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Abstract: High-frequency mechanical impact (HFMI) is a post-weld treatment method which sub-
stantially enhances the fatigue strength of steel weldments. As such, the method enables a more
efficient design of bridges, where fatigue is often the governing limit state. Road bridges are typically
trafficked by a large variety of lorries which generate load cycles with varying mean stresses and
stress ranges. Unlike conventional welded details, the fatigue strength of HFMI-treated welds is
known to be dependent on mean stress in addition to the stress range. The possibility of considering
the mean stress effect via Eurocode’s fatigue load models (FLM3 and FLM4) was investigated in this
paper. Moreover, a design method to take the mean stress effect into account was proposed by the
authors in a previous work. However, the proposed design method was calibrated using limited
traffic measurements in Sweden, and as such, may not be representative of the Swedish or European
traffic. In this paper, larger data pools consisting of more than 873,000 and 446,000 lorries from
Sweden and the Netherlands, respectively, were used to examine the validity of previous calibration
in both countries. The comparison revealed no significant difference between the data pools with
regards to the mean stress effect. Additionally, previous calibration provided the most conservative
mean stress effect and was considered adequately representative for both countries. The proposed
design method was further validated using four composite case study bridges. It was also found that
the mean stress effect was mainly influenced by the self-weight, while variation in the mean stress
due to traffic had a minor influence on the total mean stress effect. Furthermore, it was found that the
mean stress effect could not be accurately or conservatively predicted using FLM3 or FLM4.

Keywords: fatigue; bridge; variable amplitude; mean stress; design; HFMI

1. Introduction

High-frequency mechanical impact treatment (HFMI) is a post-weld treatment method
that aims to increase the fatigue strength of steel weldments [1]. The fatigue of weldments
is often the governing design criterion for steel bridges due to their long required design
lives of up to 120 years and the exposure to cyclic loading due to the passage of heavy
traffic. HFMI treatment enables the utilization of steels with higher strength than is feasible
in today’s conventional bridge designs and could therefore give a substantial reduction in
material consumption. It influences the weld toe by producing three local changes. Firstly, it
induces beneficial compressive residual stress at the weld toe which increases the resistance
of the weld to crack initiation [2]. It also decreases the notch effect at the weld toe which
leads to a reduction in the stress concentration at this critical location. Thirdly, an increase
in local material hardness further increases the resistance to crack initiation in the vicinity
of the weld toe after HFMI treatment [3]. Therefore, HEMI treatment shows remarkable
potential in terms of increasing the effectiveness of the design of welded steel bridges.

Composite concrete—steel bridges are usually characterized by a high self-weight in
relation to the traffic load. This is mainly due to the relatively heavy concrete deck and
pavement layer. In addition to that, there is high variability in the traffic load effects on road
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bridges because of the broad variations in lorry masses, axle configurations and locations
in different bridge lanes. A detailed study of the in-service stresses in a composite road
bridge enhanced by HFMI treatment was conducted by the authors, and was published
in [4]. This showed that a wide range of stress ratios can occur in some weldments with
values that can reach up to 0.9.

Since HFMI treatment mainly depends on the introduced compressive residual stress at
the weld toe, the stability of this stress is essential to claim high fatigue strength. Therefore,
the application of high mean stresses reduces the treatment potential. The effect of mean
stresses on the fatigue strength of HFMI-treated joints is considered in the International
Institute of Welding (IIW) recommendations by decreasing the fatigue strength class of the
treated details [1]. A step-wise penalty from zero to three classes was suggested by the IW
recommendations depending on the stress ratio (i.e., or the mean stress). However, this
way of considering the mean stress effect can only be directly used when the welds are
subjected to a constant stress ratio which is not the case in bridges where the stress ranges
and ratios are widely varying.

The penalty method provided by the IIW is only applicable for stress ratios of up to
0.52. Nonetheless, several research articles have investigated the effect of HFMI-treatment
on the fatigue strength of welded joints subjected to higher R-ratios [5-11]. An extension of
the method proposed in the IIW recommendations was suggested in [7] to cover higher
R-ratios, where four reduction classes were proposed for R-ratios greater than 0.5. More
fatigue tests were conducted under high-stress ratios (0.5 < R < 0.8) in [8], and the results
supported the trend of the [IW method in terms of reducing the fatigue strength class
depending on the R-ratio. In principle, the trend follows a decrease in one fatigue strength
class per 0.12 increase in the R-ratio [12,13], as can be seen in Figure 1.

Stress ratio R
0 01 02 03 04 05 06 07 08 09 1

Reduction of FAT classes
AN R W = O

= [ITW recommendations by Marquis & Barsoum, 2016 :
|
T = = =—Extention made in Mikkolaetal, 2013 = ======= 1

----- Extension made in Shams-Hakimi et al, 2022

7

Figure 1. Proposed reduction in fatigue strength class depending on the stress ratio.

In a design situation, the R-ratios from traffic loads are unknown to designers. One
question is whether R-ratios obtained from a relevant load model (such as those used
for fatigue design according to Eurocode [14]) are representative of the mean stress effect
from “real” traffic loads. If not, a correction method can be used to account for the mean
stress effect from traffic loads in design. The authors have, in a previous publication [12],
suggested such a method to consider the mean stress effect in the design of HFMI-treated
road bridges. This method considers the mean stress effects produced by the combined
effects of self-weight and traffic load based on the collective mean stresses produced by
measured traffic data. The method can be used in conjunction with the load models in
Eurocode and does not require prior knowledge of the traffic loads. It should be clear that
if HFMI-treatment is applied before bridge erection (treatment performed in a workshop),
the self-weight has a significant effect on the stress ratio and the mean stress.

The effect of stress ratio variation was covered in factor Agrps;, which describes the
severity of the mean stress effect. Ayry represents the ratio between AS.;r and AS,.
The former denotes a modified equivalent stress range to account for stress ratio effects
using a magnification factor f, as can be seen in Equations (1)-(3). AS,;r and AS.q were
calculated with an S-N curve slope of m = 5, which is recommended for HFMI-treated



Buildings 2022, 12, 545

30f18

weldments [1,12]. The factor, f, is a continuous representation of the step-wise mean stress
effect. However, it corresponds to a magnification factor on the stress range instead of a
penalty on the fatigue strength [12]. In addition to the variation in R-ratios from traffic load,
the self-weight effect is considered through a factor ® which denotes the ratio between the
self-weight stress, Sgyy, and the maximum stress range in the load spectrum, AS;;4:

om Z(I’li~ASl‘)m)
ASeq = o, ey
w2 (AS - f)™)
AseqR - \/ n (2)
fi =05R? +0.95R; +0.9 ,f; > 1.0 (3)

In [12], 55,000 measured lorries were run on influence lines for simply supported and
continuous bridges with span lengths from 10 to 80 m, and different positions along the
span starting from the midspan to the support. The used traffic was a result of 87 days
of “weight in motion” measurements from 12 different locations in Sweden including
different types of roads. Constant bending stiffness was assumed along the bridges in all
cases. Lastly, @-Ayrp curves were plotted for the different studied lengths (10-80 m),
the different positions along the bridges (midspan to support) and the different bridge
types (simply supported or continuous bridges). The generated curves for each position
along the bridges are shown in Figure 2, and the highest of these curves are depicted
in Figure 3 (left). Then, two curves were chosen to simplify the design; one for the mid
support section (i.e., within 0.15 L on each side from the support in continuous bridges),
and the other for the midspan section which is to be used for all other locations (for both
simply supported and continuous bridges). These two curves are shown in Figure 3 (right).
The curves were fitted to the data with expressions according to Equations (4) and (5).

2.380 4 0.64
AHEMI = % Agemr > 1.0 For the Mid—Span 4)
2.389 + 0.
AHEMI = % Aurmr = 1.0 For the Mid-Support ®)

Since AS;ux—which is used to calculate the ®-ratio—is usually not available for bridge
designers, the stress range generated by the fatigue load model 3, ASp, was considered an
alternative in the calculation of the ®-ratio which would be viable if a good correlation
exists between ASp and AS,;,y for the studied loading spectrum. Based on the limited
sample size of 55,000 lorries, an approximation of AS;,x = 2ASp was suggested in [12].

In this paper, the validity of the expressions in Equations (4) and (5) suggested in [12]
was investigated by means of extended measured traffic pools. They consisted of 873,000 lor-
ries from Sweden and 446,000 lorries from the Netherlands. Moreover, an investigation
was performed as to whether the R-ratios generated by fatigue load models in Eurocode
(FLM3 and FLM4) can be used to reflect the mean stress effect generated by real traffic on
bridges. Furthermore, two worked examples are provided to demonstrate how the mean
stress affects the design of road bridges with HFMI-treated weldments.
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Figure 2. The generated ®-Apr); curves categorized by position, adapted from [12], highest curves
are depicted in red color, and dashed curve corresponds to different lengths.
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Figure 3. (Left): Extracted highest ®-Agry; curves of different positions along the span length;
(Right): The proposed ®-Aprp curves for design, adapted from [12].

2. Methodology

The extended data pools were obtained from traffic administrations in Sweden and
the Netherlands. The Swedish data were based on traffic measurements performed in
several different occasions between the years 2005 and 2009, while the Dutch data were
measured on two occasions, once in 2008 and once in 2018. The Swedish data were
filtered, processed and published in [15]. The data consisted of more than 873,000 lorries.
The measurements were performed by the bridge weight in the motion method. The two
sets of data from the Netherlands consisted of 238,000 and 2,210,000 lorries for the 2008
and 2018 measurements, respectively. These were also obtained from the measurements
performed by the weight in motion method on the A16 highway in the Netherlands [16].
The weight-length distributions of the different studied traffic data are shown in Figure 4.
The size and the lorry types of each data pool are given in Table 1.

Matlab scripts were used to process the data and run the lorries on the bridge influence
lines. In addition, four double I-girders composite road bridges were used to further verify
the results from Equations (4) and (5) with the results from running the traffic pools over
those bridges. The stiffness distributions along the span length of the studied bridges were
obtained from [13]. The span length of the bridges is shown in Figure 5. The self-weight
stress distributions over the span length at the top and the bottom flanges of these bridges
are shown in Figure 6.
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Table 1. Number of lorries in each data pool x103.

Original Extended Swedish Dutch Dutch
Number of Axles Data * [4,12,13] Data [15] Data 2008 [16] Data 2018 [16]
2-axle vehicles 8 173 29 21
3-axle vehicles 7 109 15 14
4-axle vehicles 4 80 58 56
5-axle vehicles 13 189 120 112
6-axle vehicles 8 110 14 15
7-axle vehicles 13 179 1 2
8 or 9-axle vehicles 2 33 1 1
Total 55 873 238 221

* Original data used to derive Equations (4) and (5).

Original Swedish traffic Extended Swedish traffic

Number of trucks
Number of trucks

00
Length [m] Weight [kN] Weight [kN]
Dutch traffic 2008 Dutch traffic 2018
8000 8000
© 6000 © 6000
o [=}
2 2
'S 4000 S 4p00
2 2
£ £
2 2000 3 2000

Length [m] 0 0 Weight [kN] Length [m] 0 0 Weight [kN]

Figure 4. Weight-length distributions for the different studied traffic.
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Figure 5. Span lengths of the case study bridges [13].
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Figure 6. Self-weight stresses distribution along the bridges adapted from [13].

3. Results
3.1. Extended Data Pool

To validate Equations (4) and (5) which were derived on the basis of a rather small
traffic pool of 55,000 lorries, this section of the paper was dedicated to comparing these
equations to ®-Apryy curves produced by the extended data pools from Sweden and the
Netherlands. Since the highest ®-A gy curve in the original analysis performed by Shams-
Hakimi et al. [12] corresponded to a span length = 10 m (as shown in Figures 2 and 3),
the current analysis was performed with the same span lengths on the same locations which
correspond to 0.50 L and 0.85 L for the mid-span and mid-support sections, respectively.

Figure 7 shows the comparison between Equations (4) and (5) and the generated
®-Apyrpmj curves with the extended Swedish data. The comparison reveals no significant
difference. The equations give a slightly more conservative mean stress prediction for
relatively high self-weight (i.e., & > 2 for mid-span section; ® > 4 for mid-support section).
However, the maximum difference does not exceed 1%. Therefore, the equations were
found to be suitable for the design of Swedish road bridges enhanced by HFMI treatment.
When compared to the Dutch traffic data, Equations (4) and (5) were found to be on the safe
side (i.e., conservative with respect to the mean stress effect) with a maximum difference in
Anrmi of less than 3%, as shown in Figure 8. This shows that Equations (4) and (5) can also
be used for design purposes in the Netherlands.

Midspan - Midsupport

27 ——Swedish trafficdata| | _ 2 —o—Swedish traffic data
= —Equation 4 g —Equation 5
[T
T T L

< 15~ =< 15
1 ‘ " 2 4 6 8
0 2 d = S 4 /A Sma?( 8 ¢ = SSW/A Smax

Figure 7. Comparison of ®-Agrp curves calculated using the extended Swedish data and
Equations (4) and (5) for the mid-span and mid-support sections, respectively.
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Figure 8. Comparison of ®-Apyry; curves calculated using the Dutch traffic data and Equations (4)
and (5) for the mid-span and mid-support sections, respectively.

3.2. Prediction of Agrp Using Fatigue Load Models

The Eurocode gives several load models for fatigue verification. Two of these models
which are relevant for road bridges are examined herein, namely FLM3 and FLM4. It is of
major interest to examine whether the R-ratios generated by these load models can give
an equivalent representation of the collective mean stress effect obtained for the measured
traffic, as mentioned in Section 1.

Fatigue load model 3 (FLM3) consists of one standard lorry with four axles—each axle
weighing 120 kN—and the distance between the first and second axles, as well as between
the third and fourth axles, is 1.2 m. The total lorry length is 8.4 m. This model is to be
used for fatigue verification using the A-coefficients method, which is the easiest fatigue
verification method for calculating finite life. The largest generated stress range produced
by the passage of this lorry, ASp, was the one used in the design.

Fatigue load model 4 (FLM4) consists of five standard lorries which are combined in
different percentages depending on the traffic type (i.e., local, medium or long-distance
traffic). This model is to be used for fatigue verification using the cumulative damage
method. It is noteworthy that FLM4 usually gives a more accurate representation of the real
traffic compared with FLM3 [17]. However, FLM4 is more demanding and time requiring
in design since the cycles produced by each vehicle must be considered as a function of the
influence line by the designer for each location of interest, as opposed to FLM3, where these
aspects are accounted for in a simplified manner by the A-coefficients. The lorries used in
FLM4 (i.e., axle loads and configuration) are shown in Figure 9, and the lorry proportions
are given in Table 2 for each traffic type (composition).

For FLM3, a single stress range, ASp, and a corresponding R-ratio were calculated.
A correction factor was calculated using Equation (3). A direct comparison between this
factor (also called Agrprrims herein) and the corresponding values derived from real
traffic (Age,) could then reveal the appropriateness of using the R-ratio from FLM3. Since
FLM4 consists of several lorries, calculating A grpr rr.va requires both the equivalent stress
ranges, ASgg, and ASggyr, as can be seen in Figure 10. In other words, Agrpmy Ly is to be
calculated the same way as real traffic data.

Figure 11 shows the results of FLM3 calculated for various influence lines. It can be
seen that using the R-ratio generated from FLM3 results in an underestimation of the mean
stress effect compared to real traffic. Aypp; is underestimated by up to 6% and 25 % for
mid-span and mid-support sections, respectively. This shows that using FLM3 to account
for the mean stress effect can be unsafe, especially over the support region of continuous
bridges. On the other hand, FLM4 gives better predictions of Ayrp; for all the studied
cases (local, medium and long-distance traffic), as shown in Figures 12-14, respectively.
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Figure 9. Lorry types in FLM4, adapted from [14].

Table 2. Lorry distribution in FLM4, adapted from [14].

Lorry Type
Traffic Type 1 2 3 4 5
Long-distance traffic 20% 5% 50% 15% 10%
Medium-distance traffic 40% 10% 30% 15% 5%
Local traffic 80% 5% 5% 5% 5%
FLM4 FLM3
Moment response Moment response

AS, = "’F ("gffm)

B jZ(n.- - (AS,- £)™)

xn;

Figure 10. Agrprrrrpm3 and Apgpprprpma calculation procedures.
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Figure 11. The ratio of Agrpy; for original real traffic in Sweden and Ay for FLM3 calculated for
the mid-span section (to the left) and mid-support section (to the right).
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Figure 12. The ratio of Ay for original real traffic in Sweden and Ay for FLM4 (long-distance
traffic) calculated for mid-span section (to the left) and mid-support section (to the right).
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Figure 13. The ratio of Ay for original real traffic in Sweden and Agrys for FLM4 (medium-
distance traffic) calculated for mid-span section (to the left) and mid-support section (to the right).
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Figure 14. The ratio of Agrpr for original real traffic in Sweden and Agrpr for FLM4 (local traffic)
calculated for mid-span section (to the left) and mid-support section (to the right).

4. Discussion
4.1. Comparison with Extended Traffic Data

In this paper, the mean stress effect was studied using different traffic data from Swe-
den and the Netherlands. Specifically, the validity of the expressions in Equations (4) and (5)
was investigated. These were previously derived based on a limited number of traffic data
in Sweden, as mentioned previously. They describe the correction factor for the mean stress
effect, Agrpr, which is used to magnify the equivalent stress ranges to account for the
variability in the R-ratio generated by the traffic and the bridge self-weights. Equations (4)
and (5) were found to be on the safe side when compared to both data pools. This validates
the use of this method to account for the mean stress effect in HEMI-treated road bridges
constructed in both of these counties.

For the same self-weight stress, the mean stress effect of the Swedish data was higher
than this, corresponding to the Dutch data, as displayed in Section 3.1. In order to explain
this, the bending moment histories generated by the passage of the lorries in each data pool
given in Table 1 is shown in Figure 15. The moment values were evaluated on the middle
of a 10 m simply supported bridge. The data were normalized to the maximum obtained
moment value, which was found to be in the Dutch data measured in 2008, as shown in
Table 3.

Swedih extended data

0.9 ‘ ‘ Swedih origi.nai data ‘ 109

0 0.5 1.0 1.5 2.0 25 3.0 35 0 05 1.0 15 20 25 30 35 40 45 50
x105 XIOS

" Dutch data 2018

Dutch data 2008

Normalized bending moment

100 120
x10%

Figure 15. Bending moment history generated by the different databases normalized to the maximum
obtained moment, for a 10 m simply supported bridge.
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Table 3. Bending moment response of the passage of the different traffic data pools over the midspan
of a 10 m simply supported bridge.

Moment Value (kNm)

Data Pool

Maximum Equivalent
Original Swedish data 984 293
Extended Swedish data 1004 292
Dutch data 2008 1269 322
Dutch data 2018 1026 355

Figure 15 shows that the Swedish traffic was lighter than the Dutch traffic measured
in 2008 and 2018. Additionally, Table 3 shows that the equivalent stress range differed by
almost 10%, as can be seen in Table 3. Heavier traffic generates cycles with a larger stress
range but with a lower mean stress, as the stress ratios of such cycles are smaller than those
of cycles with lower stress ranges. Nonetheless, the sensitivity of the mean stress effect to
the traffic variation is low, and the difference between the Agrp; values for the different
data pools does not exceed 3%. This shows that the mean stress is more significantly
affected by the bridge self-weight than the traffic heaviness, which thereby insinuates that
the use of the proposed ®-A i curves can be extended to different countries even if the
traffic volumes and intensities are different, and with marginal inaccuracy. This is because
the self-weight effect is significantly larger than the traffic variation effect which might be
different from country to country.

4.2. Comparison with Fatigue Load Models

Figures 11-13 show that both the investigated fatigue load models underestimate
Angrmi values in many cases, which indicates that the mean stress effect could not be
captured using one of these models in general. It is noteworthy that the maximum deviation
corresponds to shorter span lengths, as shown in the figures. The passage of each lorry on
a short influence line (in relation to the lorry size) produces one primary cycle which has
the highest stress range, and other secondary cycles with low stress ranges and high stress
ratios. Thereby, this increases the mean stress effect. On the other hand, when the influence
line is relatively long in relation to the lorry size, only one primary cycle is generated per
lorry, which leads to a lower mean stress effect.

It is noteworthy that FLM4 predicts Ayrp; with better accuracy for local traffic
and even overestimates the mean stress effect in some cases, as can be seen in Figure 14.
This is further illustrated in Figure 16 which compares Ayrp; values calculated with dif-
ferent fatigue load models with that obtained from the original Swedish data. ASp was
used for all curves in the figure to ensure that the difference between the curves is solely
attributed to the traffic difference. Figure 16 confirms that the curve corresponding to
FLM4 with local type is higher than those corresponding to other load models. Figure 16
shows that the local traffic type overall has the lightest traffic composition. As explained
previously, a lighter traffic composition results in a higher mean stress effect collectively for
the same self-weight stress.

The mean stress effect has to be considered in the fatigue assessment of HFMI-treated
weldments in one of two ways: the first—which underestimates the mean stress effect—is
through the stress ratios generated by the fatigue load models, which can be used to
calculate magnification factors, f; in the second way, Equations (4) and (5) can be used to
account for the mean stress effect by magnifying the equivalent stress range generated
by the used load model. In these equations, P is taken as a ratio between the self-weight
stress to 2ASp, as suggested in [12]. This approximation remains valid since the difference
between the original curves used in [12] and other investigated curves is marginal, as
shown in Figures 7 and 8.
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Figure 16. Comparison between ®-A gy curves for fatigue load models and original Swedish real
traffic (midspan of a simply supported bridge with a span length, L = 10 m).

4.3. Validation Using Case Study Bridges

The accuracy of Equations (4) and (5) is further investigated by comparison with
sections taken from the case study bridges mentioned in Section 2, as can be seen in
Figures 5 and 6. Appp is calculated along the bridges with a step size equal to 1 m.
The bending stresses are calculated at the top and bottom flanges, as mentioned previously.
The calculated Aprp; with Equations (4) and (5), the fatigue load models and the original
Swedish traffic data (Real Agrpr) are shown in Figures 17 and 18 for the bottom and top
flanges, respectively.
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Figure 17. Calculated Aprpq; for the bottom flanges and the mid-spans of the case study bridges (the
real Aprpr was calculated using the original Swedish data pool).

Figures 17 and 18 show that Ayrp; values calculated using Equations (4) and (5) are
larger than those generated by real traffic in the case study bridges. This is partly because
Equations (4) and (5) were derived using a span length = 10 m, which produced the highest
Anrmi for both the mid-span and mid-support sections, as mentioned previously, whereas
the case study bridges included larger span lengths. The other reason is that in these graphs,
data points for 0L < L < 0.85L were included, for which the predicted Aprp; value by
Equation (4) became increasingly conservative the farther away the bridge section was from
0.5 L. There were a few exceptions for the mid-support section in Bridge 3, where real traffic
in the bridge sections produced greater lambda values compared with Equation (5). This
might be attributed to the non-constant bending stiffness along the bridge which differs
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from the assumption made for the derivation of Equations (4) and (5) (i.e., constant bending
stiffness). This was further investigated in Figure 19, where the design curves are plotted
against the results from the case study bridges and the experimental results from [12,13].
All the data points are lying below the design curves, excluding 4 points that correspond to
the mid-support section in Bridge 3.
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Figure 18. Calculated Ay for the top flanges and mid-supports of the case study bridges (real
Anrmi was calculated using the original Swedish data pool).
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Figure 19. Exact Ayry; and @ for the case study bridges and experiments compared with the
proposed curves for the mid-span section (Left); and mid-support section (Right).

5. Worked Design Examples

In order to illustrate how the mean stress affects the fatigue assessment, two worked
examples are presented for the fatigue design of road bridges using the simplified A-
coefficients method and damage accumulation method. The fatigue life verification of
one structural detail in the midspan of a 32 m-long simply supported bridge was made
in this section. The studied detail is located in the middle of the bridge (L/2 = 16 m from
the support). The self-weight stress of the bridge girder at the midspan was estimated to
be 120 MPa, including the concrete deck. This detail represents a connection of vertical
stiffener to the lower flange of the bridge girder (non-load carrying transverse welded
attachment), as can be seen in Figure 20. The detail is HFMI treated in a workshop before
the bridge erection. The fatigue strength Ao, yrp; of the transverse non-load carrying
attachments of S690 steel is equal to 160 MPa according to [1], as can be seen in Figure 21.
The load distribution factor for the load arrangement is 0.833. The bridge design life is
80 years. This safe life approach, with a high consequence of failure, is to be used for design
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(ie., ymp =135 vpr =1.0).

— |

Figure 20. Cross-section of the road bridge girders, the concrete deck, and the transverse detail under
study. Figure adapted from [17].
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Figure 21. Characteristic S-N curve of the S690 HFMI-treated transverse attachment according to the
IIW recommendations [1] and used in the worked example.

Moreover, traffic category “4” was used for design, which indicates the passage of
50,000 lorries on the slow lane per year (Nyps = 50,000) [14]. The average weight of the lorry
for regional traffic Qps1 = 310 kN was assumed in this worked example to obtain realistic
results. The bridge is made of two S690 structural steel I-girders and a C35/45 concrete
deck, as shown in Figure 20. The section modulus in the mid-span at the bottom flange was
calculated to be 3.876 x 107 mm?3. It is worth mentioning that the dynamic amplification
factor is already embedded in FLM3 and FLM4.

5.1. FLM3 and A-Coefficients Method

In the A-coefficients method, the load effect was obtained by moving the FLM3 on the
bending moment influence line of the bridge at the position of the studied detail (i.e., L/2).
Since the bridge is simply supported, the bending moment range is equal to the maximum
bending moment obtained from FLM3, which was calculated to be 2976 kNm, as can be
seen in Figure 22. This is to be multiplied by the load distribution factor, which yields
AM = 2479 kN and produces a flexural normal stress range, ASp = 64 MPa. Afterwards,
the different A-coefficients were calculated as follows:

* ) takes into account the bridge length, and for road bridges, it can be calculated

as follows:
L—-10

70

* ), considers the actual bridge traffic flow, and can be calculated from Equation (7),
where Qg and Nj are the reference numbers for an equivalent weight of the lorry and

Ay = 2.55 — 0.7 x

=233 )
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the number of lorries passing over the slow lane, respectively. The reference values
are 480 kN and 5 x 105, respectively, and can be found in the Eurocode [18].

Om1 _ Novs\1/5
A = == x (—= = 0.407 7
2= 0, ( No ) ()

* A3 takes into account the design fatigue life, see Equation (8).

_ o bys
Az = (m) = 0.956 ®)
¢ A4 =1.0for the road bridge with only one lane.
*  Ayuay is the maximum damage equivalent factor taking into account the fatigue limit;
this is equal to 2.0 for road bridges longer than 25 m [14].
*  The damage equivalent factor can then be calculated from Equation (9), which yields
A value = 0.907

) . Ssw 120 .

. 4 = = =0. ;
Anrmi is to be calculated from Equation (4) for @ 2% BS, 2 64 0.938; which
giVES )\HFMI =1.797.

/\:/\l'/\Z'A?)'AALg/\mux (9)
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Figure 22. Moment response at bridge mid-span to FLM3.

The damage factor can be calculated considering the slope of the S-N curve, m; =5, as
can be seen in the following equation:

“A-A AS
D = (TH 2 ZHEMIBOp oy 507 (10)
Ao, arMI/ Y My

If the mean stress is predicted by the stress ratio generated by FLM3 given in Equation (11)
(which is not recommended due for aforementioned reasons), the magnification factor f
should be calculated according to Equation (3), which yields a value of 1.732. The fatigue
damage is underestimated when compared to the damage predicted considering Agrpy, as
can be seen in Equation (12).

Ssw
R=—=>"—=0.652 11
Ssw + ASp 1
A-f-AS
D= m—”)“l — 0.438 (12)
Aoe,armi/ Ymy

5.2. FLM4 and Damage Accumulation Method

The fatigue verification can be made by the damage accumulation method using FLM4
which consists of five standard lorries, as shown in Figure 9. The same fatigue strength
and partial safety factors were used for the FLM3 calculations in the previous section.
The moment response of moving each lorry in the model over the influence line in the
mid-span was shown in Figure 23. The maximum moments are to be multiplied by the
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load distribution factor previously mentioned to obtain AM. The bending stress can then
be calculated using the section modulus for short-term loading, as mentioned previously.

((Ap,aEmr/ ymp)™ ™M - (1 - Agy)™) + X(nj - Agj)™2)\1/m2
ASep = ' = 49.28 MP 1

e = ( FN TN ) § MPa (13)

Aop,armi/ (Ymf)
Ny =107 - d ™ — 858 x 10° cycles 14
“ (AUeq - AHEMI'YFf- Y (19

n; +n;
Deg = Elmi+m) _ 0.466 (15)

Neg

The mean stress effect should be considered using Aprp, which is to be used to
magnify the equivalent stress range AS,, calculated in Equation (13). The fatigue endurance
and damage are then to be calculated using Equations (14) and (15). 7 and j in the equations
correspond to the two slopes of the S-N curves (117 =5 and m; = 9) shown in Figure 21. ®
was calculated using 2ASp, as indicated in Section 1.
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Figure 23. Moment response at bridge mid-span due to FLM4.

In order to confirm that the mean stress effect is underestimated if calculated via
the stress ratios generated by the passage of FLM4 lorries over the bridge, the fatigue
damage is calculated this way. f factors are used to magnify each stress range in the traffic
composition. The damage is then calculated for each lorry as given in Table 4 for local
traffic composition. The same damage sum can be obtained if the equivalent stress range is
calculated considering the magnified stress ranges with the corresponding f factors, as can
be seen in Equations (16)—(18).

(Ap,HEMI/ YMp)™2 M- (ni - (Ao - fi)™) + (1 - (Agj - f7)™2)\1/m2
ASeqr = ( TN TEN ) =79.25 MPa (16)
Nugr = 107 - (AUDL"“/W“)W2 =2.07 x 10 cycless (17)
“IR AR - YEf '
Y(ni +n;)
Do = =7 0194 18
eqR NeqR ( )

It is noticeable that for both fatigue verification methods, the load models (FLM3
or FLM4) underestimate the mean stress effect, which is in line with the results given in
Figure 16. This emphasizes the importance of using Agryir equations to account for the
mean stress in conjunction with the load models in the design of HEMI-treated weldments
in road bridges.
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Table 4. Fatigue damage calculations using the “Local traffic” composition.

Lorry A n;/Year n; AM; Ac; R; fi m; Ao;- fi N; D
Cycle x10° (kN-M) (MPa) () ) ) (MPa) x10°

51 80 40,000 32 1443 31 0.794 1.971 9 61.11 21400  0.015
2 5 2500 2 2255 48 0.712 1.830 5 88.71 8.51 0.023
3 5 2500 2 3061 66 0.645 1.722 5 11329 251 0.080
4 5 2500 2 2380 51 0.701 1.812 5 92.68 6.84 0.029
5 5 2500 2 2668 57 0.677 1.772 5 10159  4.32 0.046
Total 100 50,000 40 0.194

6. Conclusions

This paper presents a study of the mean stress effect on HFMI-treated weldments in
steel road bridges. Traffic measurements with more than 873,000 lorries in Sweden and
446,000 lorries in the Netherlands were used to validate previously derived expressions
which were calibrated and derived based on a limited traffic data pool. Moreover, the pre-
diction of the mean stress effect using Eurocode’s fatigue load models (FLM3 and FLM4)
was investigated. The following conclusions can be drawn:

*  The Swedish data pool used to derive the original expressions (Equation (4) and (5))
for mean stress correction proposed by Shams-Hakimi et al. [12] was found to be
sufficient for representing the Swedish traffic. This was based on a comparison made
with an extended data pool from Sweden which consists of more than 873,000 lorries.
The difference in Ayrp; between the two data pools was found to be negligible.
Moreover, the capability of the proposed method was also investigated using traffic
measurements from the Netherlands. Despite differences in traffic characteristics,
the proposed model conservatively captures the mean stress effects in real traffic with
a difference not exceeding 3%.

¢ The traffic load variation was found to have a little effect on the mean stress effect
when compared to the self-weight effect, which means that Equations (4) and (5) can
be used in other countries which have different types of traffic.

*  Both Eurocode’s fatigue load models 3 and 4 were investigated. FLM4 was found
to give a more accurate representation of the mean stress effect than FLM3. How-
ever, the difference between Ayryj, represented by FLM4, and the one generated
by the measured traffic can be significant for the long- and medium-distance traffic
compositions (larger than 15%).

¢  Both the measured traffic and the investigated load models showed that lighter traffic
is associated with a higher mean stress effect for the same self-weight stress.

e Two worked examples were presented in this paper to show how the mean stress effect
can be incorporated in the design of HFMI-treated road bridges. The results confirmed
that the R-ratio of the load model underestimates the mean stress effect. Moreover,
upon comparison with case study bridges and fatigue test results, the proposed design
curves were found to give accurate and slightly conservative results.

*  Based on the investigations carried out in this paper, we recommend using Equations (4)
and (5) in conjunction with Eurocodes load models for the design of HFMI-treated road
bridges where the treatment is performed before the application of self-weight stresses.
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FLM3  Fatigue load model 3

FLM4 Fatigue load model 4

HFMI  High-frequency mechanical impact
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