by increasing the generator size. Model

f enables more power on the electrical load, but the energy harvesting efficiency is not

satisfactory as the internal resistance and viscous damper within model f are greater than

other modules according to Table 7-1.
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Model Pe_L Pm Ne Ne-m
(W) (W) (%) (%)
a 13.15(12.67) 20.47(20.94) 60.98 23.85
b 16.55(16.28) 21(21.71) 73.15 32.2
c 18.35(18.08) 21.2(20.84) 80.16 37.12
d 19.48(19.35) 21.17(21.17) 84.9 40.72
e 21.38(21.29) 21.44(21.88) 92.16 47.6
f 22.88(21.22) 21.9 (22.08) 91.4 46.94

Table 7-4: Performance quantification for each generator module (switching & non

switching case)

Even though the proposed MMR based regenerative shock absorber is designed to maximize
harvestable power at primary resonance frequency, while the regenerative shock absorber
is subjected to a broadband frequency excitation in a physical environment. Generally, the
vibration input from the road is considered to vary over the frequency range between 1 to
10Hz. When the vibration frequency is closer to the system resonance, the traveling distance
of the lead-screw might exceed its allowable limit which is generally controlled by increasing
system damping. However, adding more mechanical damping brings additional power losses,
while increasing the electrical damping results the system taking less benefits from switching
within MMR. Besides changing other system parameters, an alternative solution is to add
flywheel within the design. By assuming no switching happens during operation, Figure 7-3
shows the relative displacement between the sprung mass and the road with different
dimensions of flywheel alongside with the generator model f among the considered
frequency range 1-10 Hz at the same displacement amplitude 100 mm. As can be seen in
Figure 7-3, the system natural frequency is shifted below the considered frequency range by
increasing the flywheel inertia. As a result, the travelling distance of the lead-screw can be
controlled below its maximum permissible limit. It was identified in Chapter 6 that the energy
harvesting performance of the MMR system can be improved by increasing the
inertia/inertance of secondary switchable system (generator or flywheel) as it extends the
disengagement duration. Even though the extended disengagement duration causes
passenger discomfort especially at the time instant when switching happens, but it allows

the generator to work more continuously and improve the voltage/power as a trade-off.
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Figure 7-3: Relative displacement between sprung mass and the road for broadband

frequency
Parameter Value Parameter Value
l 44 mm R, 7390
p 22 mm Ry, 10.5Q
A 20° Tumr 1.3E-5 kgm?
L 200 mm Jis 6.5E-5 kgm?
dpy 42 mm Jr 6E-4 kgm?
7 3 Ig 6.7E-5 kgm?
Cm +Cy 553.6 Ns/m
Ce 928.6 Ns/m

Table 7-5: Suggested parameters of regenerative shock absorber design with model f

By employing the flywheel with inertia J; = 6E — 4kgm?, the electrical damping coefficient

. is obtained as 928.6Ns/m to maintain the prescribed damping ratio ¢ = 0.25. Hence, the

suggested parameters of the MMR based regenerative shock absorber is shown in Table 7-5.

The average electrical power harvested on the load resistance is 24.83W with 57.7%

mechanical to electrical power conversion efficiency when it is subjected to 1Hz, +100mm

road input. With the given screw pitch p = 22 mm, the maximum rotational speed of the

151



Chapter 7

lead-screw can go up to 89.7 rad/s or 925 rpm which satisfies the condition defined in eq (7-

3) and eq (7-4).

7.4 Summary

In this chapter, procedure for the designing MMR based regenerative shock absorber is
presented to maximize the harvestable energy from the vehicle suspension system at vehicle
body bounce frequency. Note that ride comfort is not considered in the design procedure, as
it generally conflicts the energy regeneration. The proposed design is able to convert the
induced translational vibration of the road into the unidirectional rotary motion input to a
PMDC generator through the MMR gear module. In order to provide a more reliable guidance
of selecting system parameters, constraints involved in designing a typical regenerative shock
absorber for road vehicle suspension are set including the maximum allowable displacement
of the mass and fixed system damping ratio. Based on the numerical study results in Chapter
6, it is suggested to employ a larger generator in order to produce more continuous voltage
hence improving energy harvesting performance. By selecting a larger size generator which
offers greater electromagnetic coefficient, external load resistance is required to be adapted
to maintain the prescribed damping ratio. A flywheel is chosen in order to keep the maximum
displacement of mass from its equilibrium point below the permitted limit. In the meantime,
the added inertia/inertance extends the disengagement duration of generator from the
vibration source, which potentially improves the energy harvesting performance of the
proposed design. With the selected parameters, the average electrical power extraction is
estimated to be 24.83W with 57.7% mechanical to electrical power conversion efficiency

when it is subjected to 1Hz, +100mm input.
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Chapter 8 Conclusions and future work

This thesis establishes a methodology of modelling and designing a mechanical motion
rectified regenerative shock absorber for road vehicle suspension systems. In this chapter, a
brief summary of results and conclusions are presented, along with a discussion of potential

venues for future work.
8.1 Conclusions
Chapter 3: Regenerative shock absorber with MMR

In this chapter, dynamics of a regenerative shock absorber with MMR (with one terminal
blocked) were modelled and investigated. This study started with the discussion of a linear
regenerative shock absorber (i.e., without switching to include power flow and dissipation)
and the result was further used to identify whether MMR enables more harvestable electrical
energy. Based on the force-current analogy and power flow/dissipation characteristics of the
linear system, an analogy of active and reactive power between electrical/mechanical
systems was established. It was found that the instantaneous power applied to the
mechanical load was not necessarily equal to the input power from the source. The amount
of power that the system provides for reactive elements (i.e., spring, mass and inerter) will
eventually flow back to the vibration source without doing any work. However, this
conclusion is not valid for a piecewise-linear system as the applied power becomes
nonharmonic.

Next, it was demonstrated that the MMR based regenerative shock absorber behaves like a
piecewise linear system due to the engagement and disengagement of the one-way clutch
within the MMR’s gear module. When the external force acting on the generator reduces to
zero, the sprag-clutch tends to disengage the coupled electrical generator from the vibration
source. As a result, the model will be separated into two systems doing independent motions
until the primary system’s speed catches up with the generator. Based on the prescribed
vibration input (Force and velocity), two piecewise linear systems were developed and
analysed. It was found that the switching between the engagement and disengagement
events prevents part of the mechanical reactive power from flowing back to the source and
converts it into useful electrical power which significantly improves the energy harvesting

performance. Numerical study showed that when the system is heavily electrically damped,
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less advantage can be taken from the switching and its performance is fairly close to a linear
system. However, MMR enables a lightly electrically damped system to be much more
superior over a linear system. It is therefore feasible to provide a more continuous voltage
output with a higher DC offset and less ripples. It was also found that MMR is not suitable for
higher frequency vibration environments and for both velocity and force inputs, the MMR
based regenerative shock absorber might not be able to function properly.

Finally, the dynamics of an MMR based regenerative shock absorber, when subjected to
multiple harmonics input, were further investigated to identify whether the time instants of
switching will be dominated by a single frequency. As one frequency requires the sparg-
clutch to disengage generator with the vibration source during certain periods, while the
other one does not want to. The results showed that the switching time instants of
engagement and disengagement will be decided by all frequencies. It was demonstrated that,
in comparison to a linear system, MMR generally improves the energy harvesting

performance regardless of whether the vibration input is a single or multiple harmonic.

Chapter 4: Regenerative shock absorber with electrical rectifier

Chapter 4 presented a comparative study of a regenerative shock absorber with an electrical
rectifier. The primary aim of this chapter was to investigate the suitability of each rectifier in
different scenarios. In order to achieve this, characteristics of an electrical rectifier was
initially modelled and analysed in both electrical and mechanical domains. It was shown that
the diodes conducting voltage across the electrical rectifier significantly reduces the energy
harvesting performance especially for lower power application. When the dc offset of the
generated voltage is below the diode’s voltage drop, there will not be any power delivered
to the electrical load. By adding an electrical rectifier to a mechanical device, the voltage drop
attenuates the current flowing through the circuit and hence reduces the corresponding back
emf force. This behaviour potentially results in more displacement of the seismic mass
especially at system’s natural frequency and produces additional mechanical power losses
that subsequently reduces the output power delivered to the load. Hence, based on the
comparison between electrical and mechanical rectifiers, it was suggested that MMR is more
suitable for low power applications. Even though with the increasing of displacement, the
effect of diode conducting voltage becomes less significant, MMR still provides more
harvestable power due to the switching between engagement and disengagement of the

sprag-clutch within the module. However, it was found that when the system is electrically
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heavily damped or is under high frequency excitations, the implementation of MMR might
lead to the deterioration of the system’s efficiency. In other words, the regenerative shock
absorber can no longer take advantage of the switching and the amount of additional friction

and viscous damping within the MMR gear module increases the mechanical power losses.

Chapter 5: Experimental characteristics of regenerative shock absorber with MMR

Chapter 5 presented an experimental study of a regenerative shock absorber with MMR. The
main aim of conducting the experiments was to physically demonstrate the performance of
a manufactured prototype, validate the dynamic model and experimentally justify the usage
of each rectifier. It was shown that the blocked force of the proposed design is mainly
influenced by coulomb friction at low frequencies and inertance at high frequencies.
Confirmed by the measured results, a damper-inerter-coulomb friction model gave a
reasonable prediction of the shock absorber’s behaviour, which was further used as a basis
to determine optimum system parameters for different applications. The engagement and
disengagement durations were estimated from the periodic features of the voltage
measurement curves. It was shown that the disengagement duration can be controlled by
varying the electrical load resistance. This observation validated the model developed in
Chapter 3, which could then be implemented in accordance with operating conditions.
Moreover, the performance of electrical rectifier in a regenerative shock absorber was
guantified as well. It was identified that the voltage drop across the diode significantly
reduced the system efficiency especially for low power applications. In this case, MMR is a
better choice as it enables a more continuous voltage and power. However, the
manufactured MMR gear module introduced an additional coulomb friction of around 8 N,
an inertance value of 30 kg and a mechanical damping coefficient of 435 Ns/m to the system.
Hence, when the regenerative shock absorber can no longer take advantage of the switching
inside MMR (in high-power applications), employing an electrical rectifier in the regenerative
shock absorber may be more suitable as the MMR module brings about additional

mechanical power losses.
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Chapter 6: Analysis of regenerative shock absorber in a quarter car model

Chapter 6 presented a study of implementing a regenerative shock absorber in a quarter car
model. In order to address the problem appropriately, vibration source characteristics of the
vehicle suspension were firstly studied to identify the suitable frequency band for energy
harvesting. A generic vibration system can be separated into three components: source,
isolator and receiver. Mass, spring, damper and inerter are combined together to give a
simple mobility at single point to interpret the dynamic behaviour of a vehicle suspension
system. It was found that the characteristics of the vibration source is determined by the
relative mobility between source, isolator and receiver, while all of these modules are
frequency dependent. It was pointed out that vibration source behaves as a velocity source
in lower frequencies, and a force source in higher frequency ranges. Primary peak power
extraction can be found when the quarter car model is excited at load’s natural frequency,
whilst the vibration source behaves as a velocity source. Since the regenerative shock
absorber can only extract tiny amount of electrical power at higher frequencies, the main
focus of this study was on velocity source. Consistent with the piecewise linear model
developed in Chapter 3, the secondary switchable system was able to engage and disengage
from the vibration source. Even though MMR still allows part of the mechanical reactive
power being converted into useful electrical power, in comparison with a linear system, the
implementation of MMR in a quarter car system may not enhance the energy harvesting
performance due to the movement of the sprung mass. Throughout the numerical study, it
was desirable to extend the disengagement period which smooths out the output voltage
and improves the harvested power. Similar to the conclusions in Chapter 3, it was also
concluded here that MMR is more suitable for lighter electrically damped systems. The
module enhances the harvestable output power whilst the influence of switching on sprung
mass acceleration (i.e., ride comfort) is negligible. Even though increasing the generator
size/inertance allows more electrical power generation, but it causes excessive jerk motion

that consequently reduces the passenger ride comfort as a trade-off.
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Chapter 7: Design procedure of MMR based regenerative shock absorber

Chapter 7 developed a process for designing a regenerative shock absorber with MMR. The
proposed design flow chart provides guidance on selecting desirable device parameters
including the lead-screw dimension, MMR gear module, generator, flywheel and load
resistance. Ride comfort is not considered in the design procedure, as it generally conflicts
with the energy regeneration. In line with discussions in Chapter 6, the proposed design flow
chart takes physical constraints into account including the maximum allowable displacement
of the sprung mass and fixed system damping ratio for vibration suppression purposes. In the
context of energy harvesting, selecting a larger size generator is more beneficial as it offers a
greater electromagnetic coefficient. In order to increase the tuning of the proposed design
during operation, a flywheel is chosen whose added inertia/inertance extends the
disengagement duration of the generator from the vibration source, i.e., potentially improves
the energy harvesting performance of the design. With the selected parameters, the average
electrical power extraction was shown to be 24.83 W with 57.7% mechanical to electrical

power conversion efficiency when subjected to a 1 Hz, +100 mm road input.

8.2 Future Work

The research presented in this thesis has revealed a number of potential venues for further

work and investigation which are briefly discussed in the following sections.

Model extensions

It was demonstrated in Chapter 3 that when the MMR based regenerative shock absorber is
subjected to multiple harmonics vibration input, the time instance of switching will be
decided by all the harmonics. This investigation can be extended to identify the consequence
of switching when the proposed regenerative shock absorber is excited by random vibration.
This study can insightfully demonstrate whether MMR is still able to improve the energy

harvesting performance by varying the vibration input.

In Chapter 4, characteristics of an electrical rectifier coupled with a regenerative shock
absorber were investigated. It was found that the voltage drop across the diode attenuates
the current flowing through the circuit, which reduces the back EMF force given back to the

mechanical system. The study focused on the lab-test case, while the discussion can be
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expanded to include a mass within the system, i.e., a vehicle suspension system. This study
can be interesting as the discontinuous current and back EMF force caused by the diode
conducting voltage will influence the movement of sprung mass. Furthermore, it would be
desirable to compare the performances between an electrical rectifier and MMR

experimentally for different ranges of output power scenarios.

In Chapter 5, the engagement and disengagement durations were estimated from the
periodic features of the voltage measurement curves. The switching inside the MMR gear
module allows part of the mechanical reactive power being converted into harvestable
electrical power. According to the conclusions in Chapter 3, MMR is more beneficial for lightly
electrically damped system, as the disengagement allows more continuous voltage and
power, but it might not be desirable for energy harvesting. By increasing the electrical
damping, more electrical power can be extracted from the vibration source, but the
disengagement duration is also significantly shorted, i.e., the system takes less advantage of
the switching. Future work should include real time variation of the load resistance i.e. adding

microprocessors in accordance with the operating conditions.

In Chapter 6, the implementation of MMR based regenerative shock absorbers in vehicle
suspension systems was discussed. This study was focused on the vehicle body bounce
frequency, where the primary resonance of the electrical power can be extracted from the
vibration input. The model can be extended to investigate the performance of the proposed
regenerative shock absorber under a road input. In addition, the impact of switching on ride
comfort needs to be investigated as well. In terms of the discussion in Chapter 6 which
considers a single harmonic only, the broadband road input can insightfully demonstrate the
performance of the MMR based regenerative shock absorber and give recommendations on

whether it is applicable to road vehicles.

In this work, the electrical system was viewed as a purely restive circuit, while the generator
inductance was ignored. It is desirable to investigate its effect on system dynamics especially
at higher excitation frequencies, its effect is negligible in lower frequency (wL). This study
could be very interesting as the electrical impedance becomes frequency dependent (due to
inductance), which affects the relative movement between the mass and the base. Moreover,
the inclusion of an inductance within the model may change the dynamics of MMR system.

When the sprag-clutch disengages generator from the vibration source, the inductance
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within the generator will discharge the load, which might be beneficial for energy harvesting

as well.

8.2.1 Experimental validation and physical implementation

In chapter 5, characteristics of an MMR based regenerative shock absorber prototype was
experimentally studied in a Hydraulic Instron testing machine. Due to the large scale of the
load cell in use, the accuracy of the force measurement was limited. Furthermore, besides
the Coulomb damping effect, there are other nonlinearities that need to be included to
develop a more realistic dynamic model. Even though the engagement and disengagement
time durations can be roughly identified from the periodic features of the voltage
measurements, but the electromagnetic coefficient of the coupled generator is too small.
The switching inside the MMR needs to be further investigated by varying different types of
generator. Moreover, the inclusion of a load resistor was shown to alter the engagement
period, which can potentially be designed as a smart device, i.e. adding microprocessors to
control the switching duration in accordance with the operating conditions.

Furthermore, the prototype used in this work was designed for a generic application, and the
design parameters were not chosen for a realistic vehicle suspension system. By following
the design guidance presented in Chapter 7, a sustainable prototype can be manufactured.
By implementing the newly developed prototype in a road vehicle, the performance of an

MMR based regenerative shock absorber in a realistic setup can be demonstrated.
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Appendix A

MATLAB Code

This section includes the following:

i MATALB code for velocity source (one terminal clamped)
ii. MATALB code for force source (one terminal clamped)
iii. MATLAB code for Pwelch analysis of measured voltage signal
iv. MATALB code for vibration source characteristics of road vehicle

V. MATALB code for implementing MMR in quarter car system

Appendix A
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i) MATLAB code for velocity source system (one terminal clamped)

t=0:0.00001:1;%Time

1=1.1/2;%Lead screw Pitch

k=0;%spring stiffness

f=1;%frequency

c_e=10;%electrical damping

¢_m=0;%mechanical damping

J=1.21;%moment of inertia of generaotr

J_2=1.21;%moment of inertia of other components
omega=2*pi*f,%rotational speed
zeta_in=abs(l/(2*pi))*omega*cos(omega*t);%Input rotatioan! speed
Displacement_in=(1/(2*pi))*sin(omega*t);
acceleration_in=-(l/(2*pi))*(omega”2)*sin(omega*t);
Force_in=(J+J_2)*acceleration_in+(c_e+c_m)*zeta_in;
Power_in=zeta_in.*Force_in;

Power_ele=c_e*zeta_in."2;
T=(1/omega)*(atan(c_e/(omega*J)));%t 1

De=-c_e/J;
as=fzero(@(x)cos(omega*T)*exp(-De*T)+cos(omega*x)*exp(-De*x),0);
T 2=as;

w=0;

3
I
A=
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o

or n=1:100001;
display(n)
if (t(n)>=T)&&(t(n)<=T_2)%Time slot between t1 and t2
w=w+1;
x(w)=t(n);
zeta_disengage(w)=(I/(2*pi))*omega*cos(omega*T)*exp((De)*(x(w)-T));%Disengage rotational
speed
input_displacement(w)=(I/(2*pi))*sin(omega*x(w));%input displacement
input_zeta(w)=(l/(2*pi))*omega*cos(omega*x(w));%input rotational speed
input_acceleration(w)=-(I/(2*pi))*(omega”2)*sin(omega*x(w));%input acceleration
force_input(w)=J_2*input_acceleration(w)+c_m*input_zeta(w)+k*input_displacement(w);%Force
produced by the input side
power_input(w)=force_input(w)*input_zeta(w);
reactive_input(w)=J_2*input_acceleration(w)*input_zeta(w);
F_gene(w)=0%*input_zeta(w);
power_dis(w)=c_e*(zeta_disengage(w)."2);

—_ =

elseif (t(n)>=T+(0.5/f))&&(t(n)<=T_2+(0.5/f)); %T1 to T2
m=m-+1,
y(m)=t(n);
zeta_disengaging(m)=abs((l/(2*pi))*omega*cos(omega*(T+(1/(2*f))))*exp((De)*(y(m)-
(T+HLI2)))N);
Input_displacement(m)=(l/(2*pi))*sin(omega*y(m));%input displacement
Input_zeta(m)=(I/(2*pi))*omega*cos(omega*y(m));%input rotational speed
Input_acceleration(m)=-(I/(2*pi))*(omega”2)*sin(omega*y(m)); %input acceleration
Force_gene(m)=0*sin(omega*y(m));
Force_input(m)=J_2*Input_acceleration(m)+c_m*Input_zeta(m)+k*Input_displacement(m);%For
ce produced by the input side
Power_input(m)=Force_input(m)*Input_zeta(m);
Reactive_input(m)=J_2*Input_acceleration(m)*Input_zeta(m);
Power_diss(m)=c_e*(zeta_disengaging(m)."2);

elseif(t(n)>=T_2)&&(t(n)<=T+(0.5/1));

0=0+1,

z(0)=t(n);

Zeta_engage(o)=(I/(2*pi))*omega*cos(omega*z(0));

A_engage(0)=-(I/(2*pi))*(omega’2)*sin(omega*z(0));
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Force_engage(0)=(J+J_2)*A_engage(0)+(c_e+c_m)*Zeta_engage(0);
Force_generator(o)=abs((J_2)*A_engage(0)+(c_e)*Zeta_engage(0));
Power_engage(o)=Force_engage(o)*Zeta_engage(0);
Power_di(o)=c_e*(Zeta_engage(0)."2);
Reactive_engage(o)=(J+J_2)*Zeta_engage(0)*A_engage(0);

elseif (t(n)>=0)&&(t(n)<=T);

g=qg+1,

c(a)=t(n);
Displacement_engage(q)=(l/(2*pi))*sin(omega*c(q));
Velocity _engage(q)=(I/(2*pi))*omega*cos(omega*c(q));
Acceleration_engage(q)=-(I/(2*pi))*(omega”2)*sin(omega*c(q));

Force_engaging(q)=(J+J_2)*Acceleration_engage(q)+(c_e+c_m)*Velocity engage(q)+k*Displac

ement_engage(q);
Force_g(q)=abs((J_2)*Acceleration_engage(q)+(c_e)*Velocity _engage(q));
Power_engaging(q)= Force_engaging(q)*Velocity _engage(q);
Reactive_engaging(q)=(J+J_2)*Acceleration_engage(q)*Velocity engage(q);
else
r=r+1;
d(r)=t(n);
velocity _engaging(r)=(I/(2*pi))*omega*cos(omega*d(r));
acceleration_engaging(r)=-(I/(2*pi))*(omega”2)*sin(omega*d(r));
force_engaging(r)=(J+J_2)*acceleration_engaging(r)+(c_e+c_m)*velocity_engaging(r);
power_engaging(r)=force_engaging(r)*velocity _engaging(r);
power_har(r)=c_e*(velocity_engaging(r)."2);
reactive_engaging(r)=(J+J_2)*velocity _engaging(r)*acceleration_engaging(r);
end
end
E_d=sum(power_dis);
E_e=sum(Power_di);
P_MMR=(E_e+E_d)/(length(power_dis)+length( Power_engage));
P_linear=0.5*c_e*(((I/(2*pi))*omega)"2);

figure(1)

subplot(3,1,1)
plot(t,abs(zeta_in))
hold on
plot(x,zeta_disengage)
grid on
plot(y,zeta_disengaging)
xlabel('Time(s)")
ylabel('Velocity(m/s)")
subplot(3,1,2)
plot(x,Force_input)
hold on
plot(x+0.5,Force_input)
plot(z,Force_engage)
plot(d,force_engaging)
plot(c,Force_engaging)
xlabel()

subplot(3,1,3)
plot(x,power_input)
hold on;
plot(x,reactive_input)
grid on
plot(y,Power_input)
plot(y,Reactive_input)
plot(z,Power_engage)
plot(z,Reactive_engage)
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plot(c,Power_engaging)
plot(c,Reactive_engaging)
%plot(e,power_engage)
%plot(e,reactive_engage)
plot(d,power_engaging)
plot(d,reactive_engaging)
xlabel('Time(s)")
ylabel('Power(W)")

%subplot(3,1,2)
%plot(t,zeta_in)
%xlabel('Time(s)")
%ylabel('Velocity(m/s)")

figure(3)

plot(x,force_input)

hold on;
plot(Input_displacement,Force_input)
hold on;
plot(D_engage,Force_engage)

hold on;
%plot(d_engage,force_engage)

hold on;
%plot(Displacement_engage,Force_engaging)
%hold on;
%plot(displacement_engaging,force_engaging)
hold off

xlabel('Displacement(m)’)
ylabel('Torque(Nm)")

figure(4)

plot(x,power_dis)

hold on

plot(y,Power_diss)

plot(z,Power_di)

%plot(e,power_ha)
plot(c,Power_engaging)
plot(d,power_har)

xlabel('Time(s)")

ylabel('Power(W)")

figure(5)

i) MATLAB code for force source system (one terminal clamped)

Appendix A
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F=1,;%Ilnput force

f=10;%frequency

¢_m=15;%mechanical damping

c_e=10;%electrical damping

J=0.221;%moment of inertia of generaotr

J_1s=0.02;%Moment of inertia of lead screw

J_s=0.065;%Moment of inertia of small gear

J_1=0.02;%moment of inertia of large gear

J 2=J s+J _I+J _1s;%Driving Inertia

omega=2*pi*f;%rotational speed

tspan_1=0:0.00001:0.05;%Setting up time span

y0=0;%Initial Condition

[t, y_1]=oded5(@(t,y_1)(F*sin(omega*t)-(c_e+c_m)*y 1)/(J+J_Is+J_s+J I)tspan_1,y0);
a_1=(F*sin(omega*t)-(c_e+c_m)*y 1)/(J+J Is+J s+J_I);%Acceleration
F_generator=a_1*J+c_e*y 1;%Force acting on generator

a_l=a 1,

t=t';

y_1=y 1%

F_generator=F_generator",
num=find(F_generator<0&F_generator>-0.0002);

t_1=t(1,num);%Fing disengagement time instant
tspan_2=t_1:0.00001:t_1+(0.5/f);%reset time span

[ti, y_2]=oded5(@(ti,y_2)(F*sin(omega*ti)-
(c_m)*y_2)/(J_Is+J_s+J I),tspan_2,y 1(1,num));%Input during disengagement
ti=ti';

V_g=y_1(1,num)*exp(-(ti-t_1)*(c_e/J));%Generator during disengagement
V_g=V_g’;

difference=V_g-abs(y_2);
num_2=find(difference<0&difference>-0.00004);%Find re_engagement

t 3=ti(1,num_2);%Find re_engagement

figure(1)

plot(t(1:num),y_1(1:num))

hold on

grid on

plot(ti(1:num_2),V_g(1:num_2))

plot(ti(1:num_2),abs(y_2(1:num_2)))
tspan_3=t_3:0.00001:t_3+(0.5/f);%reset time span

[ti_2,y 3]=oded5(@(ti_2,y 3)(F*sin(omega*ti_2)-
(c_m+c_e)*y_3)/(J_Is+I_s+J_[+J),tspan_3,y_2(num_2,1));%Input during re-engagement
a_2=(F*sin(omega*ti_2)-(c_e+c_m)*y_3)/(J+J_Is+J s+J I);
F_generator2=c_e*y 3+a_2*J;

a 2=a 2,

ti2=ti 2,

F_generator2=F_generator2',

num_3=find(F_generator2<0&F generator2>-0.0002);%point of disengagement
t 4=ti_2(1,num_3);%Time disengagement
tspan_4=t_4:0.00001:t_4+(0.5/f);%reset time span
V_g2=abs(y_3(num_3,1))*exp(-(tspan_4-t_4)*(c_eld));

V_g2=V_g2';

[ti_3,y_4]=oded5(@(ti_3,y_4)(F*sin(omega*ti_3)-
(c_m)*y_4)/(J_Is+J_s+J_l)tspan_4,y 3(num_3,1));%Input during disengagement
difference2=V_g2-abs(y_4);
num_4=find(difference2<0&difference2>-0.00004);%Find re_engagement
t_b=tspan_4(1,num_4);

figure(1)

plot(ti_2(1:num_3),abs(y_3(1:num_3)))

hold on

plot(tspan_4(1:num_4),V_g2(1:num_4))
plot(ti_3(1:num_4),abs(y_4(1:num_4)))

iii) MATLAB code for Pwelch analysis of measured voltage signal

%V _dc=V-mean(V);%Remove dc part
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segmentlength=20000;
%[pxx,w]=pwelch(V,segmentlength);

fs=5000;

noverlap=5000;

nfft=10000;

w=2*pi;
[pxx,fl=pwelch(V_i(:,2),segmentlength,noverlap,nfft,fs);

%frequency=w*0.5/pi;
f=f(1:160);
%f=frequency(1:160);
psd=10*log10(pxx);
PSD=psd(1:160);
plot(f,PSD)

%hold on

%V_ac_1=V_2;
%[pxx_2,w]=pwelch(V_ac_1,segmentlength);
%psd_2=10*log10(pxx_2);
%PSD_2=psd_2(1:160);
%plot(f,PSD_2,'linewidth',2)
%subplot(2,1,1)
%plot(T_i,V+0.3)

%hold on
%plot(T_i,V_2+0.6)

%grid on

%subplot(2,1,2)
%plot(f,PSD, 'linewidth’,2)
%hold on
%plot(f,PSD_2,'linewidth',2)
%grid on
%xlabel('Frequency:Hz")
%ylabel('Power Spectrum Density (dB/(rad/sample))")
%set(gca,'fontsize',14)
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iv) MATLAB code for vibration source characteristics of road vehicle

omega=0.628:0.0628:628;
m_s=240;%Sprung mass
m_us=36;%Unsprung mass
k_s=16*(10"3);%Suspension stiffness
k_us=160*(10"3);%Tyre stiffness
€=98;%Damper
b=500;%Inertance
x_r=0.01;
for n=1:9991
M_r(n)=(li*omega(n))/(-(omega(n).2)*m_s);%Receiver mobility
Z_r(n)=1/M_r(n);%Source impedance
Z_1(n)=(k_s-(omega(n)."2)*b+(c*li*omega(n)))/(li*romega(n)); %Suspension mobility
M_I(n)=1/Z_I(n);%Load impedance
Z_s(n)=(k_us-((omega(n)."2)*m_us))/(li*omega(n));%Source mobility
M_s(n)=1/Z_s(n);
t(n)=k_us/(k_us-m_us*(omega(n).”2));% Transmisibility
%Source(n)=abs(M_s(n)/(M_I(n)+M_r(n)));
Source(n)=abs((M_r(n)+M_I(n)))/abs(M_s(n));
Force_source(n)=abs(1/(1+Source(n)));
Velocity _source(n)=abs(1/(1+(1/Source(n))));
r(n)=M_r(n)/(M_r(n)+M_I(n)+M_s(n));
S(N)=(M_r(n)+M_I(n)+M_s(n));
up(n)=M_r(n)+M_I(n);
y(n)=abs(up(n)/M_s(n));
U(n)=(M_s(n)+M_I(n))/M_r(n);
A(n)=angle((M_s(n)+M_I(n))/M_r(n));
Vibration(n)=abs(t(n)/(1+U(n)));
[(n)=abs(t(n)*M_r(n));
V_s(n)=1/(1+(1/y(n)));
F_s(n)=1/(1+y(n));
T(n)=abs(t(n)*r(n));
Ratio(n)=abs(M_s(n)/M_r(n));
%d(n)=(2*Z_s(n)+Z_r(n));
%Max(n)=abs(k_us/d(n));
%A(n)=abs(Z_r(n)+Z_I(n));
%B(n)=abs(Z_r(n)*Z_s(n)+Z_I(n));
%y(n)=A(n)/B(n);
% T(n)=abs(M_s(n))/abs(M_I(n)+M_r(n));%Ratio between source and load
%a(n)=1li*omega(n)*(Z_s(n)+Z_r(n)+(Z_r(n)*Z_s(n)/Z_I(n)));
%a(n)=Z_s(n)+Z_r(n)+(Z_r(n)*Z_s(n)/Z_l(n));
%k(n)=k_us/(li*omega(n));
% T(n)=abs(k(n)/a(n));
% R(n)=abs(Z_l(n)/Z_s(n));
%R(n)=abs(k_us/(k_us-(omega(n).~2)*m_us));
up(n)=abs((M_s(n)*M_I(n)).~2);
down(n)=abs((omega(n).”2)*(M_I(n)+M_r(n)+M_s(n)).*2);
relative(n)=t(n)/((M_r(n)+M_s(n))/M_I(n))+1);
P_e(n)=abs((x_r"2)*(relative(n)"2)*0.5*c);
P(n)=0.5*c*(k_us"2)*(x_r"2)*up(n)/down(n);
Sum(n)=M_r(n)+M_I(n)+M_s(n);
Ene(n)=abs((M_r(n)+M_I(n)+M_s(n))/(M_r(n)*M_lI(n)));
Ratio(n)=abs(Sum(n)/(M_I(n)*M_s(n)));
%M _o(n)=M_s(n)+M_I(n)+M_r(n);
%W (n)=Z_r(n)*Z_l(n)/Z_s(n);
%u(n)=abs(Z_I(n)+Z_r(n)+W(n));
%P (n)=(0.5*c*(k_us"2)*(x_r"2))/(u(n).”2);
end
%figure(1)
%subplot(3,1,1)
%loglog(0.5*omega/pi,abs(Source))
%grid on
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%hold on
%xlabel('Frequency(Hz)")
%ylabel(|(Y_r+Y_i)/Y_s|)
%subplot(3,1,2)
%loglog(0.5*omega/pi,Velocity source)
%grid on

%hold on
%xlabel('Frequency(Hz)")
%ylabel('|V_u_s/V_f r e e]|)
%subplot(3,1,3)
%loglog(0.5*omega/pi,Force_source)
%grid on

%hold on
%xlabel('Frequency(Hz)")
%ylabel(’|F_I/F_b|")
%loglog(0.5*omega/pi,P)
%xlabel('Frequency(Hz)")
%ylabel('Power(W)")

%grid on

%hold on

figure(1)

subplot(2,1,1)
loglog(0.5*omega/pi,abs(U))
grid on
xlabel('Frequency(Hz)")
ylabel(|(Y_s+Y_D/Y_R])
hold on

subplot(2,1,2)
loglog(0.5*omega/pi,Vibration)
grid on
xlabel('Frequency(Hz)")
ylabel('|V_r/V_o|)

hold on
%ylabel('|(Y_r+Y_D/Y_s|)
%figure(2)

%subplot(2,1,1)
%loglog(0.5*omega/pi,Ratio)
%hold on

%grid on
%xlabel('Frequency(Hz)")
%ylabel('P_e(W)")
%subplot(2,1,2)
%loglog(0.5*omega/pi,P)
%grid on
%xlabel('Frequency(Hz)")
%ylabel('P_e(W)")

%hold on

%subplot(3,1,1)
%loglog(omega,abs(M_r))
%hold on
%loglog(omega,abs(M_1l))
%hold on
%loglog(omega,abs(M_s))
%xlabel('Angular Frequency \Omega')
%ylabel('|Mobility|")

%grid on

%subplot(3,1,2)
%loglog(omega,T)
%loglog(omega,P)
%loglog(0.5*omega/pi,T)
%xlabel('Frequency(Hz)")
%ylabel(C|(Y_r+Y_I)/Y_s|)
%xlabel('Angular Frequency \omega (rad/s)")
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%ylabel('Transmisibility |T|')
%grid on
%subplot(3,1,1)

V) MATALB code for implementing MMR in quarter car system

t=0:0.0001:10;

¢_m=750;%Mechanical damper

c_e=400;%Electrical damper

m_s=1000;%Sprung mass

k=16000;%spring stiffness

Y=0.05;%Input Displacement

b 1=60;%MMR inertance

b_2=70;%Generator inertance

f=1;%Frequency

omega=2*pi*f;

F=m_s*(omega”2)*Y;% Vibration Input

syms y(t)

[V]=odeToVectorField(diff(y, 2)== (F*sin(omega*t)-(c_m+c_e)*diff(y)-k*y)/(m_s+b_1+b_2))
M = matlabFunction(V,'vars', {1','Y'})

X_1=0;

V_1=0;

yO=[X_1 V_1];%Initial Condition

t_1=0;

t_2=10;

x=t_1:0.001:t_2;

Vel=omega*Y*cos(omega*x);
%x=linspace(t_1,t_2,10000);%Time span
sol=ode45(M,x,y0);

y=deval(sol,x);

Displacement=y(1,:);%Displacement
Velocity=y(2,:);%Velocity
Acceleration=(F*sin(omega*x)-(c_m+c_e)*Velocity-
k*Displacement)/(m_s+b_1+b_2);%Acceleration
R=Acceleration-(omega”2)*Y*sin(omega*x);
absV=Velocity+omega*Y*cos(omega*x);
absD=Y*sin(omega*x)+Displacement;
P_in=-k*Displacement.*(omega*Y*cos(omega*x))-
(c_e+c_m)*Velocity.*(omega*Y*cos(omega*x))-
(b_1+b_2)*Acceleration.*(omega*Y*cos(omega*x));%Input Power
%P_in=m_s*R.*absV+k*Displacement.*Velocity+(b_1+b_2)*Acceleration.*Velocity+(c_e+c_m)*(
Velocity."2);
%P_in=-Vel.*(k*Displacement+(b_1+b_2)*Acceleration+(c_e+c_m)*Velocity);
P_react=m_s*R.*absV+k*Displacement.*Velocity+(b_1+b_2)*Acceleration.*Velocity;
P_react_output=b_2*Acceleration.*Velocity;
%P_react=-Vel.*(k*Displacement+(b_1+b_2)*Acceleration);
S _a=rms(R);

F_g=b_2*Acceleration+c_e*Velocity;
V_g=abs(V_1)*exp(-400*(x-t_1)/70);
P_m=c_m*(Velocity."2);

M=sum(P_m);

P_e=c_e*(Velocity."2);

%P_e=400*(V_g."2);

E=sum(P_e);

P_total=P_react+P_e+P_m;

figure(1)

plot(x,abs(Velocity))

hold on

grid on

plot(x,V_g)

xlabel('Time (s)")
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ylabel('Velocity(rad/s)")
figure(2)

plot(x,y(1,:))

hold on

grid on

xlabel('Time (s)")
ylabel('Displacement(m)’)
figure(3)
plot(x,Acceleration)
hold on

grid on

xlabel('Time (s)")
ylabel('Acceleration(m/s"2)")
figure(4)
subplot(2,1,1)
plot(x,P_e)

hold on

grid on

xlabel('Time (s)")
ylabel('Power(w)")
subplot(2,1,2)
plot(x,P_m)

hold on

grid on

xlabel('Time (s)")
ylabel('Power(w)")
%figure(5)

%plot(x,R)

%hold on

%grid on
%xlabel('Time (s)")
%ylabel('Acceleration(m/s"2)")
figure(6)

plot(x,P_in)

hold on
plot(x,P_react)
plot(x,P_react_output)
grid on

xlabel('Time (s)")
ylabel('Power (w)")
figure(7)

plot(x,F_g)
xlabel('Time (s))
ylabel('Force(N)")
%plot(x,y(1,:))%Displacement
%hold on
%plot(x,y(2,:))%Velocity
%hold on
%plot(x,Acceleration)
figure(8)

plot(x,absD)

Appendix A
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CAD Drawing of the testing rig
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Appendix C

This section includes the schematic diagram of vibration source characteristics for road vehicle,

where it can also be used for general case (source, isolator, receiver system)

FBD Source Unblocked Isolator FBD Receiver
Source Y — F > Isolator ¥; > -
Vus Vr Fy
Vus Fy Ve
Vus=Vfree — YsFr FYy =V — Vg Ve=YiF,

Ys
Vfree =(1 +YR+YI) Vus
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