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Fig. 1 Engine torque and torque fluctuation
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Fig. 3 Structure of pendulum-type damper
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Analysis of 3—cylinder turbocharged engine
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Fig. 7 Engine speed for occurrence of mass overshoot at each
stiffness level
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Fig. 8 Lockup region and mass overshoot region
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Fig. 9 Targets for improving hydrodynamic performance
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Fig. 11 Cross-sectional view of stator blade: Schematic
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Fig. 12 Stall performance sensitivity to blade tip chamfering
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Fig. 14 Sensitivity of torque capacity integer to blade
thickness
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Fig. 15 Overall performance results for blade geometry
variation
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Fig. 16 Level of hydrodynamic performance achieved
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