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Article Info Abstract

Catamaran, with its distinctive dual-hull design, offers unique advantages in maritime applications,
including improved stability and space utilization over traditional monohull vessels. However, the
interaction between the two hulls generates complex hydrodynamic phenomena, significantly
influencing the vessel's overall performance. One critical aspect of this interaction is the interference
factor, which affects the hydrodynamic resistance encountered by the vessel. The purpose of this paper
is to investigate the changes in hydrodynamic characteristics that occur when hydrofoils are
incorporated into typical catamaran hull forms. This is accomplished through the utilization of
advanced Computing Fluid Dynamics (CFD) simulations. In this study, a Delft-372 catamaran with a
concept design is modified by installing a foil system with a high Reynolds number in order to reduce
its overall resistance. The new system is then analyzed in order to determine the impact that it has on
interference factors. For the purpose of achieving a comprehensive understanding of hydrodynamic
behavior, the simulations are carried out under a variety of operating conditions, which include a
variety of speeds. Simulations result indicate that the interference factor consistently increases drag
for hydrofoil-supported catamarans to more than double that of monohulls across all speeds,
particularly when hydrofoil-induced flow disturbances adversely affect the hull's boundary layer,
leading to reduced efficiency.
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1. Introduction

The exploration of hydrodynamic efficiency in marine vessels has been a pivotal aspect of naval engineering, leading to
the advent of innovative designs and technologies. In this context, the hydrofoil-supported catamaran, a vessel type that
combines the stability and space of catamarans with the speed and efficiency of hydrofoils, represents a significant evolution
in naval architecture [1], [2], The incorporation of hydrofoils in catamarans introduces a new dimension to the study of
hydrodynamic interference factors, which are crucial in determining the performance and operational efficiency of these
vessels.

Hydrofoils, structured as submerged wings, are designed to lift a vessel's hull above the water surface at higher speeds,
reducing drag and enhancing efficiency [3], [4], [5], The use of hydrofoils in catamaran design has been a subject of ongoing
research and development. Hoppe [6], [7] discuss the application of hydrofoil-supported catamarans, with the former
highlighting the performance of various models and the latter focusing on the optimization of these designs. Calkins [8]
introduces the concept of a hybrid hydrofoil catamaran, which combines static and dynamic support for improved stability
and performance. Miyata [9] presents a specific design for a new-type hydrofoil catamaran, emphasizing its smooth
transition between hull-borne and foil-borne conditions. Collectively, these studies underscore the potential of hydrofoil-
supported catamarans to achieve enhanced speed, stability, and efficiency.

The interference factors in catamarans are influenced by a multitude of variables, including hull separation, hydrofoil
configuration, vessel speed, and environmental conditions [10], [11]. These factors include increased wave-making
resistance, uneven pressure distribution, flow separation, vortex shedding, and altered seakeeping behavior, collectively
impacting the vessel's performance, stability, and efficiency. Designing and optimizing catamarans requires addressing these
interference factors, often through numerical simulations and hydrodynamic analyses, to ensure their suitability for diverse
marine applications.

A series of numerical studies have explored the impact of various factors on the hydrodynamic performance of
hydrofoil-supported catamarans. Research on catamaran interference factors has shown that the distance between the hulls
and the vessel's speed significantly impacts these factors [12], The interaction effects on a catamaran traveling with forward
speed in waves have been found to be complex, making seakeeping prediction challenging [13], Zhou [14] and Wang
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[15] both found that the installation of a stern flap can reduce resistance and improve sailing attitude, particularly at high
speeds and in regular head waves. Kumari [16] further investigated the effects of different hydrofoil configurations on lift
and drag coefficients, with a tandem arrangement showing higher lift coefficients. Castiglione [17] focused on the
interference effects of wave systems on a multi-hull vessel in shallow water, finding that water depth and separation distance
significantly influence resistance and interference. Collectively, these studies highlight the potential for hydrofoils to
enhance the performance of hydrofoil-supported catamarans, particularly in reducing resistance and improving sailing
attitude [18],

This work advances hydrodynamic studies in maritime vessels, particularly hydrofoil-supported catamarans.
Hydrofoils' benefits in monohull designs are well-documented, but their effects on catamarans' dual-hull layout, especially
in a hydrofoil-supported setup, are not. This research gap highlights the need to study how hydrofoils alter catamaran hull
interference parameters such as ship resistance, wave distribution, and interference factor. The Delft-372 catamaran model
will be utilized in this investigation since it has extensive experiments and numerical simulations currently accessible in the
literature [10], [11], [19], [20], [21], This will make it easy to check and validate calculations derived from the simulation
results. A 4-digit NACA 4412 airfoil with a high Reynolds number will be mounted on the hull of the Delft-372 catamaran.
The project examines hydrofoils and catamaran hulls to produce more efficient, stable, and high-performing marine boats.
This study should help naval architects, marine engineers, and the maritime sector build and optimize future ship design.

2

2. Methods

2.1. Modeling, meshing, and boundary conditions

The Delft-372 Catamaran Hull [22], as shown in Table 1, represents a high-speed catamaran hull that was investigated
in the present study. The catamaran's hydrofoil system employs a NACA 4412 airfoil designed for a High Reynolds number.
The airfoil has explicitly been positioned on the hull of the Delft-372 catamaran.[23], [24]

Table 1. Principal dimension of the Delft-372 Catamaran Hull [22]
Dimension Symbol Value
Length between perpendiculars (m)
Beam overall (m)
Beam demi hull (m)
Distance between center of hulls

3.00
0.94
0.24

0.7(m)
Draught (m)
Displacement (kg)
Vertical centre of gravity (m)
Longitudinal center of gravity (m)

0.15
87.07
0.34
1.41

The Delft-372 catamaran's NACA 4412 foil system is seen in Figure 1. The hydrofoil system has two foils, one in front
and one behind the vessel. Figure lb depicts foil longitudinal placement, whereas Figure lc displays submerged depth.
Submerged depth of foils was computed using h/c = 0.4, where h is submerged depth and c is hydrofoil chord length [25],
The foils' span equals the catamaran's 0.7-meter hull difference. Foils have a 10-centimetre chord length, or 0.10 meters. Foil
aspect ratio (AR) is 7, which is the span (s) to chord (c) ratio. A previous study on the NACA 4412 found that the greatest lift-
to-drag ratio is between 4° and 6° [26], [27], Foils were set at a 5.25° angle of attack, measured counterclockwise from the
vessel's course direction, the positive x-axis.
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Figure 1. The Delft-372 catamaran's hydrofoil system: (a) the foil arrangement according to NACA 4412, (b) the position

of the foils in relation to depth, and (c) the location of the hydrofoils throughout the boat's length.
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Figure 2 depicts the computational domain together with boundary conditions drawn from existing literature [28], The
intake was located 1L upstream of the model. The outlet was located 3L aft, in close proximity to the model's rear. The
distance between the sidewall and the waterline was 1.5 times the length (L). The inlet, exit, and sidewall boundary
conditions were characterized by an identical free stream far-field velocity. Establish the boundary conditions by choosing a
constant pressure and positioning the lower and upper walls at distances of 1.5 and 1 times the length of the model below
and above it, respectively. The boundary condition for the ship's hull was set as a wall function to prevent any sliding. The
simulations accurately determined the vertical and rotational motions of the object.

Prescribed Pressure

, Far Field

Outlet «--

Prescribed
Pressure ; > Inlet

*
(a) (c)

Figure 2. Computational domain and boundary conditions with the simulation model (a) and detail
mesh on the surface of the simulation model (b)

2.2. Free-surface solver

Potential flow analysis in modern fluid dynamics simulations often employs boundary element methods to explore free
surface wave generation. Specifically, the Rankine source method within potential flow frameworks is pivotal for studying
the interactions between ship hulls and waves, crucial for simulating wave resistance. When addressing complexities related
to free surface phenomena such as wave-making resistance, viscous flow simulations are essential. These simulations
typically adopt two primary methodologies for free surface computations: the interface-tracking approach, often realized
through dynamic mesh adjustments, and the interface-capturing technique, commonly referred to as the Volume of Fluid
(VoF) method [29], [30]

In simulating a ship's performance in planning, numerical models take into account different speeds, angles of attack,
and trim angles. These problems with fluid flow are handled by the ISIS-CFD solver, which uses the incompressible unsteady
Reynolds-averaged Navier Stokes equations. The spatial discretization of transport equations is accomplished using a finite
volume approach. Unstructured meshes, whether two-dimensional, three-dimensional, or rotationally symmetric, may be
discretized using a face-based approach. Meshes like this create control volumes that don't overlap and are bounded by
different characteristics. In isothermal circumstances, the flow of incompressible multi-phase viscous fluids is controlled by
the mass, momentum, and volume fraction conservation equations, as shown in Equations (1-3).

(1)

(2)

(3)

The control volume is defined by a closed surface , moving at a velocity. And enclosed by an outward-pointing
unit normal vector . The velocity ( ) and pressure ( ) fields are considered, where It is a vector with the component as
1. represents the viscous stress tensor and It is the gravity vector. The volume fraction Indicates the presence or
absence of fluid .

(4)

(5)

The SST (shear-stress transfer) model, developed by F.R. Menter [31 ], [32], stems from two-equation models and offers
several benefits. It combines coefficients zonally and limits eddy viscosity growth in rapidly strained flows. The model
employs Wilcox's model near solid walls and the standard model at the edges of boundary layers and free-shear layers.Shear
stress transport modeling, by restricting turbulent shear stress to a constant multiple of turbulent kinetic energy within
boundary layers, improves predictions in flows with strong pressure gradients and separation [33], The SST k- model's
transport equations are outlined in Equations (4-5), addressing the generation of turbulent kinetic energy ( ), its dissipation
( ), and the generation of ( ), along with its dissipation ( ) and cross-diffusion term ( ). The effective diffusivities of
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k and are denoted as and , respectively. This turbulence model enables accurate predictions of flow separation onset
and intensity.

4

2.3. Grid independency

Evaluating solution stability in relation to mesh density is crucial. A solution achieves mesh independence when
additional mesh refinement no longer significantly impacts the results. Ensuring that solutions are both stable and mesh-
independent is vital for the credibility of the outcomes. Systematic grid independence tests were conducted to identify the
ideal mesh size (total cell count) and verify the convergence of the numerical solution against the criterion of grid
independence. These tests involved calculating the total ship resistance (RT) while progressively increasing the mesh density.
Simulations were executed, with each iteration expanding the grid count by a factor of 1.5 to 2. The duration of each
simulation was recorded and compared with others, expressing the variance in percentages.

Figure 3 shows the relationship between ship resistance and the number of simulation cells and shows a trend toward
convergence. The cell count trends towards an asymptotic value as it increases indefinitely. The determined optimal cell
count stands at approximately 1.91 x 10A6 cells (observed in the 5th run), presenting a negligible error margin of 0.63%, well
below the 2% threshold commonly cited in the relevant literature.

V

Figure 3. Overall vessel drag function (Rj) represents the total number of cells used in the simulation.

3. Results and Discussion

This chapter of the research article presents the pivotal findings derived from the Computational Fluid Dynamics (CFD)
simulations, mainly focusing on the total drag coefficient in hydrofoil-supported catamaran ships. Our study embarked on
an explorative journey to unravel the dynamics of hydrofoils and their influence on the drag and resistance properties of
catamarans at varying speeds. The Computational Fluid Dynamics (CFD) simulations conducted in this study primarily
focused on evaluating the total ship resistance under various operational scenarios. The results depicted a comprehensive
picture of how different factors, such as vessel speed, hull geometry, and environmental conditions, influence the total
resistance encountered by the ship.

As shown in Figure 4, numerical simulations revealed a consistent increase in total resistance with the augmentation
of vessel speed. This trend aligns with theoretical predictions, indicating that the square of the speed significantly impacts
resistance. Notably, at higher speeds, a marked increase in wave-making resistance was observed, contributing substantially
to the total resistance. The resistance value on a hydrofoil-supported catamaran (hysucat) ship is smaller than that of a
regular catamaran at a certain speed, notably Fr = 1-1.4 with a drag reduction up to % because the hydrofoil design allows
the ship to "lift" part of its body above the water surface. This means that at a given speed, the bottom of the hysucat vessel
has less contact with the water, which reduces frictional resistance and wave resistance compared to a regular catamaran
where the entire body is in contact with the water.
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n

Figure. 4. Total ship resistance value (Rj) as a function of ship speed (Fr)

Figure 5 demonstrates that implementing a hydrofoil system for retrofitting purposes leads to a decrease in the overall
wetted surface area (WSA) of the vessel. As the vessel accelerates, it produces extra upward force, which helps to hold up
both sections of the hull partially. This alteration in WSA is analogous to the scenario in which the hydrofoils are disengaged
while the primary hydrofoil remains wholly submerged. At increased velocities, the hull experiences a significant upward
force, resulting in a decrease in wetted surface area (WSA) of up to 49% caused by the vessel's inclination, enabling the
hydrofoil to penetrate the water's surface. Within this context of high velocity, the resistance is prone to augment as the
pitch angle rises, principally because the main hydrofoil experiences a substantial decrease in lift. As the pitch angle of a
catamaran increases, its water surface area (WSA) decreases until the hull is visible above the water line, which is anticipated
to reduce the vessel's resistance. The use of hydrofoils offers a heightened level of complexity as the lift diminishes as a result
of the vessel's pitch angle, thus leading to an augmentation in the wing's surface area.

o—-X-rX3 0

X
X

Figure 5. Wetted surface area (m2) as a function of ship speed (Fr)

The observed increased drag coefficient of approximately 14-42% across all speeds can be attributed to the additional
surface area and the induced drag presented by the hydrofoils, as shown in Figure 6. However, the reduction in total
resistance at certain speeds likely results from the lift generated by the hydrofoils, which offsets a portion of the hull's weight
from the water. This lift effect, especially prominent at specific speed ranges, reduces the wetted surface area of the hulls,
thereby decreasing the overall resistance. These findings have profound implications for the design and operational
strategies of hydrofoil-supported catamarans. The increased drag coefficient suggests a need for careful consideration of
hydrofoil design to optimize performance. Meanwhile, the reduced total resistance at certain speeds highlights the potential
for enhanced efficiency in hydrofoil-supported catamarans under specific operating conditions.

In the context of drag on hydrofoil-supported catamaran (hysucat) ships, several factors cause the total drag coefficient
to be generally more significant at all speeds. First, although hydrofoils are effective at reducing friction and wave resistance,
their design aimed at generating lift inherently creates additional drag. This process of lifting part of the ship above the water
requires significant energy. Second, the complexity of hysucat designs, which often include features such as wings and
additional components, increases aerodynamic and hydrodynamic drag. Third, at low speeds, before the hydrofoil operates
efficiently, the hysucat can experience higher resistance compared to an ordinary catamaran. Fourth, at high speeds, the drag
caused by the hydrofoil, especially the induced drag, becomes very influential. Although at certain speeds, the HSC can be
more efficient due to lower frictional resistance with the water, overall, this hydrofoil design adds complexity and drag,
thereby increasing the total drag coefficient at all speeds.
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Figure 6. Total Resistance coefficient (CT) versus ship speed (Fr)

The interference effects between the hydrofoils and the hulls were also analyzed in Figure 7. By taking into account the
interference factor the relative difference between the resistance coefficients of the catamaran and the monohull we
may better understand the impact that changes in hull separation have on the overall resistance [34], This is defined by

(6)

The superscripts M and C in this phrase denote the monohull and catamaran, respectively. Figure 7 shows,
parametrically, the relationship between hull separation and the interference factor's fluctuation with the Froude number.
It is evident from the graph that the interference factor is often positive, meaning that the catamaran will typically encounter
drag that is more than double that of the monohull. The simulations showed that at all ship speeds, the interference could
lead to increased drag and reduced efficiency. This was particularly evident in scenarios where the hydrofoil-induced flow
disturbances interacted adversely with the hull's boundary layer. In such configurations, the flow from the hydrofoils directly
impacted the hulls, leading to increased drag and a notable reduction in overall hydrodynamic efficiency. This effect was
particularly evident in the case of catamarans with shorter hull separations, where the proximity of the hydrofoils to the
hulls was unavoidable. Flowever, with careful design optimization, these adverse effects can be minimized.

Figure 7. Interference Factor (IF) as a function of ship speed (Fr)

Figure 8 shows the wave-fields produced by the catamaran models at various Froude numbers as contour lines of the
nondimensional free-surface elevation, which are Fr 0.55. Different values of the catamaran model are represented by the
panels in each figure. Each ta also includes the wave field surrounding the monohull for reference. While free-surface
disturbances are often found to be amplified on the outside of the vessel, variations between the monohull, catamaran, and
hysucat are still discernible at this Fr value of 0.55. One example is the greatly amplified bow wave, which causes a large
portion of the ship's model to depressurize. Within the inner area, the wave field is defined by a long and narrow peak that
arises from the merging of the two bow crests.
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Figure 8. Wave elevation for the monohull (a), catamaran (b) and hysucat (c) at a speed of Fr 0.55

The statistics presented earlier indicate that although hydrofoils effectively reduce friction and wave resistance, they
also lead to an increase in drag. At greater speeds, wave-making resistance becomes a significant factor in total resistance,
consistent with prior study findings [35], [36], [37], The research found that hydrofoil-supported catamarans had a distinct
resistance profile compared to typical catamarans. The hydrofoil design provides for a drop in wetted surface area (WSA) as
the ship accelerates, lowering overall resistance at certain speeds. However, this advantage is negated by the higher drag
coefficient at all speeds caused by the hydrofoils' greater surface area and produced drag. Our investigation of the
interference effects between hydrofoils and hulls demonstrates the complexities of hydrofoil-supported catamaran design.
The interaction of hydrofoil-induced flow disturbances with the hull's boundary layer may cause more significant drag,
particularly in catamarans with shorter hull separations. This indicates the necessity for rigorous design optimization to
prevent these detrimental impacts. Furthermore, the analysis of wave fields created by these boats demonstrates that
hydrofoil-supported catamarans exhibit unusual hydrodynamic behavior when compared to monohulls and standard
catamarans. These results highlight the significance of evaluating the complete wave environment around the vessel as it
determines total hydrodynamic performance.

4. Conclusion

This research presents critical insights into the hydrodynamics of hydrofoil-supported catamaran ships through
comprehensive Computational Fluid Dynamics (CFD) simulations. Key findings include the observation that the total drag
coefficient generally increases with speed, adhering to theoretical predictions that link resistance to the square of speed.
Notably, at specific speeds, hydrofoil-supported catamarans (hysucats) demonstrate reduced total resistance compared to
conventional catamarans, attributed to the hydrofoil's ability to lift part of the vessel above the water, lessening frictional
and wave resistance. However, this lift generation inherently creates additional drag, particularly at high speeds, due to
induced drag from the hydrofoil. The study also highlights the complex interplay between drag and lift forces from hydrofoils,
which vary with speed and operational conditions. Notably, the interference between hydrofoils and hulls can lead to
increased drag and reduced efficiency. Despite these challenges, strategic design optimizations show potential for
minimizing adverse effects and enhancing overall efficiency. Future research should delve deeper into optimizing hydrofoil
designs and configurations to strike a balance between drag and lift, ultimately improving the performance and efficiency of
hydrofoil-supported catamarans in marine transportation.
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