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ABSTRACT

As traffic and congestion increase, so does the likelihood of collisions. The solution to
this problem is usually through a rehabilitation process with two primary options: (1)
widening/expansion of existing roadway and bridges and (2) complete replacement (new
construction) of roadway and bridges. The first option is the most feasible and cost-effective.
While roadway widening/expansion pose minimal issues, the same cannot be said of bridge
widening. An existing bridge presents a multitude of challenges during the planning and design
phases, during construction, and throughout the structure’s—service life. Special attention is
required in both the design and detailing of the widening in order to minimize construction and
maintenance problems.

The primary objective of this dissertation is to present a better understanding of structural
behavior and capacity by studying an existing widened structure: a bridge that has been in
service for over 40 years (constructed in 1972 and widened in 2002). The load demand on this
bridge has doubled over the years. Consequently, the widened structural system is composed of
four-span continuous prestressed concrete bridge segments.

To better understand the widened 2002 bridge used in this-study, an initial comparative
analysis was-performed, comparing the original 1972 bridge and the 2002 widened-bridge. This
comparative analysis included a determination of bridge capacity, distribution factors, and
load-rating factors using current American Association of State Highway and Transportation
Officials (AASHTO) Load and Resistance Factor Design (LRFD) Specifications design codes.

However, the original codes used for the two bridges should also be noted, as follows: (1) the

il



AASHTO Load Factor Design (LFD) Code was used for the original bridge; and (2) a
combination of the AASHTO LFD and AASHTO LRFD Specifications were used for the
existing widened bridge. Linear three-dimensional finite element models were developed for
both bridges to obtain the maximum moment and shear values with varying HL.-93 load cases for
these analyses.

To develop models that describe the possible existing condition of the 2002 widened
bridge, a nonlinear model of one of the critical members in the structure was developed by
changing the most critical parameters. The critical parameters are categorized as material
properties and prestress losses. Sensitivity studies were conducted using parametric models for
simulations with moving loads for the different load cases using the HL-93 truck.

The load-rating and reliability indexes were computed for all the cases under different
loading conditions. The parameters that have the most influence on load rating and reliability are
also presented in the analyses. The information generated from these analyses can be used for
better—focused visual inspection and widened bridge load rating criteria, and can also be used for
developing a long—term widening structural monitoring plan. Additionally, this study will be
used as a benchmark for future studies, and to establish a procedure and methodology for future

bridge widening projects.

v



Dedicated to,

My wife, Simonetta Dacia
My daughter, Hope Maadee
My son, Edzah Noah
And my parents Evelyn and late father Chris



ACKNOWLEDGMENTS

I wish to acknowledge and thank Dr. F. Necati Catbas for the research opportunity under
his direction and vision, for exposure and involvement in the important fields of bridge widening
and bridging the gap of code specifications through this analytical investigation and for his
support in my continuing education and understanding the opportunities that this experience and
successful completion of this research will bring.

To my committee members, Dr. Kevin Mackie, Dr. Manoj Chopra and Dr. Petros
Xanthopoulos, for their time and valuable feedback; our student research team, especially Ozan
Celik and Enes Karaaslan.

To my great friends, Mr. Edward Severino for his tremendous support and interest in the
bridge industry, Mr. Caesar Cabral and Mr. Kevin Fischer for an amazing support and provision
of documents, data and abundant relentless needed information.

I want to thank my family for their timeless and priceless support and encouragement
through many months of personal, professional, and academic challenges; especially to my
lovely wife Simonetta for being there to support our family when I was not there, my children
Hope and Edzah for being obedient to their mother in my absence, my mother Evelyn for her
support with the children and my late father Chris for his continuous prayerful support and

admiration for my persistence — “Dad thank God we did it.”

Vi



TABLE OF CONTENTS

LIST OF FIGURES ..ottt ettt st e xii
LIST OF TABLES ...ttt ettt st st sttt st sae e Xvii
LIST OF ACRONYMS ...ttt sttt ettt sttt e e s Xix
LIST OF VARIABLES ..ottt ettt sttt XX
CHAPTER ONE: INTRODUCTION ....c.ciiiiiiiiiiiiieitieeeiesit ettt 1
SErUCTUTAL CONCEPL ..eevvieiiieiiieeiiieiie ettt ettt e et e e teesteeesbeessaeesseesseeenseensseenseens 4
Pre-tONSIONINE ...eouviiiiieiieeie ettt ettt et ettt e ettt esbeesbteesbeessaeenbaesaaeenseennnes 8
Design SPecifiCationS. ........coeevviriiriiiieierieeterertt ettt 12
Inspection and Maintenance PractiCe..........ccoeevierieririiinieniiiinicececeece e 15
Service Life and Life — CyCle .....cocuoviiniiiiniiiiiiiiceeeceecceeeeceee e 20
Increased Loads and Load Effects ........coceoviiiiiiniiniiiniieccece 23
ODbJeCtiVES & MOTIVATION. ....eiiiiiieiiieeiiieeiiee et e ettt eee et e e st e e sbeeesabeessabeessbeesneeesnnee 24
Methodology, Scope, and TasKS........ccccuveeriiiiniiieiriieeeieeeee e 26
Novelty and Long-Term Vision of the Research ...........ccccoooeeviriiniiiniiniinnicncen 29
CHAPTER TWO: LITERATURE REVIEW AND FUNDAMENTAL CONCEPTS...... 31
CONAItION ASSESSIMENL.......eiiiieiiiietieriteetie ettt te et e st eesbeesteeebe e seesbeesbeeenbeesseesaseenneeenne 31
Structural Modeling & ANALYSIS ....ccccviiiiiiieriieciieeieeeeeee e 38



Simulations and Load Rating............ceecieiiiiiiiiiiiiiieieeitee et 39

MOdE] UPAALING ...ecuevieeiiieeiiieeie ettt et e aee et e e sab e e ssbeeesbeeesseesnseeenseeens 40
Finite — Element ANalYSiS ......ccovuiieiiieeiiieeiiieeiieeeite ettt evee e e saeeeeaaee e 44
Finite — Element Methods for Concrete Structures..........ooueeveerierieenieeneenieeeeneee 46
Fundamental Concepts in Bridge Widening ...........ccccoevieeiieniieniieiienieeieesie e 49
Prestressed Concrete Brid@es.......oovieieiiiiiiiiiiieiieeie ettt 55
CHAPTER THREE: PRELIMINARY MODEL DEVELOPMENT ........cccceviiviiiinnenne. 60
Bridge Segment SEleCtion.........c.ccoiiviiiiiiiiiiiiirieeeceee et 60
Primary Selection CIIteria........ccovveriruiriiriieienieniteieet ettt s 61
Secondary Selection Criteria.........ccuieririirierieienienieeieeteeeete ettt 63
Software ConSIAETATIONS .......cooutiriiiriiiiiieiie ettt st 63
Preliminary Models and Benchmark Studies............cooovieriiiiiniiiiiniiiiiiieciee e, 67
Benchmark Background Information and Input ............ccooceeieiiiiniiiiniiniieeieee 68
Benchmark Three — Span Model .........cccooiiiiiiiiiiiiiiiccceecee 71
Benchmark Modal Analysis......c..ccoeevuiriiniiiiniiniiiceccsecccece e 77
Benchmark DiSCUSSION........ceiiiiiiiiiiiiiieiiceiteeeee et 80
CHAPTER FOUR: FOUR — SPAN FINITE — ELEMENT MODEL (1972) ................... 81
INEEOAUCTION ...ttt et s 81
SUPETSTIUCTUTE ...ttt e s e e e neees 82



ODJECHIVE ..ttt ettt ettt ettt et e st e et e st e et eesabe e bt e eabeeseeease e seeenseansseenseennseenne 93

DIISCUSSION ..ttt ettt et e sttt e s ab e e bt e sbbeeabeesaee e bt e sabesabeesaeeenee 95
CHAPTER FIVE: FOUR — SPAN FINITE ELEMENT MODEL (2002).......ccccveeueueen... 96
INEEOAUCTION ...ttt sttt et st saee e 96
ODJECIVE ..ttt ettt ettt et et et e s bt e at e e b e e s aaeeabe e seeeabeasseeeaseesaseenseassnesnseans 100
DISCUSSION ...ttt ettt ettt et et b e et sa e sb e et eatenbe et satenbe et e eaeenaes 103
CHAPTER SIX: MODAL ANALYSIS AND PARAMETER SENSITIVITY ............... 104
INEEOAUCTION ...ttt ettt et e 104
Selection OF MOAES ......cocueiiiiiiieiie ettt e 104
RESULLS ...ttt st ettt st 105
DISCUSSION ..ttt ettt et sat e e sb e et sbe e st esaaeeaneesaees 107
CHAPTER SEVEN: LIVE LOAD DISTRIBUTION FACTORS ANALYSIS ............. 109
Benchmark Live Load Distribution Factors ..........cccccceveeriiiiiiniiniiinieeeniceeeee 110
1972 and 2002 Live Load Distribution Factors ..........cccceeveiriieniiiiiiiiieiceieeieeee 113
DISCUSSION ...ttt ettt ettt et e st e et e e s it e e bt e ssbeeabeesaeeebeesnbeenseesnneans 118
CHAPTER EIGHT: SIMULATIONS AND LOAD RATING (FULL BRIDGE) .......... 121
ODBJECEIVE c.tiieitie ettt ettt e et e ettt e et e e e ta e e stae e s s teeeasaeessseeeasseeesseessnsaeennseeesseenns 121
STMUIALIONS ...ttt ettt e e 121
L0ad RAUINE.c...eiitiiieieeiteeee ettt ettt sb et 121



Design vs. Load RatiNg.......ccouiiiiiiiiieiiieiieeeee ettt et 125

Relationship between Load Rating and Reliability .........ccccevvcviiiniiiiniiiiiieeieeee, 126
Benchmark VerifiCation ...........oocooiiiiiiiiiiiiieeeeee e 127
1972 Bridge Load Rating Under AZINg .........ccveeviieeiiiieeiieeeiieeeiee e eereeeiveeeenee e 128
RESUILS ..ttt ettt sttt 128
CHAPTER NINE: MODAL ANALYSIS AND LOAD RATINGS......cooveviriiniiieenee 130
INEEOAUCTION ...ttt ettt et st sb e e 130
RESULLS ...ttt st ettt ettt 132
DISCUSSION ...ttt ettt ettt e et e bt e st e e bt e e abeesbeesabeesaseenbeesanes 136

..................................................................................................................................................... 138
INEEOAUCTION ...t 138
Reliability Index and Probability of Failure ..........c.ccoecueeviiiiiniiiiiiiiieieeeiee 138
Simulations, Load Rating and Reliability.........c.ccccceeviiniiiiniiniinininicciceee 141

Benchmark ........oooooii e 143

DISCUSSION ...ttt ettt ettt ettt et e st e e bt e st e e bt e saeeeabeesaeeenbeesseeensens 144

Sensitivity — Load Rating & Reliability AnalysiS.......cccccueevviieinciiiiniiieenieeeiee e 145
INEEOAUCTION ...ttt 145

RESULLS ...ttt ettt 146



DDISCUSSION . eeeveeeeeeeeeeeeeeeeeee ettt ses e s eeesesesennsenmsmnesnnmsnnnnnnnnnn 148

CHAPTER ELEVEN: NONLINEAR SIMULATION & RELIABILITY ANALYSIS . 150

INErOAUCTION ...ttt ettt et e b b 150
IMIOAET ..ttt ettt ettt ettt et nb et e eneeneas 150
Benchmark ......cooooiiiiiiii s 152
AANALYSIS .etiieeiie ettt et ettt et e et e e b e et e ebe e bt e enbe e teeenbeenaaeenbeennes 152
RESUILS ..ttt ettt ettt et 154
DISCUSSION ...ttt ettt et e et e bt e st e e bt e et e e sbeeeabeesaeeenbeesanes 157
CONCLUSIONS AND RECOMMENDATIONS ......oooiiiieieeiecieieeieeee e 159
HIghIIGIES ..ot 159
DIBLALLS ..o 159
APPENDIX A: FREQUENCIES AND MODE SHAPES ......ccccoviiieieieeeeeeeee 163
APPENDIX B: LIVE LOAD DISTRIBUTION FACTORS ANALYSIS .....cccevveeneene. 170
APPENDIX C: CAPACITY ANALYSIS ..ottt 186
APPENDIX D: MODULUS OF ELASTICITY ANALYSIS ..o 190
APPENDIX E: PRESTRESS LOSS ANALYSIS ....ooiiiieeeeeeeeeeeeee e 195
APPENDIX F: LOAD RATING & RELIABILITY ANALYSIS ..o 199
LIST OF REFERENCES .......oiitiiiiiie ettt sttt st 223

xi



LIST OF FIGURES

Figure 1: Model of Original Brid@e ........c.ccoveiiiiiiiiniieiieeieeiiese et 5
Figure 2: Bridge Cross Section at Mid — Span ..........coceeieviriienieniniieneeeeeeeeeeeeeee 5
Figure 3: Model Illustration of Bridge Widening ...........cccccoevieviiininniiienienieeieeeeeeeeeen 6
Figure 4: Top View Schematics of Widening .........cccceceveeveriiinienieniienienieneneeieeeeeeee 7
Figure 5: Model Components & Cross — Section of Widened Bridge..........cccoceeveeienneenne. 8
Figure 6: I — 4 Ultimate Project showing potential bridge widenings .............cccceevuvenenn. 25
Figure 7: Investigation Framework for Bridge — Widening Analysis..........c.ccceeveerereennenn. 29
Figure 8: Research Contribution Focus Flow Chart ..........cccooceviiiviiiiniinieniicnieceee 30
Figure 9: Widening/Rehabilitation Load — Rating Flow Chart Illustrating Mixed Coding
....................................................................................................................................................... 34
Figure 10: Existing and Widened Bridge for Capacity and Performance Analysis.......... 35
Figure 11: The Bridge StruCture ...........cooieeiiiiiiniiiiieeieeteeeeteee et 50
Figure 12: The Rehabilitation Structure ............ccoceeiieeiiiiieniiiniceeecceeceeee e 50
Figure 13: Bridge Widening Classification.........c..cooeeeieiiiiriieenicniieneceiceeceieeee e 50
Figure 14: Option I — Ext. Bridge Widening Exp. (Inside Widening) .........cccccceevuveenneen. 52
Figure 15: Option II — Ext. Bridge Widening Exp. (Inside and Outside Widening)......... 52
Figure 16: Option III — Bridge Ht. (Proposed Bridge Ht. over Ext. Bridge).................... 52
Figure 17: Option IV — One — Side Widening (New Bridge Expansion) ..........ccccc.c........ 52
Figure 18: Option V — Inside & Outside Widening (New Bridge Expansion)................. 52
Figure 19: Bridge Plan indicating significant S€gment............ccceeeeveeerieeenieeenieeseeeeennen. 61

Xii



Figure 20:
Figure 21:
Figure 22:
Figure 23:
Figure 24:
Figure 25:
Figure 26:
Figure 27:
Figure 28:
Figure 29:
Figure 30:
Figure 31:
Figure 32:
Figure 33:
Figure 34:
Figure 35:
Figure 36:
Figure 37:
Figure 38:
Figure 39:
Figure 40:

Figure 41:

Bridge Cross — Section indicating New and Existing Girders ........................ 62
Simplified Structure (NAP) .....cocvieiiiiieeeeeee e 65
INAP CIASSES ..ottt st 66
Benchmark Bridge — Framing Plan...........cccccccooiiiiiiiiiiniiiieeeeee, 69
Benchmark Bridge Typical Cross SeCtion..........cceeveervieenieeiiienieeiieenieeieeene. 69
Benchmark AASHTO Type V Girder Section Dimensions & Properties........ 69
Benchmark Strand Layout..........ccceeeiieiieiiiieiieeieeiece et 70
Benchmark Analytical Investigation Flow Chart...........cccccooeviiniineniienennen. 71
Benchmark Continuous Three — Span Model ..........ccceeviieiiienieeiiienieeiceen, 72
Benchmark Model — Tendons............cccecuevierienininininieieieicceseee e 72
Benchmark Cross — Section Model & Line Loads..........cccceeevieniincniencnnnenn 73
Benchmark Study Dead — Load Moment & Shear Envelopes ..........c.cccoue..... 74
Benchmark Study Live — Load Moment & Shear Envelopes .........cc..ccc.c...... 74
Benchmark Live — Load Distribution Factors Schematics..........c.ccceeeeeiennen. 75
Benchmark Single — Span Moment CompariSOn ........c...coeevveeeeneenieneeneenens 76
Benchmark Single — Span Shear Comparison..........c.ccoceeveeviirieneeneneeneenens 76
Benchmark Single — Span Maximum Points...........cccccoceeviriinienecncnicnennn. 77
Dynamic Analysis Effects & Modes .........ccceveriiniininiiiniiiinicnecicnicieen 78
Benchmark End — Connection for Modal Analysis.........ccccecevieneencnicnennenn 79
Benchmark Eigen Value Analysis First Modes ........c.ccoceevervinieneencnicnennens 80
Four — Span Continuous Bridge FEM .......c..ccccoooiiniiiiniiniiiiniceccniceee 81
Beam Cross — Section Pre-defined in Program...........cccccoceeviniiniincncncnnen. 83

Xiii



Figure 42:
Figure 43:
Figure 44:
Figure 45:
Figure 46:
Figure 47:
Figure 48:
Figure 49:
Figure 50:
Figure 51:
Figure 52:
Figure 53:
Figure 54:
Figure 55:
Figure 56:
Figure 57:
Figure 58:
Figure 59:
Figure 60:
Figure 61:
Figure 62:

Figure 63:

Bridge Object Definitions ..........ccceeevieriieriieniieeieeiie ettt 84
Material Property Data .........cccocveeeiieeiieniieiiieieeieee et 87
Plot of Long — Term Modulus of Elasticity AgINg........ccccceeevievieevieenieeieennnn. 89
Plot of Long — Term Concrete Compressive Strength Aging..........cccceeveeneee. 89
Prestress Losses ANalysisS Map......ccccuieeuierieeniieniiieiieeieeie et 90
Plot of Long — Term Elastic Shortening LOSSES .......ccccocveverrverieneenienieneenens 91
Plot of Long — Term Effective Prestress......ooovvvienieiciienieeiieieeieeeeeeeeee 92
Single — Span 1972 Bridge Model .........cccoooieiiiiiieniiiieececeee e 94
1972 Bridge Single — Span HIUStration .............cceeeveeciieriienieenienieeieesve e 95
Four — Span Continuous Widened FEM...........ccccoviiiiiiiniieiiiieeeeeeeeee. 96
Bridge — Widening Connection ............ccueecueeriieeiienieeieenieeieesieeveesiee e 99
Existing and Targeted Girder in Widened Bridge ..........ccoceveevienienieniennene 100
Single — Span 2002 Widened Bridge.........cccoovuiveiiiiiiiiniieieeiee e, 102
2002 Widened Bridge Single — Span Illustration ............ccccceceeveevicneencnnnene 102
Aging Progression Schematics of Widened Bridge Members....................... 103
Modal Behavior of 1972 Bridge........ccoceevverieniriiniiniienicneeeeeeseeeeee 106
Modal Behavior of 2002 Widened Bridge ...........cocevievinicniiiiniicnicnicnnene 106
Live Load Distribution Factors Analysis Illustration.........c..ccccceceeveevinnnenne. 109
Benchmark Live Load Distribution Factors.........ccccceeceeniiiiiiniiniieniceenee 113
1972 Bridge Live Load Distribution Factors (Moment) ...........cccceeevueenieennnen. 115
1972 Bridge Live Load Distribution Factors (Shear)..........cccocceeviieiiieniennen. 115
Critical Case Selection for Targeted Components..........ccceecveveeneerveneennennne. 116

X1V



Figure 64:
Figure 65:
Figure 66:
Figure 67:
Figure 68:
Figure 69:
Figure 70:
Figure 71:
Figure 72:
Figure 73:
Figure 74:

Figure 75:

2002 Bridge Live Load Distribution Factors (Moment) ...........cccceeveereennennee. 117
2002 Bridge Live Load Distribution Factors (Shear)...........ccccocveeiiienerenennne. 117
Moment Live — Load Distribution Factors Comparison ............cccceereeennennee. 119
Shear Live — Load Distribution Factors Comparison...........cccceeeveerveeiieennnnne 119
Load Rating FIOW Chart............cocieriiiiiiiiieeiieiceeee e 123
Benchmark Critical Component Rating ...........c.ccoeeeeviieiienieeiiienieeieee, 127
1972 Bridge Load Ratings.........ccceevuiieiieiieiiieiieeiceee e 129
Benchmark Bridge Dynamic Modes and Load Ratings.............cccceeeeuennene. 130
1972 Bridge Dynamic Modes and Load Ratings (aging not considered) ..... 131
2002 Bridge Dynamic Modes and Load Ratings ............cccceeveevveenieeiiiennnnne. 131
Plot of Loading Ratings Versus Eigen Values (All Structures) ..................... 133
Plot of Load Ratings Versus Eigen Values (1972 and 2002 Bridges) ........... 135

Figure 76: Plot of Load Ratings and Eigen Value Differences (1972 and 2002 Bridges)

Figure 77:
Figure 78:
Figure 79:
Figure 80:
Figure 81:
Figure 82:
Figure 83:

Figure 84:

........................................................................................................................ 135
Load Rating & Eigen Value Analysis Flow Chart..........cccccoceeviniinenncnnenne. 137
Reliability Index EQUAtion..........cccooieriiiiiniiniiiiniccneeeeeeeeee e 139
1972 Single Span Bridge for Load Ratings and Reliability Analysis ........... 144
Hand Calculations and FEM Comparison.........c.cceceeeeevierveneenieniieneeniennenn 145
Case I — Sensitivity Analysis (NO LOSSES)....cceevvereererrieniinienienienieeienieene 146
Case II — Sensitivity Analysis (Losses — All Members)..........ccceceevveeeennnee. 147
Case III: Sensitivity Analysis (Losses — Selected Members).........c.ccc.eee.... 148
Detailed Schematics of Nonlinear Model ............coceviriiniiniininiicnicncnnne 151

XV



Figure 85: Virtual Loading SChematics ..........coceveiiiriiniriienieiiiceteceeseeeee e 154

Figure 86: Virtual Load Testing PIOtS .........cccceviiriiiinieieiienieieeeetceeeseeeee e 157
Figure 87: Benchmark Modes..........coceriiriiiiiiniiiiiieiiceceeceeteeee e 165
Figure 88: 1972 Bridge MOES .....cc.eoouiriiiriiiiiniiiieeieeiterieee ettt 167
Figure 89: 2002 Bridge MOES .....cc.eeveruiiriiiiiniiiieiieeiterieeeset ettt 169

xvi



LIST OF TABLES

Table 1: 1972 Model Components SUMMATY .........ccveeueerieeiieniieeieenieeieeseeseeesieeeseesenes 4
Table 2: 2002 Model Components SUMMATY .........coveeueerieeiieniienieeniieeieeseeseeesieeeseesenes 7
Table 3: Traffic Data on Research Bridge..........ccceeiieiiiiiiieniiiiieieeieeeee e 24
Table 4: Bridge Widening OPtions ........c.ccccveeeuierieeiiienieeiienieeieesire et esieeereeseneeeeeseee e 51
Table 5: Benchmark Composite Section Properties..........cceecveeiierieeciienieenieenie e 70
Table 6: Summary — Benchmark Material Properties..........c.ccoecuvevieeiiieniienieenieeiieeen 70
Table 7: Benchmark Line Load ANalysiS........ccccecveeiiierieiiiienieeiienie et 73
Table 8: Benchmark Hand Calculations for Distribution Factors............cccccceeveverciiennnnn. 110
Table 9: Moment & Shear Controlling Live Load Distribution Factors...........c.ccceeu...... 113
Table 10: 1972 and 2002 Bridge Hand Calculations for Distribution Factors ................ 114

Table 11: Moment and Shear Controlling Live Load Distribution Factors (1972 Bridge)

...................................................................................................................................................... 118
Table 13: Moment Live — Load Distribution Factors Analysis........c.cccceveuveeniiieenieeennneen. 118
Table 14: Shear Live — Load Distribution Factors Analysis........ccccoeeveeviiieiniiieinieeennneen. 118
Table 15: Eigen Values and Load Ratings Results...........ccccoeviiiviiiiniiiiniieiieecieeen, 134
Table 16: Statistical Parameters for Load and Resistance ...........ccccceveerveenieiicenienneens 142

Table 17: Hand Calculation Load Rating and Reliability Results for Single and Multiple

Table 18: Case I & II Load — Rating Summary Chart ...........cccceeviveviieinieeiieeciee e, 149

Xvii



Table 19: Case III Load Rating Summary Chart ...........ccccceevieiiieniiinieeienieeeeeie e 149

Table 20: Benchmark Results and CompariSOn .............coeveerierieeriienieeniienieeieesie e 152
Table 21: Single and Multiple Lanes Distribution Factors (AASHTO/FEM)................ 154
Table 22: Nominal Parameters Load Analysis Results...........ccoccoeviiiniiiiiiiniiiinienieee, 155
Table 23: Variable Parameters Load Analysis Results............cceceevieniiiiieniiienienieeiens 155
Table 24: Linear and Nonlinear Limit State Function Reliability Indices...................... 156
Table 25: Virtual Load Rating RESUILS ..........cccuieiiiiiiiiiieiieeeceeeee e 156

xviii



AASHTO

ACI

DOF

FEM

FHWA

LRFD

LRFR

PC

RF

LIST OF ACRONYMS

American Association of State Highway and Transportation Officials
American Concrete Institute

Degree of Freedom

Finite Element Model

Federal Highway Administration

Load and Resistance Factor Design (of Highway Bridges)

Load and Resistance Factor Rating (of Highway Bridges)

Personal Computer

Rating Factor

Xix



by

Cov

DC

DW

dv

Ec

Ecr
Ecrr

Ecn

EcoL

Es

LIST OF VARIABLES

gross area of concrete member cross-section, in’.

area of prestressed reinforcement in tension zone, in’.

area of shear reinforcement within a distance, s, in’.

depth of equivalent uniformly stressed compression zone assumed for
concrete in the strength limit state, in. b width of compressive face of
member, in.

web width, in.

coefficient of variation

distance from extreme compression fiber to neutral axis, in.

subscript referring to dead load from structural components and attachments
subscript referring to superimposed dead load (wearing surfaces, utilities)
distance from compression face to centroid of tension reinforcement, in.
effective shear depth, in.

modulus of elasticity of concrete (general), ksi; modulus for precast beams,
ksi.

modulus of elasticity of concrete, cast-in-place connection, ksi.

long-term modulus of elasticity of concrete, ksi.

ultimate effective modulus of elasticity of concrete, ksi.

modulus of elasticity of concrete, precast columns, ksi.

modulus of elasticity of reinforcing bars, ksi.

modulus of elasticity of prestressing reinforcement

XX



L

M

LL

M,

Py

eccentricity of load parallel to axis of member measured from centroid of
cross-section, in.

specified 28-day compressive strength of concrete, psi.

stress in prestressed reinforcement at nominal strength, psi.

specified tensile strength of prestressing tendons, psi.

specified yield strength of prestressing tendons, psi.

specified yield strength of nonprestressed reinforcement, ksi.

overall beam thickness of member, in.

moment of inertia of concrete section, in®.

dynamic load allowance (impact factor)

prestress loss (wobble) coefficient, 1/1ft.

subscript referring to live load

nominal flexural resistance, kip-ft. Mu factored moment at the section, kip-ft.
modular ratio of elasticity, Eps/Ec.
probability of failure

load rating factor

section modulus of concrete section, in*.

spacing of shear reinforcement in the direction parallel to longitudinal
reinforcement, in. t time, days.

unit weight of concrete, pcf.

reliability index

ratio of depth of the equivalent uniformly stressed compression zone

xxi



Afcr
Afgs
Afr

Afsu

Afr

assumed for concrete in the strength limit state to the depth of the actual
compression zone.

load factor

prestress loss due to creep, psi.

prestress loss due to elastic shortening, psi.

prestress loss due to relaxation of steel, psi.

prestress loss due to shrinkage, psi.

total prestress loss, psi.

prestress loss (curvature) coefficient; also mean value.

standard deviation

resistance factor

xxii



CHAPTER ONE: INTRODUCTION

A high-quality transportation network is vital to a top performing economy. Investments by
previous generations of Americans — from the Erie Canal in 1807, to the Transcontinental
Railroad in 1869, to the Interstate Highway System in the 1950s and 1960s — were instrumental
in putting the country on a path for sustained economic growth, productivity increases, an
unrivalled national market for good and services, and international competitiveness. But today,
current estimates indicate that America’s transportation infrastructure is not keeping pace with
demands or the needs of our growing economy, for today or for future generations — An
Economic Analysis of Transportation Infrastructure Investment (A report prepared by the

National Economic Council and the President’s Council of Economic Advisers — July 2014) [1].

With over 600,000 bridges in the U.S., as documented in the National Bridge Inventory
(NBI), it is very clear that they are a major component in the civil infrastructure system, and are
ranked as such; they are the backbone of the U.S. infrastructure system. People and vehicles use
bridges every day, allowing them to pass-over obstacles such as bodies-of water, valleys, or other
roads in congested areas. And as stated above, bridges are part of the country’s-infrastructure
system, contributing to economic growth or decline. For example, in a regional economy, a new
bridge can bring prosperity, while an older damaged or collapsed bridge can—cause severe
adverse impacts such as detours, re-routings and traffic jams, which increase the cost of
transportation (through time delays, extra fuel and more driving time). Consequently, bridges
become a sustaining commodity which, also requires production and inventory control
(maintenance and prevention inventory). Therefore, in the field of civil engineering, bridges are

critical structures. They must work under extremely difficult conditions, including heavy daily
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loads and harsh weather conditions.

Although there is a consensus in admitting the importance of infrastructure systems, with
614,387 bridges across the nation many drastically in need of repair or replacement -- we can see
that the future picture for bridges in the United States is not bright. The most recent report
published this year by the American Society of Civil Engineers (ASCE) issued a report card for
America's infrastructure, giving it a grade of C+ for bridges. Below is a summary of the report’s
findings on the status of bridges in the U.S.

“The U.S. has 614,387 bridges, almost four in 10 of which are 50 years or older. 56,007 —
9.1% - of the nation’s bridges were structurally deficient in 2016, and on average there were 188
million trips across a structurally deficient bridge each day. While the number of bridges that are
in such poor condition as to be considered structurally deficient is decreasing, the average age
of America’s bridges keeps going up, and many of the nation’s bridges are approaching the end
of their design life. The most recent estimate puts the nation’s backlog of bridge rehabilitation
needs at $123 billion.” [2]

This information proves that if we do not have effective methods for inspection and
maintenance of the nation’s bridges, the goal for eliminating the deficient bridges will never be
accomplished, because the budget is always limited. Just as detecting and repairing initial
damage (including cracks, rusted members, and loss of sections in structures) will cost much less
than replacing girders, supports or other main components, so the cost of widening bridges to
reduce traffic congestion and collision will be less than completely replacing the structure. Thus,
one of the most cost-effective approaches for addressing aged aging bridges with limited funds is

bridge widening.



The primary objective of this research work is to present a study to better understand the
structural behavior and capacity of a bridge that has been in service for over 40 years. The
original bridge was constructed in 1972 and was widened in 2002.

Preliminary investigation between the original bridge (hereafter referred to as the 1972
bridge) and the existing widened bridge (hereafter referred to as the 2002 bridge) will involve a
3D model to capture structural demand (shear and flexure) for different loads and capacity for
resistance analysis along with distribution factors and load ratings.

A detailed finite—element model of the structure is developed and various possible
conditions are simulated to bound the existing condition, since there is only very limited
experimental data (no access to data). The parameters are selected based on evaluation of the
entire structure. These parameters exhibit uncertainty, and the structural response is also sensitive
to variations of these parameters. Models will also be used to determine the load-carrying
capacity of the widened structure for the initial and current load demand. Verification of
analytical results with special codes considerations for widened structures will also be examined,
as well as the investigation of the load rating and reliability of the widened structure at the time
of initial and current load demands. A comparison of the reliability of the current structure with
the target reliability index will also be considered. Results and discussions are included for the
various analyses. The final chapter includes conclusions and recommendations for future
research. This research will provide comparative evaluation of a bridge load-carrying capacity in
a more thorough manner, along with an understanding of ultimate load levels and reliability

based nonlinear analysis.



Structural Concept

As stated earlier, the original bridge used for this research was constructed in 1972. It has
an east-west orientation with two lanes in each direction. Both the eastbound and the westbound
bridge have four spans, with lengths 37.0, 60.3, 60.3 and 37.0 ft. (11.3, 18.4, 18.4 and 11.3 m),
and an out-to-out width of 43.3 ft. (13.2 m). The four-span bridge is supported by three piers
where the girders with half-inch diameter and 270 kips per-square-inch low relaxation strands
are supported on elastometric bearings. The girders have a compressive strength of 6 kips
per-square-inch, and the 7-inch (177.8 mm) supporting deck slab that forms a composite with the
girder has a compressive strength of 4.5 kips per-square-inch. A combination of AASHTO Type
IT and Type I girders was used for this bridge. The shorter spans (1 & 4) have both Type II and
Type III girders, whereas the longer spans (2 & 3) have all Type III. The bridge was modeled
with 844, 3090 and 120 tendon, shell and support elements, respectively. The model had 4,242
joints, 19 restraints and 1,185 constraints. A summary of the model components is provided in
Table 1, and the model is shown in Figure 1. The cross-sections of the bridge spans, illustrating

the girder configurations, are shown in Figure 2.

Table 1: 1972 Model Components Summary

Model Components Quantity
Joints 4242
Restraints 19
Frame/Cable/Tendon Elements 844
Shell Elements 3090
Link/Support Elements 120
Constraints/Welds 1185
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Figure 1: Model of Original Bridge
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Due to increase in traffic there was an initiative to widen the original 1972 bridges in
2002. Improvements included converting mainline toll plazas and tolled ramps to include
Express Lanes, and adding cash and receipt lanes. The projects also resulted in additional
through-lanes, expanded interchanges, aesthetically pleasing sound walls, decorative bridge
columns and pylons, planter walls, and landscaping [3].

The widening involved adding two new through-lanes between the two original bridges
and connecting them with the bridges, as shown in the “before and after” model illustration in

Figure 3.

Figure 3: Model Illustration of Bridge Widening

The widening, which maintained the same bridge length of 196.5 ft. (59.9 m), had a new
roadway and deck, with edge-to-edge widths of 110.9 ft. (33.8 m) and 117.1 ft. (35.7 m),
respectively [4]. The prestressed concrete girder-widened bridge, with concrete cast—in—place

deck and monolithic concrete wearing surface, was widened in the median as well as the right



(east-bound) side, to accommodate three lanes each way (eastbound and westbound). Figure 4
and Figure 5 present detailed schematics top view, as well as cross—sections, to illustrate the

widening process. A summary of the model components is provided in Table 2.
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Figure 4: Top View Schematics of Widening
Table 2: 2002 Model Components Summary
Model Components Quantity
Joints 11881
Restraints 161
Frame/Cable/Tendon Elements 2348
Shell Elements 8736
Link/Support Elements 336
Constraints/Welds 4176
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Figure 5: Model Components & Cross — Section of Widened Bridge

The bridge chosen for this research was unique in the sense that it fit the criteria for the

analysis and investigation required for the performance of a prestressed beam before and after

widening. Some of the key components include;
- An existing bridge that was widened (1972 — 2002).
- A widening process and procedure falls into the two widening conditions considered in this

research (see Fundamental Concepts in Bridge Widening — Chapter 2).

- Geometry & Materials
o Straight (no skew)

o Prestressed beams

Pre-tensioning

The AASHTO (American Association of State Highway and Transportation Officials)
I-beam and bulb I-beam are commonly used in the State of Florida and other states as well. The

use of ASTM A416, Grade 270, low-relaxation, straight, prestressing strands is preferred for the



design of prestressed beams.

Typically, the Florida bridge beams are pre — tensioned (prestressed) compared to post —
tensioned beams. Prestressed, pre-tensioned, tendons are tensioned by a jack without any
concrete. Then, concrete is poured, allowed to set and bond, at which time the ends are cut and
the beam becomes instantly stressed by the tendons. Service loads can then be applied. Pre —
tensioning is normally performed at precasting plants, where a precasting stressing bed of a
long-reinforced concrete slab is cast on the ground with vertical anchor bulkheads or walls at its
ends. The steel strands are stretched and anchored to the vertical walls, which are designed to
resist the large eccentric prestressing forces.

Prestressed, post-tensioned, tendons are tensioned by a jack after the concrete has already
cured (but a duct is installed such that the concrete is unbonded to the prestressing), at which
time the tendons are tensioned by means of a hydraulic jack, and the beam becomes
stressed. Grout may or may not then infill the ducts. Grouting should typically be performed,
to minimize the chance of a single tendon rupture causing catastrophic failure of the
member. Service loads can then be applied [5].

Post-tensioning is a method of reinforcing (strengthening) concrete or other materials
with high-strength steel strands or bars, typically referred to as tendons. The two main types of
post tensioning consist of unbonded and bonded tendons.

An unbonded tendon is one in which the prestressing steel is not actually bonded to the
concrete that surrounds it except at the anchorages. In bonded systems, two or more strands are
inserted into a metal or plastic duct that is embedded in the concrete. The strands are stressed

with a large, multi-strand jack and anchored in a common anchorage device. The duct is then



filled with a cementitious grout that provides corrosion protection to the strand and bonds the
tendon to the concrete surrounding the duct [6].

Research has also shown that partially prestressed concrete beams with bonded tendons
provide better behavior than those of unbonded tendons such as increase ductility, initial stiffness
and the ultimate deflection up to 265%, 13% and 199% respectively. Additionally, increasing the
nominal compressive strength from 72 to 97 MPa for bonded prestressed beams led to a slight
increase in the ultimate and cracking loads by 4% and 18% respectively whereas increasing the
nominal compressive strength from 72 to 97 MPa for unbonded prestressed beams decreased the
maximum deflections at the failure loads by 16% and 23% respectively [7].

Consequently, pre — tensioned bridge beams can have some of the strands bonded and
deboned. Strand debonding in a pretensioned prestressed beam is similar to the bar curtailment
technique usually used in reinforced concrete beams. Both methods incorporate the intermediate
anchorage technique, which induces high stress concentrations at the point of bar cutoff in
reinforced concrete members or strand debonding in pretensioned beams. This may cause an
adverse effect on the ultimate strength of the beam.

A research on strand debonding in pretensioned beams mainly at the ends where moment
is not critical revealed the following results;

- Strand debonding reduces flexure — shear cracking capacity of pretensioned beams
compared to that of fully bonded members.

- The debonded strands developed the required prestressing force at the point load.

10



- Strand development length specified by the ACI/AASHTO codes for fully bonded strands
is not adequate if web — shear cracking penetrates the transfer length of the strand, or if
flexure — shear cracking occurs within the current full anchorage length la of the strand.

- Adequate anchorage length for the prestressing strand in pretensioned beams is of critical
importance in reaching the full ultimate capacity both in flexure and shear.

- The flexure and shear design of both bonded and debonded pretensioned I — beams, where
the flexural capacity controls, based on current ACI/AASHTO design provisions would be
adequate if the fully bonded strands in the member have anchorage length of a least 1.7 la.

- The findings from this study indicate that the degree of conservatism decreases as the
percentage of debonding increases. It is recommended that no more than 67% of the
strands be debonded. The current limit of 50% was shown to be conservative provided the
anchorage length of the fully bonded strand is at least 1.7 1 la, with la based on current
ACI/AASHTO requirements [8].

The pre-tensioned beams have a parabolic soffit, or haunched beam profile. The
haunched beam profile was developed for camber control. The bottom edges of the Type II
prestressed beams are chamfered %4” at sides and 1 2” by 1 '4” continuous wood chamfer at ends
(typical). The bottom edges of the other types of prestressed beams were chamfered %4 at sides
and 1 /2" by 1 2" continuous wood block out at ends (typical).

In typical pre-tensioned beams, the tendons are straight but can be harped or draped to match the

dead load moment.
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Design Specifications

The moment demand for a girder depends on the magnitude and location of the imposed
loads and on the properties of the bridge. The design moment in the girder will vary with girder
spacing, span, flexural stiffness, torsional stiffness, and on the properties of the deck and
diaphragms [10]. To simplify the design process, many bridge codes, such as the AASHTO Load
and Resistance Factor Design (LRFD) Specifications (1998), the AASHTO Standard
Specifications (1996), and the Ontario Highway Bridge Design Code (1992), treat the
longitudinal and transverse effects of wheel loads as uncoupled phenomena. The design live-load
moment caused by a truck (or lane of traffic) is first estimated by obtaining the maximum truck
(or lane of traffic) moment on a single girder. A designer then obtains the design moments for
each girder by multiplying the maximum single girder moment by a factor, which is usually
referred to as the live-load distribution factor [10].

Live load distribution is important for the design of new bridges, as well as for the
evaluation of existing bridges, and has been the basis for design in the United States for over
seven decades. The AASHTO Standard Specifications for Highway Bridges have contained live
load distribution factors since 1931. The early values were based on the work done by
Westergaard (1930) and Newmark (1948), but the factors were modified as new research results
became available. For a bridge constructed with a concrete deck on prestressed concrete girders
and carrying two or more lanes of traffic, the current distribution factor (AASHTO 1996) is §/5.5,
where § is the girder spacing in feet. This factor, multiplied by the moment on a single girder,

caused by one line of wheels, gives the girder design moment. The applicability of the
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procedures in the Standard Specifications is limited by the fact that they were developed
considering only non-skewed, simply supported bridges. Piecemeal code changes over the years
have also created inconsistencies [11]. In 1994, AASHTO adopted the LRFD Bridge Design
Specifications (AASHTO 1994) as an alternative to the Standard Specifications. The LRFD
expressions for live-load distribution are based on the results of a parameter study by Zokaie et al.
[12], which considered variations in girder spacing, girder stiffness, span length, skew, and slab
stiffness. The resulting LFRD expressions account for many parameters that were neglected
previously, including skew. Per Zokaie et al., the LRFD code distribution factors lie within 5% of
the distribution factors calculated with detailed finite-element models.

The finite-element models used to develop the AASHTO LRFD (1994) code equations
were detailed, but the models did not include all the components of a typical bridge. For example,
Zokaie et al. considered the effects of diaphragms in a pilot study but not in the main parameter
study. In addition, the factor that Zokaie et al. proposed to account for girder continuity was not
included in the LRFD Specifications. Consequently, the LRFD code expressions are based on the
results of analyses for HS20 loading of simply supported bridges without lifts, intermediate
diaphragms, or end diaphragms.

The AASHTO LRFD equations for the distribution factors are more accurate than those
provided in the Standard Specifications [12]. However, Chen and Aswad [13] found that the
LRFD code distribution factors can be uneconomically conservative for bridges with large
span-to depth ratios. Based on the results of finite-element analysis, Chen and Aswad found that
this conservatism could be as much as 23% for interior beams and 12% for exterior beams [13].

A reduction in the conservatism of the code would lead to more economical bridge designs.
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Further research was needed to evaluate the accuracy of the code live-load distribution
factors and to quantify the effects of parameters not considered in the codes or most previous
analyses.

The AASHTO Standard Specifications and AASHTO LRFD Specifications contain
simplified methods currently used to compute live load effects. The National Cooperative
Highway Research Program (NCHRP) is one program that develops LRFD equations which
have been used in modern design.

These equations include limited ranges of applicability that, when exceeded, require a
refined analysis to be used. The ranges of applicability and complexity of the equations have
been viewed by some as weaknesses since their adoption into the LRFD specifications. NCHRP
recently developed an even simpler live load distribution factor equations for moment and shear
to replace those in the current LRFD specifications. These equations are expected to be
straightforward to apply and easily understood and yield results comparable to rigorous analysis
results. NCHRP used rigorous analysis as the basis for establishing the target distribution factors
for their research; which helped their research team to better delineate the effects (i.e.,
contributions) of multiple-vehicle presence, of variability associated with the simplified analysis,
and of the calibration (tuning the simple method to better match the rigorous results) [14].

Usually the parametric analyses are based on the application of a single point load in the
investigation of shear. However, such a load configuration does not realistically appear in
practice. Thus, to confirm shear capacity, loads on a selection of model beams are applied
representative of vehicular traffic.

Consequently, research by Eamon et al., [11] showed that for every analysis (two legal
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Michigan vehicle configurations applied to the FEA bridge model), moment failure occurred at a
load level much below that required for a shear failure (i.e. development of shear cracks). It was
also not possible to fail the beams in shear (before a moment failure) using reasonable vehicle
configurations. Thus, as expected, typical vehicle configurations on a reasonably designed and
undamaged prestressed concrete beam will generally result in moment failures rather than shear
failures, especially for longer vehicles and spans [16].

For the original bridge used in this research, the 1966 specifications and special
provisions for the State of Florida Department of Transportation Standard Specifications for
Road and Bridge Construction was used. The design code used was in accordance with the 1969
Edition of the AASHO Standard Specifications for Highway Bridges with approved revisions.
The loading truck was an HS 20 — 44 (Modified for Military Loading as required). However, the
Florida Department of Transportation (FDOT) Structures Design Guidelines which makes
provision for mixed coding for the bridge widening was used for the widened bridge as is

elaborated in this section under “Condition Assessment.”

Inspection and Maintenance Practice

In general, regular maintenance and inspections are performed on the study bridge, since
it is part of the Florida Department of Transportation (FDOT) bridge network. Engineering
technicians perform visual inspections on a biennial basis. Through its Office of Maintenance,
Structure Operations and Bridge Inspection, FDOT manages consultant contracts to inspect local

government bridges. Participation in the local government bridge inspection program is
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voluntary on the part of the local governments, but does not relieve them of their responsibility
to inspect, maintain, impose and enforce weight restrictions, repair, rehabilitate, or replace the
bridges in their jurisdictions. The Federal Highway Administration (FHWA) holds FDOT
administratively responsible for ensuring that all qualified bridges in the state are inspected and
load-rated in accordance with state statutes and federal codes. In addition, FDOT is required to
report to FHWA that all publicly-owned bridges are inspected in accordance with these
standards.

Sample inspection methods for protecting public safety and safeguarding the public’s
investment in bridge structures are listed below:

1. Visual Inspection.

2. Non-destructive Testing.

3. Material Sampling (Coring, removal and testing).

During the initial inspection of a structure, the bridge inventory data is verified in the
field to reflect the “as built” conditions. Before making subsequent inspections, the previous
bridge inspection reports and the bridge record file are reviewed.

Visual Inspections being the most common methods requires that dirt and debris be
removed to permit visual observation and precise measurements. Careful visual inspection is
supplemented with appropriate special equipment and techniques. Usually the use of mirrors is
employed to increase visual access to many bridge components. Tools and equipment needed
for the inspection of bridges vary with the type of inspection being made. Refer to the current
FHWA Bridge Inspector’s Reference Manual, for a list of equipment that may be used for

inspection.  Sketches, photographs and video cameras are used as required to record significant
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or unusual details. The procedures for “visual inspections” are outlined as follows;

1.

Sequence — Whenever practical, inspection should proceed from substructure to
superstructure to deck. The cause of superstructure and deck deficiencies may be
more apparent if the substructure was inspected initially.

Thoroughness — All surface areas of each bridge member must be examined. To
ensure that no surface is overlooked, each inspection team should develop a standard
and methodical order for examining the surfaces of each member. The minimum
distance the inspector needs to be from each surface varies depending on what is being
inspected and the condition of the structure. Typically, items such as bearing areas,
fatigue prone details, areas where debris accumulates and other areas known to be
prone to deterioration should be inspected at arm’s length. Areas like mid span
portions of prestressed girder bridges in good condition can typically be inspected from
the ground.  As the condition of the structure worsens, the effort required for the
inspection will increase.

Completeness — Inspection of all components of the bridge during every inspection. If,
for any reason, a specific component or member cannot be inspected, it must be noted
in the bridge inspection report. Features that are not of a structural nature, such as
approach guard rails, lighting, and signs should also be inspected since they have a
significant impact on bridge performance and public safety. The elements listed in the
bridge inspection report should be used as a guide to assure complete inspections.

There are also items that are incidental to the elements that need to be inspected.
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4. Discovery of Serious Safety Concerns — When critical deficiencies are discovered

which pose a definite threat to public safety, the inspection team leader shall initiate
actions to correct these deficiencies. In extreme cases when the structure is in
imminent danger of collapse, the inspector shall close the bridge to traffic. The
district structures maintenance engineer shall be notified immediately of the critical
deficiency, and the following steps shall be taken:

a. Coordinate the traffic restrictions for public safety.

b.  Visit the site to evaluate the critical deficiency. During this phase personnel,

may be brought to the site to aid in the evaluation of the critical deficiency.
c. Determine the action to correct the critical deficiency.

5. Questionable Conditions — During the inspection, conditions may be encountered

which require evaluation beyond the knowledge and experience of the bridge inspector.

When this occurs, engineers from the district structures maintenance office shall visit

the site and personally examine the situation before determining the course of action.

The district structures maintenance engineer shall determine if experts from the district,

the central office, the state materials office, universities, federal agencies, or other state

agencies need to be consulted to aid in evaluating the questionable conditions.

Non-destructive testing (NDT) can be used to augment or supplement visual inspection.

Generally, NDT is not practical for large scale use on a bridge unless a defect has first
been detected by visual means. NDT can be used to highlight or define the extent of the
defect.

Since most types of NDT require special equipment, and detailed instructions to perform
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the various tests, and correctly interpret the results, it is essential to have the NDT performed and
interpreted by qualified personnel.

Last but not the least, material sampling (destructive testing) must be done. Destructive
testing can be used in evaluating bridge materials. This requires taking samples from the
various bridge components. Samples from low-stress areas of steel beams can help the
engineer determine the type and strength of the steel. Taking samples out of concrete members
can be useful for identifying hidden defects, as well as determining the strength of the concrete.
Taking small samples from timber members using an incremental boring may be performed, but
the hole should be plugged with a treated wood plug, or by some other suitable method,
afterward.

Destructive testing is not usually recommended, except in cases where it is necessary to
evaluate the structure before major rehabilitation, or to determine material properties for analysis.
It is imperative that sample holes be patched or plugged to prevent future deterioration.

Consequently, a bridge inspection could lead to a more thorough and detailed structural
investigation. The purpose, notification and preliminary actions for such an investigation are
described below;

- Purpose - When a failure or condition threatening structural integrity is discovered on a
bridge, culvert, overhead sign, high-mast light pole, retaining wall, mast arm traffic
signal, or other significant structure, the failure or condition shall be investigated to
determine its cause. Based on the investigation, action can be taken to prevent future

similar failures or conditions.
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- Notification - The district structures maintenance engineer must be notified when a
failure or near failure occurs. When possible, the failed structure should not be meved
removed until an investigation can be performed. When traffic or safety concerns
dictate immediate removal of the failed structure, it should be stored where it will be
available for future investigation.

- Preliminary Actions - The initial phase of the investigation should be a documentation of

the condition. Extensive videos, photographs, sketches and measurements should be

used to document the failed structure. During the preliminary phase of the

investigation, the district structures maintenance engineer will notify the following:

1. State maintenance office

2. District structures design office

3. District general counsel, if the incident involves the public

As stated earlier, each bridge is to be inspected at regular intervals, with no interval
exceeding 24 months. An inspection will not be delinquent if it is conducted in the month it is
due. If a bridge is inspected after the month it is due, the reason must be documented in the
communications section of the bridge record file, and in the inspection notes section of the

bridge management system.

Service Life and Life — Cycle

The AASHTO LRFD Specifications provides these definitions:
Service Life — “The period that the bridge is expected to be in operation.”

Design Life — “Period on which the statistical derivation of transient loads is based: 75
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years for these Specifications.”

Since service life involves consideration of many environmental, design, materials, and
construction factors, the LRFD definition of design life obviously does not represent a basis for
service life. Accordingly, the AASHTO LRFD Specifications does not recommend any specific
period for service life [15].

AASHTO specification provisions not being able to predict or approximate the length of
service life is an obvious obstacle to the implementation of extended service life for bridge
projects in the United States. Development of specific service life recommendations for bridges
would probably involve an effort by the AASHTO Subcommittee on Bridges and Structures and
the Federal Highway Administration, extending over several years.

The most problematic component of life-cycle calculations may be maintenance costs.
Nearly all states experience chronic deficiencies in the amount of funding available for
maintenance. The lack of adequate maintenance funding may be a significant factor contributing
to the structural deficiency of bridges. Proper maintenance is essential to achieving extended
service life, as well as a sustainable bridge infrastructure [15].

Design options that have been used to extend service life include:

1. Use of high-performance concrete (HPC) to reduce permeability.

2. Pretensioning and/or post-tensioning to control or eliminate cracking.

3. Minimizing the use of expansion joints and bearings. (Integral bridges should be used
where feasible.)

4. Use of integral deck overlays on precast concrete segmental bridges in aggressive

environments.
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There is a sense of urgency in the United States for achieving the goals of extended
service life and a sustainable bridge infrastructure. However, reaching these goals involves
incorporating details in the design process necessary for extended service life, as well as
providing consistent funding necessary for bridge maintenance. Probabilistic, performance-based
durability design of concrete structures is now available. Extended service life of major bridges
is recommended, even if some marginal increase in initial cost is required. Service life of 150
years is recommended for major urban bridges or bridges on critical highways. Eventually,
extended service life is recommended for application to all bridges. Development of an
AASHTO specification with specific service life periods would be beneficial to bridge
infrastructure sustainability in the United States.

Considering the complexities of the design and the uncertainty associated with the
materials -- including their initial and time-dependent properties, the changes in loading from
design values, as well as the comprehensive bridge maintenance and inspection programs -- there
is no simple answer to the question of how long the bridge will last, or how that service life will
be affected by certain maintenance activities or future changes in loading. However, this could
be relevant information that the bridge owner could use to make better decisions and business
plans.

Life-cycle cost analysis (LCCA) is an engineering economic analysis tool used to
compare the relative merit of competing project alternatives. The Federal Highway
Administration (FHWA) defines five major steps in the LCCA process [20], as listed below:

1. Establish design alternatives

2. Determine activity time
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3. Estimate activity costs (agency and user)

4. Compute the life-cycle costs

5. Analyze the results

By considering all owner costs over a finite time, the LCCA can help the owner make
objective business decisions about new construction and maintenance. Transit infrastructure
continually ages, while population and load demands increase. These events precipitate the
need for maintenance or improvement projects coupled with the use of objective information
derived from analytical simulations, along with experimental data.

The analytical investigation in this research can provide information to the first step of
the process, which is outlined by FHWA. The analytical investigation may also increase
knowledge about the effects of increased loads on an existing bridge and provide better
decision-making. Information used to determine a conventional bridge condition rating comes
from visual inspections and load ratings based on design assumptions [15]. Design assumptions
are based on simplified models of resistance and load effects. It is widely understood that
engineers try to make conservative assumptions when uncertainty in these assumptions exists.
Consequently, the first analysis of an aging civil infrastructure system may be based on
conservative assumptions to facilitate a rapid design [15]. This research may demonstrate

additional capacity, in which case the bridge condition rating would be improved.

Increased Loads and Load Effects

State Road 408 — SR 408 (Spessard L. Holland East-West Expressway) is the backbone
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of the Central Florida Expressway Authority’s 109-mile network. The 22-mile toll road runs
east-west, connecting Ocoee from Florida’s Turnpike in west Orange County to SR 50 (Colonial
Drive) east of Alafaya Trail near the University of Central Florida in east Orange County. At its
peak, more than 164,000 vehicles a day travel the 408 as it crosses downtown Orlando.

The bridge used in this research is one of the bridges that constitute the 109 network. The
loads on this bridge have increased significantly from those assumed in the original design as is
shown in Table 3 provided by the Tallahassee Democrat part of the USA Today Network [18].

Table 3: Traffic Data on Research Bridge

Year Built 1973
Average Daily Traffic (Year) 65,000 (2014) with 14% of truck traffic
Year Reconstructed 2005
Future Average Daily Traffic (Year) 112,775 (2036)

The finite element models developed may be used to determine if the bridge has the

capacity to handle these increased loads.

Objectives & Motivation

A key motivation to this research is a new major project involving a 21-mile expansion
roadway and bridge improvements, including direct access to the express lanes and a few bridge
widenings (Figure 6). One of the bridges to be widened on this project was chosen for analysis in

this research.
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Figure 6: I — 4 Ultimate Project showing potential bridge widenings

Consequently, considering the key points indicated in the problem statement, the
objectives of the research are defined as follows:
- Provide a better understanding of the capacity and performance of a widened bridge.
- Provide a better understanding of the bridge widening current design code and practices.
- Provide a better understanding of the load-rating process for widened bridges.
- Explore changes in bridge dynamics before and after widening.
- Conduct a reliability analysis before and after widening.

- Conduct a nonlinear analysis for load-carrying capacity
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This research will provide a better understanding of the capacity and performance of a
widened bridge by exploring and modeling uncertainties with a finite element model, which will
be quantified in terms of load-rating and reliability, and by studying the live-load distribution
factors for the bridge before and after widening. Additionally, a nonlinear finite element
reliability analysis that provides analytical reliability indices to be compared against design code
reliability indices for widened bridges will be investigated.

The results will then be compared with the current state-of-practice index using a case
study of a widened bridge in Florida. Thus, the goal of this analytical investigation of prestressed
beam bridge performance before and after widening is to provide a better understanding of
load-rating and reliability.

Additionally, the motivation for this research stems from general bridge practice
involvement and experience, which has led to the opportunity of improving -current
bridge-widening practices through introduction of an effective bridge-widening framework, as

well as a contribution to the widening specification approach (Inspection and Load-Rating).

Methodology, Scope, and Tasks

An analytical investigation is a comprehensive parametric study (a series of simulations
where one or more parameters of the problem are varied to investigate the sensitivity of the
solution to the parameters) conducted to investigate the range of validity of a concept and to

identify combinations of key parameters essential to ensure adequate performance under certain
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conditions.

The process in this analytical investigation consists of generating a benchmark finite
element model (FEM) and calibrating that model using existing results. The results from the
calibrated model are then used to rate the condition of the bridge or investigate new loadings.
The process will also include a comprehensive association and comparison of existing results,
data, and established code values and estimates.

Since the structure under investigation was a widening of an original structure, the
original structure is also investigated in this research. Design assumptions are based on
simplified models of resistance and load effects. Sensitivity studies are conducted to identify
critical parameters and are verified by comparison with other analyses. The verification
process optimizes the model in terms of the critical parameters. After verification, the FEM may
be used for simulation of existing or proposed loads, damage, retrofit, or improvement schemes.
Results from the simulations may be combined with resistance calculations to determine load
ratings. A reliability analysis can give an objective measure of structural reliability and
probability of failure.

The state-of-practice approach to an analytical investigation of bridges commonly
involves research teams, with each researcher focused on one or more subdivided portions of the
study, such as FEM development, experimental design and data processing, model calibration,
and/or simulations and rating. These processes can take researchers many years to complete on
the various aspects of the bridge.

The scope of this research study is to generate a four-span continuous prestressed

bridge finite element model that is representative of the original structure before and after
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widening. In developing the FEM, boundary conditions, modal analysis, and dynamic behavior
are considered. The FEM is used for simulations of different vehicle loads. AASHTO load
ratings are conducted and examined for future widening. Reliability analyses are performed to
identify a reliability index, and recommendations for experimental verification are presented.
Study tasks include the following:

1. Literature search

2. Bridge segment selection for analysis

3. FEA software evaluation and acquisition

4. Preliminary models and benchmark studies

5. Model visualization

6. Four-span FEM development

7. Critical parameter identification and bounding

8. Eigenvalue analysis and parameter sensitivity studies

9. Simulations, load ratings, and reliability analysis

For these objectives to be fulfilled, a roadmap is constructed explaining the main steps of

the research framework, as shown in Figure 7.
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Stage I: Capacity, Load Distribution & Rattng (Pre-Widening)

Stage IT: Capacity, Load Distribution & Rating (Post Widening)
-------------------------------- ' Wadening

..........

Stage V: Critical Member (Sensitivity & Reliability Analysis)

Figure 7: Investigation Framework for Bridge — Widening Analysis

The framework proposed in this study is expected to be implemented broadly because of its
simple and inexpensive deployment in real life on bridge type structures. The broad implementation
of the framework with this new approach to bridge widening criteria conditions could be of use to

both inspectors and owners.

Novelty and Long-Term Vision of the Research

After a thorough literature search, it can be stated that further work is required at all

stages of the bridge-widening process and implementation. This research, which aims to provide
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a better understanding of the bridge-widening process and the suggested methods for analysis
and investigation, is undertaken in three stages. The first stage is the capacity and performance
analysis, which focuses on the linear analysis investigation of the bridge before and after
widening. The second stage is the nonlinear analysis of a component of the widened bridge.
Finally, the third stage is a reliability analysis of the bridge before and after widening.

Overall, the schematic shown below (Figure 8) highlights the contribution of this

research.

Figure 8: Research Contribution Focus Flow Chart

Current widening practice requires that the existing bridge under investigation for
widening be load-rated using design codes and trucks that were initially used for designing if the
bridge did not rate using current codes and trucks. This research will highlight the results of
using the same and current code for load-rating analysis of the bridge before and after widening.
Also, the capacity of a bridge and its components are usually underestimated or unpredictable,
due to either a linear investigation or analysis. In this research, a nonlinear analysis aids in

closely approximating the actual capacity of a component in the bridge system.
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CHAPTER TWO: LITERATURE REVIEW AND FUNDAMENTAL
CONCEPTS

Condition Assessment

Current widening methods and application are assumed to satisfy conditions without
knowing the exact capacity of both the existing and pre-existing conditions (i.e., what is the
capacity of the existing bridge? and what is the capacity of the widened bridge?) Critical
inconsistencies can arise from several sources: (1) mixed used of design codes, (2) little or no
knowledge of capacity and response performance between the original and widened bridge, (3)
uncertainties (e.g., component level, system level, design and construction) and (4) rating and
reliability computation.

AASHTO-LRFD codes achieve uniform reliability for the design components; whereas,
when the LRFD limit states are calibrated against previous AASHTO design requirements to
achieve component proportions, uniform reliability is not achieved. However, during widening,
these codes (previous and current) are used interchangeably.

The FDOT Structures Design Guidelines (2014) make provision for this mixed coding, as
follows;

A. Before preparing widening or rehabilitation plans, review the inspection report and the
existing load rating. If the existing load rating is inaccurate, or was performed using an
older method (e.g., Allowable Stress or Load Factor), perform a new LRFR load rating. If
any LRFR design inventory or any FL120 Permit rating factors are less than 1.0,

calculate rating factors using LFR (MBE Section 6, Part B). If any LRFR or LFR
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inventory load-rating factors are less than 1.0, a revised load rating may be performed
using one of the additional procedures in C.1, C.2, C.3, or C.4 to obtain a satisfactory
rating. If any LFR inventory rating factors remain less than 1.0, replacement or
strengthening is required, unless a Design Variation is approved (see section B below).
Calculate ratings for all concrete box girders (segmental) using only LRFR (MBE Section
6, Part A).
. Design of bridge widening or rehabilitation projects must be done in accordance with
SDG 7.3, and load rating must be done in accordance with SDG 1.7. Do not isolate and
evaluate the widened portion of the bridge separately from the rest of the bridge. After
preparing widening or rehabilitation plans, if any LRFR design inventory or any FL 120
permit rating factors (MBE Section 6, Part A) are less than 1.0, calculate rating factors
using LFR (MBE Section 6, Part B). If any LFR inventory rating factors remain less than
1.0, replacement or strengthening is required, unless a Design Variation is approved. If
any LRFR or LFR inventory load-rating factors are less than 1.0, a revised load rating
may be performed using one of the additional procedures in C.1, C.2, C.3, or C4 to
obtain a satisfactory rating.
. Additional procedures may be performed to obtain a satisfactory inventory load rating.
Only one of the following is allowed per rating factor:
i. Approximate Method of Analysis: When using LRFD approximate
methods of structural analysis and live-load distribution factors, a rating
factor of 0.95 may be rounded up to 1.0 for the existing portion of the

bridge.
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ii. Refined Method of Analysis: Refined methods of structural analyses
(e.g., using finite elements) may be performed to establish an enhanced
live-load distribution factor and improved load rating. For continuous
post-tensioned concrete bridges, a more sophisticated, time-dependent
construction analysis is required to determine overall longitudinal effects
from permanent loads.

iii. Shear Capacity - Segmental Concrete Box Girder - Crack Angle
(LRFD [5.8.6]): To calculate a crack angle more accurately than the
assumed 45-degree angle used in LRFD, use the procedure found in
Appendix B of "Volume 10 Load Rating Post-Tensioned Concrete
Segmental Bridges" (dated Oct. 8, 2004) found on the Structures Design
Office website [17].

The design summary is provided in the flow chart presented in Figure 9.
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Figure 9: Widening/Rehabilitation Load — Rating Flow Chart Illustrating Mixed Coding

While there are no effective methods of determining the capacity and performance of
existing bridges, there is relatively no knowledge to compare the capacity and performance of
the original (existing) bridge with the widened bridge as is illustrated here in Figure 10.

The inability to adequately load rate a widened bridge stems from the initial complexity

of computing the response of a bridge to live loads.
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Figure 10: Existing and Widened Bridge for Capacity and Performance Analysis

In Andrew Sonnenberg’s paper presented at the 2014 Small Bridges Conference, he
explains the concept of assessing bridge load capacities by theoretical analysis which he breaks
into two main methods: a generic assessment, and using the rating equation. The generic
assessments, are economically low in cost and a good initial estimate for an asset owner in the
absence of complete load-rating information [18].

And he elaborates on the second option, which is the rating equation where one is
provided a rating equation that can be used to assess structures and determine a structures rating
factor for a nominated rating vehicle. The rating factor is obtained by calculating the theoretical
capacity of a structure and the design actions for the nominated rating vehicle.

In retrospect, researchers see the best and most effective option for determining the
capacity and performance of a bridge (existing or widened) to be through reliability and load
ratings.

Load ratings are a reasonable deterministic approach designed mostly to assess the safety
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of a bridge and to determine the strength and allowable load on a bridge. The methodology
examines the appropriate failure modes, which is consistent among different bridges, and it
makes sense. However, these load ratings have some limitations that can be overcome using a
reliability analysis.

The standard AASHTO HS-20 truck is a good conservative and deterministic
representation of the typical truck on the highway. However, it does not account for the
cumulative effect of many trucks passing over the bridge over a period of time. Using the HS-20
truck, equivalent load ratings for different failure modes do not achieve equivalent levels of
safety. Load ratings do not consider redundancy in a structure or correlation between failure
modes. A system reliability analysis will consider both. There are some very good probabilistic
live-load models available. A reliability analysis overcomes all the listed limitations of the
load-rating approach and produces a consistent level of safety for various failure modes, per
Estes, et al. [19], and is in the right direction of determining the capacity and performance of a
bridge.

In general, reliability-based structural performance indicators reflect the uncertainty in
load, resistance, and modeling. However, they do not account for the outcome of a failure event
in terms of economic losses.

Currently, the load rating is the method used by state DOTs for evaluating the safety and
serviceability of existing bridges in the United States. In general, load rating of a bridge is
evaluated when a maintenance, improvement work, change in strength of members, or addition
of dead load alters the condition or capacity of the structure. The AASHTO-LRFD specifications

provide code provisions for prescribing an acceptable and uniform safety level for the design of
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bridge components. Once a bridge is designed and placed in service, the AASHTO Manual for
Condition Evaluation of Bridges provides provisions for determining the safety and
serviceability of existing bridge components. Rating for the bridge system is taken as the
minimum of the component ratings. If viewed from a broad perspective, methods used in the
state-of-the-practice condition evaluation of bridges at discrete time intervals, and in the
state-of-the-art probability-based life prediction, share common goals and principles. This
dissertation briefly describes a study conducted on the rating and system reliability-based
lifetime evaluation of several existing bridges within a bridge network, including prestressed
concrete, reinforced concrete, steel-rolled beam, and steel plate girder bridges. The approach is
explained using a representative prestressed concrete girder bridge. Emphasis is placed on the
interaction between rating and reliability results, to relate the developed approach to current
practice in bridge rating and evaluation. The results provide a sound basis for further
improvement of bridge management systems, based on system performance requirements, per
Akgul, et al. [20].

Accumulation of research in the field of bridge evaluation based on structural reliability
justifies the consideration of reliability index as the primary measure of safety for bridges.
Furthermore, the lifetime bridge evaluation techniques are being based primarily on reliability
methods. Currently, bridge safety is measured in terms of the rating factor, which reflects the
live-load capacity of the structure. To investigate the reliability index of an existing bridge, and
to consider its relation to the rating factor, an in-depth investigation of the interaction between
these two safety measures for different limit states of different bridge types is desirable.

The paper by Akgul, et al [20] presents the results of a study in which the interaction
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between rating and reliability of a group of 14 bridges in an existing bridge network was
investigated. This investigation is based on advanced methods to evaluate the reliability of each
bridge in the network. Rating factors for different bridge groups are identified based on bridge
type, and bridge groups are compared based on mean group rating factor. Bridge rating and
reliability are quantified when each bridge starts its service life. The bridge rating factor and the
reliability index are evaluated for various limit states belonging to different member types within
the bridge network. A correlation study between bridge rating factor and reliability index of
different bridge types in an existing network reveals interesting results, per Akgul, et al. [20].
Consequently, in addition to mixed coding, unknown capacity and response performance
are the uncertainties that are a major missing component in the knowledge gap. The uncertainties
that can be encountered during a bridge-widening project range from component level and
system level, to design and construction. A bridge-widening study is usually done prior to this
process and will include, but not be limited to, examining new and existing structures, dead and
live-load deflections, temperature movements, prestress deflection and shortening, and

settlements.

Structural Modeling & Analysis

The analytical investigation begins with structural modeling. The state-of-practice
approach to structural modeling is based on practical implementation of discrete finite element
analysis methods, using conventional PC hardware and software to generate models that will

accurately and completely simulate the following:
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1. Three-dimensional (3D) geometry of critical regions and elements
2. Boundary conditions
3. Critical mechanisms of external loading

Recent advances in PC hardware and software have made modeling and simulation a
feasible and efficient approach. After a nominal 3D FEM of the bridge has been generated, the
dynamic response of the bridge is simulated to help define a comprehensive validated system.
Mode shapes, natural frequencies, and modal contribution coefficients are computed by the
preliminary finite element simulation, and are used to validate the efficiency and accuracy of the
model behavior. Determining the natural frequencies provides the proper frequency bandwidth
for a given bridge. This knowledge is used to configure the bandwidth of the data acquisition
system to capture the necessary modes.

The nominal FEM represents the actual structure with limited accuracy, because of
possible damage, deterioration, or structural details that behave differently than the design
assumptions. Thus, the nominal model needs to be calibrated to more accurately simulate the
existing data or available study and inspection results.

The critical parameters of the model are adjusted in a step-by-step process so that the
analysis results match the measured static and dynamic response data. The comparisons of
analytical and available design calculations and estimations give an indication of the accuracy of

the model during calibration.

Simulations and Load Rating

In most cases, the final deliverable in the analytical investigation process of bridge
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inspection is a bridge rating factor meeting a code criteria or specification. The calibrated FEM is
used to simulate loading conditions, and the resulting load effects are recorded and analyzed to
arrive at the bridge rating factors. There are several advantages to rating the bridge based on
calibrated finite element results, versus static load testing. First, the FEM can rapidly produce
reliable results for rating the bridge under many types of loading. In addition to the truck used for
the test, standard AASHTO, FHWA, and state loading conditions can be generated for the rating
procedure. A second advantage is that the rating is based on the global response of the entire
bridge, rather than the local response at strain gauge locations. Ratings based on strain data rely
upon the assumption that the strain gauges capture all critical behaviors. A third advantage is
that calibrated finite element models can be used with damage identification technology to locate
possible localized defects and failures in the bridge that go unnoticed during visual inspections
and truck load testing. A fourth advantage of the using the FEM-based rating is that should an
improvement or retrofit of the structure be required, engineers can use the calibrated model to
quickly evaluate the alternatives [21].

To emphasize, the state-of-practice approach to analytical investigation of major
bridges commonly involves multiple researchers and even multiple research teams, with different
researchers focused on one or more subdivided portions of the study, such as FEM development,

experimental design and data processing, model correlation, and/or simulations and load rating.

Model Updating

Finite element modeling gives a detailed description of the physical and modal

characteristics of a bridge. It is desirable to measure the dynamic properties of new and existing
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bridges to better understand their dynamic behavior under normal traffic loads and extreme loads,
such as those caused by seismic events or high wind. Dynamic properties of interest include
resonant frequencies, mode shapes, and modal damping. These measured properties can be
used to update numerical models of the bridge so that the models better reflect the actual
boundary conditions and as-built structural connectivity. Knowledge of the dynamic properties
can be used to assess the effects of traffic loading on the fatigue life of the structure, and to
determine dynamic load factors for these structures [22].

A three-dimensional dynamic FEM was developed for the Tsing Ma long suspension
bridge in Hong Kong. Modal analyses were carried out to determine natural frequencies and
mode shapes of lateral, vertical, torsional, and longitudinal vibrations of the bridge and to
investigate the dynamic interaction between the vibrational modes, between the main span and
side span, and between the deck, cables, and towers. The natural frequencies and mode shapes
obtained by the numerical analysis were compared with experimental results and found to be in
good agreement [23].

The combination of numerical modeling and full-scale measurement provides a
comprehensive understanding of the behavior and properties of the Tsing Ma Bridge. The
validated FEM, computed dynamic characteristics, and the dynamic interactions between bridge
elements can serve as topics for future studies on the long-term monitoring, or for aerodynamic
analysis of the Tsing Ma Bridge [23].

Model updating has developed into a practical and applicable technology in recent
years. Zhang, et al. provides an excellent review of literature describing the historical

development of model updating methods [24]. For a complex structure with many degrees of
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indeterminacy, model updating is difficult because it involves uncertainties in many parameters,
such as material properties, geometric properties, and boundary and continuity conditions.
Manual calibration of the FEM should take advantage of existing knowledge from the owner, as
well as knowledge of field experiments, analytical modeling, prediction and simulation of bridge
response, and uncertainty associated with different types of experimental data. A flow chart that
shows a procedure for manual FEM calibration using modal analysis is given in Aktan, et al.
[25].

There are generally two approaches for updating the finite element model of a structure,
depending on whether the system matrices or the structural parameters are selected for updating
[26].

The method of system matrix updating seeks changes in stiffness and/or mass matrices
by solving a system of matrix equations. This approach cannot handle the situation whereby
the changes in mass and stiffness matrices are coupled together. The parametric updating
method typically involves using the sensitivity of the parameters to find their changes [27].

This sensitivity-based parametric updating approach has the advantage of identifying
parameters that can directly affect the dynamic characteristics of the structure. Additionally, by
employing this method, one may acquire an immediate physical interpretation of the updated
results. For these reasons, the updating method is chosen in the Kap Shui Mun cable-stayed
bridge study [28].

Zhang, et al. describe an improved sensitivity-based parameter updating method used
for model updating of the Kap Shui Mun cable-stayed bridge. This method is based on the

eigenvalue sensitivity to some selected structural parameters that are assumed to be bounded
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within some prescribed regions, per the degrees of uncertainty and variation existing in the
parameters, together with engineering judgment. The changes of the chosen parameters are
found by solving a quadratic programming problem. A comprehensive procedure for
sensitivity-based model updating is given in the paper referenced [28]
Assumptions and considerations associated with the Kap Shui Mun bridge study
include the following:
1. The structural parameters are grouped into major components of the structural
system, including the deck, towers, connections, and boundary conditions.
2. The cross-section of the composite deck is described by equivalent homogeneous
properties and a single spine passing through the shear centers of the deck.
3. The deck/tower connections, deck/pier connections, and boundary conditions are
modeled using one elastic spring along each translational and rotational direction.
A total of seventeen modes, with a frequency range between 0.4 and 2.2 Hz, are selected
for matching between analytical and experimental results. Thirty-one structural parameters are
selected for updating, based on a comprehensive eigenvalue sensitivity study. It was found that,
in general, the frequencies calculated from the updated model are closer to the measured values
when compared to those calculated from the initial model. A similar result is seen even for
those modes that are not included in the original updating process. The results seem to suggest
that it is possible to update the FEM so that the natural frequencies are reasonably close to the
measured ones. However, there is not sufficient evidence to indicate that the updated structural
parameters are, or are close to, the actual values. At best, the updated model can be considered

a plausible candidate to represent the real structure. Because the number of structural parameters
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considered is larger than the number of modes, multiple sets of parameters that satisfy the
optimality objectives may exist. The non-unique nature of the solution is an important issue
that needs to be addressed in a future study [28].

The modal assurance criterion (MAC) is an objective method to quantify the
correlation between mode shapes [22]. The MAC may be used to compare mode shapes
measured during different tests, or to compare experimental and analytical results. The MAC
makes use of the orthogonality properties of the mode shapes. If the modes are identical, a

scalar value of one is calculated by the MAC.

Finite — Element Analysis

Dating back to the 1940s, since its discovery the finite element method (FEM) continues
to be the predominant strategy employed by engineers to conduct structural analysis. The
numerical technique for finding approximate solutions to boundary value problems for partial
differential equations basically subdivides a large problem into smaller parts, called finite
elements. This is also referred to as finite element analysis (FEA).

Until recently, only linear models were used to analyze structural systems composed of
complex materials such as reinforced concrete. However, recently, researchers have employed
many variations of the constitutive representations of the concrete component, reinforcement,
and the nature of their interaction. A comprehensive summary by Darwin of 24 finite element
model studies of reinforced concrete from 1985 to 1991 illustrates the wide range of options
available to perform an accurate analysis [29]

The Computers and Structures, Inc. Bridge (CSiBridge) software used for the linear
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analysis in this research implements a parametric object-based modeling approach when
developing analytical bridge systems [30].

Per NCHRP, when using the finite element method, slab-on-girder bridges can effectively
be modeled as beam/frame and shell elements. The use of shell elements to model girder bridges
yields good results, and are also used to validate grillage models [13]. A shell is a three- or
four-node area object used to model membrane and plate-bending behavior. Shell objects are
useful for simulating floor, wall, and bridge deck systems. Shells may be homogeneous or
layered throughout their thickness.

For this analysis, the CSiBridge software will be used to determine moment and shear
values using area objects, and all lanes will be defined. The following are the general steps to be
used for analyzing a structure using CSiBridge [31]:

- Geometry (input nodes coordinates, defined members and connections)

- Boundary conditions/ joint restraints (fixed, free, roller, pin or partially restrained with a
specified spring constant)

- Material property (elastic modulus, Poisson’s ratio, shear modulus, damping data,
thermal properties and time-dependent properties such as creep and shrinkage)

- Loads and load cases

- Stress-strain relationship

- Analysis of the model based on analysis cases

The bridge superstructure is idealized as a two-dimensional system. The main girders and
the ends diaphragm beams are modeled as space frame elements with six DOFs at each node.

The bridge deck is modeled as quadrilateral shell elements with six DOFs at each node. The
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center of gravity of the slab coincides with the girders center of gravity therefore, the girders’
properties are transformed to the deck center of gravity. The bridge supports consist of hinges at

one end of the girders and rollers at the other end [32].

Finite — Element Methods for Concrete Structures

Prestressed concrete designs have been widely used for buildings, bridges, tanks, offshore
oil platforms, nuclear containment vessels, and many other structures. The design of these
structures must satisfy requirements for safety, serviceability, and fatigue. While this can be
accomplished with approximate or empirical procedures prescribed in codes, it is desirable to
have refined analytical models and methods available which can trace the structural response of
these structures throughout their service load history, under increasing loads and through elastic,
cracking, inelastic, and ultimate ranges [33]. These refined analytical methods may be used to
study the effects of important parameters in a systematic way, to test and improve the design
codes; or they may be used directly in the analysis and design of complex structures. Many
advances have occurred in recent decades with respect to the finite element analysis of reinforced
and prestressed concrete structures. Three alternative approaches are used for modeling
reinforcement. These are the discrete model, embedded model, and smeared model [34].

In the discrete model, first suggested by the authors Ngo and Scordelis, reinforcing
bars are modeled using special elements connected to concrete through fictitious springs
representing the bond. The boundaries of the concrete elements follow the reinforcing bar to

achieve common nodes (DOFs). The discrete representation is the only way to account for
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bond slip and dowel action directly. The main disadvantage is that the concrete element mesh
patterns are restricted by the location of the reinforcement, and mesh refinement can be difficult
[33]. The number of concrete elements and DOFs is increased, thereby increasing computational
effort [35].

Embedded models allow an independent choice of concrete mesh. The same type of
elements with the same number of nodes and DOFs are used for both concrete and steel. The
stiffness matrix and internal force vector for the steel element are obtained containing only the
contributions of the reinforcing bar. Bond slip and dowel action can only be modeled implicitly
by modifying the constitutive relations for concrete or steel [35].

In the smeared model the reinforcement is characterized by smearing the reinforcing
bar to thin layers of mechanically equivalent thickness within a concrete element. Assuming a
perfect bond between concrete and steel, the constitutive relations are derived using composite
theory. The smeared model accurately represents only uniformly distributed reinforcing bars
[35].

The discrete model is the most general. It is the only model that uses conventional
1D elements to represent reinforcement, and the only model which can account for bond slip and
dowel action directly. Different material properties for reinforcement, and different bond
conditions at different nodes, can be directly and independently represented. The disadvantage
to the basic discrete model is that the concrete mesh geometry depends on the reinforcement
mesh [21].

To allow independent choice of the concrete mesh, authors EI-Mezaini and Citipitioglu

propose a special isoparametric element with movable edge nodes [34]. Reinforcing elements
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are modeled independent of the concrete mesh. Reinforcing bars are commonly modeled as
truss or cable elements [35]. The edge nodes of the concrete elements are moved to the points
where the reinforcing layers intersect the edges of concrete elements. The concrete nodes are
connected to the steel nodes.

El-Mezaini and Citipitioglu also presented a technique for the discrete representation
of bonded, unbonded, and partially bonded tendons. The reinforcement nodes are constrained,
depending upon the bonding assumptions. For the bonded case, the concrete and steel nodes
occupy the same location and are assigned the same DOFs. The steel and concrete nodes are
fully coupled, and no slip is allowed. For the unbonded case, the concrete and steel nodes are
coupled in the direction perpendicular to the reinforcement axis, but are independent in the
direction along the reinforcement axis. The concrete and steel have the same DOFs in the
perpendicular direction and different DOFs in the tangent direction. Relative motion can occur,
and the tangent direction is known as the slip degree of freedom. Partial bond is the most
general method. The slip DOFs are controlled using a prescribed slip law, such as fictitious
springs. The required bond model is represented by assigning appropriate properties to the
fictitious springs [34].

This is the most general case, because all bond conditions can be represented by proper
selection of spring properties. For example, a very stiff spring may represent perfect bond,
whereas a very soft spring represents no bond. Any bond in-between can be represented.

In the partially bonded method, linear or nonlinear bond models can be used to represent friction
and slip. Linear or nonlinear material properties may be used for concrete and steel.

Scordelis presents a unified numerical procedure for the material and geometric nonlinear
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analysis of various types of reinforced and prestressed concrete structures, including planar or
three-dimensional rigid frames composed of 1D elements; panels or slabs composed of 2D
triangular or quadrilateral flat finite elements; thin shells composed of 2D flat or curved finite
elements or axisymmetric thin-shell elements; and solids made up of 3D solid finite elements or
axisymmetric solid elements. Time-dependent effects, due to load history, temperature, creep,
shrinkage and aging of the concrete, and relaxation of the prestressing steel, may be included in
the analysis. This work by Scordelis is based on the discrete model for reinforcement [33].
While nonlinear slip models and material properties for prestressed and reinforced
concrete structures are available in the literature, the practical implementation of finite element
methods may not require these advanced techniques. Elastic behavior is generally accepted as a
valid assumption for analysis of prestressed concrete structures under service loads and
reinforced concrete elements up to cracking, as proposed by El-Mezaini and Citipitioglu [34].
The elastic behavior concept is the approach adopted by the software used for linear

analysis in this research.

Fundamental Concepts in Bridge Widening

A bridge widening which is defined as an increase of bridge deck width or modifications
to the sidewalk or barrier rails of an existing bridge resulting in significant mass increase or
structural component changes immediately reveals some design and construction challenges
(structural component). It should also be noted here that bridge widening is a rehabilitation
process defined as a “major” rehabilitation. The definition of bridge widening and its

classification are illustrated in Figure 11, Figure 12 and Figure 13 below.
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As, it is also explained under “Bridge Widening Application,” the increase of bridge deck
width can be dependent (increasing deck width of an existing bridge directly) or independent (a
completely new bridge adjacent to or over the existing bridge, using separate foundation, piles,
beams and caps). Bridge widening projects are common, due to the increase in traffic and safety
demands on existing routes. The different bridge-widening options are summarized in Table 4,

and are illustrated in Figure 14, Figure 15, Figure 16, Figure 17 and Figure 18.

Table 4: Bridge Widening Options

Option Description

Inside Widenings (Existing Bridge Expansion) — Typically in a
I twin bridge where widening is initiated towards the median to
accommodate future increase in traffic.

Inside and Outside Widening (Existing Bridge Expansion) — This
is like Option I, but includes outside widening since an inside
widening only cannot and may not accommodate the traffic
demand (maybe multiple lanes are required).

11

Bridge Heightening — Typically, when it is not feasible to widen
both inside and outside of a bridge, the only alternative maybe an
overhead bridge (heightened bridge) over the existing bridge that
may share the same space in reference foundation.

I

One — side Widenings (New Bridge Expansion) — Typically when
a widening is required that does not satisfy widening conditions

v . . . .
(same girders), a completely new bridge adjacent to the existing
bridge could be used (for trucks, pedestrian, bus, bicycle etc.).

v Inside and Outside Widening (New Bridge Expansion) — This is

similar to Option IV but widening is on both sides.
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In general, a bridge widening begins with a careful study of relative movement between
the new and existing structure. Dead-load and live-load deflections (both short- and long-term),
temperature movements, prestress deflection and shortening, settlement, seismic movement,
basic structure continuity, and stability, are all factors that must be evaluated to provide a
widening that is structurally compatible with the existing bridge. The bridge widening process
requires, but is not limited to, the following:

Existing Plans

Reviewing the existing plans is the first step in every bridge-widening consideration,
which will include basic information concerning geometrics provided by the District’s
Department of Transportation (DOT), the inspection records available in the Bridge Inspection
Records Information System (BIRIS), the Structures Replacement and Improvement Needs
(STRAIN) report, and any additional information that can be obtained from the Area Bridge
Maintenance Engineer (ABME). Additional information that can be obtained during this stage
can include as-built construction drawings, photo logs from the Division of Traffic Operations
(which maintains recent photos detailing approach rail, bridge rail, terrain and most likely deck
overlays), and roadway as-built plans from the Document Retrieval System (DRS), which may
include retaining walls, culverts and other roadway facilities information.

Preliminary Evaluation

The next step in this process is a preliminary evaluation of the bridge’s substructure.
This evaluation may also include a preliminary site investigation utilizing information from the
following: a Preliminary Report from the Preliminary Investigations Branch (PI), and a

preliminary foundation report obtained from the Geotechnical Services, which will contain
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evaluations of subsurface conditions based on as-built data and preliminary boring data.

Structural Adequacy and Capacity

Once the above information is obtained, the capacity of the existing structure (bridge) is
analyzed to see if it meets load-carrying capacity and current standards.
Load-Carrying Capacity for Strengthening or Replacement Requirements
- Moment and shear capacity of the girders capable of supporting the proposed design and
overload vehicle loads.
- Capacity of the diaphragms to determine the adequacy of supporting the superstructure
dead load in the process of replacing bridge bearings.
- Substructure components to determine the adequacy for both current and proposed
vehicular live loads.
- Bridge bearings capacity to support new design loads.
- Functioning expansion joints to accommodate the bridge deck movement for the new
design loads.
Current Standards
- Hydraulic — Bridge widening over water requires the development of a new hydraulic
study to be approved by the Structure Hydraulics Branch and Structure Maintenance and
Investigations. This study is to determine the degree of scour (degradation potential)
which may increase, due to widening.
- Safety — Existing structures (bridges) which are proposed to be widened, but do not meet
current geometric standards (safety deficient), are reported to the District’s DOT for an

alternative rehabilitation approach.
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- Seismic — Where applicable, seismic evaluation will require consulting the Office of
Earthquake Engineering (OEE), since a large number of factors are to be considered in a
widening.

- Live Load — The American Association of State Highway and Transportation Officials
(AASHTO) LRFD Bridge Design Specifications, in conjunction with the state’s
department of transportation, is used to assess the bridge rating and posting criteria for
the design live load. The only exception for a limitation of the bridge’s live load is when
the limitation is directed by the Office of Structure Maintenance and Investigations [15].

Typically, in order to provide safe access and meet the needs of all users in a cost-effective
manner, it is necessary to both widen the deck overhangs as much as practically possible and
optimize the usable deck width by reconfiguring the traffic lanes. Usually bridge widening is

done on both sides of the bridge, as previously illustrated in Figures 15 and 16.

Prestressed Concrete Bridges

In the 1930s, Eugene Freyssinet invented prestressed concrete. High-tensile steel cables
were substituted for the bars. These cables were tensioned by jacks and were then locked to the
concrete. Thus, they compressed the concrete, ridding it of its cracks, improving both its
appearance and its resistance to deterioration. The cables could be designed to counter the
deflections of beams and slabs, allowing much more slender structures to be built. As the cables
were some four times stronger than the bars, many fewer were necessary, reducing the

congestion within the beams, making them quicker to build and less labor-intensive. Most
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concrete bridges, except for small or isolated structures, now use prestressing. It is also being
used ever more widely in buildings where the very thin flat slabs it allows afford minimum
interference to services and, in some circumstances, make it possible to increase the number of
floors within a defined envelope [36].

The design of prestressed concrete bridge girders has changed significantly over the past
several decades. Specifically, the design procedure to calculate the shear capacity of bridge
girders that was used 40 years ago is very different than the procedures recommended in the
current AASHTO LRFD Specifications. Thus, many bridge girders that were built 40 years ago
do not meet current design standards and, in some cases, warrant replacement due to insufficient
calculated shear capacity. However, despite this insufficient calculated capacity, these bridge
girders have been found to function adequately in service with minimal signs of distress.

When the Utah Department of Transportation (UDOT) decided to replace the bridge at
4500 South (SR — 266) that serves southbound I-215 in Salt Lake City, it was one of the first
accelerated bridge construction replacement projects in Utah, the existing bridge provided an
opportunity to investigate the ultimate shear capacity of precast, prestressed bridge girders built
during this era. The original bridge was built as a four-span superstructure with an overall
roadway width of approximately 77 feet. The bridge had a significant change in elevation
which resulted in water and de-icing salts running down the length of the bridge. Each span
was constructed with a fixed support on one end and an expansion joint on the other, which
allowed water and salt to enter the expansion joint and resulted in corrosion at the ends of the
prestressed concrete girders.

Due to the corrosion and the insufficient calculated shear capacity, UDOT asked
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researchers at Utah State University to determine the ultimate capacity of the girders, and to
investigate strengthening procedures. To meet the objectives of the project, eight AASHTO Type
2 girders were salvaged during the demolition and shipped to the Systems, Materials and
Structural Health (SMASH) Laboratory at Utah State University. Six girders were salvaged
from one bridge, and the last two girders were salvaged from a separate bridge. Girders 1
through 6 had an in-service span length of 22-ft., 3-in. and girders 7 and 8 had an in-service span
length of 34.5 ft.

The girders were simply supported and loaded at 48 inches (d + [-ft) from the supports,
with a single point load. Upon investigation, the shear reinforcement was found to consist of
number-4 bars at a spacing of 21 inches on center. Material tests determined that the vertical
stirrups were made of 33-ksi steel, and the prestressing strand was 250-ksi stress-relieved strand.
Baseline ultimate shear capacities were obtained by applying a vertical load at a distance “d”
from the face of the support. Subsequently, carbon fiber reinforced polymers that were donated
by the chemical company BASF were applied to the remaining girders in five different
configurations. The retrofitted girders were then tested similarly to the baseline tests, so that
direct comparisons could be made. The measured data from the testing girders and the
subsequent analyses lead to the following conclusions and recommendations:

1. The average measured shear capacities for girders 1 through 6, and 7 and 8,

respectively, were 163.56 kips and 261.50 kips.

2. The measured capacities for the two groups of girders were compared with the

calculated capacities, per procedures outlined in the AASHTO LRFD Specifications

57



(2007) and the ACI 318 guidelines (2005). In general, the measured girder
capacities were larger than any of the calculated values.

The strut-and-tie method was determined to provide the best estimate of the shear
capacity of the girders. For girders 1 through 6, the strut-and-tie produced an
ultimate shear capacity of 138.56 kips, which is 84.72% of the average measured
value. For girders 7 and 8§, the strut-and-tie method resulted in an ultimate shear
capacity of 258.7 kips, which was 98.93% of the average measured value.

The AASHTO LRFD and ACI methods for calculating shear capacity were much
more conservative in comparison to the strut-and-tie methodology. The AASHTO
LRFD general method predicted a shear capacity of 82.27 kips and 100.28 kips,
which was 50.3% and 38.3% of the measured capacity for girders 1 through 6 and
girders 7 through 8, respectively. The ACI-318 simplified method predicted a shear
capacity of 101.74 kips and 131.09 kips, which was 62.2% and 50.1% of the
measured capacity, for girders 1 through 6 and girders 7 through 8, respectively.
The experimental strengthening program consisted of load testing of five different
CFRP reinforcement configurations. The CFRP reinforcement was found to
increase the shear capacity of the AASHTO I-shaped prestressed girders. The
magnitude of the increased shear capacity was found to be highly dependent on the
CFRP reinforcement configuration and anchorage system. The application of the
CFRP reinforcement resulted in larger deflections before failure. Based on the
recorded strain measurements, it was concluded that the CFRP fabric was not

overstressed at failure, and the primary failure mode was debonding.
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6. While five CFRP configurations were evaluated, the configuration on Girders 5 and
8, which consisted of vertical stirrups and a horizontal strip placed over the vertical
stirrups for anchorage, was found to produce the largest consistent increase in shear
capacity. This configuration was also the easiest to apply, and can be credited for its
consistency. The four tests on girders 5 and 8 produced an average increased shear
capacity of 55.70 kips.

7. Two analytical methods were evaluated to determine the most accurate methodology
in determining the increased shear capacity of prestressed concrete I girders
reinforced with CFRP.  The ACI method was found to be the most accurate in
predicting the increased shear capacity of the AASHTO prestressed [-shaped girders
tested in this research [9].

The above analysis and results shows how conservative the AASHTO LRFD can be in

evaluating the capacity of structural elements.
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CHAPTER THREE: PRELIMINARY MODEL DEVELOPMENT

A full four-span continuous model was developed for this study; but before starting,
consideration was given as to which segment to model, and what software to use.

1. Original bridge constructed in 1972 (Two lanes both ways, east and west)

2. Existing bridge reconstructed in 2002 (original 1972 bridge widened: three lanes both

ways, east and west)

Additionally, it was important to understand the geometric and analytical details of the
bridge system on a smaller scale before attempting the full four-span model. Model
visualization included the process of discovering the bridge history through drawings, structural
calculations, interviews, observation, and other methods. The existing drawings became the
geometric basis for the finite element models. Benchmark studies were conducted to acquaint the
author with the software, as well as to try different approaches to modeling aspects of the

bridges.

Bridge Segment Selection

There are approximately 40 AASHTO Type II and III girders in the original bridge and
56 in the reconstructed widened bridge system (both — ways, east and west). It is important to
think critically about which segment to model in order to provide maximum benefit at minimum
cost, and with minimum impact to system operations. Thus, the following criteria are adapted in

selecting the representative segment(s).
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Primary Selection Criteria

The segment should be representative and significant, such that it (1) provides an
important link in the bridge system, (2) sees significant loads, and (3) has significant (long) beam
spans. This means that we can reduce the long-span (60 ft., 3 in.) interior and exterior span
segments within the beam segments, as shown in the red-dotted rectangle in Figure 19, and

consider the oldest segments in the system as most significant, as shown in Figure 20.
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The segment should be representative, in that many other segments in the fleet share the
same dimensions, loading, materials, and other design features. The present study is expected to

provide insight into the structural behavior of the bridge systems, and to serve as a baseline to
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establish methodology for analytical investigation of the bridge systems. With the bridge
considered for this research having no skews, it serves a reasonable baseline, with curved spans

(skews) recommended for future studies.

Secondary Selection Criteria

Boundary conditions should be considered — curved approach will affect behavior on a
straight span and hence only straight segments with straight approaches are considered.

Existing documentation is a final consideration as the availability of design
documentation facilitates the development of the finite element model and provides insight into
the thinking of the original design engineers. Fortunately, the segments in the system have
excellent documentation in the form of design drawings and calculations documenting the design

methodology.

Software Considerations

Finite-element software was chosen by considering a variety of constraints and objectives.
The first requirement was the ability of the software to accurately represent structural behavior,
especially geometric and material nonlinearity as well as bridge response. Usability in practice
was considered, and an attempt was made to balance this consideration with advanced analysis

capabilities (usability in research). These two goals conflict in some ways; more advanced
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analysis capabilities may be provided by software that is prohibitively difficult to learn, such that
it would never be implemented in professional practice. It is intended in this research to
establish a benchmark for an analytical investigation, such that this approach may be adopted by
practicing engineers using conventional software under conventional constraints of project
schedules and limited budgets.

Consequently, as discussed in the literature review, a complicate approach is not required
for this analysis hence the software should not be prohibitively complicated. Since the elastic
behavior is generally accepted as a valid assumption for analysis of prestressed concrete
structures under service loads a software within these constraints should be capable and
acceptable.

CSi Bridge by Computers and Structures, Inc. (Berkeley, CA) and Nonlinear Analysis
Program (NAP) [46] were chosen for this research. CSi bridge meets the previously defined
goals and objectives; it is widely used in practice and has robust analysis capabilities, except
material nonlinearity, which will be accommodated by NAP.

CSiBridge has the capability to permute all the possible vehicular loading patterns once a
set of lanes is defined. First, the entire bridge response due to a single lane loaded, without the
application of the Multiple Presence Factor (MPF), can be easily obtained by arbitrarily defining
a lane of any width within the bridge. Then, lane configurations that would generate the
maximum shear and moment effects would be defined, and the MPF would be defined. The cases
where one lane is loaded are important for fatigue design; in addition, the cases where one lane is
loaded may control the cases where two lanes are loaded. Therefore, the cases where one lane is

loaded are separated from the permutation and are defined, based on a single lane of the whole
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bridge width [31].

The NAP software models the cross—section of the member to be investigated,
incorporating the elements and materials. Figure 21 shows the simplified structure of NAP, and

Figure 22 shows the defined base classes (element, section and material).

Figure 21: Simplified Structure (NAP)
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Figure 22: NAP Classes

The architecture of the NAP input files is reminiscent of FEDEASIab. The front matter
defines the problem title that appears on the screen and in the output file. This can be any text
string, and has no impact on the solution process [37].

At this point, the Matlab — based interpreter which translate the high — level commands
into low — level machine instructions construct the functions added in the file, and it serves as a
convenient platform for making a single input file that can take on a variety of possible
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realizations. NAP also allows the use of existing templates without creating new models or codes
from scratch (file tweaking versus new file creation).

A key advantage of NAP is its capability of solving both linear and nonlinear problems.
This allows for a benchmark analysis using its linear capabilities with different linear software

like CSi Bridge.

Preliminary Models and Benchmark Studies

It is useful to develop several models of simpler structural systems, or systems with
adequate analyzed information and results, before attempting to model the actual models one
intends to analyze or investigate, like the four—span bridges before and after widening.
Benchmark studies help verify accuracy of the software, acquaint the author with intricacies of
the software, and assess the sensitivity of model outputs to various model parameters.

A finite-element model was developed for a structural bridge system with known
experimental results and analyzed data. Special attention was paid to the incorporation of
material properties, bridge modeling tools, moving-load analysis, and prestressing tools. There
1s ongoing evaluation inaccuracy, due to the unknown assumptions made by the authors of the
benchmark model, as well as the tools and software used, which may include modeling, user,
software, discretization, or numerical error. Preliminary model development is a parallel effort
with model visualization. Details of the benchmark model incorporated in this research by
Lubin Gao are presented here. The benchmark bridge to be modeled is an existing bridge, which

was analyzed by the author, and is part of his textbook [38].
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Benchmark Background Information and Input

The benchmark bridge is an example problem (Example 7.3) from the author’s text -
Load Rating Highway Bridges in accordance with Load and Resistance Factor Rating Method.
The structural condition for the 1980 bridge is as follows;
0 From the most current inspection, Superstructure Condition Rating (SI & A Item
59)is 6.
0 The section loss is minimal.
0 There is no shear distress noted.

0 The thickness of overlay was field-measured/verified.

The bridge characteristics and data are provided below, along with accompanying
illustrations (see Figure 23, Figure 24, Figure 25, Figure 26 and Figure 27).
- Athree-span simple span continuous precast, prestressed concrete AASHTO Type V
girder bridge.

- Only an interior girder is rated for the design load, HL- 93.

o

Straight alignment without skew (similar to bridge for analysis/research)

(@)

Span length: Each span is 100 ft (Three Spans).

0 Four (4) AASHTO/PCI Type V precast PC I girders spaced at 8 ft.
0 Depth of concrete deck: 8 in.

0 Overhang width: 3 ft.

0 Out-to-out width of the concrete deck: 30 ft.
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0 Curb-to-curb width of the concrete deck: 27 ft.

0 Overlay: 2 72 inches
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Figure 23: Benchmark Bridge — Framing Plan
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Figure 24: Benchmark Bridge Typical Cross Section
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Figure 25: Benchmark AASHTO Type V Girder Section Dimensions & Properties

The strand profile with 44 strands, provided in eight layers deflected at 0.3 points, are
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also provided here, including the composite section properties shown in Table 5. Benchmark
material properties are shown in Table 6.
Table 5: Benchmark Composite Section Properties
. Composite Section (n=E/Ep = 1.225)
Section
: A Ybot Ix Sbot
(in%) (in) (in°) (in%)
Composite 1640 45.4 1000006.8 22048.2
5 Strand
§ 15 ‘ —-?;:t‘cbon ‘
R
3017.: ft ma 00758 :
L Span1-100 , Span2-100' | Span3-100" |
s i q q a1
g & 3 @+,
:—_ :#cgs ;’:
@ Mid-Span @ Gitder End
Figure 26: Benchmark Strand Layout
Table 6: Summary — Benchmark Material Properties
Benchmark - Material Properties
Prestressing Steel Girder Deck
T 0.5" Dia. Grade 270 Type Precast | Type Conc. - Composite
ype .
Low Relaxation Comp. Strength 6 ksi Comp. Strength 4 ksi
Yield Strength 240 ksi Initial Strength 4.5 ksi Unit Weight 0.15 kcf
Tensile Strength 270 ksi Unit Weight 0.15 kcf
Modulus of Modulus of Modulus of
Elasticity 28,500 ksi Elasticity 4415 ksi Elasticity 3605 ksi
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Structural Analysis (Load Effects) Structural Capacities (Resistances)
- Bending Moments - Nominal Flexural Resistance @ Max. Positive Moment Sect.
- Shear - Nominal Flexural Resistance @ Max. Positive Moment Sect.
- Live Load Dist. Factors - Nominal Shear Resistance

Load Rating
- Operating
- Inventory
Load Posting

Limit States Analysis
Strength |
Service |l

Figure 27: Benchmark Analytical Investigation Flow Chart

Benchmark Three — Span Model

Working with the finite element software, related documentation, and technical support
personnel, an observation was made that shell elements would be a good choice to represent the
concrete girders of the bridge. Shell elements have the advantage over frame elements of
representing local behavior. Although bridge models are often developed with frame elements
with equivalent cross-sections representing the deck, the goal in this study was to develop
additional resolution to capture local behavior at the connections [48].

A detailed benchmark study was undertaken to understand the details of bridge analysis
in CSiBridge. Shell elements are chosen for meshing the bridge deck.

A few figures are presented here for a better understanding of the model process. Figure
28 shows the three-span continuous precast prestressed concrete AASHTO Type V girder bridge.

Undulating prestressing tendons are defined within the deck shown in Figure 29.
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Figure 28: Benchmark Continuous Three — Span Model
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Figure 29: Benchmark Model — Tendons

The model cross — section is also shown in Figure 30 which illustrates subsequent loads
which must be predefined as CSi Bridge considers these loads (barrier and wearing surface) as
non — composite external loads. These loads are therefore modeled as line loads, which are

analyzed and shown in Table 7 with their respective line action positions.
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Figure 30: Benchmark Cross — Section Model & Line Loads
Table 7: Benchmark Line Load Analysis
Component Weight (kif) Qty Total Wt. (kif) # Girders Weight/Girder (kif)
Barrier 0.335 2 0.67 4 0.1675

Therefore, Line Load = 0.168 kIf applied @ girder centers - 3, 11, 19, & 27 ft resp. from deck edge.
Component Thickness (in) | Conc. Wt. (kcf) | Beam Sp. (ft) | Wt./Int. Girders (kIf) #Int. Girders
Wearing Surface 0.335 0.15 8 0.25 2
Therefore, Line Load = 0.25 kif applied @ Int. girder centers - 11 & 19 ft resp. from deck edge.

Figure 31 and Figure 32 show the bridge response/force output from CSi Bridge for dead
and live load analysis envelopes. The bridge object response feature is a powerful tool in CSi
Bridge that calculates resultant load effects by integrating forces at sections along the length of
the bridge object (Computers and Structures Inc. 2015). The moment envelope indicates
minimum and maximum values from the moving load analysis. A sample of a loading case is

also shown here in Figure 33 with its respective live load distribution factors.
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Figure 31: Benchmark Study Dead — Load Moment & Shear Envelopes
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Figure 32: Benchmark Study Live — Load Moment & Shear Envelopes
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Figure 33: Benchmark Live — Load Distribution Factors Schematics

The first span, which is symmetrical to the other two spans, was used in comparing the
textbook dead-loads analysis for both shear and moment, as shown in Figure 34, Figure 35 and
Figure 36. The first span gives good dead-loads analysis results, with a 1% to 5% variation in

both moment and shear, as also illustrated in Figure 34 and Figure 35.
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Span 1 - Dead Load Moment: Interior Beam
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Figure 34: Benchmark Single — Span Moment Comparison
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Figure 35: Benchmark Single — Span Shear Comparison

76



Max. Moment Loc. Max. Moment (K- ft)  Max. Shear Loc. Max. Shear (K )

Source (ft) Girder Deck (ft) Girder
Benchmark 49.8 1371.2 1036.4 0, 100 55.1
FE Model 49.5 *2401.7 0, 100 *102.4

*Composite section used in modeling (Deck + Girder)

Figure 36: Benchmark Single — Span Maximum Points

Benchmark Modal Analysis

Eigenvalue analysis (modal analysis) which determines the undamped free-vibration
mode shapes and frequencies of a given structural system was performed on the benchmark
bridge. Additionally, the analysis provides the effect of a modeled structure by examining its
responses (static and dynamic), flexibility and stiffness, and behavior (global versus local).
Figure 37 illustrates the effects of a dynamic analysis, as well as the expected modes for a typical
modeled bridge structure.

In CSiBridge, eigenvalue analysis involves the solution of the generalized eigenvalue
problem:

[K — Q*M]® =0
Where;

K = the stiffness matrix,

M = the diagonal mass matrix,

Q? = the diagonal matrix of eigenvalues, and

® = the matrix of corresponding eigenvectors, or mode shapes
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In this research, to determine the structure’s natural characteristics (modes, shapes,
frequencies, etc.) or physical characteristics (capacity, resistance, etc.), a modal analysis was

performed on the finite-element model to verify its natural frequencies and dynamic responses.

3 - T o (Global Indications
Dypiainic versis Model Behavior Hg{b:ﬁty& of s ral
Verification v aﬁﬁ i".f;& Condition
e & Behavior

| Vertical Bending Torsion

Figure 37: Dynamic Analysis Effects & Modes

The modal analysis case for the benchmark model is defined such that it uses the stiffness
at the end of a nonlinear case, accounting for the P-delta effects of the prestress, which also
restrains the end supports, thus producing the expected vertical bending first mode. The restraint
which prevents motion in the x and y direction (hence creating a fixed connection) is illustrated

in the segment shown in Figure 38 (dashed red circles).
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Figure 38: Benchmark End — Connection for Modal Analysis

The frequencies and mode-shape vectors provide the best global indications of
structural condition and behavior. Results of the modal analysis may be used to plan a
field-verification plan or long-term monitoring program; and in this case, verification checks of
the software’s capabilities. For the benchmark model, the following characteristic responses are
identified:

1. Vertical beam bending

2. Lateral beam bending

3. Torsion

The eigenvalue analysis of the benchmark model in CSiBridge gives natural frequencies in
the range from 5.177 Hz to 19.058 Hz for the first 20 modes of the nominal model. Examples of

the first 10 modes are illustrated in Figure 39.
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T ‘ Mode 1: 5177 Hz
[ | | (Vertical Bending)

Mode 6: 6 955 Hz
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|\ | Mode2: 5251Hz
(Lateral Bending) Mode 7: 7633 Hz

(Lateral Bending)

[ Mode 3. 6.161 Hz
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Mode 8: 8 640 Hz
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Mode 4: 6.276 Hz
| | (Vertical Bending) Mode 9 11.788 Hz

( Vertical Bending)

Mode 5: 6.853 Hz
(Torsion)

Mode 10: 12 283 Hz
(Vertical Bending)

Figure 39: Benchmark Eigen Value Analysis First Modes

Appendix A contains tables with frequencies, along with graphical representations and

text descriptions of mode shapes for 16 modes.

Benchmark Discussion

The benchmark results validate the modeled FEM, as well as the software. The moment,
shear-load and live-load envelopes were similar to those provided in the textbook, as well as
capacity, live-load distribution factors and load-rating values, which will be discussed in detail in
later chapters. Consequently, the modal analysis results showed frequencies within the range of

magnitude of similar bridges.
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CHAPTER FOUR: FOUR - SPAN FINITE — ELEMENT MODEL (1972)

Introduction

A finite element model for the four-span bridge structure is developed as an extension of
the benchmark studies (Figure 40 showing the plan and three — dimensional views). Shell
elements are used to represent the prestressed concrete girders. Frame elements with
nonprismatic cross sections represent columns. The twenty precast beams and associated
pre-tensioning were developed and updated with the CSi Bridge Design Module.

The subsequent sections detail certain assumptions and choices made in developing the

full four-span continuous model.

Figure 40: Four — Span Continuous Bridge FEM
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Superstructure

The superstructure refers to the section of the bridge receiving vehicular live loads,
principally the precast haunched beams and their associated prestressing elements. While many
aspects of developing the beam, model have already been discussed, additional items specific to

implementation of the full model in CSi Bridge are included in subsequent sections.

Beams

The beam geometry and meshing were developed using the CSi Bridge design module.
Shell elements were chosen to represent the beams for reasons discussed in the previous chapter,
especially to develop the resolution and smoothness required to capture local behavior at the
connections. Shell elements give results at their neutral axis, which can then be integrated by
the software to give resultant forces and moments at a section of interest.

The prestressed beam section is selected from the programs data file. The cross-section

of the selected beam is shown here (Figure 41).
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Figure 41: Beam Cross — Section Pre-defined in Program

The beams are meshed by the bridge design module into reasonable segment lengths.
An automatic sub-mesh is also assigned which essentially doubles the resolution of the beam
models. No shell is longer than 60 in, which follows the recommended guidelines, to limit the
aspect ratio.
Prestressing

Two bridge objects were defined in the bridge design module, representing the two sets
of prestressed beams (Type II & Type III) in the 1972 model in the four—span continuous bridge.
Spans 1 and 4 consist of the same configuration, while spans 2 and 3 have similar configurations,
but different from spans 1 and 4. Figure 42 below shows the two bridge objects for the stated

configurations.

&3



@) Define Bridge Section Date - Precast Concrete | Girder x

T I L I 1

Y
L’ -
L ey il i ERETT ] NJLIREE &1 oo snas
| Costant or Variabis Girder Spacing —
Gaction s Legal Show Section Datals
Secion Data G Dutput
L] vive -] v Girder Foree Dutoud Locatiane
Genersl Data 2]
Bridge Sectian Name Eridge_Deck_i Modtyrshow Propsriies e
Sk Uslerai Praparty Deck_Concrate
Humber of Fisrcs Geders 3 ' = Kp in F
Tetal Wtth =0
Gardar Lonpbudingl Leyout Along Layoul Line
Conatant Groa Spacey Yeu
Constant Graer Haunch Thiciness (2] ves
Constant Grder Zrame Section | Mo
Siab Thickness
Top Siab Thicknegs {t1) T
Concrate Haunch Thickness (G) 1
Girder Seciian Froperties
Lk Exteris Girgar Section Trpe B
Interor Girdert Secton Typed
Inkerior Grderd Section Typed
inieror Grderd Secton Type
Foght Exterior Grder Sectan Tipeh Cance
Fillemt Hnvrirrmtal Mirnesnasm Nete .:j
@ Define Budge Section Date - Precast Concrete | Gider 4

L’ X
51 PR~ ST~ ) = ¥ ] oo snae
| Corstant or Vanakie Ginger Spacing | S
Section is Legal Show Section Detats
Secton Data Grder Dutput
E=n wiw  [2] Cirdat Fores Outout Lseatisne_
General Data
Bridge Sectian Name Erdge_Deck 1 Wostyishow Froperbes Uints
Sial Wi Propety Dack_Concests
Humoer of lsres Grgers 3 ¥
TeAl viistth 5
Gerdar Lanphadingl Layout Alnfig Lyou! Ling
Conatant Grer Spacng eu
Constant Graer Haanch Thickiess (12) Vea
Conatant Grdes Srame Sectian | o
Slab Thickness
Top Slab Thiciness i1} %
Conerate Hnunch Thickness (22) \
Girder Section Properiies
Leh Exteree Gear Sechon Tpe B
interor Grdert Section Type ¥
inberipr Grderd Saction T B
Intenor Gederd Secton Typell
Fight Exterior Grdder Secton Typ= W Cancef
Fillsmt Hrver srmrtad Mirmesna v Mats .:j

Figure 42: Bridge Object Definitions

A single tendon (with the combined area of all the tendons) is placed at the centroid of
the tendon group, and debonded portions of the tendon are accounted for by not modeling the
portion of tendon that lies within the debonded region.

The fundamental difference between the bonded pretensioning strands and the bonded
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post-tensioning tendons in the bridge is that the pretensioning strands were pulled and set at the
plant before the surrounding concrete cures.

Many researchers and professionals choose to neglect the effect of the prestress force
on global structural behavior. However, because the prestress force is such an integral and
important structural feature in the continuous bridge, the present study considers the effect of the
prestress force (and, consequently, prestress loss) on static and dynamic structural behavior.

The resulting stiffness is used as the basis for all static and dynamic analyses. The P-Delta
effect of the prestress force (axial compression) has the effect of reducing the effective stiffness
of the beams in lateral and vertical bending. The prestress loss parameters are very important to
the behavior of the structural model. The prestress loss parameters are defined and discussed in

subsequent sections.

Columns

The precast columns are modeled in CSiBridge as frame elements with non-prismatic
cross-sections. Non-prismatic cross-sections may be defined for which the properties vary
along the element length. The variation of bending stiffness may be linear, parabolic, or cubic
over each segment. The axial, shear, torsional, mass, and weight properties all vary linearly
over each segment (Computers and Structures Inc., 2015).

The concrete unit weight is taken as 150 pcf from the original structural calculations,
and Poisson’s ratio is taken as 0.2. The concrete modulus of elasticity, Ec, is an important
parameter with significant variability. Treatment of Ec is discussed in subsequent sections.

The column frame elements are discretized to mesh with the bearing shell elements.

Rigid links are used to connect the column frame nodes to the centers of the clusters of the
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defined bearings.
The precast columns are rigidly connected to pile caps with grouted pipes. The pile
caps develop the rigidity of the steel pile foundations. All the columns are considered fixed at

the base for the finite element model.

Model Parameters

Technically, all possible parameters relating to the geometric, elastic, and inertial
properties, as well as boundary and continuity conditions, should be considered for sensitivity
studies and model verification [28]. However, if too many parameters (as compared to the
number of measurements available) are considered, the possibility of obtaining an unreliable
updated model may increase [40].

In the process of developing the benchmark studies and full four-span FEM, the critical
model parameters are noted. Special attention is paid to parameters representing material
properties, prestressing force/loss, boundary conditions, and bridge continuity condition over the
columns. Some model parameters, such as the length of a beam or the unit weight of concrete,
are well-characterized and deterministic. ~Other parameters, such as the prestress loss or
concrete stiffness parameters, have significant uncertainty with their characterization. Different
assumptions for these parameters are possible and, in some cases, these assumptions are critical
to the behavior of the structural model.

In developing the benchmark model and full four-span models, key parameters were
identified that significantly affect the structural response. The finite element model is used for

static load analysis, including moving loads as well as eigenvalue modal analysis. The free
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vibration modes and frequencies depend on global parameters, including material stiffness,
prestress loss, and boundary and continuity conditions. Deflection, moment, and shear from

static analysis are sensitive to these parameters as well.

Concrete Modulus of Elasticity

The critical material property for analysis is the concrete stiffness, represented by the
modulus of elasticity, Ec. In CSiBridge, the concrete stiffness is controlled through the modulus
of elasticity. Additional specified components include the shear modulus and Poisson’s ratio.

These are shown in the material properties dialogue box (Material Property Data) in Figure 43.

&) Material Property Data bt

General Data

Waterial Mame and Display Color Deck Concrete .

Material Type conerete

Material Motes Modify/Show Notes...
Weight and Mass Units

Weight per Unit Volume Kip, in, F ~

Masz=s per Unit Volume

Isptropic Property Data

Modulus of Elasticity, E

Poizszon 02

Coefficient of Thermal Expansion, A

Shear Modulus, G 1502.0819

Other Properties for Concrete Materials
Specified Concrete Compressive Strength, fo

[] Lightweight Concrete

Figure 43: Material Property Data
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In some engineering materials, such as steel, strength and the stress-strain relationships
are independent of the rate and duration of loading, at least within the usual ranges of
rate-of-stress, temperature, and other variables. In contrast, effect of the rate of loading on the
behavior of concrete is significant. The main reason for this is that concrete creeps under load,
while steel does not exhibit creep under conditions prevailing in buildings, bridges, and similar
structures [41]. When calculating deformations, a reduced modulus is used for long-term load
(dead load). There is no way to simultaneously represent the reduced stiffness induced by
long-term loads and the greater stiffness for live-load response in one FEM. Instead, an attempt
is made to come up with reasonable values for effective stiffness, which adequately represents
the dynamic behavior and moving-load response, but also considers the dead-load influence. It
is expected that the appropriate effective concrete modulus for use in the FEM lies somewhere
between the instantaneous modulus for live load and the reduced modulus for long-term load.

Many expressions are given for the modulus of elasticity. There are expressions for the
instantaneous modulus, as well as expressions that consider long-term loads and curing processes.
Many expressions for the concrete modulus were adapted from academic and technical
publications [32], [42], [43], [41], [44] and used to establish lower- and upper-bound values. A
reasonable nominal value was selected using judgment, and was based on assumptions in the
original calculations. Expressions for instantaneous and long-term modulus are generally given
in terms of the compressive strength, f’c. Results of the long-term modulus of elasticity (£c) and
concrete compressive strength (fc’) analysis are presented in Figure 44 and Figure 45, with

detailed computation presented in Appendix D.

88



Modulus of Elasticity Aging

3360
3340
3320
3300
3280
3260
3240
3220
3200
3180
3160 — . —

3140

Modulus of Elasticity (ksi)

0 10 20 30 40 50 60
Age (Years)

Figure 44: Plot of Long — Term Modulus of Elasticity Aging
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Figure 45: Plot of Long — Term Concrete Compressive Strength Aging
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Prestress Loss
It is well-established that the initial prestressing force applied to a concrete element
undergoes a progressive process of reduction. Reduction of the prestressing force can be
grouped into two categories (also see Figure 46):
1. immediate elastic loss during fabrication and construction, including elastic shortening of
the concrete, anchorage losses, and frictional losses (post-tensioning only); and
2. time-dependent losses such as creep, shrinkage, and those due to temperature effects and

steel relaxation.

Prestress Losses
Time
Immediate Dot iiond
Elastic 2 Anchorage
Shortening Friction Stip

|
Creep Shrinkage  Relaxation

Figure 46: Prestress Losses Analysis Map

An exact determination of these losses is not feasible because of the many interrelated factors,
as well as imprecise understanding of their values [43]. Empirical methods for estimating losses
are adapted [43], including the author’s (Nawy) presentation of AASHTO and PTI methods.
Appendix E gives the full set of prestress loss calculations. The loss parameters are constant over
the length of the bridge, except for the wobble coefficient, which influences the prestress loss

linearly, from zero effect at the jacking end to full effect at the anchored end.
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The prestress loss parameters are divided into elastic shortening stress, creep stress,
shrinkage stress, and steel relaxation stress, in addition to curvature and wobble coefficient for
friction, and anchorage set slip. CSiBridge adds the stress losses algebraically (Computers and
Structures Inc., 2015), so it makes no difference how we split up the losses among the categories
of elastic shortening, creep, shrinkage, and steel relaxation stress loss.

Using the lump sum of time—dependent losses methodology (LRFD Article 5.9.5.3),
the effective prestress after losses was estimated over a long—term period by incorporating the
modulus of elasticity and compressive strength losses estimated in the previous section. The
results for long—term elastic shortening and its corresponding effective prestress are provided in

Figure 47 and Figure 48, with detailed analysis presented in Appendix E.
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Figure 47: Plot of Long — Term Elastic Shortening Losses

91



Long - Term Effective Prestress
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Figure 48: Plot of Long — Term Effective Prestress

Boundary Conditions

The main boundary conditions were developed at the supports for the two main cases,
the eigenvalue analysis, and the capacity and live-load analysis. The conditions for the abutments
and end bents, were incorporate in the foundation springs. The foundation springs were fixed in
the translation vertical, translation normal to skew and rotation about line along skew directions
and free in the translation along skew, rotation about vertical and rotation about line normal to

skew directions.
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Objective

In the absence of experimental data, the analytical investigation will focus on the model
(FEM) which will be used for calibration and the results used for the analysis in the section
below. The process will also include a comprehensive association and comparison of existing
results.

The original 1972 bridge was modeled in this research, since the structure under
investigation (the 2002 bridge) was widened from the 1972 bridge. Understanding the behavior
and characteristics of this bridge will facilitate the variation and comparison of the existing
structure (the 2002 Bridge).

The finite-element model for the four-span bridge structure (developed as an extension of
the benchmark studies) will be used for the following studies, with their results presented in the

respective chapters:

Modal Analysis and Parameter Sensitivity (Chapter 6)

- Live-Load Distribution Factors Analysis (Chapter 7)

- Simulations and Load Ratings (Chapter 8)

- Modal Analysis and Loading Ratings Correlations (Chapter 9)
- Load Rating and Reliability Analysis (Chapter 10)

- Nonlinear Simulation and Reliability Analysis (Chapter 11)

It should be noted that for consistency, close approximation of reliability analysis results;

and with a focus of component versus system investigation, a single span (consisting of critical
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components) will be used in chapters 10 and 11.

System reliability is a major concept in reliability analysis, because individual limit-state
functions are assembled together in a system model. The failure conditions are determined by the
system model, since failure of one or two members may not be important due to redundancy. On the
other hand, there may be critical components (flexure/critical), which must stay intact for the
structural integrity of the whole system. Since individual girder components have been
investigated through live-load distribution factors and load-ratings analysis, it will be appropriate
in this case to focus on the component reliability analysis, which is also less complex compared
to a system reliability analysis. The single span to be used for the component reliability analysis
is shown in Figure 49. This section is equivalent to spans 2 and 3 in the main structure, which are

of equal lengths (60 ft., 3 in.), as illustrated in Figure 50.

Figure 49: Single — Span 1972 Bridge Model
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Figure 50: 1972 Bridge Single — Span Illustration

Discussion

Since aging is a key factor in modeling and analyzing this bridge, it was very important
to identify the critical parameters to be incorporated into the model. The modulus of elasticity
and prestress losses were two critical parameters that affect older bridge components, and were
investigated very carefully. Results from these analyses show a rapid loss for the first 30 years,
and a minimal, steady loss affer the first 30 years. These losses will be incorporated in the FEM

during aging sensitivity analysis, as well as in the widened bridge model to replicate the existing

(2002) bridge.
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CHAPTER FIVE: FOUR - SPAN FINITE ELEMENT MODEL (2002)

Introduction

A finite-element model for the four-span widened bridge structure is developed as an
extension of both the benchmark studies and the four—span original 1972 bridge (see Figure 51).
Shell elements are used to represent the prestressed concrete girders. Frame elements with
non-prismatic cross-sections represent columns. The 20 precast beams and associated

pre-tensioning were developed and updated with the CSiBridge Design Module.

Figure 51: Four — Span Continuous Widened FEM

While the widening connection was not modeled for the four-span continuous bridge unit,
the components at the connection were carefully examined. To understand the connection, one
must consider the construction process.

Widened decks are typically constructed to match both an existing bridge deck and
theoretical grades generated for the outside edge of the widened deck. Field personnel generally

develop deck contours for widening. The widening process described here is very specific to the
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bridge chosen for this research, the original 1972 bridge that was reconstructed (widened) in
2002.
The following analysis and calculations are carefully made in sections before detailed

planning schematics are executed,

Section I: Geometry

- Section II: Elevations

- Section III: Superstructure Design
0 Deck
0 Beam
0 Bearing

- Section IV: Substructure Design
0 End Bent
0 Piers
0 Foundation Design

- Section V: Retaining Wall Design

- Section VI: Aesthetic Documents

Upon completion of the above calculations, the schematics and detailed planning and
drawings are in effect. Since the bridge chosen to be analyzed undergoes an inside as well as
outside widening, the steps taken here will follow the procedure and process of an inside and
outside widening criteria.

One of the steps is an examination of the cross—section of the bridge to be widened, with the
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proposed cross-section to match both the existing bridge deck and the proposed deck.

In their paper Du et al. [45] point out several issues regarding the common practice of
widening bridges, in which a new bridge deck is constructed alongside an existing bridge deck,
and an in situ concrete stitch (also called stitching slab) is cast between the existing and new
decks to provide a monolithic connection and continuous riding surface; but no issues regarding
load transfers from the deck to its members, which is key to this research, was mentioned. In this
paper, engineering issues concerning bridge widening are addressed, and finite-element
method-related grillage theory is used to investigate the effect of shrinkage and creep differences
between existing and new bridge decks on the internal forces of the structures. The influence of
settlement in the substructure of new bridges on widened structures is also investigated. Possible
improvement of concrete materials used for connecting existing and new bridge decks is
discussed. Thus, it is suggested that the connection time interval between existing and new
bridge decks should be determined if possible, to minimize the shrinkage and creep effect. Some
feasible measures to enhance the integrity of the widened bridge are also proposed. This is to
support the argument that load transfers between the bridge deck and its components were not
hindered because the connection was not modeled. Figure 52 demonstrates a typical

bridge-widening connection.
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Figure 52: Bridge — Widening Connection

Additionally, it should be noted that the existing bridge girders (1972 Bridge) were
modeled to incorporate a reduction in their modulus of elasticity, based on the concrete bound
stiffness analysis to replicate their condition and characteristics when the bridge was widened.
The existing bridge girders in the widened bridge are shown in Figure 53, along with the

corresponding targeted  bridge girders focused on in this research.
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Figure 53: Existing and Targeted Girder in Widened Bridge

Objective

The focus of this research is the behavior and performance of the widened bridge, with
emphasis in the following areas:
- Capacity after widening, which investigates the following:
0 ultimate flexure and shear,
0 live-load distribution factors,
0 load ratings, and

0 reliability

100



- Interaction between new and existing members, which investigates the following:
0 modal analysis and

0 sensitivity analysis

Like the 1972 bridge model, the 2002 widened bridge was modeled in the absence of
experimental data; therefore, the analytical investigation will focus on the FEM model, which
will be used for calibration. The results will be used for the analysis in the chapter sections listed
below. The process will also include a comprehensive association and comparing of existing
results.

Understanding the behavior and characteristics of the 2002 widened bridge will
facilitate variation and comparison to the original 1972 bridge.

The finite-element model for the 2002 widened four-span bridge, developed as an
extension of both the benchmark and 1972 bridge studies, will be used for the following studies
(along with their results) in the chapters noted:

- Modal Analysis and Parameter Sensitivity (Chapter 6)
- Live-Load Distribution Factors Analysis (Chapter 7)
- Simulations and Load Ratings (Chapter &)
- Modal Analysis and Loading Ratings Correlations (Chapter 9)
- Load Rating and Reliability Analysis (Chapter 10)
- Nonlinear Simulation and Reliability Analysis (Chapter 11)
Consequently, it should be noted that for consistency, close approximation of reliability

analysis results will be used in chapters 10 and 11, and as shown in Figure 54. These results will
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focus on component versus system investigation of a single span (consisting of critical

components) on the widened bridge. This section is equivalent to spans 2 and 3 in the widened

structure, which are of equal lengths (60 ft., 3 in.), as illustrated in Figure 55.

Figure 54: Single — Span 2002 Widened Bridge

— 60M3"

Figure 55: 2002 Widened Bridge Single — Span Illustration
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Discussion

The aging parameters previously estimated will be incorporated in this model and its
analysis. The modulus of elasticity and prestress losses were the two critical parameters
identified, and will be assigned to the existing members in the model. Additionally, the
parameters will be varied for different age stages for future prediction of the bridge capacity and
its members. For example, an initial investigation immediately after widening might suggest that
the new members in the bridge system will have no loss; however, the existing members will be
affected by a 30-year loss, and must be incorporated in the model accordingly. This can be done
for ages 5, 10, 15, 20 years, etc. after the bridge widening, which means that while the new
members will be 5, 10, 15, or 20 years old, their existing counterparts will be 35, 40, 45 or 50
years old. The specific losses will be assigned to the members, per their respective ages. Figure
56 illustrates the schematics and aging progression of the widened bridge, per the individual

components.
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Figure 56: Aging Progression Schematics of Widened Bridge Members
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CHAPTER SIX: MODAL ANALYSIS AND PARAMETER SENSITIVITY

Introduction

As stated earlier (under “Benchmark: Modal Analysis” in Chapter Three), the dynamic
characteristics (modes shapes, frequencies, etc.) and physical characteristics (capacity, resistance,
etc.) of a bridge structure were obtained numerically in the absence of experimental analysis. Thus,
a modal analysis performed on the finite-element model is developed and evaluated for the initial
validation of the structure, as well as verification of its dynamic behavior and responses.

Modal analysis is used to measure the impact of parameter variations on the vibration
characteristics of a bridge by incrementally changing one parameter at a time, neglecting any
cross-sensitivities. The frequencies and mode shape vectors are global indicators of structural
condition and structural behavior [46]. Results of the modal analysis may be used to plan a
field-verification plan or long-term monitoring program. When dynamic responses obtained from
field monitoring studies, finite element models (FEMs) can be updated and calibrated. A flow
chart that shows a procedure for manual FEM calibration, using modal analysis, is given in the

literature by Aktan [25].

Selection of Modes

Zhang [32] gives practical recommendations for selection of relevant modes. In the case
of long-span bridge response to wind excitation, inclusion of the lowest vertical dominant,

horizontal-dominant, and torsional-dominant deck modes is recommended. The response of the
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bridge can be quite accurately spanned by the lower modes. For seismic response prediction,
those modes dominated by motions of the towers or piers should also be considered. In the areas of
structural health monitoring and damage detection, it is found that higher modes are more sensitive
to local damage. Indeed, it would be ideal to match as many modes as possible between the
measurement and FEM predictions. However, it does not seem logical to include higher modes
that cannot be obtained reliably from either the measurement or the FEM analysis.

For the present study, enough modes will be reported, such that all the characteristic
responses are represented. For the four-span continuous bridge, the following characteristic
responses are identified:

1. vertical beam bending,
2. lateral beam bending and

3. torsion.

Results

Eigenvalue analysis of the bridge using CSiBridge program gives natural frequencies in
the range from 6.680 Hz to 14.775 Hz, and 10.735 Hz to 15.403 Hz, for the first 16 modes of the
nominal model for the original 1972 bridge and widened 2002 bridge, respectively. In general,
the mode shapes of the bridge could be classified as exhibiting lateral beam bending, vertical beam
bending, and torsion. Example behaviors are shown graphically in Figure 57 and Figure 58, with

complete modes presented in Appendix A.
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| Mode 1: 6.680 Hz
(Vertical Bending)

Mode 2: 6.735 Hz
(Lateral Bending)

| Mode 3: 6.879 Hz
(Vertical Bending)

| Mode 4: 7.040 Hz
(Torsion)

'Mode 5: 7.722 Hz
(Vertical Bending)

Figure 57: Modal Behavior of 1972 Bridge

5

Mode 1: 10.735 Hz
(Vertical Bending)

Mode 2: 10,758 Hz
(Vertical Bending)

Mode 3: 11.162 Hz
(Vertical Bending)

Mode 4. 11.185 Hz
(Vertical Bending)

Mode 5. 11.862 Hz
(Vertical Bending)

Mode 6: 8.795 Hz
(Vertical Bending)

Mode 7: 8. 806 Hz
| (Vertical Bending)

Mode 8: 11.987 Hz

(Vertical Bending)

Mode 9: 12.021 Hz
(Vertical Bending)

Mode 10: 12.315 Hz
(Transverse — Weak Axis Bending)

g

Mode 6: 11.887 Hz
(Vertical Bending)

Mode 7: 12.310 Hz

I (Vertical Bending)

Mode 8: 12.332 Hz
(Vertical Bending)

-y

Mode 9: 860 Hz
(Vertical Bending)

Mode 10. 12.882 Hz
(Vertical Bending)

Figure 58: Modal Behavior of 2002 Widened Bridge
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Discussion

The results demonstrate significant stiffness shift between the two bridges (original
1972 bridge and 2002 widened bridge). The first mode frequency varies by more than 4.00 Hz,
with frequencies of 6.680 Hz and 10.735 Hz for the 1972 and 2002 bridges, respectively. The 2002
widened bridge also seems to exhibit a local behavior, as compared to the original 1972 bridge,
which behaves globally. These behaviors are observed in their respective first modes, with the
whole system in the 1972 bridge having a dynamic global response, while only part of the system
in the 2002 widened bridge reacts to the vibration of the system. It should also be noted that the
section of the 2002 widened bridge responding to the vibration constitutes more of the existing old
members in the original bridge. Consequently, we can add that the condition of the bridge also
has significant effect on the dynamic response. It requires much more energy to overcome the
torsion resistance; so, we see the first torsional mode occur at a much higher frequency in the 1972
bridge during the fourth mode at a frequency of 7.04 Hz, and completely absent in the 2002
widened bridge. Also, not only are torsional modes absent in the 2002 widened bridge, but the
second lateral mode in the 1972 bridge is also completely absent, leaving vertical bending modes
to control and dominate all the modes in the 2002 widened bridge.
It is interesting to note that the above analysis and results are an indication of increased
stiffness between the time when the original bridge was built in 1972 and when it was widened in

2002, thus indicating that more stiffness is introduced in the bridge system after widening.

It is recommended that comprehensive modal testing be pursued for a more objective

and comprehensive model calibration and validation, which could also include field investigation
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and testing.
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CHAPTER SEVEN: LIVE LOAD DISTRIBUTION FACTORS ANALYSIS

The finite-element models developed in this study are intended to represent the conditions
of both the original 1972 bridge and the existing bridge that was widened in 2002. The live-load
moments are the results of the FEM models. However, the live-load distribution factors were
estimated in a spreadsheet as a function of the moment of the entire structure, divided by the
subsequent individual girder moments, as illustrated in the sample sketch in Figure 59.

Moment of Individual Girder
Moment of Entire Bridge Span

T

LLDF =

Figure 59: Live Load Distribution Factors Analysis Illustration

Live-load distribution factors are typically how bridges are analyzed for design. These
distribution factors result in a simple approximate analysis of bridge superstructures. Live-load
distribution factors separate the transverse and longitudinal distribution of force effects in the
superstructure.  Live-load force effects are assumed to be distributed transversely, by
proportioning the design lanes to individual girders through the application of distribution factors.
The force effects are subsequently distributed longitudinally between the supports, through the
one-dimensional (1-D) structural analysis over the length of the girders.

In simplifying the design process, distribution factors minimize potential modeling errors.
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They reduce the necessity of modeling the entire bridge from a two-dimensional (2-D) or

three-dimensional (3-D) analysis to a 1-D analysis of a girder.

Benchmark Live Load Distribution Factors

Since the benchmark bridge was designed per LRFD requirements—(and hence,
LRFR-rated), this model was also designed per LRFD requirements and, as stated previously, the
concept of using the single-girder moment, divided by the moment of the entire structure, was used.
The results of the hand calculations using MathCAD are detailed in Appendix B, and are

summarized on Table 8.

Table 8: Benchmark Hand Calculations for Distribution Factors

Int. Girder (Positive Moment) ~ Ext. Girder (Positive Moment)
Single Lane = 0.485 - Single Lane = 0.675
Multi Lane = 0.692 Controls - Multi Lane = 0.692
Int. Girder (Negative Moment) Ext. Girder (Negative Moment)
~ Single Lane = 0.485 - Single Lane = 0.746
Multi Lane = 0.692 Multi Lane = 0.556
Int. Girder (Shear} Note: Exterior Girder Analysis not
computed by Benchmark author
Single Lane = 0.680 since investigated was focused on the
A controlling interior girder.
- Multi Lane = 0.814 4\ Controls
|

The results of the live-load distribution factors for the benchmark bridge (for three
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different moment-loading cases and a shear-loading case) are shown in the drawings in Figure 60
and on Table 9. These results are shown with code-estimated distribution, so the margin between

the model distribution factors and the code can be observed.

Left Ext.
Model: 0.489; LRFD: 0.675
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Model: 0.669; LRFD: 0.814
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Figure 60: Benchmark Live Load Distribution Factors

Table 9: Moment & Shear Controlling Live Load Distribution Factors

HL93
FEM LRFD
Moment 0.489 0.692
Shear 0.669 0.814

1972 and 2002 Live Load Distribution Factors

Since the original 1972 bridge was constructed using LFR ratings, and since current codes
require that-such bridges be assessed by the same ratings, the LFR analysis is considered and evaluated

in this research. Similarly, a hand-calculation analysis was done for both the LFD and LRFD for the
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1972 and 2002 bridges. A detailed analysis appears in Appendix B, and the results are shown on Table

10.

Table 10: 1972 and 2002 Bridge Hand Calculations for Distribution Factors

| Interior Girder - Exterior Girder ~ Interior Girder - Exterior Girder
(Positive Moment) (Positive Moment) (Negative Moment) (Negative Moment)
» Spans1&4 - Spans1&4 > Spans1&4 ~ Spans1&4
S Single Lane + Single Lane +* Single Lane < Single Lane
=0.661 -0.746 =0.661 =0.746
. Multi Lane & Multi Lane * Multi Lane - Multi Lane
=0.877 - 0.877 =0.877 =0.877
» Spans2&3 > Spans2&3 » Spans2&3 ~ Spans2&3
& Single Lane & Single Lane > Single Lane - Single Lane
=0.555 = 0.746 =0.555 =0.746
& Multi Lane i Multi Lane «  Multi Lane + Multi Lane
={).768 =0.768 =0.768 =0.768
» Interior Girder ~  Exterior Girder [ LevelRule i
~ Spans1& 4 » Spans1&4 W,
2 Single Lane = 0,730 - Single Lane = 0.746 a -
& Multi Lane = 0.901 kS Multi Lane = 0.678 e
» Spans2 &3 ~ Spans2&3 l st |
% Single Lane = 0.730 < Single Lane = 0.746 '
Multi Lane = 0.901 &> Multi Lane = 0.678

Numerous loading cases were investigated for the critical position for each girder within
the system. The distribution factors for the 1972 bridge are shown here in Figure 61 and Figure

62 for both moment and shear and their respective controlling factors summarized on Table 11.
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Figure 61: 1972 Bridge Live Load Distribution Factors (Moment)
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Figure 62: 1972 Bridge Live Load Distribution Factors (Shear)
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Table 11: Moment and Shear Controlling Live Load Distribution Factors (1972 Bridge)

HS20 HL93
FEM LFD FEM LRFD
Moment 0.715 0.841 0.716 0.877
Shear 0.899 0.841 0.742 0.901

Consequently, the process was applied to the 2002 bridge. Figure 63 shows the critical case
assessment and selection. Figure 64 and Figure 65 show the distribution factors results for both

moment and shear, and a summary of the controlling live-load distribution factors is provided on

Table 12.
. Hr-1 o~
WEST BOUND EAST BOUND
- Br-au" L 58-6%" -
Widening _ Mﬂf ing . Widening W;'o‘enfng
Cut Line ‘ Cutline * |
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T % X L i 1 1 l 1
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Figure 63: Critical Case Selection for Targeted Components
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Figure 64: 2002 Bridge Live Load Distribution Factors (Moment)
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Figure 65: 2002 Bridge Live Load Distribution Factors (Shear)
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Table 12: Moment and Shear Controlling Live — Load Distribution Factors (2002 Bridge)

HS20 HL93
FEM LFD FEM LRFD
Moment 0.651 0.841 0.592 0.877
Shear 0.934 0.841 0.895 0.901
Discussion

The live-load distribution factors derived from the model analysis, compared to both the
previous and current codes, range from 18% to 33%, and from 1% to 18% for both moment and
shear, respectively, as shown on Table 13 and Table 14. The graphs shown in Figure 66 and Figure
67 illustrate the variations between the AASHTO and FEM live-load distribution factors for an

HL-93 truck, for both moment and shear.

Table 13: Moment Live — Load Distribution Factors Analysis

. Live Load Distribution Factors (HL - 93 Truck) .
Bridge Diff. %
AASHTO FEM
Benchmark 0.692 0.489 29.3
1972 0.877 0.716 18.4
2002 0.877 0.592 32.5

Table 14: Shear Live — Load Distribution Factors Analysis

) Live Load Distribution Factors (HL - 93 Truck) .
Bridge Diff. %
AASHTO FEM
Benchmark 0.814 0.669 17.8
1972 0.901 0.742 17.6
2002 0.901 0.895 0.7
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LLDF

Figure 66: Moment Live — Load Distribution Factors Comparison

LLDF

Figure 67: Shear Live — Load Distribution Factors Comparison
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The close variation of the shear live-load distribution factors between AASHTO and the
FEM is an indication of how critical shear analysis can be in any case. It is also observed that the
wider the spans, the closer the variation.

However, there seems to be a wide variation between the moment live-load distribution
factors for AASHTO and the FEM, which can be addressed. One possible explanation of this
variation in the redistribution of mid-span moment live-load could be the continuity conditions
assumed in the FEM. Whereas, there is some flexural resistance offered by the column and
crosshead in the FEM, the AASHTO analysis may have assumed pin supports at the ends and

rollers between spans of the bridge.

120



CHAPTER EIGHT: SIMULATIONS AND LOAD RATING (FULL BRIDGE)

Objective

In this chapter, simulations and load-rating results will be presented for the benchmark,
1972 and 2002 bridges, following the AASHTO LFR and LRFR methodology. Resistance
calculations are based on the AASHTO LRFD method, which includes analysis outlined in the
benchmark study. The objective is to investigate the variations in the load ratings of the bridge
before and after widening, which in this case implies investigating and load rating the 1972 bridge
model (before widening) and the 2002 bridge model (after widening). The benchmark load rating
will once again be used as verification by comparing the FEM results with those provided in the

text.

Simulations

Simulations are conducted using the benchmark model and the two parametric 1972 and
2002 models. Load effects are derived from the FEM output. Critical limit states are

identified as well as trends in the data and the physical meaning of the results.

Load Rating

Load rating, which measures the bridge live-load capacity, is analyzed next in this section.

It should be noted that the rating for the bridge system is taken as the minimum of the component
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ratings. Although the two key focus areas in load rating include operating level (the maximum
permissible live-load that can be placed on the bridge) and inventory level (the load that can safely
use the bridge for an indefinite period), the initial focus will be on the operating level.

Since the research bridge has a very high likelihood of future widening, only the current
acceptable truck (HL-93) will be used for the load-rating analysis. This approach allows
assessment of the current components in the bridge for future provisions and its capacity. The
equation for load rating is also discussed here; but it should be emphasized that the goal and
objective for a component to be considered competent (in the sense of capacity) is for it to have a
value greater than, or equal to, 1. This also shows the correlation between load rating and the

capacity of a component. The load-rating assessment procedure is illustrated in Figure 68.
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=0F 1or AMGHTO Legal Laads:

The flowchart demonstrates the decisionmaking process involved in the
LRFR approach. Source: AASHTO Guide Manual for Condition Evaluation and
Load and Reslstance Factor Rating (LRFR) of Highwway Bridges.

Figure 68: Load Rating Flow Chart

The AASHTO Load and Resistance Factor Rating (LRFR) and the Load Factor Rating
(LFR) Manual prescribe three methods for evaluating the safe maximum live-load capacity of
bridges (LRFR 6.1.6). It should be noted that in LRFR, “Inventory” and “Operating” ratings are
defined in terms of associated reliability indices (B = 3.5 INV, B = 2.5 OPR) [58], as follows:
1. load and resistance factor rating of bridges,
2. load rating by load testing, and

3. safety evaluation using structural reliability methods for special cases.
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The load and factor rating is given generally as:

_ C—Aq*D
" Ap*L*GDF*(1+I)

RF
Where;

RF = rating factor

C = capacity (Nominal member resistance — R)

A = Factor for Dead Loads

A> = Factor for Live Loads

L = Live Load Effect on member

GDF = Girder Distribution Factor

1= Impact Factor to use with the Live Load Effect

The load and resistance factor rating is given generally as LRFR Eq. (6-1):

RF = C—ypc*DC—yYpw*DW=yp*P
- yLL*(LL+IM)

Where;
RF = rating factor
C = capacity (Nominal member resistance — R)
ypc = LRFD Load Factor for structural components and attachments
yow = LRFD Load Factor for wearing surfaces and utilities
yp = LRFD Load Factor for permanent loads other than dead loads
y.. = Evaluation live load factor

DC = Dead load effect due to structural components and attachments

124



DW = Dead load effect due to wearing surface and utilities
P = Permanent loads other than dead loads
L = Live load effect

IM = Dynamics Load Allowance

This rating factor indicates reserve live-load capacity. It may be simplified conceptually
as the capacity minus dead-load demand, all over live-load demand. If there is no reserve
live-load capacity, then the rating factor is 1.0. Additional live-load capacity is indicated by
rating factors greater than 1.0. The AASHTO load rating is a global expression of capacity,
limited by the critical behavior [59].

Load rating will be developed per the AAHSTO LRFR methodology. For design load
rating of concrete structures, the LRFR Manual prescribes the following limit states for load rating
(LRFR 6.5.4.1): “The Strength I load combinations shall be checked for reinforced concrete
components. The Strength I and Service Il load combinations shall be checked for prestressed
components.”’

Regarding fatigue, the commentary (C6.5.4.1) states: “Fatigue is not a concern until

cracking is initiated. Hence, prestressed components need not be routinely checked for fatigue.”

Design vs. Load Rating

Bridge design and rating, though similar in overall approach, differ in important aspects.
Bridge ratings generally require the engineer to consider a wider range of variables than is typical

in bridge design. Design may adopt a conservative reliability index and require comprehensive
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serviceability and durability checks. In rating, the target reliability is reduced and application of
the serviceability limit states is done on a more selective basis. The added costs of
overly-conservative evaluation standards can be prohibitive as load restrictions, rehabilitation, and
replacement become increasingly necessary [47].

The rating procedures presented in the AASHTO Manual for Condition Evaluation and
Load and Resistance Factor Rating (LRFR) of Highway Bridges [47] are intended to reflect a
balance between safety and economics. As such, a lower target reliability than design has been
chosen for load rating at the strength limit state. While the LRFD Code calibration reported Br =
3.5, the LRFR Manual adopts a reduced target reliability index, Brof approximately 2.5, calibrated
to past AASHTO operating level load rating. This value was chosen to reflect the reduced
exposure period, consideration of site realities, and the economic considerations of rating vs.
design [58]. The reduced target reliability is reflected in the reduced live-load factor for
Design-Load Rating at the Operating Level for the Strength I Limit State, yr.. = 1.35 [LRFR
6.4.3.2.2], Br=2.5. This may be compared with the LRFD Code Strength I live load factor, yLL =

1.75 [LRFD Table 3.4.1-1], Br = 3.5.

Relationship between Load Rating and Reliability

For probabilistic design specifications, such as the LRFD Code, the rating factor and
reliability should be highly correlated, because a target reliability index, BT, is used to calibrate the
design and rating factors. While relationships between reliability and rating form the basis of load
and resistance factors for bridge components (elements), very good correlation has also been

demonstrated between rating factors and reliability indices for bridge systems [20]. To compare
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ratings against predicted reliability over the life of the bridges in a network, the authors Akgul and
Frangopol [48] calculated rating values and reliabilities over the lifetime, in a continuous manner,
based on deterioration and live-load models. Resulting relationships between ratings and
reliabilities of existing bridges in a network can be used to determine optimum maintenance

strategies at the network level.

Benchmark Verification

Before proceeding with the full set of rating calculations for the 1972 and 2002 bridge
parametric models, there was an attempt to verify the results of the calculations for critical load
effects and resistance in the nominal model. The most effective way to verify the calculations
was to compare them to the benchmark model analysis provided by the author Lubin Gao [38].
Figure 69 shows the FEM model rating of 2.59, compared to 2.79 from the text. This verified the
proximity of the model to be used for the ratings of the bridges under investigation (1972 and 2002
bridges).

259

bwd kil

000 o 100 0* - 00 &

Figure 69: Benchmark Critical Component Rating
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1972 Bridge Load Rating Under Aging

Following the benchmark verification load rating, the 1972 was load rated by incorporating
the aging effects discussed in previous chapters (modulus of elasticity and prestress losses). Both
HS-20 and HL-93 trucks were used to load rate the 1972 bridge. The idea here was that, since the
1972 bridge was designed using the HS-20 truck, its rating results can give us an idea of what its
ratings will be if the HS-20 truck were to be used for its rating this present day. It should be noted
that the code makes provision for earlier bridges designed using the HS-20 truck to also be rated
today (present times) using the HS-20 truck, if unable to rate using the current HL-93 truck. Also,
using the HL-93 truck provides a variation and justification of the bridge capacity, depending on

whether it rates or not.

Results

A full set of calculations, using the nominal model to find load ratings, is given in
Appendix F. The calculations are performed using PTC Mathcad Prime 3.0 (Mathsoft
Engineering and Education, Inc., 2015). Once the calculations are laid out for the nominal model,
the software facilitates rapid adaptation of the calculations for the parametric models by changing
the appropriate inputs. The figures shown here illustrate the ratings for the components in their
worst-case loading, and since the 1972 bridge was originally designed using the HS-20 truck, the
bridge was evaluated using both HS-20 and HL-93 trucks. Figure 70 shows the load ratings of both

trucks for the members.
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Figure 70: 1972 Bridge Load Ratings

The load ratings results observed from the 1972 bridge show the variation in the HS-20
truck versus the HL-93 truck. The HS-20 truck shows higher rating compared to the HL-93 truck,
which is an indication of previous standards and codes not meeting current requirements and
standards. The result of the load ratings for the 2002 bridge is discussed in the following

chapters.
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CHAPTER NINE: MODAL ANALYSIS AND LOAD RATINGS

Introduction

The benchmark bridge, the original four-span 1972 bridge, and the widened 2002 bridge
were analyzed and examined to explore a correlation between eigenvalue analysis (modal
analysis), which determines the undamped free-vibration mode shapes and frequencies of a given
structural system, and load rating, which measures the bridge live-load capacity.

The eigenvalue analysis and load ratings for both single trucks and double trucks (i.e.,
those towing two trailers in tandem) acting on the central line of the bridge system, with maximum
effect on the interior girder, was first performed on the benchmark bridge, as shown in Figure 71.
A similar analysis was then performed on both the original 1972 bridge and the 2002 widened
bridge, as shown in Figure 72 and Figure 73, respectively. Similar concurrent modes from the

eigenvalue analysis were selected for the correlation analysis in this research.

Meode 4: 6.276 Hz

l _] A (Vertical Bending)

{Vertical Bending)

> > o = K

3,53 3.20 3.20 3,53

Figure 71: Benchmark Bridge Dynamic Modes and Load Ratings
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Figure 72: 1972 Bridge Dynamic Modes and Load Ratings (aging not considered)
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Figure 73: 2002 Bridge Dynamic Modes and Load Ratings
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Two sets of analyses were performed for this study;
1. Load ratings versus eigen values plots for all three structures (benchmark, 1972 and
2002 bridges).

2. Load ratings versus eigen values plots for 1972 and 2002 bridges only.

Results

It should be noted that CSiBridge assigns a rating of 10 to all members in the system during
analysis that are not affected by the effects of the assigned lane and truck. For the first set of
analyses, similar repeating modes were selected for each structure. The load ratings for both single
and double trucks were determined for each case, and a scattered plot for all three structures was

produced, as shown in Figure 74.
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Load Rating Versus Eigen Values
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Figure 74: Plot of Loading Ratings Versus Eigen Values (All Structures)

It should be noted that the benchmark (BM) scattered plots do not have a direct correlation
with the 1972 and 2002 bridges, due to their different configurations (span lengths and width).

Consequently, the second set of analyses was performed with the same conditions as in the
first set. The correlation analysis will focus on the 1972 and 2002 bridges, since they are of similar
geometry and characteristics. Since there is a direct correlation between these bridges, it will

facilitate the eigenvalues analysis and load ratings correlation investigation to be established.
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Initial results from the eigenvalue analysis show signs of increasing strength and stiffness

as the frequencies increase from 6.68 Hz for the 1972 bridge to 10.73 Hz for the widened 2002

bridge. Similarly, the load ratings (interior member single-truck ratings) increase from 2.40 for the

1972 bridge to 6.30 for the widened 2002 bridge.

The above observation resulted in the correlation investigation between the eigenvalues

and load ratings. The results of this investigation are presented on Table 15.

Table 15: Eigen Values and Load Ratings Results

. Load Ratings* Frequency (Hz) . .
Bridge RF — Diff.** Mode — Diff.***
1Truck | 2 Trucks | 1% Mode | 2" Mode
1972 2.40 1.39 6.68 6.879 1.01 0.199
2002 6.30 3.73 10.735 11.162 2.57 0.427

*Load Ratings of Interior Member

**Load Rating difference between single and double trucks.

***EFrequency difference between first and second modes

The following situations were considered as part of this investigation (Load Rating = RF

& Eigen Values = EV);

- 1972 (Single Truck RF & 1* Mode EV) versus 2002 (Single Truck RF & 1* Mode EV)

- 1972 (Double Trucks RF & 1 Mode EV) versus 2002 (Double Trucks RF & 1% Mode EV)
- 1972 (Single Truck RF & 2™ Mode EV) versus 2002 (Single Truck RF & 2™ Mode EV)
- 1972 (Double Trucks RF & 2" Mode EV) versus 2002 (Double Trucks RF & 2™ Mode

EV)

- 1972 [RF — Difference (Truck 1 — Truck 2) & EV — Difference (2™ Mode — 1** Mode)]
versus 2002 [RF — Difference (Truck 1 — Truck 2) & EV — Difference (2" Mode — 1*

Mode)]

The results for these analyses are shown in Figure 75 and Figure 76.
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Figure 75: Plot of Load Ratings Versus Eigen Values (1972 and 2002 Bridges)
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Figure 76: Plot of Load Ratings and Eigen Value Differences (1972 and 2002 Bridges)
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Discussion

From the plot for all three structures, it is observed that a much wider spread in the
benchmark points, followed by the 1972 and 2002 bridges, respectively. This spread can be
attributed to the structures components and stiffness. It should also be noted that the benchmark
bridge constitutes Type V girders, while the 1972 and 2002 bridges have Type II & III girders;
however, the 2002 widened bridge appears to be much stiffer than the 1972 bridge.

It is seen that there is an increase in eigenvalue and load rating points between the 1972 and
2002 bridges, with the 2002 bridge having the peak points. Consequently, the analysis for only the
1972 and 2002 bridges shows a correlation between the two. It is observed that the essential mode
from the eigenvalue analysis and a single-truck load rating dominate all the cases, which also
shows that while the first mode is critical to the system (structure), a single-truck load rating is
equally as important. (If a system cannot handle a single truck, this can be a critical issue.)

Consequently, the order of investigation importance and criticality (i.e., an investigation of
the order of importance) can be drawn from the plot, as follows:

1. 1 truck and 1 mode

2. 1 truck and 2™ mode

3. 2 trucks and 1% mode

4. 2 trucks and 2™ mode

In other words, during an eigenvalue and load-rating investigation, case 1 above should be

analyzed first, followed by cases 2, 3 and 4. A simple eigenvalue and load-rating flow chart can be
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developed for this exploration, as shown Figure 77.
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Figure 77: Load Rating & Eigen Value Analysis Flow Chart
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CHAPTER TEN: LOAD RATING AND RELIABILITY ANALYSIS
(SINGLE SPAN)

Simulations are conducted using a single span system to capture the critical sections
within the system and to prevent evaluating and analyzing the whole system which could lead to

a complicated system reliability analysis versus a more reliable component reliability analysis.

Introduction

Reliability Index and Probability of Failure

Calibration of the current AASHTO LRFD Bridge Design Specifications (LRFD Code) is
based on a reliability analysis procedure [56], [57]. Structural performance is measured in terms
of the reliability or probability of failure. In the context, of reliability analysis, failure is
defined as the realization of one of several predefined limit states [52]. An alternative method for
expressing probability of failure is to use the reliability index, . For normally distributed
random variables R and Q, it can be shown that the probability of failure is related to the
reliability index as follows, Pr= ®(—p). If the random variables are all normally distributed and
uncorrelated, then this relationship between 3 and Pr is exact for a linear limit state function (in
the sense that B and Pr are related). Otherwise, this expression provides only an approximate
means of relating the probability of failure to the reliability index, . The reliability index is a
common metric used to quantify how close a design code or specification is in achieving its
objective [57].

The LRFD Code provisions are formulated such that new structures will have a
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consistent and uniform safety level. The basic design formula is:
2yiQi<® R,
Where;
Qi = nominal load effect i
vi = load factor i
Ry = nominal resistance

® = resistance factor

In the LRFD Code calibration, load and resistance are treated as random variables and
are described by bias factors (1) and coefficients of variation (V). Resistance factors, ¢, are
calculated so that the structural reliability is close to the target value BT = 3.5 [56].

The expression for the reliability index, B, shown here in Figure 78 is used assuming a

linear limit state function [57]:

ag+ D (apnx)

i=1 for the linear limit state function of the form,

B(X1 Xp Xy) = 80 + 2 Xy + 4y Xp 4t ay Xy

! fxx, (¥1%2)
limit state
g (X)=0 r
. ) X
S N safe state 2
Cosine direction 2(X>0

'{ (x)=0

X ?NONLINE‘\H)
B design point
X
failure state

’ (X)<0
{ 2(X)<0 ?éﬁ% DOMAIN)  ** ?FAJLURE DOMAIN)

Figure 78: Reliability Index Equation
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This expression must be adapted for the current study, considering load effects and
resistance in bending. The limit state function is developed in terms of resistance and load
effects for the AASHTO Strength I limit state:

g(MRes, MpL, MLL) = MRes — MpL - MLL

where;

Mges = nominal moment resistance (Mn)
MpL = dead load effect
MiL = live load effect (ML M) impact included

The corresponding reliability index is:

B — UR—UDL—HKLL (1)

4/ O'R2+0'DL2+O'LL2

Where p and ¢ are the means and standard deviations for the resistance, dead load, and live load,
respectively.

The limit-state functions are valid if the uncertainties (structure strength/capacity or
loads etc.) are incorporated in the failure probability of the structure. Statistical parameters for
load and resistance tend to be given in terms of load effects [50], and are available for the present
study. A full set of reliability analysis calculations can be found in Appendix F, Load Rating and
Reliability Analyses.

For the nonlinear limit-state functions, an approximate answer is obtained by linearizing
the nonlinear function using a Taylor series expansion [50]. The result is the equation shown

below:
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n

P . ~ 99
g(Xl; Xz; ---;Xn) ~ g(uxi y WX, o) P-xn) + Z(Xi — WX ) X, Ievaluated at (x71,X3,..%5)
c i

i=1
An approximate solution expression for the reliability index, 3, is shown here [57];

ﬁ — 9(Hx1,Ux2, - Mxn) (2)

Z?: 1 (aio-xi)z
Where;

ag

a; = ] |evaluated at mean values
0X;

The reliability index defined in the above equation is called a first-order, second —
moment, mean value reliability index where the derivation attributes are as follows;
first order: using first — order terms in the Taylor series expansion;
second moment: only means and variances are needed (mean value because the Taylor

series expansion is about the mean values).

A full set of reliability analysis calculations (nonlinear) can be found in Appendix F, Load

Rating and Reliability Analyses.

Simulations, Load Rating and Reliability

Once adequate reliability is demonstrated for the resistance calculations and FEM outputs,
loading simulations are performed with the two parametric FEMs developed and described in

previous chapters. The critical-load effects for dead load and live load were extracted from the
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finite element analysis results at critical locations.

Load ratings following the AASHTO LRFR (AASHTO 2010) methodology were
calculated, and a reliability analysis was performed. The reliability index, B, was calculated and,
assuming normal distribution of random variables, the equivalent probability of failure, Prwas
found.

For the reliability analysis, a single span of the bridge, which contains the critical members was
examined. From the test cases and recommendations by the author Nowak, the following
assumptions were made for the reliability analysis:

- Targeted members only within the bridge single-span system

- Nominal loads to be used (dead, wearing surface and live loads).

Table 16 shows the bias and variation constants used for the analysis in this research taken

from Nowak and Collins [50], statistical parameters for load and resistance tables.

Table 16: Statistical Parameters for Load and Resistance

Constants*
Bias
Bias Factor for Resistance (Ag) 1.05
Bias Factor for Live Load (1u) ' al
Bias Factor for Dead Load (inc) 1.05
Variation
Coefficient of Variation for Resistance (Cq) | 0.075
Coefficient of Variation for Live Load (Cu) 0.18
Coefficient of Variation for Dead Load {Coe) 0.1
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*Statistical Parameters for Load & Resistance — Reliability of Structures (Nowak & Collins)

Benchmark

A hand calculation using MathCAD Prime 3.0 software was used to estimate the load
ratings, reliability index, and probability of failure for a single and multiple HL-93 trucks. The

results of the calculations are presented in Appendix F and on Table 17.

Table 17: Hand Calculation Load Rating and Reliability Results for Single and Multiple HL93

Single Truck Multi Trucks
m“-;-“mn—
1.7 4,89 5.04 x 107 1.23 334 4.19x10"!

Similarly, the single-span 1972 bridge was modeled, and an analysis of the load ratings,
reliability indices, and probability of failure was performed on the critical interior member. Figure
79 shows the lane assignments, models (and their respective load ratings), reliability indices, and

probability of failures for single and multiple HL-93 truck loadings.
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Figure 79: 1972 Single Span Bridge for Load Ratings and Reliability Analysis

Discussion

From the above results, a comparison of the hand calculations and FEM results for the load
ratings and reliability analysis indices were established for both single and multiple HL-93 trucks.
Figure 80 shows a comparison of the results from both the hand calculations and the FEM of the

single span system.
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Figure 80: Hand Calculations and FEM Comparison

The difference between the two analyses were within the range of 0.16 (RF Multiple
Trucks: Hand Calculations = 1.23 and FEM = 1.39) and 0.63 (RF Single Truck: Hand Calculations
= 1.74 and FEM = 2.37). The difference between the two analyses, although close enough to
justify use of the FEM for further analysis, could stem from a complete bridge system used in the
FEM, versus the component used in the hand calculations, with an estimated effective length of the

contribution deck weight on the component girder.

Sensitivity — Load Rating & Reliability Analysis

Introduction

A sensitivity analysis was performed on single span of the 2002 widened bridge by
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incorporating aging and materials property losses. Three cases were examined for the sensitivity
analysis, as follows:
- Case I: system with no losses.
- Case II: long-term losses (30 years or more), including time-dependent properties such as
creep, shrinkage, tendon relaxation and Young’s Modulus (E) of all the members.
- Case III: differential losses for new and old girders (0-29 years and 30 + years,
respectively), including time-dependent properties such as creep, shrinkage, tendon
relaxation and Young’s Modulus (E) for selected members (i.e., original members from the

1972 bridge which remain in the widened 2002 bridge).

Results

Results for Case I of the sensitivity analysis, with no losses in material properties, are
shown in Figure 81, which includes the load ratings, reliability index, and probability of failure.
The analysis focuses on a member within the system that was part of the original 1972 bridge, and

which remained in the 2002 bridge widening.

T T o
0 256 654 3.08x10M 4 |

T — i
0 152 441 517x10° m .

Figure 81: Case I — Sensitivity Analysis (No Losses)
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For Cases II & III (with material property losses), an elastic modulus time-dependent
analysis and a prestress loss analysis were performed using the “Approximate Lump Sum of
Time—Dependent Losses” approach (LRFD Article 5.9.5.3). This approach for standard precast,
pretensioned members (subject to normal loading and environmental conditions) and pretensioned
members (with low relaxation strands) considers the long-term prestress loss due to creep of
concrete, shrinkage of concrete, and relaxation of steel. A detailed analysis of both modulus of
elasticity and prestress losses is provided in Appendix D.

Following the analysis and time-dependent material property, the results for both cases

are illustrated in Figure 82 and Figure 83, respectively.

T B T T ot
30 1.58 4,28 9.34 x 10° - !

T T Lot e —
30 093 198  239x10?2 * il IWIE

Figure 82: Case II — Sensitivity Analysis (Losses — All Members)
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Figure 83: Case III: Sensitivity Analysis (Losses — Selected Members)

Discussion

The goal to examine these three cases is to establish a long-term correlation among members in
a widened bridge, since there is a combination of both old and new components. The results can be
broken into two main components:
1. aging rating consistency and
2. load-carrying capacity consistency.
Cases I and II reveal that, with everything remaining the same, the system can carry its
adequate loads, as is expected of a new bridge; and in 30 years, the bridge shows the same targeted
member carrying its loads (HL-93). However, the decrease and the percentage difference in rating

should be noted. Table 19 shows that as the system ages, the loading capacity is reduced. Also, the
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variation in capacity between Case I and Case II (with respect to single and double truck loadings)
also gets closer as the bridges age. As an example, there was a 1.04 rating difference between the
targeted member rating of one and two trucks, but this gap is reduced 30 years later to 0.65. As
shown in Table 18, the aging difference for one truck at 0 years, versus one truck for 30 years, is

0.98; and the aging difference for two trucks at 0 years, versus two trucks at 30 years, is 0.59.

Table 18: Case I & II Load — Rating Summary Chart

#
Case Age (Yrs) Truck RF Load Diff. Aging Diff.
| 0 1 2.56 1.04 1 Truck (0 years) 0.98
2 1.52 1 Truck (30 years)
" 30 1 1.58 0.65 2 Trucks (0 years) 0.59
2 0.93 2 Truck (30 years)

In Case III, where there is a combination of old and new members (as shown in Figure 89
previously), a similar pattern is observed. The new member has a margin of 0.39, while the old
member has a margin of 0.05. This is an indication that, at some point, the ratings will be
approximately equal for both old and new members. Table 19 shows the correlation between the

old and new members in the system.

Table 19: Case III Load Rating Summary Chart

Girder Age (Yrs.) RF Aging Diff.
New 0 1.67 0.39
New 30 1.28
Old 30 0.85 0.05
Old 60 0.80
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CHAPTER ELEVEN: NONLINEAR SIMULATION & RELIABILITY
ANALYSIS

Introduction

A nonlinear analysis is very critical to this research, as the linear analysis alone does not
reveal the ultimate capacities of the components within the system. Consequently, the Nonlinear
Analysis Program (NAP) [37], described earlier in chapter three, is employed in this research.

The nonlinear analysis simulation and sensitivity analysis will focus on the critical
members within the systems. The nonlinear analysis tool allows for nonlinear loading, varying
boundary conditions and material characteristic variations. These in turn imply that NAP is

adequate for both material and loading sensitivity analysis.

Model

The initial stage of the nonlinear modeling is to identify and model the critical component
(i.e., section) of the bridge that will be a close replicate of the members. Since the span lengths of
both the 1972 and 2002 bridges did not change, the critical section identified will be the same in
both cases. In this case the section is an interior member within the long span of the bridge, as seen
in previous linear analyses. Therefore, the initial modeling process begins with the boundary

conditions, elements, and connectivity considerations.
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A cross—section of the critical component/section is shown in Figure 90. The effective
width of the deck carried by the section is first estimated before constructing the composite cross—
section. Appendix F provides a detailed computation for the effective width estimate.

The model is discretized to have a replicate load effect similar to the actual member by
defining deck/girder elements and prestress truss elements. These two components are connected
by rigid elements to form the composite beam illustrated in Figure 84, which also gives a detailed

description of all the components, elements, nodes, cross section and applied loading cases.

Model Considerations * Loading Cases
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Ten (10) - Prestress Elements
Ten (10) = DeckiGirder Elements A
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~ Twenty - Two (22) Nodes
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Eleven {11) - Deck/Girder Modes

# Three(3) DOF —A-
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Trnidans — Frass Pements [Pressress)
—— il Elementy =
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'
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View A-A Moidel Detail Capacity Load - Loading

Figure 84: Detailed Schematics of Nonlinear Model

The modeling strategy includes using 1D macro elements that are based on the differential
equations for the component resultant forces. Due to the discretization of the elements/nodes, the

displacement formulation is adopted. Based on the assumption that plane sections remain plane,
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the prestress effect cannot be fully modeled; hence the need to go with the rigid links to offset the
physical location of the tendons and (potentially) allow them to move relative to the
cross-sectional strains. Also, it should be mentioned that debonding of the strands (slipping) was

not considered.

Benchmark

A hand calculated analysis was used as a benchmark verification for the NAP model.
Similar geometry and material properties were considered for close approximations and
comparisons. Details of the hand calculations and the results from the NAP model used for the
analysis are presented in Appendix F. The unfactored load ratings for both the hand calculations
and NAP are shown on Table 20. The results between the hand calculations and the NAP model

were close enough for the NAP model to be used for further analysis and investigation.

Table 20: Benchmark Results and Comparison

Case Unfactored Load Rating
Hand Calculations 2.381
NAP 2.584
Analysis

The model in NAP was set — up to have two loading cases as shown in Figure 84.
- Case I: Live Load carrying load points with three nodes for the axle of the HL93 truck

(8kips, 32kips, 32kips).
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- Case II: Capacity single load point node.

The analysis will also include the following test and sensitivity analysis study with
similar boundary conditions (Pin — Pin connections);

1. Load Rating and Reliability Analysis — Linear Limit State Function

2. Load Rating, Reliability and Sensitivity Analysis — Nonlinear Limit State Function

Loading cases I & II were first performed to attain the live load moments due to a single
HL39 truck and the capacity of the beam model. Results from this analysis will be used for the
Linear Limit State Function reliability analysis and load ratings. Consequently, a sensitivity
analysis is performed on the following random variables to attain variation for the nonlinear limit
state analysis. The random variables identified in this case are the area of prestress steel (Aps),
prestressing tendon (f,s) and the applied load effect (Q). The detailed variability analysis is
presented in Appendix F.

A variability analysis was also performed to establish the correlation among the random
variables since the normal random variable is the most important distribution in structural
reliability theory. The general concept follows the analogy that if for example D (demand) and R
(resistance or capacity) are normally distributed with means pp and pr with standard deviations
op and or respectively, their limit state function g will be normally distributed for a linear limit
state function. The variability plots showing the normal distribution curves for the linear,
nonlinear and limit state functions are presented in Appendix F.

A virtual loading test is also performed by increasing the axle loads of the HL-93 truck by a
factor of 0.5, as shown in Figure 85, and load-rating the corresponding cases. Three load-rating
scenarios were performed to investigate the correlation and capacity of the nonlinear model, per
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the AASHTO and FEM live-load distribution factors (Table 21 — distribution factors used for

single and multiple lanes) and the un-factored load as obtained directly from the capacity analysis.
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Figure 85: Virtual Loading Schematics

Table 21: Single and Multiple Lanes Distribution Factors (AASHTO/FEM)

AASHTO (Single) 0.555
AASHTO (Multi.) 0.768
FEM (Single) 0.546
FEM (Multi.) 0.716

Results

The results from NAP used for both linear and nonlinear analysis are shown in Table 22
and Table 23 respectively. Table 22 shows the nominal values used for the linear state function
analysis and Table 23 shows the variation in the random variables used for the nonlinear limit

state function analysis. For the variation in the dead load analysis for both the linear and
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nonlinear limit state functions, the self-weight for the system was used for the capacity analysis
and the slab thickness varied for the variation. Detailed dead load (self-weight) analysis is

presented in the “Nonlinear Load Rating & Reliability Analysis” MathCAD File in Appendix F.

Table 22: Nominal Parameters Load Analysis Results

NAP-Run 1 Nominal Values Live Load (1) Capacity (2)
Area (Aps) 2.45 10890 28940
Prestress (fps) 250 10890 28940
Live Load (Q) 8+32+32=72 10890 28940

Table 23: Variable Parameters Load Analysis Results

NAP - Run 2 Variable Area Live Load (1) | Capacity (2) NAP - Run 3 Variable Area Live Load (1) | Capacity (2)
Area (Aps) 2.44 10910 28870 Area (Aps) 2.46 10860 28760
Prestress (fps) 250 10910 28870 Prestress (fps) 250 10860 28760
Live Load (Q) 8+32+32=72 10910 28870 Live Load (Q) 8+32+32=72 10860 28760
NAP - Run 4 Variable Prestress Live Load (1) | Capacity (2) NAP - Run 5 Variable Prestress Live Load (1) | Capacity (2)
Area (Aps) 2.45 11070 28680 Area (Aps) 2.45 10700 29070
Prestress (fps) 240 11070 28680 Prestress (fps) 260 10700 29070
Live Load (Q) 8+32+32=72 11070 28680 Live Load (Q) 8+32+32=72 10700 29070
NAP - Run 6 Variable Live Load Live Load (1) | Capacity (2) NAP - Run 7 Variable Live Load Live Load (1) | Capacity (2)
Area (Aps) 2.45 10850 28940 Area (Aps) 2.45 10920 28940
Prestress (fps) 250 10850 28940 Prestress (fps) 250 10920 28940
Live Load (Q) 7.9+319+319=717 10850 28940 Live Load (Q) 8.1+32.1+32.1=723 10920 28940

The reliability indices for both the linear and nonlinear limit state functions are shown in
Table 24. The details used for this analysis including bias and coefficient variation assumptions
are presented in Appendix F under the “Linear Load Rating & Reliability Analysis” and

“Nonlinear Load Rating & Reliability Analysis” MathCAD spreadsheets respectively.
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Table 24: Linear and Nonlinear Limit State Function Reliability Indices

Case

Reliability Index (B)

Linear Limit State Function

6.202

Nonlinear Limit State Function

4.368

It should be noted that the result from the hand calculated linear analysis showed a rating

of 5.696 compared to 6.202 from the NAP model which are also close.

The results for the virtual load test is also presented here in Table 25 and Figure 86 with

the detailed computation also presented in Appendix F.

Table 25: Virtual Load Rating Results

Load
Factors Axle -1 Axle -2 | Axle-3 | Moment (k-in) RF RF - AASHTO RF - FEM
1.0 8 32 32 10700 2.62 4.72 4.80
1.5 12 48 48 14830 1.89 2.46 2.64
2.0 16 64 64 18920 1.48 1.93 2.07
2.5 20 80 80 22950 1.22 1.59 1.71
3.0 24 96 96 27060 1.04 1.35 1.45
3.5 28 112 112 FAIL --- --- ---
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Figure 86: Virtual Load Testing Plots

Discussion

The nonlinear analysis performed on the critical section investigates the capacity of the section
beyond the linear state, and shows the variation between its linear and nonlinear state limitations.
This analysis clearly shows (by capacity, load ratings and reliability analysis) that the identified
critical component/section within the system is far from critical. Although the reliability index
during the linear limit state analysis was slightly higher 6.202 based on the assumption that the
random variables are all normally distributed and uncorrelated, the nonlinear limit state function

which considers the variabilities in the random variables showed only a difference of 1.834 in
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reliability index (4.368). It should be noted that the linear limit state function does not use the
distribution information about the variable and the limit state function g( ) is linearized at the
mean values of the Xi variables. If g( ) is non-linear, neglecting of higher order term in Taylor
series expansion introduces significant error in the calculation of reliability index (errors are not
solely attributed to the first — order expansion). However, the nonlinear limit state function can
obtain an approximate answer by linearizing the nonlinear function using a Taylor series
expansion (about the mean values).

The modeled section shows results greater than its linear capacity as shown in the virtual
loading analysis with a capacity loading of three times the truck live — load capacity. The
incremental loads in NAP to determine the section’s behavior under both normal and anticipated
peak load conditions to identify the maximum operating capacity showed rating factors ranging

between 4.80 to 1.45 before failure.
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CONCLUSIONS AND RECOMMENDATIONS

Highlights

- Dynamic performance of a bridge before and after widening.

- Re-distribution of live loads of a bridge before and after widening.

- Linear capacity assessment through load ratings of a bridge before and after widening.
- Reliability assessment of a bridge before and after widening.

- Nonlinear capacity assessment through load ratings of a bridge before and after widening.

Details

Detailed finite element models (linear and nonlinear) were developed to represent the
original 1972 single-span bridge and the widened 2002 bridge, a four-span continuous structure.
Four—span continuous models were used for the linear analysis investigation for the dynamic
behaviors of the modeled bridge structures, and their respective global and local behaviors were
observed. Live-load distribution factor and load-rating analyses were also conducted, using
several moving-load combinations and standard trucks (HS-20 and HL-93) with the linear model.
The linear and nonlinear single-span models were used to investigate critical components within
the system, and load-rating and reliability calculations were performed.

It was important to develop procedures for verification and validation of the analysis.

Benchmark studies were conducted to validate finite-element models with well-established
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solutions. Critical modeling features were incorporated in a few simpler benchmark studies before
the single-span 1972 and full four-span widened 2002 models were developed. It is encouraging
that the FEM-predicted load effects for the modeled bridge were close to the textbook results. This
verifies the model, software and accompanying analysis in a qualitative sense. A comprehensive
test plan (or monitoring program) to capture frequencies, mode shapes, and deflections is
recommended for objective validation of the FEM. This can lead to model calibration using
experimental data and an objective understanding of the measured structural behavior.

The dynamic behavior was evaluated with respect to continuity conditions. Eigenvalue
analysis in CSiBridge gives natural frequencies in the range of 5.18 Hz to 12.28 Hz, 6.68 Hz to
12.32 Hz and 10.74 Hz to 12.88 Hz for the first 10 modes of the benchmark, 1972 and 2002 bridge
nominal models, respectively. The mode shapes of the bridges were categorized in terms of pure
modal behaviors, including lateral beam bending, vertical beam bending, and torsion. The
boundary condition has significant effect on the longitudinal modes, and dramatically increases
the energy required to achieve the first longitudinal mode. The eigenvalue analysis is the first
indication of the stiffness and strength increase in a widened bridge structure.

Live-load distribution factors, which determine the maximum number of loaded lanes
that an individual girder of the superstructure will be expected to carry, was evaluated next. This
investigation was important to this research, not only to verify any conservativeness, but also to
understand the distributions between the original and widened bridges. The controlling moment
live-load distribution factors (LLDF) for the 1972 and 2002 bridges were 0.716 and 0.592,
respectively. These factors were based on the FEM, using the HL-93 truck. The controlling

moment LLDF (using the AASHTO LRFD code) is 0.877 for both bridges. While these results
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indicate the decrease in distribution factors for widened bridges, they also show the
conservativeness in the code. Similarly, the HS-20 trucks showed controlling moment LLDF of
0.715 and 0.651 for the 1972 and 2002 bridges, respectively, and FEM of 0.841 for both bridges,
using the AASHTO LFD code. The load ratings which measure the bridge live-load capacity were
also evaluated. The HS-20 and HL-93 trucks used for the LLDF analysis were also employed for
the full 1972 Bridge model. The 1972 bridge model showed with aging showed less than
acceptable load rating especially under HL.93 truck loading, which was not the design load for the
original bridge. However, the ratings for the widened 2002 bridge model increased, which shows
the increased load carrying capacity of the widened bridge.

For a better understanding of the load rating and reliability analysis correlation, a
single-span model was developed for both the 1972 and 2002 bridges. These models are the longer
spans within the structure and contain the critical component (interior beam). A linear FEM was
developed for both bridges, and a nonlinear model to replicate the critical member was created.
The 1972 and 2002 bridges rated at 2.37 and 2.56, respectively, for a single truck, and had
reliability indices of 6.17 and 6.54, respectively. For multiple trucks, their respective ratings and
reliability indices were RF = 1.39, B =3.93 (1972 bridge) and RF = 1.52, B = 4.41 (2002 bridge).
Since the widened 2002 bridge has a combination of old and new members, a sensitivity (aging)
analysis was performed on the model. The model was first investigated assuming a 30-year aging
for all the members in order to establish a benchmark. The investigated material properties used
for the aging process include the modulus of elasticity (Ec) and prestress losses. The rating and
reliability indices for a targeted member were RF = 1.58 and B = 4.28 (single truck) and RF =0.93
and B = 1.98 (multiple trucks). With these benchmark values, the 2002 bridge model (with the
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combination of both old and new members) was investigated.

The first case with the new member at zero years and the old member at 30 years showed
load ratings and reliability indices as RF = 1.67 and B = 4.88 (new) and RF = 0.85 and B = 1.58
(old). The second case with the new member at 30 years and the old member at 60 years showed
load ratings and reliability indices as RF = 1.28 and B = 3.49 (new) and RF = 0.80 and B = 1.24
(old). The results show the correlation of both old and new members in the widened bridge. For the
nonlinear model, the linear limit state function produced reliability indices of B = 6.202 and =
4.368 for the nonlinear limit state function with similar boundary conditions.

Finally, a virtual load-test analysis to determine the ultimate capacity of the girders using
the nonlinear model was performed by means of incrementally increasing the applied axle loads.
The ratings showed a 3.5 times factor of the axle loads (8 x 3.5= 28 kips, 32 x 3.5 = 112 kips, and
32 x 3.5 =112 kips) for load ratings greater than 1. The results for this loading were RF = 1.04 (no
LLDF), RF =1.35 (AASHTO LLDF) and RF = 1.45 (FEM LLDF).

In conclusion, the following characteristics were immediately observed for a widened
bridge: increased overall capacity, lower distribution factors, and higher ratings and reliability
indices. Additionally, it was also observed that a member within the system may be highly
underestimated if analyzed linearly. The information generated from these analyses can be

considered for better understanding the load rating improvement for widened bridges.
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APPENDIX A: FREQUENCIES AND MODE SHAPES
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Benchmark Bridge Modes

164

Mode 1 | 5177 Hz

Vertical Bending

Mode 2 | 5.251 Hz

Lateral Bending

Mode 3 | 6.161 Hz

Torsion
(All Spans)

Mode 4 | 6.276 Hz

Vertical Bending
(Spans 18&3)

Mode 5 | 6.853 Hz

Torsion
(Spans 18 3)

Mode 6 | 6.955 Hz

Vertical Bending
(All spans same phase)

Mode 7 | 7.633 Hz

Lateral Bending
(same phase)

Mode 8 | 8.640 Hz

Torsion
(Span 14 3)




Mode 9 | 11.788 Hz

Vertical Bending
(2" Harmonic of 1 Mode)

'Mode 10 | 12.283 Hz

Vertical Bending
(Spans 1 & 3 - 2% Harmonic of 1% Mode)

Mode 11 | 12.522 Hz

Lateral Bending

Mode 12 | 12.585 Hz

Vertical Bending

* [Mode 13] 14 699z
Vertical Bending

.[Mode 14| 16093 Hz
Torsion
(Weak Asis Column Bending)

Mode 15 | 16 470 Mz
Vertical Bending

{Soens 14 )

(Mode 16| 16920 Hz

Lateral Bending
(Seme Dwection)

Figure 87: Benchmark Modes
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1972 Bridge Modes
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Mode 1 | 6.680 Hz
Verfical Bending
Mode 2 | 6735 Hz
Lateral Bending
Mode 3 | 6.879 Hz
Vertical Bending
(Same phasa}
Mode 4 | 7.040 Hz
Torsion
Mode 5 | 7,722 Hz
Vertical Bending
(Side to Sids)
Mode 6 | 8.795 Hz
Vertical Bending
Mode 7 | 8.806 Hz
Vertical Bending
Mode 8 | 11.987 Hz
Torsion




Figure 88: 1972 Bridge Modes
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Mode 9 | 12.021 Hz

Tarsion
(2 Harmonie of 15 Moda)

Mode 10 | 12.315 Hz

Lateral Bending
(Waak Axis Column Banding}

Mode 11 | 12.416 Hz

Lateral Bending

Mode 12 | 12.466 Hz

Lateral Bending

Mode 13 | 13375 Hz

Vertical Bending
(Spans 186 4)

Mode 14 | 13.538 Hz

Vertical Bending

Mode 15 | 13.763 Hz

Lateral Bending

Mode 16 | 14.775 Hz

Torsion
(Spans 186 4)




2002 Bridge Modes
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Mode 1 | 10.735 Hz

Vertical Bending

Mode 2 | 10.758 Hz

Vertical Bending

Mode 3 | 11.162 Hz

Vertical Bending

Mode 4 | 11.185 Hz

Torston

Mode & | 11,862 Hz

Vertical Bending
(Sida to Sids)

Mode 6 | 11.887 Hz

Vertical Bending

Mode 7 | 12.310Hz

Vertical Bending
(same phase)

Mode 8 | 12 333 Hz

Torsion




Figure 89: 2002 Bridge Modes
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Mode 9 | 12.860 Hz

Torsion
Mode 10 | 12.883 Hz
Torsion
Mode 11 | 13.560 Hz
Torsion
Mode 12 | 13.578 Hz
Vertical Bending
Mode 13 | 14 387 Hz
Torsion
Mode 14 | 14.399 Hz
Vertical Bending
Mode 15 | 15.395 Hz
Torsion
Mode 16 | 15403 Hz
Vertical Bending




APPENDIX B: LIVE LOAD DISTRIBUTION FACTORS ANALYSIS
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Live Load Distribution Factor for Positive Moment (Interior Girder) - Benchmark
(LRED Table4.6222h-1.) -SPANS 1/2/3

Span Length (1,2.3); pati= 1“: Spang =100.00 - ft

m”
Girder Spacng (Interior Girders); Girderg=8-ft
Deck Thickness t,:==8-in
MNumber of Beams (Girders) Np=4
Depth of Girder (Type V - Interior) dp=63-in
Area of Girder (Type V - Interior) Agi=1013in"
Moment of Inertia (Type V - Interior) I5=521180-in"
Girder cemter of gravity from botiom in the y - direction Yy:=31.96-in
Distance between center of gravity of the girder and concrete dedk; e;= (do—1} +%
Compressive strength of Precast Concrete; Sy = 6000« psi
For the Modulus Elasticity analysis used fopp; S opp = 6000
Therefore the Modulus Elasticity (Precast Concrete) Eg=((57)- V[ ) -1000- psi
Compressive strength of Concrete Deck; [ =400 « psi
For the Modulus Elasticity analysis used fodd; Sfoag=4000
Therefore Modulus of Elasticity (Deck Concete); E,_-;::S?-M-Iﬂﬂﬂ-psi
MModular Ratio :'1::ﬂ n=1.225

Ep

Longitudinal stiffness parameter, Kg (LRFDEq. 46221-1) K =n-(Iz+A4g-(e,)’)
The ranber of design Lanes & equal fo the irdeger portiar of the roadway width divided by 3600on.
Clear roadway width EW ani=40-f2
BW m=11.219.10") mm

2 BW
Therefore Number of Design Lanes Ny :W
« T
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The commuad “floor” retioms “miteger " conponent floor (N;) =3
Check R f Applicabilit

Girders={2.438.10") mm 1100mme <75 1 <74900mm OK
t,=203.2 mm 110mmu<its # <2 300mm OK
Span; = (3.048-10") mm 6000mm < /L ' < 73000mm OK
Ny=4 Number of beams 1> 4 OK

Noﬁﬂm#'S'mewddmﬂwhun&bmﬂtkhwummm
if Nb 15 equal to 3 additional considerations are required.

Si Lane Load

Distribution Factor (Moment Interior) Multiple Presencs Factor -
included.
Note: "ts" is not converted into feet (ft) in these equations;

Use unitless dimensions;

Let_Girder_Spacing th:m

P A e e ”f“‘"b

Let_Stif fness_Parameter KG:i= Ki -
in m

ud k
\ 14 J Sy, 12.5;,-(TS)"

JTwo or More Lanes Loaded:

Distribution Factor (Moment Interior) Multiple Presence Factor -
rcs] A
52

included.
mgMI,_ . p..=0.075+ (9 2 ) mgMI . pe,=0.692
K4

lxz-sL-('Is’)J

Ihmmzhvcl,oudl)ubﬂmhmfmm or Positive Momenis will be used ...
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(LRFD Table 46222b-1) - SPANS 1273

Note: The two axle wheels (P) denoted here with the “"Blue” anrows and the reaction (RA)
denoted by the "Red” arrow.

Let the distance between the barrier & first wheel D,=2-ft

Let the distance between both wheels § R, D,=6-ft

Let the distance between the 2nd wheel & "- : Dy=1.ft+6ein
Center of Interior girder ——— [

Let the distance between the barier & Center of Trii—"—;- Di=1-ft+6-in
Exterior girder R

Let the distance between the Center of Exterior D;:=8-ft+0-in
girder & Center of Interior girder

Therefore using Statics and taking moments about the centerline of the Interior Girder;

solve Ry o . P.
P (Dy+Dy)+Pe (Dy) — Ry + D=0 SRt ST

2. ft
P.in+2.P.
Which implies RA ry(P)=2F "2“}; Fegt
Therefore lane fraction carried by the Exterior Girder; Lan€ s iion™= R;(?
(S-in +2.ft)
2-ft
Lane:= Lane;=0.563
2
The multiple presence factor - one lane loaded MPF =12
The multiple presence factor - two lane loaded MPF,;=1.0
The multiple presence factor - three lane loaded MPF,:=0.85
The multiple presence factor - More than three lane loaded MPFy,,,=0.65

Singls Lane Loaded:
Therefore the Distribution Factor for a One design  mgSE,,,,pan «*=MFF,+Lane;
lane loaded (Using Lever Rule) mgSE L «=0.675
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Note, LRFD requires the use of Lever Rude for "One - Liote Design: Load ™ Extenor Grrider
Juvo ox More Tanes Loaded.

The distribution factor for moment in the exterior girder for multiple lanes loaded requires
an adjustment factor "e"

Bridge Deck Cantilever BD, ., =3-ft+0.in

Barrier Width Barriery =1-ft +6-in

Therefore, the clear distance between centerline of girder to d.==BD,_,— Barrery

the edge of barrier;

ide = Distance from the center of the exterior givder to the location of the centroid of the outermost wheel proup (fzet). NCHRP

d

From LRFD - 4.6.2.2.2d-1, the adjustment factor"e” €,4;:=0.77 e —— €a4;=0.933

2800-mm

Sinee e value has fo be greater or equal 1o one. woe zmll use 1
Therefore;

Therefore the Distribution Factor for the mulfiple design lane loaded (moment - exterior) =
Adjustment Factor for the moment multiplied by the factor for the interior girder (multiple).

Span Length (1-3); Spany, =100- ft
Girder Spacing (Interior Girders); Girderg:=8-ft
Deck Thickness t=8-in

Number of Beams (Girders) Ny=4
Depth of Girder (Type V - Interior) dn=63+in
Area of Girder (Type V - Interior) Ap=1013-in"
Moment of Inertia (Type V - Interior) I=521180+in"
Girder center of gravity from bottom in the y - direction Yy =31.96-in

Distance between center of gravity of the girder and concrete deck; eg==(d,;—y,,)+-t2—'-
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Compressive strength of Precast Concrete; Fopi=06000 . —

in’
For the Modulus Elasticity analysis used fopp; f o= "6000
Therefore the Modulus Elasticity (Precast Concrete) Em:{{ﬁ-?]- fpe #1000
Compressive strength of Concrete Deck:; o =4000+ “t

in’
For the Modulus Elasticity analysis used fodd; Fadg=4000
Therefore Modulus of Elasticity (Deck Concrete); Ep=57+\Fop -1000._2

- in
Modular Ratio n::E—H n=1.225
n

Longitudinal stiffness parameter, Kg (LRFDEq. 46.221-1) K =n-({Ig+4g-(e,)’)

K,=(2.162.10") in’
et T e Mo

Note: "ts™ is not converted into feet (ft) in these equations;

Llse unitless dimensions;
Gird 5
Let_Girder_Spacing o _:_.,-::ﬂ Let Span_ Length Sp = o
ft It
: K : £
Let_Stif fness Parameter KG ==—i Let_Slab Thickness TS:=—
Frss in
Distribution Factor (hMoment Interior ) Multiple Presence Factor - included.
0 T B
G Go
mgMI,.p..:=0.075 +{ s } . [ sl -, ( KG V' mgMI p.=0.692
0.5 SLJ 112.5;,-{?3 }J

Hence the Distribution Factor for the nultiple design lane loaded (moment - exterior) =

Adjustment Factor for the moment multiplied by the factor for the interior girder (multiple).

mgME, o pe=MOMe 4 -mgMI__ _p., mgWE,_ . p..=0.602
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Live Load Distribution Factor for Shear (Interior Girder) - Benchmark
(LRFD Table 4.6223b-1) - SPANS 1/23

Span Lemgth (Same); Sparny=100.ft Depth of Girder (TypeV ]} dg==63-in
Girder Spacing ; Girderg=8+ft AreaofGirder (TypeV)  Az=1013+in"
Deck Thickness t,=8-in Moment of Inertia (Type V) I,E;::EZHED-t'nJ'
Number of Beams (Girders) Np:=4 Girder center of gravity from y, == 31.96+in

bottom in the y - direction "
Distance between center of gravity of the girder and concrete dedk; e, ={dg— 1) +—
: 2

Compressive strength of Precast Concrete; fopi=060011 - lﬁ:
in
For the Modulus Elasticity analysis used fopp; Foppi=6000
i (1]
Therefore the Moduhis Elasticity (Precast Concrete) Eg:= ({.’i?]l . 'n.,l'fw:l = 1000 - —
in’
Compressive strength of Concrete Dedk fogs=4000. ‘h?
in
For the Modulus Elasticity analysis used fodd; foaq=4000
v ib
Therefore Modulus of Elastidty (Deck Concrete]; Epy=5T Y fogq + 1000 —
Es T
Modular Ratio Thi=—— n=1.225
Ep

Longitudinal stiffness parameter, Kg (LRFDEq. 46221-1)  K,=n-{Io+A5-(,)")

Clear roadway width BW = 30-f1
The rnanber of design lanes 15 el fo Hhe Ddeger portion of the roadway waddh dovded by 3600w
- L mvurid!h
Therefore Number of Design Lanes Npi=————  floor (V=2
single Lane T oaded; 3600 - mm
. s Girderg
Distribution Factor mgsly.: =036+ mgST,  =0.68
[ 26 ft -

: - | Girderg\ [ Girderg\”
Distribution Factor mghdl g, +=0.2+ -
- " 12ege ) (a5epe )

Stnce the LLDF Analysis for Shear are Dudependent of the Span Lengths. the LLDF will be the same for ALL Spars.

mgM{,,,, ,=0.814
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b-------J h-------J
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p 'T‘ el |
e
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— o F S A S S RSy | 3
l\’ d .| ; poos . 4 \""“'
- t | ot (Yot Davanar
_-,/‘ P - 2 : ‘l“*:%g;a Y el \ i
— m | 1 Ny l ’
D * *mg_u: { : > e,
Lo [ 0l IR et ol et s
Span Length (1 & 4); Spany, +=37.00-ft
Girder Spacing (Interior Girders); Girderg:=9.25-ft
Deck Thickness t,=Tein
Number of Beams (Girders) Ny:=5
Depth of Girder (Type II - Interior) dp=36+1in
Area of Girder (Type II - Interior) Aa::ﬂ»fm-iu2
Moment of Inertia (Type II - Interior) I5+=50080+in"
Girder center of gravity from bottom in the y - direction y,=15.83in

Distance between center of gravity of the girder and conaete deck; e,::(da-yb)+_;'_

£,=23.67 in
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1]

Compressive strength of Precast Concrete; fCP:GOOO-——;
in
For the Modulus Elasticity analysis used fcpp; Sepp=16000
Therefore the Modulus Elasticity (Precast Concrete) Eg=((57)- V7 ).1000.2_
. B in’
Compressive strength of Concete Deck; jdxz-iOOO-l—b:
n
For the Modulus Elasticity analysis used fcdd; foqa=4000
" ” b
Therefore Modulus of Elasticity (Deck Concrete); E =57« \[f.4q+ 1000+ s
: Eg in
Modlular Ratio n::E— n=1.225
D

Longitudinal stiffness parameter, Kg (LRFD Eq. 46221-1) K =n+(Ig+Ag-(e,)")
Clear roadway width AW a0 =40t

RW,;
Therefore Number of Design Lanes Nyt

= floor{N;)=3
3600-mm (Vi)

Check Range of Applicability
Girderg=(2.819-10") mm 1100mme< 1S f<74900mm OK
t,=177.8 mm 110mmi< its 1< 1300mm OK
Spang, (=(1.128:10°) mm 6000mm < iL 1< 173000mm OK
Ny=5 Number of beams > 4 OK

Note that if S~ exceeds 4900mx we would use the lever rule to compite all the tive load distribution factors and
i NE i equal to 3 additional considerations are vequived.

Single a
Girder. K
Let_Girder_Spacing Gg y SECEES Let_Stif fness_Parameter KG :-—i
in
Spany,; 4 | t,
Let_Span_Length S;:=—————— Let_Slab_Thickness TS:=—
in
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Diistribution Factor (Moment Irﬁeﬂm}hh:lﬁplzh‘es&mce Factor - included.
et ey ¢ me W™
14) LS;.J i]Z-SL-{:TS':}J

Teeoar Mite Lanes Loaded:

m‘gSImnﬂx] a= =006 o [ Tﬂgﬂlmfhl_lzu‘ﬁ'ﬁl

Distribution Factor (Moment Interior) Nﬁﬂﬁple Presence Factor - included.

(Ce\™ [ G\ |I" KG you
mgMi, e o= md"'l—J [\SLJ lmj mgMI ipra_o=0.877

Live Load Distiibution Factor for Positive Moment (Interior Girder) - 1972 Bridge

(LRFD Table 4622 2b-1) - SPANS 23

SpanLength (2&3), Spany, o:=60.25.ft Areaof Girder (TypeIll)  Agyi=560-in"
Depth of Girder (Type IT)  dgg:=45+-in  Moment of Inertia (Type I) 7y:=125300in"
Girder center of gravity from bottom in the y - direction U =20.27 -in

t
Distance between center of gravity of the girder and concrete deck; e, ::{dm—y“:}+§

Longitudinal stiffness parameter, Kg (LRFD Eq. 46221 -1) Kg=n{To+Ag-(eg))
Single Lane Loaded:
: . Girderg . Ky
Let Girder Spacing Gstzf— Let Stiffness Porameter KG3 =
t in
Spanyy - L
Let Span Length Sm':T Let Slab Thickness T5=—
in

Diistribution Factor (Moment htﬂim} Multiple Presence Factor - included.
Gg] [Gs]”" [ kes

14 Syz, Lu.sm-{frs“}]

Tovo or Mare Lanes Loaded:

mgSImM_ﬂ- i u'ﬂE 3 [ nigSImrJ’nﬂ_an'Ew

Distribution Factor (]v_'[omﬂl.tlrﬂ'eﬁor} Multiple Presence Factor - included.

RPN i A T AE = R e
mMlntea =005+ (0} 5] ()

 Live Load Distribution Factor for Negative Moment (Interior Girder) - 1572 OBT Bridge:
n.mmﬁmu - SPANS 1M

The same Live Load Diciribuiion Factors noesd for Pocifive Moments will be uced ...
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2>
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:L‘ 14
153 I )“{ 2T |
481 bl e B N
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1A | U g
 SEGEE—— Dbl ibinin i)

Note The tuwo axle wheels (P) denoted here with the "Bhue” arrrowws wnd the reaction (RA) denoted by the "Red”

I i Let the distonce between the D,=2.ft

', [ = '\ barrier & first wheel

& | Let the distance between Dyi=6-ft

E e | | bothaoheels
J i ' Let the distance between the Ind~ Dy:=2-ft+0+in
.‘;l i 74, 1y pws | wheel & Center of Interior girder
N e —5

goiie = (i omq  Let the distance betwean thebarir D=1+ ft+6+in
Gowwe (| | 4/ lhaes e Aer) H

l""f) W hongriese i ogomme!

DL ey . ) Let the distance between the D,=9-ft+3+in

--.-:-ﬁ ............. :- ------- 1 Cmadmgbh&

Canter of Interior girder
Therefore using Statics and taking moments about the centerline of the Interior Girder;

solve R, P.i .P.
P (Dy+ D) + P+ (D) —Ry-Dy=0——— 18- P«in+10-P-+ ft

3ein+0.ft
SRS e _18:Pan+10-P-ft

Which implies RA Ry(P)= Beint 0t (18-in+10-ft\
Therefore lane fraction carried by the Lane, i = A(B) ane ;= \ Seieii 0o gt }
Exterior Girder, 2
The multiple presence factor- MPF,:=1.2 Ihenuxlﬁplemaemefachor- MPF,=0.85
one lane loaded three lane loaded
The mulfiple presence factor- MPF,:=1.0 The muitiple presence factor- MPF, ., =0.65
two lane loaded More than three lane loaded
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Single Lane Loaded:

Therefore the Distribution Factor for a One mgSE, e o=MFF, - Lane,
design lane loaded (Using Lever Rule)
mgSEmmanl_-l =1.746

Note, LRTD requares the use of Lever Bale for "One - Lare Destgn Load ™ Exterior Girder,

=
Therefore the Distribution Factor for the multiple design lane loaded (moment - exterior) =
Adjustment Factor for the moment multiplied by the factor for the interior girder (multiple).

Two or More Lanes T oaded-

Therefore recall from "Interior Girder” Multiple Lanes;

Span Length (1 & 4); Spang; 4=37.00-ft Depthof Girder dp=36-in
(TypeIl) .
Girder Spacing (Girders);  Girderg:=9.25- ft Area of Girder An=360-in
(TypeIl)
Deck Thickness t,i=T-in Moment of Inertia .i.g::.:.-13'&'}-8[!|-1'1'1.J
(TypeIl)
MNumber of Beams (Girders) Ny :=5 Girder cemter of Yy i=15.83-im
gravity from bottom
in the y - direction ¢
Distance between center of gravity of the girder and concrete deck;  e5=(dg—1) +—
5 2
Compressive strength of Precast Concrete; fep=6000- HJ!
in
For the Modulus Elasticity analvsis used fcpp: fepp = 6000
Therefore the Modulus Elasticity (Precast Concrete) E-’m:{i{ﬁﬂ-\,-‘fw:l-lﬂﬂﬂ- H:
i
Compressive strength of Concrete Deck; [ :=4000) - H’q
in
For the Modulus Elasticity analysis used fodd; Foga =000
e = b
Therefore Modulus of Elasticity (Dedk Concrete); Ep=05T+V fegq»1000-—
E in~
Modular Ratio =0 n=1.225
Ep

Longitudinal stiffness parameter, Kg ((RFDEq. 46221-1) K, =n-(Iz+Ag-(g,)")
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irder
u Let_Stif fness Parameter KG ::ﬁ

.
mn

Let_Girder_Spacing Ggi=

t

Let_Span_Length S, ::% Let_Slab_Thickness TS:=—
m

More Loa
Distribution Factor (Moment Interior) Nhﬂtip]e Presence Factor - included.

G 06 G LINY
95) \5) |12 .5,-(1T8?) ‘ ‘

Hence the Distribution Factor for the multiple design lane loaded (moment - exterior) =
Adjustment Factor for the moment multiplied by the factor for the interior girder {multiple).

mgME,, pot s =MOMe ;o mgMI, \pon 4 MGME,, pon_+=0.877

f'“""'ff-"“"'l .
ol o 2o13e 20 *sz__fm
R ] T,

=3 ]
7 . (,.fgg i rrl ] :’u,_,,.,g._./

.\ s e .
- A

RO —— Snapanes v erwa
Span Length (2 & 3); Spany, 4+=60.25- ft
Let_Span_Length 2.3 L ”“f’:”-'-‘ S5, =60.25
Depth of Girder (Type II - Interior) dpy=45+in
Area of Girder (Type III - Interior) Apy=560+in"
Moment of Inertia (Type III - Interior) Iy =125390+in"
Girder center of gravity from bottom in the y - direction Ynz=20.27+in
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t
Distance between center of gravity of the girder and concrete deck; £,4:= (dgs— Yis) +?'

Longitudinal stiffness parameter, Kg (LRFD Eq. £62.2.1- 1) Kyy=n«(Ig+ Ay (e9)°)
Let_Stiffness_Parameter KG3:= K;': KG3="7.002.10"
in

Single Lane Loaded: (Sirmlar to One Design Lane Loaded for Span 1 & 4)

Distribution Factor (Moment Exterior) Mulfiple Presence Factor - included.

"IQSE momPen2. 3= mgS Emaml'ul_l mgszmm_azo"?“
Taco or More Lanes Loaded:

Distribution Factor (Moment Interior) Multiple Presence Factor - included.
Ge )o.r.. (Gs \u.z ( Py

9.5

nagﬂllm‘poa_szﬂ.075+(

LIS}
G REG L I a3 =0.826
Su) ll2-SL,-(TSl)) e 2

Hence the Distribution Factor for the multiple design lane loaded (moment - exterior) =
Adjustment Factor for the moment multiplied by the factor for the interior girder (multiple).

MGME Pz 3 =MOMEe ;e mgM1,,..pocz 5 MGME, oz 3= 0.826

Note: Since this bridge does not have skewed piers, the span length parameter L does
not figure into the calculation of live load distribution factors in exterior beams. As
such, the live load distribution factors for negative nioment ave exactly the same as
for positive moment.
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Live Load Distribution Factor for Shear (Exterior Girder) - 1972 Bridge
(LRFD Table 4622 7b-1) - SPANS 1/1/3

Note: The two mcle wheels (P) denoted Teve with the "Blue” mrrrows and the reaction (RA)
deroted by the "Red " rrow.

i Let the distance between the =2
C ] barrier & first wheel
- Let the distance between Dy=6-ft
T S— both wheels
L=t the distance between the Ind Dp=2+ft+9-in

wheel & Center of Interior girder

L=t the distance betwesn the barrisr Dy=1:ft+6+in
fz Cemter of Exterior girder

Let the distance betwesn the Centerof  D-:=0-ft+3-im
Exterior girder & Center of Interior girder

Therefore using Statics and taking moments about the centerline of the Interior Girder;

solve. Ry 18.p.in+10-P.Jt

Pe(Dy+D)+Pe (D3 — Ry Do =0
(Dy+ D)+~ (Dg) — Ry Dy Bein+ 0.t

_1EB-Fein+10-P-fi
detn+9-ft
Therefore lane fraction carried by the Exterior Girder; Laneg, i t=

Which impliesRA R, (P):

{18-dn+10-ft)
|\ 3-in+0-7t |

Laneg:= 5 Lane,=0.622
The multiple presence factor - cne lane loaded MPF =112
The ooultiple presence factor - two lane loaded MPF,:=1.0
The multiple presence factor - three lane loaded MPF;:=0.85
The multiple presence factor - More than three lane loaded MPF 4, =0.65

The live load distriution factor for shear in exterior beams for one design lane loaded 15 deterymined by
the lever rule. This will prodice thmrmlhm&fheﬂzsﬁﬂrmmﬁﬂumﬁ regatioe HoveTit.
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Single Lane Loaded:
Therefore the Distribution Factor for a One design  mgSE,, ,~=MFF,«Lane,
lane loaded (Using Lever Rule)

mgSE 4 i =0.746 NGRS

Nate. IRFT} requures the use of Lever Rule for "Ome - Lane Design Load ™ Extenior Grrder.

The distribution factor for moment in the exterior gizder for multiple lanes loaded requires
an adjustment factor "a"

Bridge Deck Cantilever BD i i=3+ft+2-in
Barrier Width Barrierg=1-ft+8-in

Therefore, the clear distanwe  d,i=BD__,— Barriery
between centerline of girder
to the edge of barrier; d, =457.2 mm

The distribution factor for shear in the exterior girder for multiple lanes loaded requires an

adjustment factor "e" d
SIEAR.EME =06+—=
S000 « e

Therefore the Distribution Factor for the multiple design lane loaded (shear - exterior) =
Adjustment Factor for the shear multiplied by the factor for the interior girder (multiple).

Recall: Interior girder analysis for shear "See LLDF_Shear INT_1972"

Girder Spacing (Inferior Girders); Girderg:=9.25- ft
! . Girderg
Let_Girder Spacing G_._;;::f— Ge=0.25
t
Tovo Lanes Loaded
- [Gs\ (GsY’
Distribution Factor mgMT, ., =02+ ——|— mghdl,, ; —=0.901
- l 12 J a4 -
Therefore;
mgME;. =SHEARe j.-mgMl,;,, , mgME, ., ,=0.678

Stnce the LLDF Analysis for Shear are independent of the Span Lengths, the LLDF wnll be the
same for ALL Spams.
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APPENDIX C: CAPACITY ANALYSIS
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Maximum Load Placement for HL93 Truck
(Finding Maxinnon Moment: Determining HL93 Trick Position on Single Spans - Cory L. Sidyaman)

Span Length (brput) By BOSBSH|  Uniformly Distributed Lane Load -

() |
Therefore the resultant for the .-:1:|l -f: ] L"”‘”'z [+ft z,=28.181 ft
truck from the 2nd axle | 0.64+{Lon) 1015
| ft J
(9.2 f{ B2y o))

- : 7w\l )] ]
Solomg the PCT (2003) Equations:  My=|| |—112ti1l] «Ib-fi
(ap-ftilane) Il Lopan [

W ft | -
Mﬂzy. (Lopan—F2) M ={(2.802.10") Ib-ft Mp=(8.107-10") b-ft

Therefore applying the dynane load allowance My ppe= (My+My)

Moment for HL33 Truck per lane:

Nominal Flexural Load Analysis (Dead Load - DC & DW)
Effective Width b y=104-in Typel IT_Weight W= 533-%
Weight_Cone Cour=180-"2  Deck_Thickness £ =Bein
It
WS Thickness WS, :=2-in
: Ib
Wearing_Surfoce DW=W5-C b DWW =216.667 E
DeadLoad_Girder_Deck DC=Wgp+{t,»Cpyrbgg) DC ={1.45.10") fﬂ
i
De-L...’ !
DC_Moment Mppi —— Mpoy=(6.578.10") Ib-ft
b §
DW-L
DW_Moment Mw:sz Mpy=1{0.831.10") Ib-ft

Tm_ﬂﬂﬂd_m MDE-‘ ::Mm]' +MW _
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Nominal Flexural Resistance at Maximum Positive Moment Section

Spart where maxinnan postiive moments occurs: Spans 2 & 3

Girder Type: AASHTO Type 111

Procedure specified i LRFD 3.7.3 will be used to compude the flexvral resisiarice,
Prestressed Steel Information:

For the Type III Beam - 16 - 1/2" ¢ strands, Grade 270, low relaxation (Bottony)
(See 252A Bridge Calcs)

ib ib
Yield Stremgth f = 240000« 2 Temsile Strength S i=270000 —
in iTE
Valie of "k (LRFD Table C5.7.3.1.1-1) for Lot - relaxation strand kpp=10.28

Arveaof /2" Strand (Caltrans - LRFD Bridge Design Aids § - 4) June 2012 Ap=0.153 vin”

Numtber of 1/2" Strawids (sez 11/138 - 252A Bridge Design Cales) N pp5=16

Total Area of prestressed strands A= (Nppe ALy A,=2448 in’

Corpressive strength of Concrete Dedc fog=4500- _lb
mn

For the §1 analysis used fcdd; Foaai=4.5

The 1 factor for the stress block since fic' = 4kesi B,:=0.85-0.05-(f 4o—4) B,=0.825
Deck Thickness t,:=8-in Amquu‘J;r{I'ypﬂm ﬁl,l._;.-:.'ili.'iﬂ-iﬂ2

Ikpﬂuf{;ﬂderﬂypcmj dp=40+in  Mowent of Inerta (Type IIT) f{_r==1253m]*iﬂ4
Therefore the c.g. of prestressed strands conceyriration PSegi=3-in
(Eccentriciiy @ C_L. seg 11/139 - 252A Bridge Calcs)

And hence the depih of prestressed strands d =dg+1,—FScg d,=50 in

Girder Spacing "b" (max. spacing 9" - 3") - Lsing Effective Aren —
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Assume that NA 15 locaied n the concrete deck, 1.e. a rectangular seciion:

- Therefore the distance from exireme compression fiber to newtral mas;

A -
e == Lus ‘fw =1.867
Hphos e
.55 ‘fni'ﬁl'GirderS+kLR' il i
dP
i 2.448-270 SR LBET W <8 (Redk Sect)

0.535-4.5-0.825-111 +0.28- 2,448 25?;]

Therefore the depih of equivalertd rectangular siress block a=-c a=1.54 in
Henee the siress o presiressed remforcement ai normal sirengfic

fp'.::'fp-il_kbﬂi lh

e ] il
3 J fm={2.672.10°) 75

The nowmal flexural resistance is _ﬁ-f“p_:z_dr_.fp.{[[y_%} _
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APPENDIX D: MODULUS OF ELASTICITY ANALYSIS
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FIND THE IMMEDTATE AND LONG - TERM MODLILLIS OF ETASTICIITY FOR CONCRETE

S e (g r oo he i i

The approach to this problem will be to find expressions for the immediate jupper-bound)
modulus and the long-term, ultimate modulus (Tower-bound ), considering effects of creep
under long-term dead load. The values for Ec are based on the nominal concrete strength, e,

; ib Ib
pst=——r pcfr=—3
Precast Bemns L Jt
Nominal Concrete Strength _ Concrete. Weight -

Lipper-Bowod Modudus

For upper-bound behavior, we look at the immediate modulus without any reductions for
Iong-term creep. Nawy gives expressions for high-strength concrete modulus {Nawy 2010, p.
38), where high-strength concrete is defined as concrete with compressive strength between
6,000 and 12,000psi,

[

Modulus of Flasticity E,:=|40000.

l

= 0.6 '[ 5 LG
[Jrﬁp.m—_‘II I e il B
ib J | ll s-mJ in

For normal - 'H?E.H.Elt concrete, ACI 318 - 02 H;F-Li tht‘faﬂ'm'iuﬂ uprﬁ:ﬁm {Sect. 8.5.1),

. ol
f:p*m . ib
. 2
i

E 5 =57000+
Lotwer - Bound Modudus

For lower-bound behavior, consider the effects of long-term ereep with expressions from
Nawy [61] and Barker [57],

The following expression is given for ulimate effective modulus (Nawy 2010, p. 42);

This is bound by upper and lower values, based on relative humidity;

Umu.ﬂ:rfor Southeast Bzg:‘ma!' Climate, RH = 72.5 -
Cammﬂnfacfurfar relative hum:d:tv Y= 1.75+2.25. {M}
of ambient air{ Upper Bound); b5

7y i=round {'th- =3

191




Correction factor for relative humidity [ 100—RH\

of ambient air{Lower Bound); Yu=0.75+0.75+ 50 e =round (yy) =1
=M
2 . El: L .ul
Ultimate Effective Modulus wort tu E .= E utipper :I 1.127-10 ] —
1+ in

Let; EﬂLTI-‘:EmUp r

Ultimate_Effective Modwlus waorid 61 B g .=

Ee EM:[LM*IDE],—E;
1+Ya in

Let; EELTE== Emﬁm-e’r
To ﬂrm‘lmtﬁxr the Inrrease In strain due to creep under permanent loads, Barker [57] HIITB an

Expmﬁaﬂfar a reduced long-term modulus qula_rﬁﬂ'tr that considers humidf!_‘_r, time to
permanent load, and wui'me-h:r-ﬂu:ﬁlcz ratio,

Assume thi:fa[fnwiusﬁz permanent Iﬂlll:i.l..'llﬂ;

"H " is age of conrrete in days when - Current_time -

the Permzmmtluadﬁ appﬁed;

See "Prestress Loss" Analysis for Folume- _ VE=130.556 mm
Surface Area Computation;

Use "t" and " V8" values to estimate Correction Farctor - Creep -

Fartor for the effect of the volume / surface area taken from

Barker Fig. 7.13 (A4ASHTO Fig. 5.4.2.3.2-1).
62-MPa

Correction Factor; k= k,=0.776 =round (k=1
T 42.MPa+f_ps ke (k)

In AASHTO [A5.4.2.3.2], an empirical equation taken from Collins and Mitchell {1891) is given
for the creep coefficient;

fep into Paseal

(1
T LT (E=5) =0.516
lﬂﬂj l\dnyj lﬂ-dny“+|:i‘.—ti}n'ﬁ :

w:sin-kc-kf-{ma—

192



B Ep=2.754.10° | i!

Therefore; E_mrqi=
1+W ' —

Try the Barker method with a much Ionger t, to geta Ir.igﬁfr Ec;

New_Time L= 0 - day

E_pry=]3.166.10° ]
' i

Therefore; E jryi=
Finally, AASHTO recommends the following simple expression for the modulus of
e]ﬂ.ru'dtf_far permanent Ioads Barker f}"?}.

E;‘ E_r=]1.301.10° ] H’!

* in

Eoars=

Summary;

Upper Bound;  E.—[4.173.10°] %

Lower Boumnd: IHII.I'J.I"E - short Penad {'Ionﬂ term modulus
recommended ).

Egr=[193.10"] = E p=[3166.10"] %

in in
Eon=[2.754.10°] Er=[1.301.10°] *£_
in’ in

Final Modulus of Elasticity to be used for analvsis after loss;

Ik

4 :
m

‘max {Edﬁ‘-'ﬂ'rEgﬂl‘:tEm :E,Eﬁ_}'s}= f&lﬁﬁ# i[.'lg}
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Time Dependent - Elastic Shortening Losses
Estimating fc':  we=145 Tensile Strength _

— Al —1I]“HIIE
{we)"" '
s |
40000 )
z
Ec2 H_].I]EIII
R

5 years Ecl:=3330-10"  kel:=0.17 fopl= fepi=3.419-10"

we ) |
|145)

10 years Ec2:=3276-10°  ke2:=0.18  fcp2:= | fep2=3.238.10°

15 years Eecd:=32065- 10° ked:=0.18  fepd=

30 years Eed:=3174-10"  ked:=0.2
45 years Ec5:=3168.10°  ked:=0.2
50 years Ecfi=3166-10°  ked:=0.2

{
60 years EcT:=3164-10"  ked:=0.2 |{—
\

194



APPENDIX E: PRESTRESS LOSS ANALYSIS

195



P = W =
(Approx. Lump Sum of Time-Dependent Losses - LRPD‘Arﬁd-gE 9.5.3)

Prestressed Steel Infmm.u.tmn.

0.5" ¢ strands, Grade 270, low relaxation;

Yield Strength  f,, =240000-— Tensile Strength _

- th
Modulus of Elasticty. B, = 28000000 SpanLength _

Weight of Concrete  w,i=150+—
It
- ..
Modulus of Elasticity @ transfer: Edszil’ﬁ'r. f;%)-lﬂ’-i,
Initial prestress immediately prior o transfer: ~ f:=0.75+f,,, _f‘-:{ﬂ,ﬂzﬁ.lnu)%
Prestress immediately after transfer; fo=093-f;  f=(18s3.10°) 2

Area of Prestress
Area of Girder
Morment of Inertia (Girder)
Eccentricity (Girder)
3 e, 'AG !SLH
Moment (Girder) Mpgyi=—2
Initial Prestressing force before stress loses Pi=A-f; P.—(4.614-10") 1t
1

. F; € el
The comcrete stress af the center of gravity  f o =——+F;» —Mpor—
of prestressing tendons due to the Ag Ig Ig
pmstrg)hr.ce orneduately after fransfer A B
anid the self-weight of the member at the fﬂpzfl.EBﬁ-lﬂ } —
section of maxirmr moment (ksi) - fogp. i
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Calrulate Prestress Loss Due to Elastie Shartﬂ:ling;

Check: Prestress Iromedintely after transfer;

075+ f,— Afms=1{1.924-10

Af gg=

)2

E
? fur  Afme=(1015-10') 2
E in

fi=(iesz.10®) 2 ok

mn in

Caleulate Approximate Lump Sum of Time - Dependent Losses; (LRFD Article 5.9.5.3)

Assume Annal Average Relafive Hunmidify, RH = 60%

Let the Humadity Comnstant
Let the Stress Constant (where fo'= 4.5ksi)
The Presiress Loss Due fo Relocation of

Prestressing steel for low relacation strands
{see Lubin Gao - Page 534)

A -
APS:="%  AP§=2.45 FPRi=Af,z——— FPR=24
in 10" b
Ag in®
AG:= AG =560 FT:=f, FT=188.325
in 10°
Therefore the long-term losses  Af o= {II].I] «FT» i’f Y+ 12.0 'Th")".i."‘FPR} 10"+ l-bg
of presiressing approxinuttely; L2
Af yr=(2.264.10") H’:
in
Total Prestress Loss; Af = Af pa+Af gy
Therefore, the cffective prestress; foei=0.75f.— Af,r fpe=11.607-10") :1__

Th i= 1T—D.I]1 I-H Th=1'1

5
= L =0.900
=45 Eo
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Assume the followoing constarts;
Prestress Modulus of Elasticify; E :=28000

The concrele stress af the cender af gravity of prestressmg fendons due to Sogp=1.386
the prestressing force vnmedintely after iransfer and the self-woeight of
the membey af the section of muxirmiem momend (kst) - feep.

Lumtp Sumn Timne Dependent Losses - For standard precast, prefensioned Af pygi=22.6
members subjeci 10 morimal loading and enviroronental conditions and

pretensioned with loc relaxation stravds. the long-term presiress loss,

due o creep of concrete, slhrmkage of concrete, and relaovation of steel

Estimaitg Ect based on Time Dependent fci;

@ f =0 years Foi0t=4500 B o=57\f:0=3.824.10°

@ # =30 years foisat=Fepd E 30+=57+\/f 1 55 =3.008.10°
@t =45 years fa si=feps By o5=57+\f: s =3.080.10"
@t = 60 years Foi eni=FepT E. 50=57\fs o =3.084:10"

Therefore Elastic Shortening Loss;

E
@ i =0 years ‘ﬁpr'S_n":EF fogp=10.140 @t=45years Af pg 45:= * fogp=12.562

cf 0 El:l!_-ﬁ

E E
@1=30years Af gg = & P fap=12.527 @1=560 wears Af pqep= = E . fgp=12.585
ek 30 ek B0

Therefore Total Prestress Losses & Effective Prestresses;

@1=0yews Afyr o= g o+ M ar=32.749 [ =075 f o —Af,7 4=160.751
@1=30years Af 1 s0'= s 30+ Aforr=35.127  fou 50=0.75+f o — Af - 5= 167.373
@t=d5yemrs Afp 45=Afppg 45+ A ur=35.162 [, 55=0.75+f, — Af,7 s =167.338

@t=60yems Afyr poi=Af g sot Afprr=35.185 fo ppi=0.75+1,, —Af 7 5 =167.315
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APPENDIX F: LOAD RATING & RELIABILITY ANALYSIS
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General Information & Analysis
(For Nou-Linear Modeling)

Beam Section Dimensions

Section Properties (AASHTO) Type III Girder;
Cross - Section Area

Distance from the center of gravity of the non-
composite section to the bottom of the beam (mn)

Distance from the center of gravity of the non-
composite section to the top of the beam (in)

Moment of Inertia
Perimeter Analvsis;
S,=B1 Sy=2.02 S,=(VBa +D1%).2

S.:=2.(D1-D2—DA—-D5-D6)  Sy=2-D6

S==S,+52+53+S4+55+56+S7

200

S=137.941 in

D] ‘:45"”1

D2:=7+in

D3:=0+in

D4=4.5-in

D5:=7.5-in

D6:=7.0+in

Bl:=16+in

B2:=22un

B3:=7.0-in

B4=4.5-in

Ay =560-in"

y,=20.27 «in

yi=Dl-y,
¥, =24.73 in

["[ =125390 -in‘

s.=(VBe +p57).2

S7 ==82



Effective Flange Width Analysis - Interior Beam

Effective Span Length Span; =60.ft +3+in
Girder Spacing Girderg:=9-ft+3+in
Average Thickness of Slab Slabp:=8-in

Web Thickness Webpi=B3

Top Flange of Girder Flanger=B1

Analysis:

A) 1/4 of Effective Span Length  EFW,:= {%) «Spany EFW,=180.756 in

B) a. Web Thickness EFW,,=Web;  b.1/2of top flangle  EFW,,:= %) .Flangey
Therefore, 12 * Avg. Thk. of Slab + Greater of 2a & 2b

EFW,:=12.Slaby + max (EFW,, [EFW,) EFW,=104 in

C) Average Spacing of adjacent girders EFW ;:=Girderg
EFW,=1111in
Therefore the Effective Flange Width EFW =min (EFW, EFW, EFW,)
Roadway_Width Ry =114 ft
. Ry
Number_Lanes Nyp=———
3600 «mm
N =9.652
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Hand Calculated Load Rating & Reliability Analysis

Maximum Load Placement for HL93 Truck
(Finding Maxirmum Moment: Determining HL93 Truck Position on Simple Spans - Cory L Shipman)

Span Length (Inpur) Vet B0BoF8  Liniformly Distributed Lane Load;
) |
Therefore the resultant for the z§=:|l J;* ) e 2k [ft =,=28.181 ft
truck from the 2nd axle I L
\ 7t )
([, %2 ((Lppan—2) M) )

: : S O ) T
Solving the PCI (2003} Equations;  Mpa=|| |—=112}-10" -Ib- f
(ip-ftllaee) I L sy [

\ It b i
M= “"’"‘;"I’ (Lpem—7z)  Mp=(2.802.10") .t Myp={8.107-10") . 1t

Therefore applying the dynonic load allowamnce M= {M’T+ML}
s s T

Momerd for HLO3 Truck per lare:

Nominal Flexural Load Analysis (Dead Load - DC)

Effective_Width bg=111+in FutureWearing_Surface FW=2.0+in
Weight Cone = 151:l|-i!I Deck_Thickness 1,:=8xin
ft

Girder Spacing "b" (max. spacing 9" - 3"} - Using Effective Area

Traditinally, dead load postitoe arud negaiive mowmendts it the deck, except for the overhang. for a 1wt undth
strip of the deck are calculated using the follownng approach; M =1l2ic.

Where;

M = Dead load postive or negative momertt tn the deck for a it wndih strip (8R)

w=Dead load per unit area of the deck (ksf)

[ = Girder spacing (ft)

¢ = Constant, typreally taker as 10 or 12 { Dead load momertdt due to the self weight wnll be asswmed to be 10)
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Therefore; Constont Const:=10
Self - Weight of Deck Dng{t_-cﬂ}zlﬂ]%

2
Dy (Girde
Linfactored self weight positive or negative moment Mgy t=— 2 ( rs')

Clonst
Urifactored self weight postiive or negafive moment Mp, g =Mgy+ L,
{full spar) .
Mp, .= (6.186.10") b in
i . Ib
Self - Weield of Futize Wearing Surface Fagy=(FW-C,,) :251F
} 5 ; Fay+ (Girderg' )
Lrfactored slf wweight positive or negaive momend M=
Clonst
Lirgiactored self weight positive o negaive momerd Mpywrgi=Mpp+ Loy

(fiell spary)
Mprg=(1.547.10") b +in

i iont sttt R

Nominal Flexural Resistance at Maximum Positive Moment Section

Span where Maanaom postiive moments occurs: Spans 2 & 3
Girder Type: AASHTO Type IIT
Procedire specified in LRFD 5.7.3 wnll be used {o compuie the flexural resistance.

Prestressed Steel Informuation;
For the Type IIl Bewn - 16 - 1/2" ¢ strands, Grade 270, low relacaiion (Bottom)
{See 252A Bridge Calcs)

Yield Strength  fpi=240000. 2 Tensile Strength f=270000. 2
e i

Vahue of "k (LRFD Table C5.7.3.1.1-1) for Low - relaxation strand kpp:==0.28

Area of 1/2" Strand (Caltrans - LRFD Bridge Design Aids 6 - 4) fume 2012 .‘li’,m::l].ll‘.ﬁ:i-:'-ﬂ.=
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Number of 1/2" Strands (see 11/139 - 252A Bridge Design Cales) Nypi=16

Total Area of prestressed strands A =(Nyp=A,) A,,=2.448 in’
Compressive strength of Concrete Deck; fogi=d4500 . o

in
For the 81 analysis used fodd; foggi=4.5

The B1factor for the stress block since fc' >4ksi. ~ 8;:=0.85—0.05+(f,4s—4) B, =0.825
Deck Thickness t,==8-in  Areaof Girder (TypeIID Ag=560-in"
Depth of Girder (Type ).~ dg:=45+in  Moment of buertia (Type Il) I 5:=125300-in"
Therefore the c.g. of prestressed stravds concendration FPSeg:=3-in
(Eccentricity ® C.L. see 11/139 - 2524 Bridge Cales)

And hence the depth of prestressed sirands d,=dz+1,—FPScg d, =50 in

Assume that NA is located in the concrete deck, Le. a rectangular section:

Therefore the distavice from extreme conpression fiber to newtral axis;

A .
ﬂdefin:dz i fp A =1.8B67 in
D.Eﬁ-fd-ﬁl-ﬂ-‘irderg+ﬁmﬂ-%f’“
P
i AR in=1.867T4n  <8" (Rect Sect)
0.85.4.5-0.825-1114+0.28-2.448 .
50
Therefore the depth of equroalent rectangular stress Block a=[}-c a=1..54 in
Hence the siress in prestressed remiforcemend af nononal strength;
( c sy B
fp.l-':.fpu'll_kilﬂ.'d J fpz(z'ﬁﬂ'm )T
o] tn
The norrinal fleaal resistance is; anm=AP,-_fp,-{d,—%} _

M, =M .p.,
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Reliability Index, 3 (HL - 93 - Interior Girder: Critical Section)
Linear Limit State Functions

This expresston wogst be adapted for the crrent study, considering lead sfects oud resistance tn bendtng:

Biac Factors(A): Coefficient of Variations:
Bias Factor_for Resistance Ap=1.05 Coef. of var_for LL Copp=18%

Biaz Factor for Live Load Agp=1.0 Coef. of var for Reststance O, p=T7.5%
Bias Foctor_for Dead Load Ape:=1.05 Coef. of var for I O nei=10%

] - ariarions COV) Nores

-Iive Load Effert: Assume statistcal parameters for "Live Load and Dynomic Load ™ Table 8.4, page 279
(Nowak and Collins 2013). A range of 1.0 - 1.8 is given for the bias (use 1.0 to be conservative).

- Dead Load Effect: Assume the values fbor bias and COV of Gast-In-Place components {ronservative choiee)
_from Table 8.4, page 272 (Nowak and Collns 2013). These values are adapted from [ RFD Calibration
(Nowak, 1993).

- Reststance Effect: Asrame statistical parameters of reststance from Table 8.5, page 279 for biay and COV
af Prestressed (Nowuk and Collins 2013).

Analysis;
Live Load_Effect My =M, Dead_Load_Effect Mpp=Mp-
Resistance Mpi=M _p_

npute the means of load and resist
Mean_Live_Load  ppp=Ag-My  ppp=(11.10°) h.ft
Mean_Dead Load ppp=Apc-Mp,  pp=1{6.766-10") ib.ft
Mean_Resistance pgi=ApsMpg pp=1{2.817.10") ib. it
Standard_Deviation_Live_Load o =Corpy o =(1.98:-10%) Ib-ft

Standard_Deviation._Dead_Load o =Clpolipg  Opp=\6:766-10") th- ft
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Standard_Deviation_Resistance Tpi=Clon*tn Tr=1,2.113:10%) Ib-ft

The mean of the loads; Hpot=Hlo, L
The miean of the random number g; By =Hrg—Hp
{rriean of el resistance Tinus all Ioads)

. . 1 % ]
The standard deviation of the Oy \,‘I[JR +opr +ogg
resudomt neonber g

—— et GRS
Load Rating
MF_ME
RF=—————
= RF=2381
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Linear Load Rating & Reliability Analysis
[Nonlinear Analysis Program (NAP) - Dr. Kevin Mackie]

EBOUNDARY CONDITION: PIN

Dead Load - NAP

Live Load Moment (HL93) - NAP My ==MLL

Capacity- NAP
Reliability Index,  (HL - 93 - Interior Girder: Critical Section)

M, =M,

Bias Factors(A):

Defmed as the ratio of the srean valie of o variable 1o s nowaral value (Le the vilne specrfied t a stondard
or code).

Bias_Factor_for_Resistance Api=1.056
Bias Factor for Live Lood A =10
Bias Factor_for Dead_ Load Apo=1.05

Coefficient of Variations:

Coef._of variation for LL Crr=18%
Coef._of_variation_for Resistance Cri=T.5%
Coef._of_variation_for DC' O peri=10%

Bias & Coefficient of Variations{ COV) Notes;

-Live Load Effect: Assume statistical parameters for " Live Load and Dynamic Load™ Table 8.4, page 279
{Nowak and Cellins 2013 ). A range of 1.0 - 1.4 is given for the bias (use 1.0to be conservative).

- Dead Load Effert: Assume the values for bias and COV of Cast-In- Place companents E’meﬁm}
from Table 8.4, page 279 (Nowak and Collins 2013 ). These values are adapted from LRFD Calibration
(Nowuak, 1993).

- Resistance Effect: Assume statistical parameters of resistance from Table 8.5, page 279 for bias and COV
of Prestressed (Nowak and Collins 2013},
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Analysis;
Live_Load Effect M =My
Dead_Load_Effect Mgy =Mpe
Resistance_Load Effect Mp=M,

2. Compute the means of load and resistance effects:

Mean_Live_Load ppp =AM pr={0.075-10") . 7t
Mean_Dead_Load pirg = Ape " Mpp ppr={7.046.10") . ft
Mean_Resistance pg=Ag My up={3.030.10") Ib-in

3. Compute the standard deviations of load and resistance effects:

Standard_Deviation_Live_Load orp=Cur pyr  op={1.634.10") b.ft
Standard_Deviation_Dead_Load e =Cipo iy opr=\7.046-10") - ft
Standard_Deviation_Resistance ot O b or=(2.279-10") Ib-in
4. Compute the reliability index:
The mean of the loads; Bp=gnr+ g
The mean of the random number g; pﬂ,lzpﬂ—pﬂz(l.ﬂﬁﬁill]v) fhein

(mean of all resistance minus aff foads)

The standard deviation of the  @,:=\\ o’ +opy” +og =(3.007-10°) Ibin
rador magnber g:

The reliability index is; g=te
Tg
Lead Rating
HF‘I:%
My
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Nonlinear Load Rating & Reliability Analysis
[Nonlmear Analysis Program (NAP) - Dr. Kevin Mackze]

(The following results obtained using “Load Type 27 in NAFP) - see raww data

Upper Bound Area: A =246 LIpper Bound Area Capacthy; AU =911.7
Mean Arex A =245 Mean Aren Capacity ; AM _=001.2
Lower Boumnd Areq Ay =24 Lower Bounid Area Capactfy: AL —=800.6
Lipper Bound Prestress; fou=260 Upper Bownd Presitress Capacify:  fU:=28070
Meam Frestress; Srang =250 Mean Prestress Capacity; A _==28040
Lower Bound Prestress;  f,;,:==240 Lewwer Bownd Prestress Capactty:  fL_:= 28680
Agplied Load 1 L;:=10 Max. Capacity MU _==28940
Applied Load 2 Ly:=10.1 Mean Capacity M _:=2RBG0
Ayplied Load 3 Ly:=0.9 M. Capracthy ML _:=28850

For the Dead Load Aralysis, the Self Weight of the Girder and Deck where estimated by oarying the thickess of
the slab t5=10.5", 70.0" and 9.5" for the perturbation. ..(2"of Wearing Swrface added to 8”of Slab)

Effective undth  b,gp=111+in Span Length Lo =00.25+ ft

[10.5]
B Sl Thickness t:=| 10 |+in
Weight Conc. =150+ ——  Weight Typelll Wa::ESS-ﬁ | 9.5 |
ft
[1.083.10" ]
Dead Load - Self Weight DL:=(Wy+ (t,+C b)) o L= 1.048.10" }m

l 1.013.10" |
Lipper Bound DIL; Dhu=108.3 Upper Bownd DL Capacify; DT =785
(Foris=105") D, =10.5
Mean DL Dmi=104.8 Mean DL: DM _=805.3
(For 4s=10.0") D,:=10.0
Lower Bound DL; Dl=101.3 Lower Bound DL; DE_=—=8328
(Forts=595") D=95
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(The following results obtained wsing "Load Type 1° in NAP) - see raw data

Lpmer Bovnd Cpaprs=8.1+32.1+32.1  Lipper Bound Applied Load ; G = 100920
Apmlied Load: Q=01
Meun Applied yyi=8+32+32 Mean Applied Load: 0= 10890
Load: Q=010
L ovper Boverud Cpr=T7.9+31.9+31.9  Lower Bound Applied Load: QL = 10860
Applied Load: Q. =-0.1
Perturbations ()

Areg hyi=Ap—Ay=0.01 Presiress: hyi= fogtr— f ot =10

Load: hg=Qp—Qn,=0.1 DeadLoad:  hp:=D,—D,=—0.5

Cuap/Resist; hp=IL,—L,=—0.1

L L Nt %
- Resistance Effect: Assume stanstcal parameters of resistance from Table 8.5, page 279 for bias and COV of
Presmessed (Nowak and Collins 2013).

Bias_Factor_for_Resist. Ag:=1.06 Coef._of variation_for Resist. C_;:=T7.5%
Mean_Resistance pgi=Ag+L,=10.605 Std_Resistance Sgi=C 4+p=0.T05
. of Fiscbuts > .

-Live Load Effect: Assume stanstical parameters for " Live Load ond Dynamic Lead "™ Table 5.4, page 273 {Nowak and
Collins 2013}, A range of 1.0 - 1.8 is given for the bras (use 1.0 to be conservative ) and 0.18 for cogffiden: of variation.
Bias Factor_for Live Load App=1.0 Coeef. of variation for LI  © ;;=18%
Meon Live Load pppe=Xpp=Ch Std Live Load Sg=C g -py
Bias & Coefficient of Variations{ COV) Notes { DEAD LOAD J;

—Demif..m.d:ﬁﬁbm Assume the valees for bias and COV of Cast-In-Place compoments {conservative chotce) from Fable
8.4, page 279 (Nowuk and Collins 2013 ). These values are adapted from LRFD Calibration (Newak, 1293).

Bias Factor for Dead Load Ape:=1.05 Coef. of variation for DC O, pe-=10%

Mean_Dead Load ppp=Apo«Dm Std Dead_ Load Spp==C_ po-ppr
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Source for Asp & fps - Uncerrmnoes in Marenal Strength, Geometric, and Load Fartables - Hess P., Bruchman I,
Assakkaf L., & Ayyub B,

oef. of var._fpe C, =0 ean_fps pe=1.05+ Ps =0
C Cu=0.075 M F 05+ frang Sitd Sps=Clpe iy

Reliability - based sensitivity analysis for prestressed concrete girder bridges - Rakoczy 4. and Nowak A.

Coef. of var. Aps C,4:=0.015 Mean Aps pa=Ap Std Aps Sy=C -py

The Partial Derivatives;
Arew  glz+h) A=A glx) A=AM,
gi{z+h)—giz) A o,=1.05.10
h ; Fey i
Prestressg{z+h) [a=flT glx) f,=IM,
g({z+h)—g(z) G Fai—1s =11
h 4 hy *
Live glz+h) Qu=0M, glz) Q.=QL,
Load:
g(z+h)—g{z) T, [ Q== =300
h [ The i
Dead g(z+h) Dy=DM, giz) D =DI_
Load:
glz+h)—g(z) o { D D) =
) = _i = J op=45.4
Cap/ glz+h) Ryp=ML, glz) R=M,
Resist:
glz+h)—g(=) (Rt~ Ro ) u
= o™ l hn— J Ty 100
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To calculate ﬂ,ﬂicparﬁn] dertvatives must be determined and tﬁzhmtrmteﬁm:hon
must be evaluated at the mean values of the random variables:

G i=M,— QM.— DM_=1.716-10"

] b} b § b 2
Erg::ﬂ{sdiﬂ'_*} +{S:-*£Ff:| +{Sq'ﬂ'q.:| +(S.DL'D-.D} +(SH'D'H} :3.929*1“3
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Linear & Nonlinear Variability Analysis and Plots
[Capncity/Resistance & Limit State Function Means & Standard Deviations |

If D'and R are normally distributed with a mean of p D and pR. and a standard
deviation of D and o R, g will be normally distributed too.

The capacity and demand are random variables. The normal distribution is typically
adequate to describe both capadity and force demand, considering the upper tail of the
demand probability density curve and the lower tail of the capacity probability density
curve. The probability density fimcton of the capacity and demand can be expressed as

follows;

[t rR—p)|

Tn J.’

1 L
flR)=— e
Trs Y2

Tgpi=1 =1

From the mean and standard deviation results, the normal plots were investigated since
the normal random variable is the most important distribution in structural reliability

theory.

MNormal random variable PDF is symmetrical about the mean.

Capacity/Resistance Mean & Standiord Deviation
(from Linear Lt State Fiowction Analsyis)

Lirrut State Function Mean & Standard Demation
(fror Linear Linmt State Fanction Analsyis)

Capacity/Resistarice Mean & Standord Demudion
(from Nonlmmear Limit State Fumction Arnalsyis)

Liruf State Furction Mean & Standard Deviafion
{from Nondinear Linit Siate Fiorction Amkyis_l

B fin = 3ﬂ39'.1ﬂT

Ocr fin=2.279+10"

iy Lin?=1-865+10"

Ty pin=3.007 10"
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Linear & Nontinear Capacity/Resistance Plots
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NAP Nonlinear Variability Analysis

NAP -Run 1

Nominal Values

Live Load (1)

Capacity (2)

Area (Aps)

2.45

Prestress (fps)

250

Live Load (Q)

8+32+32=72

Area

<'4 [ pia.c\‘i(HEEm.m

231 -

238 =
240
241 —
242

crusseln={1

ElDaca{i}.coordTransf = "11

Chris_bridge_simple_firstv3A.m |+

2-34 5678 9 10):

Ifor 1 = trusseln,

nearTransformation'

=

A

Prestress

Eh = 0.0D015:

164 — Ed = 3605;

165, — fed = 4;

166 = epsdd = 2=fod/Ed:
<

Live Load

ah e\MAP
Chns_bridge_simple firstv3Am* +

1=

= -§ # -3cale;[
= =32 & scale;

= =32 * Scale;

r node,2) = =10.

4 elasticBeam.m

286 $ % Us(s

87

288 - if LOAD TYPE == 1
289 — ale =
280 - Pe(l4,2)
291 - PFe|{l6,2)
292 - Fe(lg,2)
253 =

234 L
295 = Ue (cenT
296 — end
237

<
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Results

Live Load (when LOAD TYPE =1)

& Figure & o *
| Bile [t Miew iwet Tools Desiop Window Help =
Daddae b 5309« @ 00
Foros.Dek -
12000 : T : T
10000 | X: 7502805
H01 ¥ 1.0888+04
#000 - o e g
6000 - o E
W' 4000 v il
™ -
E o
w 2000 1
or
-2000 J
= o | |
8000 — - - - - -
- o 1 2 3 4 L (-] 7 a
Deformation e, w10
Capacity (when LOAD TYPE = 2)
& Figure & o E
| file it Aiew imen Jools [Desitop Window Help -
Doda & SAUDEL- G 0E D
3 ot Su:tiu_n Force-Deformation Relation
_-"jir"xhonci:ers ]
251 .‘f [Y: 2894a+04] i
2t _,-.‘;' g
g
15F g
£ £
o5k {" &t
ot % 24 l
— = gloment left
12 > 2 4 5 s 0 = 14
Deformation e, <104
NAP -Run 1 Nominal Values Live Load (1) Capacity (2)
Area (Aps) 2.45 10890 28940
Prestress (fps) 250 10890 28940
Live Load (Q) 8+32+32=72 10890 28940
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NAP - Run 2 Variable Area Live Load (1) Capacity (2)
Area (Aps) 2.44
Prestress (fps) 250
Live Load (Q) 8+32+32=72
Chris_bridge_simple_firstv3A.m*

331 —  end; PylE

23z — ElDeta{il}.coozdlzranaf = 'linearTranefiormation’':

238 n=ed to figure our the pre-scressing farce | & CARpal

239 — ep3ps = fps/Ep/2:

240 =

241 — trusseln=[{1 2 3 4 56 7 & 9 10};

242 v

< >

Live Load/Capacity Plots
NS XS ODRA G OIS D T S TR T

NAP - Run 2 Variable Area Live Load (1) Capacity (2)
Area (Aps) 2.44 10910 28870
Prestress (fps) 250 10910 28870
Live Load (Q) 8+32+32=72 10910 28870
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NAP -Run 3 Variable Area Live Load (1) Capacity (2)
Area (Aps) 2.46
Prestress (fps) 250
Live Load (Q) 8+32+32=72
238 % need to figure out the pre—stressing force [not the cap
288 — epsps = fps/Epfa2;
240 =
241 — trasseln—=[f1 2 3 456 7 g 10}
242 "
< >
Live Load/Capacity Plots
|:- -:\1 :ﬁh”r.“_l .|.---.. ;.:_; n,:r- _J-.;I - b .l: ‘.‘ 2 e Jr-.- sw.li:x‘;n-\;:n ;I.-;_3 -
- Section Force-Cefnmation Ratstion § = | . - '_‘ﬂ L
v a i
Duformangn : L:«'o.—;-llrr n.,
NAP -Run 3 Variable Area Live Load (1) Capacity (2)
Area (Aps) 2.46 10860 28810
Prestress (fps) 250 10860 28810
Live Load (Q) 8+32+32=72 10860 28810
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NAP - Run 4 Variable Prestress Live Load (1) Capacity (2)
Area (Aps) 2.45

Prestress (fps) 240

Live Load (Q) 8+32+32=72

4 | elasticBeam.m | Chris_bridge simple firste3A,m* |+ |
154 e~
155 % Member propertie g ——mMmMm—m—m—mmmmmmm————————————————
156 — Astop = le-4; %
e Asbot = le-4; x
I58 = hsslab = le-4; 3
159
160-— Ep = 28000; % ~2]
11 - fps = 240; | 3z
162 — Ty = 60; z
163 — Eh = 0.0015; % _'
164 =  Ed = 3605; 3 =
LG — Fo =g S "
I < >
Live Load/Capacity Plots
dan s - an o AtE =D

Saction Forre-Dafematan Reiston

Oz nradon §

e
A% et |

e | |

Sec tion Farce-Oeformation Relabon

NAP -Run 4 Variable Prestress | Live Load (1) Capacity (2)
Area (Aps) 2.45 11070 28680

Prestress (fps) 240 11070 28680

Live Load (Q) 8+32+32=72 11070 28680
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NAP -Run 5 Variable Prestress Live Load (1) Capacity (2)
Area (Aps) 2.45

Prestress (fps) 260

Live Load (Q) 8+32+32=72

Ei Editor - C:\Users\Chris\Dropbe

+# | elasticBearm.m | Chris_bridge_simple_firstv3A.m | |
et o e Dl - L =]
I56— Astop = le-4; £
1O — Asbor = le—-4;: %
158 — Zssiab = le-4; =
158
la0 — Ep = 28000; = |
1614 - fp= = 260; | 3
162 — Ty = blz £
163 — Eh = 0.0015; T 1
16d — Ed = 3605 > )
165 — o =.4= % -
166 — epadd = 2*fcd/Ed;
167 — epsda = 0.004; ¥
I < >
Live Load/Capacity Plots
hym'mwomqh- Aetation ; Section mem_m Rmtatian s
NAP -Run 5 Variable Prestress Live Load (1) Capacity (2)
Area (Aps) 2.45 10700 29070
Prestress (fps) 260 10700 29070
Live Load (Q) 8+32+32=72 10700 29070
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NAP - Run 6 Variable Live Load Live Load (1) Capacity (2)
Area (Aps) 2.45
Prestress (fps) 250

Live Load (Q)

79+31.9+31.9=71.7

Ei Editor-

CilUsers\Chns\Dropbox\Adjah Ma

ckighMNAP_v1r6\ Chns_bridge_simple_firstv3A.m™

“*'4 | elasticBear.m | Chris_bridge simple firsbv3Am* 2 | + |
284 t % Oe(B,1) = —-40; 7|
287 |
288 — if LOAD TYPFE == 1
289 — scgle = 3=
290 — Pe (14,2} = —-7.9 f scale:
291 — Pe(l6,2} = —31.9]* scale:
292 — Pe(l8,2) = -31.9]* scale;
293 — elseitl LDAD_TYPE =
294 :Pe (center node,2) = -225;
295 — Ue(center node, 2} = -10.0e-0; d
298 — end
237 o
I < >
Live Load/Capacity Plots
de b vAnINL 0 0Elna die i niaelsa 0len
NAP - Run 6 Variable Live Load | LivelLoad (1) Capacity (2)
Area (Aps) 2.45 10850 28940
Prestress (fps) 250 10850 28940
Live Load (Q) 79+31.9+31.9=71.7 10850 28940
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NAP -Run 7 Variable Live Load | Live Load (1) Capacity (2)
Area (Aps) 2.45

Prestress (fps) 250

Live Load (Q) 8.1+32.1+32.1=723

";4 | elasticBeam.m | Chris_bridge_simple_firstv3A.m* [S==H]
_286 % % Ue(R,1) = —40: o
287
288 — if LOAD TYPE = 1
289 — sgale = 13
2= Pell4,.2) ="=8.1 =zcale;

291 — Pe{l6,2) = —32.1 % ascale;

292 — Pe (18,2} = —32.1 % scale;

293 — elsel i —

294 *Pe(center node,2) = —225;

295 — Ue{center node,2) = -10.0e-0;

298 — end
297

o B e i Jaa Dekip s i | Fe pm s jen Tew Qaliey g Ll

JZda & LA 06 eD dode & |8

Section Ferce-Determasion Relstion

NAP -Run 7 Variable Live Load Live Load (1) Capacity (2)
Area (Aps) 2.45 10920 28940

Prestress (fps) 250 10920 28940

Live Load (Q) 8.1+32.1+32.1=72.3 10920 28940
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