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Development of a New Air Spring
Dynamic Model

The design of automotive suspension systems involves compromise between
the ride quality and driving stability. The change of the damping and
stiffness coefficients could provide adaptive characteristic of the
suspension system.  Air springs, as suspension elements, could provide
change of the stiffness coefficient by simply including or excluding
additional volumes and thus could provide a controlled variable spring
rate. Study of the influence of air springs on the vehicle vertical dynamics,
requires use of dynamic air spring models. This paper deals with air
spring models. Dynamic model of an air spring with frequency dependent
characteristics is presented.  The flow resistance in air springs is present
when two volumes are connected and it depends on the design
characteristics of the connecting pipeline. In order to have the dynamic
model without many experimentally obtained parameters, the methodology
for defining flow resistance coefficients is developed and presented in this
paper. The verification of the dynamic air spring model is done by an

experiment. The simulation and experimental results are analysed.
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1. INTRODUCTION

One of the basic systems in a vehicle is the suspension
system. The design of automotive suspension systems
involves a number of compromises. The main
compromise is between the ride quality and driving
stability because, on one side, the suspension must be
soft to obtain a good level of ride comfort and at the
same time must be firm to maintain good tire to ground
contact in order to ensure safety. The design of a
passive suspension system is a compromise between
these conflicting demands. In order to maintain the level
of comfort that customers expect from vehicles, and still
to maintain high safety standards of automobiles,
suspension designers have been forced to look beyond
conventional suspension systems.

One of the possible solutions for suspension system
with possible application in passenger vehicles could
consist of a continuously variable semi-active damper
and air spring with additional volumes. Semi-active
suspensions contain damping elements whose properties
can be changed by an external control. Semi-active
suspension control is based on similar control
algorithms, as applied to active suspension systems, but
it is only capable of dissipating energy which gives the
characteristic of a more energy efficient system.
However, the performances of the semi-active
suspensions are very competitive to the performances of
active suspensions [1,5]. Moreover, in case the
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controllable damper fails, it will simply revert to a
conventional damper.

Air springs, as suspension elements, could provide
changing of the stiffness characteristic, depending on
the conditions and different height levels. From the
design aspect, in conventional suspensions the spring
should be stiff enough to prevent the body from
dropping too much at full load, which gives
disadvantage regarding the ride comfort during normal
operation. The ability of re-levelling gives the
possibility for air suspensions to be designed softer than
conventional suspension in order to provide better ride
comfort. Furthermore, this could provide one
suspension height for all loads condition, allowing more
usable suspension working space.

The air springs are mainly used in commercial
vehicles, but recently they are also used in higher
classes of passenger vehicles. Current air spring systems
exist in combination with hydraulic shock absorbers.
However, depending on the design characteristics, some
friction could be added and the system could be used
not only as a spring but also as a damper.

Despite the fact that the air springs for passenger
cars are commercially available, there is not enough
research devoted to their dynamic characteristics.
Quaglia and Sorly [2] discuss the vehicular air
suspensions from the design aspects, but not from the
control viewpoint. The research in this area is mainly
conducted for commercial vehicles. In [3], a detailed
overview of the constructive characteristics and the
theoretical assumptions for the processes in the air
springs is given, as well as some experimental analyses.

Analyses of the vehicle vertical dynamics show
special interest in the frequency domain from 0 to 20
Hz. Classical dynamic models, as well as the
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manufacturer’s technical data is for very low
frequencies, from 0 to 1 Hz, while the experimental
analyses show nonlinear frequency dependence of the
mechanical characteristics of the air spring. Presthus in
[4] develops a few dynamic air spring models for rail
vehicles. The author has developed a nonlinear
mathematical air spring model and in the same paper a
comparison of simulation results with experimentally
obtained ones to support the theory is presented.
However, these models are not appropriate for
modelling air springs in passenger vehicles because of
the very large differences in their design and in the
physical characteristics.

In order to analyse the influence of the air spring
parameters on the suspension system performance of
passenger vehicles, a new dynamic model should be
developed. The new model should be as simple as
possible and accurate enough to describe all effects in
the process. Therefore, a detailed analysis should be
done and appropriate approximations should be made.

This paper deals with the development of a new air
spring dynamic model that is verified by the
experiment. The frequency dependence of the stiffness
is taken into account and presence of the friction due to
the flow resistance in the connection pipeline is
modelled with appropriate approximation.

2. PRINCIPLE OF OPERATION

The air spring is a suspension element that consists of
two chambers (primary and additional volume) filled
with air at a desired pressure py and connected to each
other by the pipeline system. The principal scheme of an
air spring is presented in figure 1. Since the stiffness of
the air spring depends on the total volume, with an
electromagnetic valve the additional volume can be
included or excluded from the system, and the stiffness
can be changed. The change of the spring stiffness is
controlled by an electromagnetic valve, while damping
ratio is defined by dimensions and construction
characteristics of the interconnection pipeline. The air
spring system works with pure air as a spring and as a
damper medium. When the system is disposed to
vibrations, the gas gets compressed or expanded, and
the pressure becomes equal in the primary and the
additional volume.

. G I

Figure 1. Air spring system [6] 1. Air balloon, 2. Additional
volume, 3. Electromagnetic valve, 4. Pipeline, 5.
Compressor, 6. Levelling sensor
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Considering the dimensions and the construction of
the pipeline, there is a phase difference between the
pressures in the two volumes which result in dynamic
stiffness characteristics.

The air spring systems require air supply equipment
and pneumatic control valves, so they need more
available space compared to the conventional
suspension systems.

The adjustment of the stiffness of the air spring is
possible when there is an additional volume and it
depends on the size of the balloon, the volume of the
additional reservoir and the length and the diameter of
the pipeline connecting the two volumes.

Under the vibrations, the behaviour of the
compressed air within the air spring system is
polytrophic. The minimal stiffness is when there is an
isothermal change of the gas state (for frequencies {<0.1
Hz), and maximal stiffness is with adiabatic state
change (for frequencies >3 Hz).

Modelling of an air spring is based on the basics of
thermodynamics and fluid dynamics. Although the
process itself is quite complex, in the literature the air
springs are usually presented with simplified equivalent
mechanical models, which gives the possibility of their
use in standard multi-body simulation programs for
analysing the vehicle behaviour .

3. MATHEMATICAL MODELS

In order to analyse the influence of the air spring
parameters on the suspension system performance, a
dynamic model has been derived. The mathematical
model enables dynamic behaviour simulation of the
system without experimental determination of too many
parameters. The main difference between the classical
model and the new, derived one is that in the new model
stiffness frequency dependant characteristics are
presented. This approach enables control of the
suspension system performance by carefully choosing
the project parameters.

The modelling of an air spring, presented in this
paper, does not take into consideration the levelling
system since these changes occur very slowly.

For classical modelling of an air spring, in the
literature, the stiffness characteristic is presented by:

2
p,NA
P - (1)
z Vv

where pg is the absolute pressure in the air spring, A is
the effective area, V is the volume of the air balloon
and n is the polytrophic coefficient.

The described mathematical model is valid only for
low frequencies and does not take into consideration the
damping process in the connection pipeline between
two volumes. Actually, here the mathematical models
incorporate only the stiffness characteristics of the air
spring.

In order to incorporate the damping characteristics
of air spring into the model, as well as to provide more
accurate presentation of the whole process, a new
dynamical model has been introduced for the purpose of
this research.
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The new dynamic model is based on physical
fundamentals and reasonable assumptions. Detailed
derivation of the mathematical model is presented in
[6]. The equivalent mechanical model that is
implemented is shown in figure 2.

F,

Figure 2. Air spring dynamic model [6]

The dynamical behaviour of the new dynamic model
is presented by the following equation:

Fz = Fst +1Z Czl+(z_zl)cz2
Mz =(z-2)c,-b, 2

z

2

The new dynamic model consists of two linear
springs C;; and C, that represent the stiffness of the
spring; a mass M and a nonlinear viscous damper b,.
These constants are represented by the following
equations:

Ft = (Po — Pat )Aer 3)
_Ponfu® @
27 Vgy +VRg
2
om = P N Aet V& (5)
227 Vg +VRo VBo
3

b, =b | e VRO (6)

z p Ap iVBO +VRO;

2
_ At VRo
B ) 7

where Ag is the effective area of the piston, A, is the
cross section area of the pipeline, Vgo and Vgq are the
initial volumes of the balloon and the reservoir, py is the
absolute pressure in the air spring, Py is the outside
ambient pressure, by, is the coefficient for the pressure
fall from the flow resistance in the pipeline.

In the presented dynamic model, the change of the
effective area is neglected, because for the air spring the
experiments were made for, this change is very small.
However, this model includes damping as well as
stiffness characteristics.

FME Transactions

4. FLOW RESISTANCE

Because of the negligible change in the gas condition
and to simplify the mathematical model of gas flow in
the pipeline, the equations for incompressible fluid are
applied meaning that the pressure drop in the pipeline
can be described with:

Appzlps_pR:AFB_ApR: 1 ()
=Po Ekgz F4p, Eklipz =Po EkTZ ’
where: py (kg/m’) is the air density for the initial
condition, K is the local resistant coefficient, Kjis the

coefficient of ¢ppurruon losses, Ky is the coefficient
of total losses in connection pipeline and Z p (m/s) is

the fluid average velocity.

The force produced by pressure drop from the total
losses could be analysed as flow resistance and written
as follows:

1 .

AF, = A, (Aps —Apg )= A,p, Eszp2 ©)
where A, (m%) is the cross-sectional area of the
pipeline.

The equation (9) shows the equivalent damping
force from the pipeline. Therefore, the damping

coefficient in the equivalent mechanical model of the air
spring is:

3
b, = Ay ks A Ve (10)
2 TLA, Veo +Veo)

The total pressure drop in a typical connection
pipeline occurs due to the loss of energy in the fluid
caused by pipe friction, changes in the direction of flow
and formation of the turbulent flow at strict changes of
cross sectional-area. These give that the total loss
coefficient could be calculated as follows:

Ky =k +Ke K, (1D

where ks and Kz are local resistance coefficients for
decreasing and increasing of the cross-sectional area
along the pipeline respectively, and k, is the coefficient
of friction loss along the pipeline. The local loss
coefficients depend on the ratio of the diameters d/D
and the slope of the diameter change 6 and are usually
determined by standardized tables used by engineers in
everyday praxis.

The friction coefficient along the pipeline could be
determined by:

K, = L, 4 (12)

where A is the friction coefficient, L, is the length of the
pipeline and Dy, is the diameter of the pipeline.

The friction coefficient 4 depends on the Reynolds
number and the relative roughness k/D and can be
determined from the Moody diagram or by using
Colebrook-White formula that takes in consideration
part of the transient behaviour:
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_ 0,25 (13)

2
o k N 5,74
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where: Re is the Reynolds number, Kk is the equvalent
roughness of the pipeline and D, is the pipeline
diameter.

The above analysis was made assuming that the flow
in the connection pipeline could be approximated as
steady flow. This means that every property of the flow
at every point remains constant with respect to time.
This is not true for the flow in the connection pipeline
caused by oscillation of the fluid between air balloon
and additional volume.  Nevertheless, where the
unsteadiness is not too much expressed, unsteady flow
can be approximated by assuming that flow is steady at
different rates over successive time periods of short
duration. This will mean that total losses could be
approximated as steady flow losses at the same
instantaneous velocity which will lead that the damping
coefficient in the new air spring model is dependent on
the velocity in the pipe, and therefore on the
frequencies. However, the proposed dynamic model of
air spring requires constant damping coefficient b, for
all frequencies and it represents the average damping
coefficient.

5. SIMULATION AND EXPERIMENTAL RESULTS

Modelling and simulation of the new dynamic model of
the air spring element is performed in the
Matlab/Simulink software platform. The model is
developed using subsystem requiring input of the basic
parameters of the air spring by the user. Subsystem
inputs are the positions of the sprung and unsprung
masses, and the system output is the force from the air
spring.

In order to verify the new dynamic model of an air
spring, experimental analyses were performed using air
spring Airmatic type 211. The experiment took place at
the Faculty of mechanical engineering in Skopje.

The stiffness characteristic of the air spring is
calculated as the ratio of the root mean square values
(standard deviation) of the force and the position:
_RMS(F,) (14)

c. =
* RMS(z)
The RMS values of the force and the position are
calculated from the time signals considering:
n o 1 o
RMS(FZ):{Z(in—FZ)Z}; F =
1

1
n-14

RMS(2) = [nl_lzn;(zi _ 2)2} -

Experimental results and results obtained by
simulation are compared, and a graphical representation
of the results is given in figure 3 to figure 5.
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Figure 3 shows frequency dependent stiffness
characteristics of an elastic pneumatic element obtained
by simulation and experimental measurements for
Vro=0.00094 m°, ps=302 kPa (labelled as Vipl).

4

Al . . . .
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=== Measurement-Vl1pl
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Figure 3. Frequency dependent stiffness characteristics for
additional volume 1 and pressure p1

From the curve obtained by measurements, it can be
noted a constant value of stiffness in the range from 4 to
15 Hz and increasing of stiffness for frequencies greater
than 15 Hz. The reason for the slight decreasing in
stiffness for frequencies less than 4 Hz is the change of
polytrope constant for low frequencies. This change is
not included in the dynamic model of pneumatic elastic
element.

Diagrams in figures 4 and 5 depict the dependence
of the force and displacement in case of sinusoidal
disturbance with frequency of 8 Hz and 16 Hz,
respectively.
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Figure 4. Force - displacement characteristics for V1p1 at 8
Hz sinusoidal disturbance

Covered area by the closed contour curves, from the
force-displacement diagrams, represents the work of
stiffness force and work of damping force. The reason
for differences of these areas obtained by experimental
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measurements and simulation is the assumed constant
mean value of stiffness and constant friction coefficients
for all frequencies in the dynamic model. The maximum
difference in the force obtained by simulation and the
force obtained by measurements is about 30 N, which is
less than 1%.
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Figure 5. Force - displacement characteristics for V1p1 at
16 Hz sinusoidal disturbance

Depending on the design parameters of the pipeline,
different frequency dependant curves are numerically
obtained for switching between the two stiffness
characteristics. These curves are presented in figure 6
for different values of the damping. The higher value
damping coefficient is presented by the solid state line
in figure 6.
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Figure 6. Influence of connection pipeline characteristics
on the stiffness characteristics

From the results, it can be concluded that the results
obtained by simulation of real pneumatic element, with
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very small deviations follow the results achieved by
experimental measurements.

6. CONCLUSIONS

Air springs have established their reputation for low
transmissibility coefficients and their ability to vary
load capacities easily by changing only the gas pressure
within the springs. Even though the air springs are still
mainly used in commercial vehicles, lately the trend has
pushed them into the higher classes of passenger
vehicles as well. The advantages that air spring could
offer give the reason for use of these systems in
passenger vehicles.

In order to analyse the influence of the air spring
parameters on the suspension system performance of
passenger vehicles a new dynamic model is proposed.
Frequency dependence of the stiffness characteristic
implemented in the new model is the main difference
between the classical models and the new dynamic
model. The proposed dynamic model enables
application of the model in simulation without many
experimentally obtained parameters because of
implementation of appropriate approximations.

The proposed air spring dynamic model is verified
by the experiment. The frequency dependence of the
stiffness is taken into account and presence of the
friction due to the flow resistance in the connection
pipeline is implemented in a simplified form.

The proposed methodology for determination of
constant average damping coefficient has proved to be
accurate enough for analysing vehicle vertical
dynamics, although the damping coefficient in real
processes is dependent on the velocity in the connection
pipe, and therefore on the frequencies.

It is also shown that the design parameters of the
connection pipeline that connects two volumes
influence the frequency dependence of the stiffness
properties. The stiffness frequency dependence could
enable the design of an air spring with lower stiffness
for lower frequencies and higher stiffness for higher
frequencies, which will improve road holding and riding
comfort at the frequencies near the sprung mass natural
frequency.
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PA3BOJ HOBOI' IUHAMMWYKOI' MOJEJIA
INIHEYMATCKE OIIPYT'E

Bukrtop I'aBpuiocku, Jopana Josanosa, I'one
TaceBcku, Mapjan Buapos

[IpojekroBame  cucrema  Bellama  ayToMoOMIIa
HMHKOPIIOpHpa KOMIIpOMHC u3Mel)y KBajlMTeTa BOXKIE U
CTa0MJIHOCTH ymIpaBibama ayTomoOwrtoM. Ilpomena
KoepuIMjeHaTa TpUTYIIeka W KPYyTOoCcTH omoryhasa
aJanTHBHE  KapaKTEPUCTHKE  CUCTEMa  Bellama.
[THeymatcke omnpyre, Kao €lI€MEHTH CHCTEMa Bellamba,
oMoryhaBajy mpomeHe Koe(hHIUjeHTa MpHUTyLIeHha U
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KPYTOCTH JE€HOCTABHUM KOHIIENITOM Ca JIOJaTHUM
BOJIyMEHOM, IITO OMOryhaBa KOHTpOIHCame MpOMeHa
KapaKTEepUCTHKE KPYTOCTH. McTpaxkuBama Be3zaHa 3a
yTUIIa] THEYMAaTCKe ONpYyre Ha BEPTHKAJIHY AMHAMUKY
ayToMoOWiIa M3HMCKyje ymoTpeOy Mojena MHeyMaTCKe
onpyre. J[MHAMHUYKH MoOIen NEHyMaTCKe OmIpyre ca
KapaKTepUCTHKaMa Koje 3aBUCE O]l (PpEKBEHIHjE je
npuKa3aH y oBoM pany. OTHOpHOCT cTpyjama ¢uyuna
m3mMel)y 1Ba BOyMeHa je MPHUCYTHA M 3aBHCH O] IN3ajHa
Besyjyher meBHor enementa. Jla O6m ce omoryhmio
MoJenupame ~ 0e3  MpeBUlle  EeKCICPUMEHTAIHO
JNOOMjeHHX Mapamerapa, METOJ0JIOTH]Y 3a JeQUHUCAbE
Koe(HUIIjeHTa OTIOpa CTpYjarba Cy NMPUKA3aHH Y OBOM
pany. Bepudukanuja JTUHAMHUYKOT Mojena
MHEYMAaTCKOT  €JeMEHTa je  U3BpIIcHa  momohy
eKkcriepuMeHTa. M3BpiieHa je aHajgW3a CHUMyJAIije |
eKCIIepHMEHTA.
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