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ABSTRACT

Recent design requirements for traffic signal and sign structures incorporated fatigue load criteria related
to wind that are producing significant increases in size and cost. The Fourth Edition of the AASHTO
Luminaire and Traffic Signal Specification (2002 with interims) specification is a significant change to
past practice and often results in much larger and more costly structures. Here conservative principles
(envelope wind demands and infinite fatigue life) for design at increased cost even for those regions not
adversely affected by wind-induced fatigue. The states that do not have steady, sustained winds and have
not experienced significant fatigue failures have concerns with the larger and more costly structures. A
rationale basis for lowering the fatigue design loads may be appropriate.

This study compares fatigue failures with respect to wind power (expressed as a function of average wind
velocity). Inspection reports for approximate 2500 cantilevered traffic structures and 700 high-mast
luminaires were collected and analyzed for suspected fatigue cracking. Each structure was located
spatially and the associated wind power classification for that location was noted. (Wind power
classifications are used to site wind generators.) This paper is limited to traffic signal structures.

The inspected structures were classified as cracked or non-crack and then categorized by their wind
power classification and ambient average wind velocity. The probability of a structure having fatigue
cracks increases with greater wind power classifications. Structure orientation, pole diameter, mast-arm
length, in-service age, along with other details were also studied for their roles in in-service fatigue
performance. Structures in low wind power classes have a lower probability of having fatigue developing
cracks. The converse is true.
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1. INTRODUCTION

1.1 Problem Statement

Recent design improvements for traffic signal and sign structures incorporated fatigue load criteria related
to wind that are producing significant increases in size and cost. This current design specification is the
Fourth Edition of the AASHTO Luminaire and Traffic Signal Specification (2001 with interims). The
specification is based upon limited wind loading and fatigue resistance data and analysis provided by
NCHRP Report 411 and NCHRP 469. Based on these reports, a generalized fatigue load criteria was
developed and implemented. This AASHTO specification is a significant change to past practice and
typically results in much larger and more costly structures. Thus, states have been hesitant to adopt the
changes. The fatigue failures have been prominent only in certain areas of the country. The revised
specification applies conservative principles (envelope wind demands and infinite fatigue life) for design
in these critical regions; hence, the more costly structures for all regions. Thus, the states that do not have
highly sustained winds and have not experienced significant fatigue cracking have concerns with the
larger and more costly structures. States are searching for justification before accepting the new fatigue
design requirements. This study examines and compares fatigue failures with respect to wind demands
that create fatigue cycles. Sustained wind velocity is one of the keys to fatigue cracking; higher average
wind velocity produces a higher probability of fatigue cracking. This report includes traffic signal
structures (mast-arms) and high-mast poles.

1.2 Background

The fatigue loads considered by AASHTO are broken into four types: Galloping, Vortex Shedding,
Natural Wind Gusts and Truck Gusts. The purpose of these loads are to predict the loads that a structure
may experience due to naturally occurring winds, wind pressure load by large trucks and flow phenomena
around the pole and then compare the effects with the pole’s design resistance. The design should resist
these loads with a reasonable factor of safety, but if it does not, fatigue cracks can develop. These
different types of loads are further discussed in the literature review, but typically Galloping and Natural
Gusts control fatigue design for traffic signal structures.

Fatigue cracking depends on the size of a load and how many times that structure has been repeatedly
loaded. Typically fatigue cracks initiate in the base metal near the welds of structure connections. These
cracks increase in length over time and will eventually lead to a failure in the structure if not detected and
remediated (e.g., Figure 1.1).



Figure 1.2 Cantilever Traffic Signal and High-Mast Luminaire

Because fatigue cracking depends on the number of load cycles experienced, wind-caused cyclic loads are
important. Wind loads cause stress throughout the structure, but the stress is magnified due to stress
concentrations near the welds. Additionally, the connection welds are typically the weak details for
fatigue. A structure located in areas with nearly constant wind will accumulate load cycles more quickly
than a structure in areas with less frequent winds, thus developing fatigue cracks more quickly. Herein,
inspections of in-service structures for fatigue cracks were compared with applicable wind data. The
resulting data provides an added benefit as it is historical data to empirically evaluate the need for the
current broad-based fatigue specification.

1.3 Research Objectives

The primary study objective is to validate the use of wind power (the measure of energy available in the
wind) to predict fatigue damage in cantilever traffic structures. To accomplish this, inspection data for in-
service traffic structures was gathered and studied for evidence of fatigue cracking. The wind power for



each structure location was also determined. Finally, a statistical model was developed to study the
relationship between fatigue cracking and wind power.

A secondary objective was to determine if other in-service elements played a vital role in fatigue
cracking. Structure age, length, orientation, diameter, and various other aspects were investigated to
examine what affects they had on fatigue cracking performance.

The final objective is to provide recommendations for future AASHTO fatigue load criteria changes
based on the findings. The suggested modifications will hopefully lead to a less conservative specification
that allows structures in areas with no historical problems to allow more reasonable and less costly
designs than dictated by the current fatigue design provisions in AASHTO.

1.4 Organization of Report

This report is divided into seven chapters. A short literature review related to wind-induced vibration,
wind power theory, and binary logistic regression modeling is presented in Section 2. Section 3 discusses
the methods used in this study. Section 4 presents the results of the various analyzes performed and
Section 5 discusses the implications of these results. Study conclusions are presented in Section 6. Section
6 also provides the recommendations for future work and AASHTO modifications based on this study.
Finally, the references are provided in Section 7.






2. LITERATURE REVIEW

This section provides a broad overview into the general principles that underlay this project. However, no
similar research correlating wind power and fatigue cracking has been conducted.

2.1 AASHTO Specifications and NCHRP Reports

The fatigue criteria in the Fourth Edition of the AASHTO (2001) Luminaire and Traffic Signal
Specification (2002 with interims) are based on NCHRP Report 412 (Dexter, Kaczinski, and Van Dien
1998), NCHRP Report 469 (Dexter and Ricker 2002) and NCHRP 494 (Fouad, et al. 2003). These fatigue
design criteria attempt to model various aspects of wind-induced vibration reactions of typical traffic
structures. The Specification and these reports separate these vibrations into four types: Galloping, Vortex
Shedding, Natural Wind Gusts, and Truck Gusts. NCHRP Report 412 addresses research into each of
these areas and suggests a new approach to the AASHTO specifications for fatigue. Wind tunnel testing
used in the research showed examples of luminaire vibration. The report showed that these structures
have low natural frequencies and almost no damping, so they are susceptible to vibration and cyclic
loading. NCHRP Report 469 furthered the research presented in NCHRP Report 412, but with special
emphasis placed on vibration mitigation, increased inspections and awareness, and anchor rod testing.
The authors also suggested that the vortex shedding fatigue design needed further testing and refinement.
Wind speed map refinement, treatment of gusts, and the differences in design loads were the main issues
addressed in NCHRP Report 494.

The Fourth Edition of the AASHTO Luminaire and Traffic Signal Specification (2001 with interims)
covers fatigue design in Section 11. Five types of structures are considered: overhead cantilevered sign
structures, overhead cantilevered signal structures, high-level high-mast lighting structures, overhead non-
cantilevered sign structures, and overhead non-cantilevered traffic signal structures. Here, only the
cantilevered structures are considered. Another important aspect of the Specifications is the fatigue
importance factors (three categories) derived from NCHRP Reports 469 and 494 (AASHTO 2001, 11-6).
Category I are structures with mitigation devices, structures on roadways with speed above 35 mph,
and/or structures with average daily traffic volume in excess of 10,000. This category allows for no
reduction in predicted loads and the design specification is based on an infinite fatigue life. Category IlI
structures are any structure on roadways with speed limits of less than 35 mph and the design has been
calibrated to past practice with the associated limited fatigue life. Category Il is any structure that does
not fit into | or 111 and the design is based on the midway point between a Category | and I11 design.
These categories make a large difference (up to 70%) in the amount of expected load. The overall intent
of the importance factors are to make Category Il be a minimal change (small or no increase in diameter,
connection types) and Category | be a significant redesigning change (much larger diameters and heavier
duty connections) (Dexter and Ricker, Fatigue-Resistant Design of Cantilevered Signal, Sign, and Light
Supports 2002, 61).

2.2 Aeroelastic Behavior

This project does not directly address research into specifics of aerodynamic phenomena related to
cantilever structures like vortex shedding, galloping, wind gusts, or truck gusts. These phenomena are
known to cause fatigue cracking and exist for in-service structures. For these reasons, a short review of
the subject follows.

Natural Wind gusts are simply modeled as equivalent static pressures, and typically cause other wind

phenomena like galloping or vortex shedding. Vortex Shedding occurs when vortices are shed on
alternate sides of a symmetric member (i.e. no attachments). This results in a varying load which creates
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vibrations perpendicular to the wind direction (Phares, et al. 2007, 8). If these vibrations reach resonance
with the structure, large displacements can occur. These displacements translate into stress which is
resisted by the structure, connections, and welds. Typically only luminaire support structures have
problems with vortex shedding because the other traffic structures have irregular geometry with attached
signs and signals. VVortex shedding tends to occur with steady continuous winds between 5 and 15 m/s or
11 and 34 mph (U.S. Department of Transportation Federal Highway Administration n.d., 10-11). A more
in-depth explanation of vortex shedding can be seen in Phares, et al.

Galloping is a phenomena that occurs in structures with asymmetric members. This is usually found in
mast arms with signals or signs attached. Typically a strong wind gust will cause initial vibration. Then
steady winds keep the vibration going and may amplify it. Eventually, if the vibrations reach critical
frequency of the structure, the vibrations lock-in and grow in magnitude, causing large displacements.
These vibrations typically lock into the first mode (approximately 1 Hz) and make mast arms sway in the
vertical direction (Hamilton, et al. 2004, 5). Galloping needs uniform steady winds to occur, not gusty
winds (U.S. Department of Transportation Federal Highway Administration n.d., 12). Another key
element to galloping is that the structure needs to be able to twist as well as move vertically, which
implies flexible mono-tubes are especially susceptible to this type of wind phenomena. Fatigue cracking
from this type of loading typically takes several years to develop and these cracks tend to be found in the
mast-arm-to-pole or base connections. Interestingly, galloping in structures can be decreased by adding a
damper of some sort to the end of the mast arms. This has been proven to be an effective way to reduce
fatigue due to galloping (Dexter and Ricker, Fatigue-Resistant Design of Cantilevered Signal, Sign, and
Light Supports 2002, 25).

Truck Gusts are generally just modeled as equivalent static pressures. These pressures are not constant,
but repeated loads from truck passages create a fatigue loading situation. Truck Gusts are created by a
truck passing below a structure. The air displaced by the truck pushes upward as it approaches the
structure, then pulls air back down as it pass the structure (Hamilton, et al. 2004, 5). These pressures are
affected by the speed of the truck and the distance the bottom of the mast arm is from the top of the truck.
The closer the truck is to the mast arm, the more pressure created. There are no known failures due to
truck gust fatigue cracking for cantilever sign and signal structures, but there are suspected failures in
variable message sign structures due to their large horizontally projected areas (Dexter, Kaczinski, and
Van Dien 1998, 14).

2.3 Fatigue Cracking

Fatigue cracks develop from cyclic loading that causes stress ranges. The variable stress ranges can be
modeled as constant amplitude loading. The difference in applied stress (stress range) causes fatigue
cracking, not the magnitude of the load. Given this, dead loads may not be relevant to fatigue cracking.
This means stress fluctuation, not the overall stress magnitude, controls fatigue cracking (U.S.
Department of Transportation Federal Highway Administration n.d., 13). Additionally, the limit strength
(i.e. yield stress) and type of steel has negligible effects on the fatigue resistance of a structure. Different
materials will have different fatigue resistance, likely aluminum will have less resistance than steel, but
different alloys of the same type of materials will have little difference in fatigue resistance. Additionally,
different types of welding processes have little effect on resistance.

“The welding process and minor deviations in weld quality from AWS D1.1 standards,
while important, also do not typically have a significant effect on the fatigue resistance.”
(U.S. Department of Transportation Federal Highway Administration n.d., 13)



The exception to the above statement is when welds are not tied into each other at weld terminations.
Fatigue cracks typically initiate at the weld toe of mast-arm or base plate connection; the crack occurs
because the welds and connections create stress concentrations at high-stress regions. Chen, et al. (2003,
53) showed the weld profile does not change cracking significantly. Their research also concluded that
weld quality was important and, if a weld has undercutting at the toe, it is much more likely to develop
fatigue cracking.

Fatigue cracks typically form in structures that are subjected to stress ranges greater than the fatigue
thresholds at its critical details. Basically, fatigue cracking typically comes from under-designed
connections, and the lack of knowledge of applicable loads. This means structures should not designed
uniformly throughout the country, but should be designed on a region-specific manner. For instance,
fatigue cracking and fatigue failures have been found in areas of high wind velocity in Missouri (Chen, et
al. 2003, 3), Wyoming (Hamilton, et al. 2004), lowa (Phares, et al. 2007), Pennsylvania, Illinois and
many other states, but fatigue cracking in the lower average wind velocity areas is less common.

2.4 Wind Power

Wind power is the measure of energy available in the wind at a specific location. The term comes from
the energy-producing industry for wind turbines. The wind power quantity depends on the wind velocity,
air density, and the area of sweep by a wind generator blade. Equations 1 through Equation 4 are all ways
to express wind power. The air density and wind generator area are not overly important factors for this
research because they do not vary much, or can be assumed to be constant throughout an area of interest.
The wind velocity is the key component and because wind velocity is a cubed term, it has the potential to
increase wind power greatly with small increases in wind velocity.

1 Equation 1 (lowa Energy Center 2006)
W z,ﬂ-ﬂ'l"ﬁ

B Equation 2 (lowa Energy Center 2006)

P = 13-

r
W=a EEIJEZ.Q@S{U g 9td. Equation 3 (lowa Energy Center 2006)
W —a0 Gﬂsﬂmﬁiﬂwm} Equation 4 (lowa Energy Center 2006)
iﬂg) N Equation 5 (lowa Energy Center 2006)

o = 17 (=

1 i "

2o Equation 6 (AWS Scientific Inc. 1997)

vz = vl
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where:
W = Wind Power
p = Air Density
A = Rotor Area
v = Wind Velocity
T = Temperature in Rankine
P = Pressure in Inches of Mercury Adjusted for Elevation
v, = Wind Velocity at Height 2
v; = Wind Velocity at Height 1
Z, = Height of Wind Velocity of Interest
z; = Height of Wind Velocity Measurement Device (Reference Height)
N = Roughness Coefficient
a = Wind Shear Coefficient

Wind power as a source of energy has been on the rise throughout the United States (AWS Scientific Inc.
1997, 3-2). Due to this, wind power maps have been published for each state as a guide for locating wind
power generators. These maps were originally generated by the U.S. Department of Energy by using pre-
1979 wind velocity measurements along with topography and landform characteristics to create the Wind
Energy Resource Atlas of the United States (National Renewable Energy Laboratory 1982). These maps
were then verified using 270 post-1979 measurement sites. These maps have recently been updated using
computer simulations and historical data from the National Climatic Data Center to create wind power
maps for 50 meters (164 feet) above the ground surface (U.S. Department of Energy n.d.). Both of these
maps use variations of Equation 5 and Equation 6 to convert wind velocities measured at station and to
wind velocities at 50 meters. The values of alpha or N used for Equation 5 and Equation 6 can be seen in
Table 2.1. Figure 2.1 shows the effect of the different values of N. As the value of N increases, the ratio of

the velocity will increase. Figure 2.2 shows different wind velocities graphed used Equation 5 and an N of
0.143.

To generate site-specific wind power data, the following are required: station location and height, local
topography, anemometer height and exposure, type of observation (instant, average), and duration of data
record (AWS Scientific Inc. 1997). Wind power maps express the energy in the wind; this wind impacts a
structure causing it to vibrate, which creates load cycles that can create cracks. Additionally, wind power
maps are standardized and the methods used to create them are thoroughly calibrated. They are readily
available, hence convenient and economical for the AASHTO community.

Table 2.1 Roughness Coefficients N - (lowa Energy Center 2006)
and o - (AWS Scientific Inc. 1997

Ground Cover Description o N

Smooth Surface: Oceans, Sands 0.10 0.10
Low Grass Land or Fallow Grounds 0.143 0.16
High Grass Land or Low Row Crops N.A. 0.18
Tall Row Crops or Low Woods N.A. 0.20
High Woods or Small Towns N.A. 0.30
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2.5 Binomial Logistic Regression

The relationship of wind demand (wind power) to fatigue cracking was studied using a logistic regression
model. Poles were considered either cracked or not cracked, which is a binary response. Binary data are
common and models are available for a wide variety of applications ranging from engineering to medical
sciences (Hadjicostas 2006, 629).

Binary logistic regressions employ three scales: (log(odds) (also called logits), odds, and probability
(Equations 7, 8, and 9 respectively). Here, a cracked pole is assigned a value of one and an uncracked
pole is assigned a value of zero. To create a BLR for this type of response, a line is fitted so that all
responses are between 0 and 1 (e.g., see Figure 2.5). A model (line) is created using Equation 7 through
Equation 9 (Perkins, et al. 2007, 93). An example of the equation results using an o.= +/-10 and a p = -
/+0.2 are shown in Figure 2.3 through Figure 2.5.

Models may be validated several ways. Probably one of the oldest validation methods is to create the
model using a training sample and testing the model using a holdout sample (Oral 2006). This method
tests the predictability of the model, but it is potentially flawed by not using all the known data to create
the model. Other types of tests include goodness-of-fit tests (GOF). The most common type of GOF tests
are the Pearson x? test, the deviance test and the Homer-Lemeshow statistic. A more complete description
of these tests along with a few others are described by Lin and Myers (2006). If the null hypothesis of a
zero slope (B = 0) is true, then the proportion of poles that crack does not change in association with
changes in a putative predictor variable.

Logit =« +fx Equation 7

Qdds Ratio (OR) = e“*éx Equation 8
OR

Probability (P) = m

Equation 9
where:

o. = Binary Regression Model Intercept

/8 = Predictor Coefficient

x = Predictor Value
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Figure 2.3 Example of Binary Regression Results: Logit Scale
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Figure 2.4 Example of Binary Regression Results: Odds Ratio Scale
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Binary Regression Results (Probability)
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3. METHODOLOGY

3.1 Introduction

The 2001 Standard Specifications for Structural Supports for Highway Signs, Luminaires and Traffic
Signals states that fatigue should be considered for overhead cantilevered sign structures, overhead
cantilevered traffic signal structures, high-level high-mast lighting structures, overhead non-cantilevered
sign structures, and overhead non-cantilevered traffic signal structures (AASHTO 2001). While many
sources support this specification (see Literature Review), there is resistance from states for adoption due
to the impact in structure size and cost for the conservative requirements. Many states do not have
sustained winds and they have not experienced significant fatigue cracking. This study examines the
relation between wind demand and fatigue failures. A simple way of predicting the magnitude of fatigue
load is by getting the average annual wind velocity. The wind velocity can be computed by relating wind
power to wind velocity (Equation 3). This is achieved by comparing the location of each structure to
existing wind power maps. Finally, the results of structure cracking and average annual wind velocity are
examined to determine if a correlation exists between the wind power classes (WPCs) (ranges of average
annual wind velocity) and fatigue cracking. The following sections describe the methods used to complete
these goals.

3.2 Data Collection

Inspection data were collected to relate observed in-service performance with the ambient winds,
specifically wind power and average wind velocity. With adequate data, the effect of wind on fatigue
cracking within cantilever traffic structures in different WPCs was statistically correlated. State
departments of transportation (DOTs) own and maintain a significant number of these types of structures,
and likely have the best inspection records. A significant portion of these structures are also owned by
local agencies such as municipalities, counties, and other roadway authorities.

An initial (brief) survey was distributed to 50 state bridge engineer offices. The initial survey inquired
about the existence and completeness of inspection data on cantilever traffic signal poles and high-mast
luminaires. The survey polled for failures for cantilever traffic structures or high-mast luminaires and
associated details. The survey concluded with contact information for the person with whom to follow up
for a subsequent, more comprehensive survey. Twenty responses were received as illustrated in Figure
3.1. Few states have comprehensive inspection and several are just beginning formal programs.

13
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Figure 3.1 Survey Response

Based upon the review of the initial surveys, Wyoming, Kansas, Alaska, Michigan, Colorado, New
Mexico, Pennsylvania, lowa, and North Dakota were contacted to share their inspection data. Wyoming,
Kansas, Alaska, Michigan, and New Mexico sent their current inspection data. lowa provided a report
about high-mast luminaires and Pennsylvania had some failures in the Lake Erie region, but no inspection
program statewide. New Mexico was in the process of converting its inspection reports into a database
format. Of the structures it had converted, they had no significant cracking related to fatigue. Colorado is
in the process of conducting inspections and plans to have full inspection data in the future. North Dakota
just inspects high-mast luminaires and had only a list of structures, their location and general condition.

Wyoming, Alaska, Kansas, and Michigan provided the most complete set of inspection records. These
records included the structure condition, year the structure was erected, arm lengths, orientation, and
many more items. Wyoming and Alaska also had partial records of type of connections. Kansas provided
information on base-plate thickness and Michigan’s inspections focused toward the bolts and base
condition.

3.3 Data Organization

The inspection data provided by the different states came in two general formats. Wyoming and Michigan
provided inspection data as Microsoft Excel sheets, and Kansas’ and Alaska’s data were in a Microsoft
Access database format. To organize the data, a template Excel sheet was used. The template held data
fields that were most common for all the inspection files. The most common fields included: structure
identification, inspection data, year built, structure type, structure sub type, location, damage, structure
orientation, shape, arm length, connection type, manufacturer, and base-plate thickness. However, not all
data were known for each structure. Using Microsoft Access, Kansas’ and Alaska’s data were transferred
into the template Excel sheet, and Michigan and Wyoming’s data were reorganized to match. Once the
data were contained in a consistent format, the WPC was determined based upon each structure location.

14



3.4 Wind Power Classification

The next step was to gather wind power information for the location of each pole. Originally, the power
class was gathered from the 1980’s Wind Energy Resource Atlas of the United States (Figure 3.2),
however after more research, maps were used from the Department of Energy's Wind Program and the
National Renewable Energy Laboratory (NREL) (Figure 3.3). The NREL maps are more current than the
Atlas and provide more classifications that are specific. This project uses wind power maps generated by
estimating the average wind speeds at 50 meters (164 ft) above the ground. The average wind is
determined using a combination of GPS mapping tools, satellites, weather balloons, and meteorological
tower data. NREL, along with some private companies, are generating these maps in an effort to make
investing in wind power generation more predictable and, therefore, more economically feasible. Herein,
these maps were used to classify the wind power associated with each structure’s location. To classify
each, the GPS coordinates provided by inspection records were plotted using ArcGIS and overlaid over
county maps. The county location is then added to the Excel sheet for each structure. Next, the county
maps are compared to the wind power classification maps. If a county is in one type of classification, all
structures in that county are given that wind power classification. However, if a county holds multiple
classifications, then each structure inside the county is compared to the wind power map. The process
originally planned was to associate the GIS data to recreate the wind power maps using ArcGIS and then
overlay the structures. Due to the proprietary nature of some of the data, the wind power maps were never
recreated using ArcGIS. The wind maps were printed and using a backlight the hard-to-place structures
were classified. This restriction leads to a less automated, more labor-intensive process.
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Figure 3.2 Kansas Wind Power (National Renewable Energy Laboratory 1982)
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Figure 3.3 Kansas Wind Power (Kansas Corporation Commission 2004)

Figure 3.2 and Figure 3.3 are wind power maps of Kansas. Figure 3.2 was taken from the Wind Energy
Resource Atlas of the United States. This publication was updated in 1983 and provides low-resolution
maps for the entire United States. Figure 3.3 was taken from Kansas Corporation Commission Energy
Program. This map was developed by a private company, Coriolis-AE, using WindMap™ a (Kansas
Corporation Commission 2004) program based on a mass conserving 1970s model developed by the U.S.
Department of Energy. The model was verified by wind data collected at exposed ground level and
projected to 50 meters (Kansas Corporation Commission 2004). Note that the 50-m reference height is an
important feature and is the need for using Equation 2 to predict the velocity profile within the boundary
layer.

3.5 Structure Inspection Database Discussion

The original inspection data included comments about each structure. Typically, the comments were
limited to deficiency in the structure like “3 of 4 bolts are missing” (Kansas Department of Transportation
2005, LTB0628) or “4 inch longitudinal crack at splice” ((Kansas Department of Transportation 2005,
LTBO0703). However, non-structural comments like “Handrail pin is bent, preventing handrail from being
lowered” were also included (Kansas Department of Transportation 2005, SPB5194) or “New pole,
*Don’t know how to measure*” (WY-DOT 1998, SN2078). Each pole was given an importance factor of
either a zero or one. Zero meant the pole had no reported cracking and one meant the structure was
cracked in some location. Unless specified in the comment, cracking was assumed to be related to wind
and was included in the statistical study. Some poles were cracked for non-wind-related reasons, like
traffic collisions and projectile damage. These structures were not counted as cracked. In the descriptive
comments, structures sometimes had multiple cracks. However, to not double count structures, each
structure was categorized as either cracked or not cracked. The degree or amount of cracking was not
guantified, nor typically available.
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3.6 Statistical Analysis

Basic statistical analysis was completed once the inspection data for the structures were sorted. The first
analysis was to get an approximate estimate of the percentage of cracked poles associated with each wind
power classification. The number of cracked and uncracked poles in each WPC was determined and used
to compute the percentage of cracked poles. This coarse statistic showed an increase in pole cracking as
the wind power classification increases and a more in-depth analysis was warranted.

Of particular concern was if the wind power (or average wind velocity) was a significant predictor and if
other parameters affect the pole fatigue cracking as well. Other parameters such as pole design, age, and
orientation might provide other useful information and predictive metrics. These parameters were studied
with a histogram of the cracked versus uncracked structures (e.g., Figure 3.4). The next step was to
further sort each category by wind power classification (e.g., Figure 3.5). For each category that
possessed 30 or more known elements, histograms were created. Figure 3.4 and Figure 3.5 are examples
of typical histograms study and their interpretation of these particular figures is discussed later.
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Figure 3.4 Sorted Structure Orientation
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Figure 3.5 Sorted Structure Orientation for WPC-1

3.7 Modeling

The basic analyses were next supplemented with more advanced statistical analyses with several methods
investigated. The first method was to use the percent of poles cracked in each WPC and fit an exponential
regression. This method had several flaws: it only took into account the WPC-1, WPC-2, WPC-3, and
WPC-4; it had no upper limit on the percentage of structures cracked and it did not fit the data well. The
next method was to use the cumulative percentage of structures cracked. This method had the same flaws
as the previous method, with an additional flaw of assuming a cracked structure in WPC-1 would also be
cracked in WPC-2, WPC-3, and WPC-4. The final method to model the cracking behavior was using a
logistic regression model. The binomial regression was chosen because it presumes a data set has only
two responses (0 or 1, yes or no, tall or short, etc.) and the regression is limited to values between the
values of the response (Taylor 2005).

The binomial regression lends itself to this study because a structure was either cracked or not cracked
(one or zero). Another advantage of logistic regressions was, unlike linear regression which predicts the
actual values of the response variable, logistic regression models the probability associated with each
level of the response variable by finding a linear relationship between predictor variables and a link
function of these probabilities. (Minitab 15, 2008)

Logistic binominial regression were done with the statistical package Minitab. The regression was run
with the binominal regression option. Several different runs were completed to gain the best model for the
crack prediction. For the regression, the average wind speed of each power class was used as a predictor
(Table 3.1) and the response variable was the cracking status. The structures used were only in WPCs 1
through 4. Then several runs were completed using different combinations of average wind speed
combined with the variables mast-arm length, structure age, structure orientation, and structure
manufacturer as predictors.
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Table 3.1 Wind Power Classification Wind Speed Categories

Wind Power Class (WPC) | Wind Speed At 50 m (mph) | Mean Speed

Class 1 0-12.5 6.25
Class 2 12.5-14.3 134
Class 3 14.3-15.7 15
Class 4 15.7-16.8 16.25
Class 5 16.8-17.9 17.35
Class 6 17.9-19.7 18.8
Class 7 >19.7 -

These models illustrated that WPC-1 needed to be subdivided to include several average wind speeds
(data bins). Only WPC-1 was further subdivided because it has 12.5 miles per hour range of speeds,
where the rest of the classes included in the model have a range of less than two miles per hour. For all of
the poles in WPC-1, the average wind speed was reorganized using the mean annual wind speed at nearby
airport sites, known county speeds, or known city speeds. Typically, these values came from the National
Climatic Data Center (NCDC), a branch of NOAA (National Climatic Data Center (NCDC) n.d.). Ifa
reasonable estimate for mean wind speed in WPC-1 could not be determined for the location of structure,
it was assumed to be the mid-point of WPC-1, or 6.25 mph. The midpoint estimate was used for 49 out of
the 1098 (4.5%). In addition to collecting the mean wind speed, the measured height reference was
recorded and Equation 10 was used to place both sets on a common basis, i.e., the mean wind speed at 50
meters. A wind shear component (alpha) of 0.143 was used for all the locations. This number represents a
wind profile in a well-mixed atmosphere over flat, open terrain. The model could be further refined by
gathering site-specific terrain characteristics to determine alphas. An example of Equation 10 using the
mean wind speed in Juneau, Alaska, of 8.2 mph measured at six meters above the ground results in a wind
the speed at 50 meters above ground of 11.1 mph.

&3 = .
Pz=1 [E Equation 10

where:
v, = the unknown mean wind speed at height z,
vy = the known mean wind speed at height z;
a = the wind shear exponent [0.143 (AWS Scientific Inc., 1997 pg 3-3)]

After the mean wind speed for WPC-1 was reassigned, the binary regression model was executed. Finally,

approximate confidence bounds were placed on the regression, using the variance of the regression and
the sample size.
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4.  ANALYSIS OF MAST-ARM AND HIGH-MAST
FATIGUE FAILURES

4.1 Mast-Arm Crack Predictors

The structures were divided into two groups, mast-arms and high-mast luminaires. The following section
pertains only to the mast-arm structures.The average wind speed, structure orientation, mast-arm length,
structure age and manufacturer were available using inspection data for approximately 2,500 structures.
The following tables and figures show the characteristics of these data.

Figure 4.1 Typical Mast-Arm Structure

4.1.1 Orientation

The traffic signal structures have mast arms that cantilever over a portion of a roadway. Typically signs,
signals, or lights are attached to these and the direction the observer is facing is considered in their
orientation (Figure 4.1). For example, a driver traveling north in Figure 4.2 would be able to read
information from the sign on a structure in the northeast corner. This means that the structure located in
the northeast corner would be oriented north, the southeast corner would be oriented east, and so forth.
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Figure 4.2 Structure Orientation
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The orientation does not appear to play a significant role in the likelihood of a structure to crack. As
illustrated in Figure 4.3, the total number of structures is approximately the same in each category, along
with the number of cracked structures. The hatched bars on Figure 4.8 also show that the percent of
structures cracked is approximately the same (a difference of 2.3% at most). Figure 4.4 through Figure 4.7
represent the orientation of the total and cracked structures divided into each WPC. For WPC-1 and
WPC-2, no significant trend exists illustrating that cracking increases for one orientation versus another.
However, in WPC-3 the structures with an eastern orientation have a high cracked percentage and when
structures with an east or west orientation are compared with the south or north orientated structures,
there is a difference of almost 15%. WPC-4 also shows a similar trend, with east and west structures
having a combined cracking percentage 8.8% higher than the north and south. In summary, a trend with
the orientation exists whereby structures in higher WPCs are more likely to be cracked with east-west
orientation.
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Figure 4.3 All WPCs Orientations and Cracking Status
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Figure 4.8 Orientations and Percentage of Cracked Structures

The aggregated inspection data shows no significant cracking trend related to orientation. However, this
does not completely exclude orientation as a predictor. The aggregated inspection data does not take into
account prevailing wind direction which may play a significant role. Figure 4.9 shows the annual
prevailing wind direction for a few sites. These were made using records taken from the National
Climatic Data Center (National Climatic Data Center (NCDC) n.d.) and cross-checked with a summary
table from the Western Regional Climate Center (Western Regional Climate Center n.d.). Next, the
inspection data were sorted for orientation and cracking status for each location in Figure 4.9. The results
can be viewed in Table 4.1 and Table 4.2. In Table 4.2, the highlighted values show the maximum
cracking percentage for each location. It can also be seen that the total number of poles in each orientation
is roughly the same for the locations with a large number of poles. For the combination of north/south and
east/west structures, the prevailing wind direction matches five out of nine times. Including the off angles,
all the prevailing winds match for all locations. However, this is not particularly helpful on all locations
because the prevailing wind direction is not constant or even available for all structure locations. With
additional research in site specific trends, guidelines for inspection frequency could be influenced. The
orientation of the structure does play a role in fatigue cracking and should be considered for future work.
In summary, poles orientated perpendicular to the prevailing wind direction are more likely to crack.
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Figure 4.9 Wind Roses for Select Sites

Table 4.1 Mast-Arm Orientation and Cracking vs. Prevailing Wind Direction

WPC Prevailing Wind _ Maximum . Maximum _

(Based on Wind Roses) Direction Cracking % NS or EW Cracking %
Evanston, Wyoming WPC 2 Southwest North and South 12.5% NS 12.5%
Johnson County, Kansas WPC 3 South South 2.4% NS 2.1%
Anchorage, AK WPC 1 North South 3.2% NS 2.5%
Casper, WY WPC 4 Southwest East 50.0% EW 48.1%
Sheridan, WY WPC 1 Northwest West 37.5% EW 25.0%
Cheyenne, WY WPC 3 West West 28.3% EW 21.6%
Rawlins, WY WPC 4 West Southwest South 50.0% EW 40.0%
Riverton, WY WPC 1 West West 36.4% EW 30.4%
Laramie, WY WPC 3 Southwest North 23.5% EW 22.2%
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Table 4.2 Mast-Arm Orientation and Cracking Percentage

Orientation North East South West | North and South | East and West 1" All Directions
Evanston, Wyoming Total 8 9 8 7 : 16 16 : 32
WPC 2 Cracked 1 0 1 0 | 2 0 | 2
% Cracked 12.50% 0.00% 12.50% 000% | 12.50% 0.00% I 6.25%
Johnson County, Kansas Total 55 27 41 20 ! 96 47 ! 143
WPC 3 Cracked 1 0 1 0 i 2 0 K 2
% Cracked 1.82% 0.00% 2.44% 000% | 2.08% 0.00% ] 1.40%
Anchorage, AK Total 168 170 157 177 | 325 347 | 672
WPC 1 Cracked 3 3 5 3 : 8 6 ! 14
% Cracked 1.79% 1.76% 3.18% 169% | 2.46% 1.73% i 2.08%
Casper, WY Total 38 42 40 39 | 78 81 | 159
WPC 4 Cracked 18 21 13 18 | 31 39 | 70
% Cracked 47.37% 50.00% 32.50% 46.15% | 39.74% 48.15% y 44.03%
Sheridan, WY Total 14 8 14 8 I 28 16 I 4
WPC 1 Cracked 1 1 3 3 | 4 4 | 8
% Cracked 7.14% 12.50% 21.43% 3750% | 14.29% 25.00% I 18.18%
Cheyenne, WY Total 38 51 37 46 | 75 97 | 172
WPC 3 Cracked 7 8 8 13 I 15 21 I 36
% Cracked 18.42% 15.69% 21.62% 28.26% | 20.00% 21.65% I 20.93%
Rawlins, WY Total 6 5 4 5 I 10 10 I 20
WPC 4 Cracked 1 2 2 2 i 3 4 i 7
% Cracked 16.67% 40.00% 50.00% 40.00% | 30.00% 40.00% I 35.00%
Riverton, WY Total 9 12 7 11 | 16 23 | 39
WPC 1 Cracked 2 3 2 4 I 4 7 I 11
% Cracked 22.22% 25.00% 28.57% 36.36% 25.00% 30.43% i 28.21%
Laramie, WY Total 17 18 16 18 | 33 36 | 69
WPC 3 Cracked 4 4 2 4 | 6 8 J 14
% Cracked 23.53% 22.22% 12.50% 220% | 18.18% 22.22% ! 20.29%
Rock Springs, WY Total 16 14 14 13 | 30 27 | 57
WPC 3 Cracked 7 5 6 7 I 13 12 I 25
% Cracked 43.75% 35.71% 42.86% 53.85% | 43.33% 44.44% | 43.86%
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4.1.2 Mast-Arm Length

The length of a mast arm can amplify the movements resisted by welds and possibly increase the
associated localized stress concentrations. The longer a mast arm, the longer the movement arm is
which increases the movement at the connection to the vertical pole; this location is a likely place
for cracking to occur. To examine if the mast-arm length was a significant predictor, the
following figures and tables were developed. Table 4.3 shows that the mean length for all the
mast arms are approximately 35 feet and that the mean length for all the cracked structures is 33
feet. There is no appreciable trend in the average arm length for structures depending on their
wind power class for the total of the structures. There is a small increase in mean for the cracked
structures with an increase in WPC, with the exception of WPC-2. Figure 4.10 through Figure
4.14 show histograms of mast-arm lengths for the total and cracked structures, and divides them
into different WPCs. A left skewed distribution can be fitted to the mast arms in Figure 4.10 for
both the total and cracked structures. However the trend does not hold for when the structures are
divided among into their individual WPCs. Each WPC histogram has a different shape and
different mean.

Table 4.3 Average and Extreme Mast-Arm Lengths

Total Structures Mast-Arm Lengths (ft) Cracked Structures Mast-Arm Lengths (ft)

WPC| Mean| Minimum| Maximum [ Standard Deviation | Mean | Minimum | Maximum| Standard Deviation
All_[ 34.70 6.00 93.00 12.55 32.51 10.00 50.00 8.32
1 38.39 6.00 76.00 12.04 31.24 10.00 46.00 9.71
2 31.08 6.00 93.00 14.22 27.64 10.00 45.00 8.59
3 33.08 15.00 50.00 9.45 32.31 15.00 50.00 7.10
4 30.13 6.00 52.00 11.13 35.13 15.00 50.00 8.47
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Figure 4.10 Lengths and Cracking Status for All WPC
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Figure 4.12 Lengths and Cracking Status for WPC-2



80

70

60

50

M Total

30 -
B Cracked

20

Number of Structures
N
o

10

0_ =T T T T 1
5 10 15 20 25 30 35 40 45 50 55 60 65 70

Mast Arm Length (ft)

Figure 4.13 Lengths and Cracking Status for WPC-3

100
90
80
70
60

50
40 M Total

30 B Cracked
20

10 -
0' | — T T 1
5 10 15 20 25 30 35 40 45 50 55 60 65 70

Number of Structures

Mast Arm Length (ft)

Figure 4.14 Lengths and Cracking Status for WPC-4

A more rigorous way to examine the effect of mast-arm length rather than just simple histograms
is comparing the cracked percentage of structures with mast-arm lengths. Aggregating the data,
no significant trend between length and cracking is demonstrated (Figure 4.15). However, when
the structures are sorted and presented, some interesting trends appear. The percentage of poles
cracked by length shown in Figure 4.16 and Figure 4.17 for WPC-1 and WPC-2, respectively,
reflect a downward trend in cracking with an increase in arm length. WPC-1 has more poles
cracked around 10 feet than any other power class, however this may not be meaningful because
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the category has only six poles and one of those is cracked (1/6 = 16.7%). Figure 4.18 shows an
initial high crack percentage at 15 feet, but it also has a lack of data (only three poles and one is
cracked). Excluding the 15 feet bin, the cracking percentage increases until 30 feet and then
decreases with longer arms. The WPC-4 (Figure 4.19) cracking percentage is in the low 30’s for
mast arms between 15 and 20 feet. For mast arms 25 feet and longer, there is a steady increase in
cracking percentage with mast-arm length until the arm lengths exceed 45 feet. Figure 4.20 is a
combination of the graphs presented in Figure 4.15 through Figure 4.19. Length as a sole
predictor has varying value for this study. The cracking in WPC 1 through 3 peaks between 10
and 20 feet then steadily decreases with increasing length. For these wind power classes, length is
valuable as a predictor, showing that shorter arm length increase fatigue cracking chances. This
result is counter intuitive considering longer arms create larger stress ranges. For WPC 4, the
results show a fairly constant cracking percentage for all lengths. This means that sustained winds
do not affect the mast arms in the same manner areas with less sustained winds. While these are
interesting results, they do not lend themselves to fatigue crack modeling as a function of mast-
arm length alone.
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Figure 4.15 Percent of Structures Cracked in All WPCs by Mast-Arm Lengths
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Figure 4.20 Mast-Arm Length and Percentage of Cracked Structures

4.1.3 Age of Structure

A structure’s age is associated with the potential number of load cycles experienced. Also, the
older a structure is, the more likely it is to experience fatigue damage which could also potentially
weaken the structure. To examine these effects, the following histograms and percentage graphs
were created. Table 4.4 shows the average age of the structures along with the minimum and
maximum age for both the total and cracked structures. The mean for each WPC is provided and
for all classes combined (All). A minimum age of zero means the structure was erected during the
same Yyear the inspection was completed. By examining the minimum age for Cracked Structures
Age, at least one structure was either cracked previous to erection or shortly after erection in
WPC-3. Another noticeable observation from Table 4.4 is the average age of a cracked structure
increased 2.5 years per WPC, which is the opposite of what was expected. No trend exists in the
average age of the total structures in comparison to WPCs.

Table 4.4 Average and Extreme Ages

Total Structures Age (years) Cracked Structures Age (years)

WPC Mean | Minimum| Maximum |Standard Deviation | Mean | Minimum| Maximum [ Standard Deviation
All 11.80 0.00 30.00 6.46 12.52 0.00 26.00 5.37
1 6.83 0.00 25.00 5.68 7.19 3.00 17.00 5.46
2 14.19 0.00 30.00 5.91 10.23 4.00 18.00 5.35
3 9.96 0.00 22.00 5.72 12.55 0.00 22.00 4.53
4 13.83 0.00 30.00 6.27 14.95 1.00 26.00 5.00

As illustrated in histograms shown in Figure 4.21 through Figure 4.25, the majority of the
structures are between 10 and 22 years old. Also, approximately 110 structures are one year old
or less. Unfortunately, few structures are older than 23years. The histograms also show that the
distribution of poles is not even between the WPCs. WPC-1 has a large number of new poles (0-5
years old), few middle age poles (6-15 years old) and some old structures (older than 15 years).
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WPC 2 has a large number of middle and old age structures, WPC-3 is mostly middle age and
WPC-4 is mostly old age structures. It is interesting that the older poles are located in the highest
WPC (Table 4.4 and Figure 4.21). One reason for this is urban centers are typically located in the
lower wind power areas, and as towns and road expanded, structures are replaced more
frequently. It also can be just a characteristic of the sample available.
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50
45
40
35
30

25
20 M Total

15 - E Cracked
10 -

Number of Structures

1 2 3 4 6 8 1012 1416 18 20 22 24 26 28 30

Age (years)

Figure 4.22 Age and Cracking Status for WPC-1



80

70

60

50

40
H Total

30
[ Cracked

20

Number of Structures

10

0_.
1 2 3 4 6 8 101214 16 18 20 22 24 26 28 30

Age (years)

Figure 4.23 Age and Cracking Status for WPC-2

140 7

120 7

100 7

80 ]

60 1 N Total

40 E Cracked

20

1 2 3 4 6 8 10 12 14 16 18 20 22

Number of Structures

Age (years)

Figure 4.24 Age and Cracking Status for WPC-3

36



80

70

60

50

40

30 # Total

Cracked

Number of Structures

20
10

Jilla ,n,ﬂlﬂjljﬂ;T o

1 2 3 4 6 8 1012 14 16 18 20 22 24 26 28 30

Age (years)

Figure 4.25 Age and Cracking Status for WPC-4

Examine the percentage of structures cracked with age. Figure 4.26 shows the crack percentage
for all the WPCs combined with two peak cracking periods, one for structures between four and
six years old and the second one for structures between 13 and 14 years old. A high percentage of
poles cracked every year after year six (with the exception of year 12), so there no real trend of
increased cracking with age.

Once the structures were split into WPCs some interesting trends were observed. Figure 4.27 is
the cracking percentage for WPC-1. This graph shows that if a structure survives through year
six, it is not likely to crack until year 16. Potentially, this means a structure located in WPC-1
could be inspected regularly early in its life and then inspected less frequently thereafter. The
same trend is illustrated in Figure 4.28 for WPC-2 with some small amount of cracking occurring
between the two peak times. For both of these WPCs, the mean annual wind speed is relatively
low, which creates fewer load cycles. This means structures would have to be older before they
would see enough significant load cycles to crack from fatigue. The earlier cracking could be
from any material or weld flaws, which lower the fatigue life of the structure.
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Figure 4.26 Percent of Structures Cracked in All WPCs by Age

The cracked percentage for WPC-3 shows (Figure 4.29) peak cracking to occur at eight and 16
years of age. This is a similar cracking trend as in WPC-1 and WPC-2, but with more cracking
between the two high points. Figure 4.30 shows the cracked percentage per age for WPC-4.
Structures one year old or less have a cracking percent of 19%, years 10 through 20 have varying
cracking percentages and year 26 has a high cracking percentage. In Figure 4.31, the cracking
percentages for each WPC is shown along with all classes combined. Here, the result of each is
compared to the others. The age data shows that for all wind powers, fatigue cracking occurs
early and then later in life. This Darwinian behavior is an important observation for fatigue
cracking in low wind powers and might guide inspection strategies.
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Figure 4.31 Age and Percentage of Cracked Structures

4.1.4 Manufacturer

In Wyoming only, inspection data included the manufacturer for a significant number of
structures. There are only 261 structures for which the manufacturer is known (~10 %). There
were four different manufacturers. For privacy reasons, no manufacturers are listed, instead each
manufacturer was assigned and referred to by a number. This study is in no way a comparison of
individual manufacturers, because there are many variables other than just the manufacturers that
play a role in fatigue cracking.

Table 4.5 shows the results of sorting the structures by manufacturer. Manufacturer 2 has the
highest cracking percentage; however it represents only three structures in the sample.
Manufacturer 1 has the most number of poles and a mid-range for cracking percentage and
Manufacturer 3 represents roughly half as many structures as Manufacturer 1 but 1.4 % more
cracking. When looking at the structures sorted by both Manufacturer and WPC, there is an
increasing trend of cracking for increasing class. The results of the sort for WPC-2 should be
ignored because there are not enough structures to show meaningful results. Figure 4.32 shows
the cracking percentage for each grouping in a side-by-side comparison. From this figure, it is
apparent that the sample size is too small to be included in the binomial regression model. The
manufacturer as a predictor is not of value at this point due to the lack of data. Also because each
manufacturer makes only certain types of connections and they do not all make the same type
(see Figure 4.33) comparing them side-by-side has no significant value.
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Table 4.5 Mast-Arm Inspection Data Sorted by Manufacturer

Grouping | Manufacturer | Total | Cracked | Percent Cracked
All 1 163 22 13.5%
2 3 2 66.7%
3 74 11 14.9%
____________ 4_ .2l |0 | ___00% ____
WPC-1 1 36 1 2.8%
2 1 0 0.0%
3 15 0 0.0%
____________ 4_ 1.2 [0 __|____00% ____
WPC-2 1 6 0 0.0%
2 0 0 -
3 3 0 0.0%
____________ 4_ X .0 [ ___00% ____
WPC-3 1 95 8 8.4%
2 0 0 -
3 18 3 16.7%
____________ 4____ |8 [0 __|____00% ____
WPC-4 1 26 13 50.0%
2 2 2 100.0%
3 38 8 21.1%
4 0 0 -
o 100%
g  80%
g 60%
& 40%
g 20% EAll
S5 % . X Z . B WPC1
BAIll 13% 67% 15% 0% Hwpe2
B WPC1 3% 0% 0% 0% HWPC3
HWPC2 0% 0% 0% 0% BwWpPC4
DWPC3 8% 0% 17% 0%
@WPC4 50% 100% 21% 0%
Manufacturer

Figure 4.32 Mast-Arm Cracking Percentage By Manufacturer
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4.1.5 Connection Type

The final parameter considered for inclusion in the mast-arm cracking binomial regression model
was the connection type. Typical connections are illustrated in Figure 4.33. For this sorting, 246
structures had known connection types from the inspection data (see Table 4.6). The connection
category has the same lack of data problems as the manufacturer category and is therefore not
included in the regression analysis. There is a correlation between connection types and
manufacturers, which is expected as manufacturers prefer a particular connection type for their
assembled structures (Figure 4.34). Manufacturer 1 used closed connections for 71% of its
structures and ring stiffened connections for the remainder. Manufacturer 3 used solely ring
stiffened connections and manufacturer 4 used 72% open and 28% ring stiffened connections.

Figure 4.33 Connection Types: A) Closed, B) Open, and C) Ring Stiffened
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Figure 4.34 Manufacturer-Connection Relationship

WPC-2 should be ignored again because the sample size is too small to draw reasonable
conclusions. However, even with a lack of data, an upward trend is observed in cracking as the
WPC increases. Also, the ring stiffened connection has less cracking at each WPC when
compared to the closed connection. Another interesting trend is the different increase rate
between cracking percentages when comparing the ring-stiffened to the closed design. For the
closed design, the cracking percentage increases quickly, going from 3.2% in WPC-1 to 50% in
WPC-4. On the other hand, the ring-stiffened design increases from 0 to 17.1% over the four
WPCs. Interestingly, the connection type does seem to make a difference but more data are
needed to use this as a predictor. With further data, this category could be used as an additional
predictor, but at present there is not enough data spread over a wide enough area to use as a

predictor.
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Table 4.6 Mast-Arm Inspection Data Sorted by Connection

Grouping | Connection Total Cracked | Percent Cracked

All Closed 115 22 19.1%
Open 14 0 0.0%
Ring Stiffened 117 9 7.7%

[ wpc1 | Closed | 31 | 1 [ 32 ]
Open 3 0 0.0%

_________ Ring Stiffened | _ 16 _ | 0 __[____00%____|
WPC 2 Closed 3 0 0.0%
Open 1 0 0.0%

_________ Ring Stiffened | 5 ___ | __O0 __|____00% |
WPC 3 Closed 55 8 14.5%
Open 10 0 0.0%
Ring Stiffened 61 3 4.9%

[ "weca | Closed | 26 | 13 [ 50.0% |

Open 0 0 -

Ring Stiffened 35 6 17.1%

4.2 Mast-Arm Binomial Regression

A binomial regression analysis was completed for the sorted inspection data. Several analyses
were completed to determine the combination of predictors that yields the best model to predict
cracking percentage for traffic signal structures. Each analysis included the mean wind speed at
50m as a predictor, and then various other predictors were included. To obtain an initial trial for
which combination of predictors to use, the Best Subset Regression function inside of Minitab
was used. Table 4.7 shows the results. Based on this table, the following analyses were
completed: Cracking vs. Wind (W), Cracking vs. Wind and Length (W, L), Cracking vs. Wind,
Length, and Age (W, L, A), Cracking vs. Wind, Length, and Orientation (W, L, O), and Cracking
versus Wind, Length, Age, and Orientation (W, L, A, O).

Table 4.7 Best Subsets Regression Results
Vars R-Sq Sql(?a- di) Mag(p)ws S A\éepg:énd Length Age Orientation
1 19 18 8.8 0.39 X - - -
1 0.6 0.5 26.2 0.39 - X - -
2 2.5 2.3 3.1 0.39 X X - -
2 1.9 1.8 10.3 0.39 X - X -
3 2.6 2.4 3.2 0.39 X X X -
3 2.5 2.3 4.8 0.39 X X - X
4 2.6 2.3 5 0.39 X X X X

A complete record of binominal regression results from Minitab for each analysis is provided in
Appendix A. A sample summary of results from the binary regression is Figure 4.35. The
important aspects are highlighted. The P value is use to determine if the null hypothesis is an
appropriate assumption. A low P value means that null hypothesis is not true. For Figure 4.35, the
P values are high, which led to rejecting this combination of predictors. Any combination
predictors including more than average wind speed alone showed similar trends for P values, so
these models were also rejected. However, when the combinations are run using combinations of
WXL, WXLXO, etc. the interaction P value is zero. (x implies multiplication here).
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This means that a relationship exists between wind and length, or any of the terms related to each
other. As individual overall predictors, length, orientation, and age are not significant, however
when these values are multiplied by wind and/or each other, they become significant. This leads
to complex models and the need for much more data. Because the data are limited at this time,
this study uses wind as the sole predictor.

3 Var
Binary Logistic Regression: Cracked versus Ave Wind Speed, Length, Orientation

Logistic Regression Table 95% ClI

Predictor Coef SE Coef z P Odds Ratio Lower Upper
Constant -7.24166 0.552725 -13.1 0

Ave Wind Speed 0.378699 0.031853 11.89 0 1.46 1.37 1.55
Length 0.0028834 0.0057984 0.5 0.619 1 0.99 1.01
Orientation 0.232294 0.0600478 0.39 0.699 1.02 0.91 1.15
Log-Likelihood = -729.303

Test That all slopes are zero: G = 207.107 DF=3 P-Value = 0

Goodness-of-Fit Tests

Method Chi-Square DF P
Pearson 807.394 690 0.001
Deviance 504.717 690 1
Hosmer-Lemeshow 67.554 8 0

Figure 4.35 Binary Regression Results for Cracking vs. Wind, Length, and Orientation

A graphical representation of the regression results is shown in Figure 4.36. The grouped data
points are also included (refer to Appendix B for grouping process and rationale). When the
regressions are compared to the actual data, the W, L, A, O regression can be rejected immediately
because it is obviously not a good fit. Likewise the regression of W, L, A can be excluded, and
when looking at the age data individually (Figure 4.26), there is no apparent trend. The regression
combinations of W; W, L; and W, L, O are similar. For the P-value reasons W, L and W, L, O are
rejected, but ignoring that still provides a reasonable fit to the data. Here, the regression with only
average wind speed (W) is used. Figure 4.37 shows the binary regression results using mean wind
speed at 50m as the predictor. The red dotted lines are 95% confidence intervals based on the
regression and sample size. The dashed blue line extrapolates the regression line for regions
where no known data exists. The shaded areas reflect the zones for the WPCs. The limits to the
probability of cracking for each class as provided in Table 4.8.

This model does not show the whole story, because length, age, and orientation do play a role in
cracking. However, without more data modeling, the interaction of all the variables is premature
and may lead to inaccurate models. The model presented in Figure 4.37 is an accurate model
using solely the mean wind speed as the predictor. This model shows a trend of increasing
cracking probability with increasing wind velocity. Also shown is for low wind velocities (WPC-
1) there is smaller chance of cracking (8.3%) and for structures in WPC 4 the cracking percentage
is 30.8%. This is an important finding and coincides with reported fatigue cracking in various
states with low and high wind velocities. Note that the presence of a crack does not necessarily
imply structural collapse.
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Table 4.8 Wind Power Cracking Probability

Lower Bound | Upper Bound A Speed Lower Upper
(mph) o) (ophy | Bound | Boung | A (%) | A%/ Amph

WPC 1 0 12.5 12.5 0.1% 8.3% 8.3% 0.7%
WPC 2 12.5 14.5 2 8.3% 16.0% 1.7% 3.8%
WPC 3 14.5 15.7 1.2 16.0% 22.9% 6.9% 5.7%
WPC 4 15.7 16.8 11 22.9% 30.8% 7.9% 7.2%
WPC 5 16.8 17.9 1.1 30.8% 40.0% 9.2% 8.4%
WPC 6 17.9 19.7 18 40.0% 56.5% 16.4% 9.1%
WPC 7 19.7 LARGE LARGE 56.5% - - -
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4.3 High-Mast Luminaire Predictors

The structures were divided into two groups, mast arms and high-mast luminaires. This section
pertains only to the high-mast luminaires structures. The average wind speed, structure shape,
base diameter, and base plate thickness were available using inspection data for approximately
700 structures. The following tables and figures show the characteristics of these data.

4.3.1 Structure Shape

High-mast luminaire structures typically consist of a single tube with light fixtures on top (Figure
4.38). The tube is typically formed by welding lengths of bent steel plates together. These lengths
are then spliced together to form a 50-foot to 200-foot structure. The tubing is bent in several
different shapes, and these shapes could potentially have different wind shedding properties. For
the inspection data considered, the tubing shapes were square, hexagonal and octagonal. Table
4.9 shows the data for each shape. Approximately 60% of the tubes are hexagonal; 39% are
square, and less than 1% are octagonal.

Table 4.9 High-Mast Luminaire Tube Shape Cracking Status

Shape Total Cracked Cracked Percentage
Hexagonal 415 52 12.5%
Octagonal 2 0 0.0%
Square 268 29 10.8%
Not Known 14 2 14.3%
"""" Total | 699 | 8 |  119%

Y | RN
Figure 4.38 Typical High-Mast Luminaire Structure
(Road Traffic Technology Lighting Solutions Image Gallery n.d.)
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4.3.2 Base Plate Thickness

Base plates attach the tubing to the structure’s foundation (Figure 4.39). The thickness of the base
plate helps to resist the movement generated by the wind acting on lighting system on the top of
the high-mast pole. Base plate thickness and cracking percentage are presented in Table 4.10.
There is an increase in cracking events with an increase in base plate thickness. This trend is
unexpected because the thicker the material is, the less plate distortion is expected. However, a
potential cause could be lack of weld penetration because it is more difficult to weld thick plates
to thin tubes (Chen, et al. 2003).

Table 4.10 High-Mast Luminaire Base Plate Thickness Cracking Status

Base Plate Thickness Total Cracked Cracked Percentage

1.175 1 0 0.0%

1.25 62 0 0.0%

15 336 39 11.6%

1.75 76 10 13.2%

2 178 30 16.9%

2.25 3 0 0.0%

2.5 2 0 0.0%

Not Known 41 4 9.8%

"""" Total | 6% | 8 | 119%

Figure 4.9 Typical Base Plate
(U.S. Department of Transportation Federal Highway Administration n.d.)

4.3.3 Base Diameter

The pole base diameter is the diameter referenced just above the connection see Figure 4.39. For
this study, the presence of gussets or stiffeners was not known. Overall, there is no trend of
cracking with pole base diameter Figure 4.40. Sample size is a problem for seeing any relevant
trends for the overall data. However, if the samples were sorted into bins, there is a trend of
increased cracking with increased diameter. Figure 4.40 through Figure 4.44 show the different
cracking percentages divided by wind power class. Again sample size is a problem, but for WPC
4 there is a trend of increased cracking with increase in pole diameter.

51



A)

® Cracked

Total

=1

|

S9.1Nn1oNAns Jo JsquinN

LE

9¢

S€

€€

[42

143
§'6¢
6¢
A4
Lc
9'9¢
SC'9¢
§'9¢
S¢
SCeEe
8T

Structure Diameter, in.

SalN1dnNJlsS pa)oeid

LE

9¢

S€
€€

[43

133
S'6¢
6¢
WA4
LC
9'9¢
SC'9¢
5S¢
S¢
SCee
8T

Structure Diameter, in

Figure 4.40 All WPCs Base Diameter A) Cracking Status and B) Percent Cracked

52



160 1
140 — A)
0 ]
D 120 -
> ]
6 ]
S 100
3 ;
) ]
Y 80 E —
o 1
) 60 7 Total
o ;
= ] B Cracked
S 40
p ] )
20 —I
0 ] |'_||'_‘-|n!—|| r‘rllr-l T L_VD‘F- T T |_-||_h|1||lf_l
o] n n n n (Vo] ~ n (o)} n — o o n (o] ~
on o o} o o o
o o
Structure Diameter, in.
120% B)
100%
(7]
D)
-
S 80%
e
(@]
>
O 60%
©
< 0
S a0% m % Cracked
O
20%
[e0] [Tp] [Vp} wn n (Vo] ~ [Fp) (o)} un — (o] o un (Vo] ~
m o 8 o o o

Structure Diameter, in

Figure 4.41 WPC-2 Base Diameter A) Cracking Status and B) Percent Cracked
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Figure 4.42 WPC-3 Base Diameter A) Cracking Status and B) Percent Cracked
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4.3.4 Base Plate Thickness versus Base Diameter

Next, a relationship between base pole diameter and base plate thickness was investigated. Figure
4.45 shows the relationship between these two attributes. The purpose of this comparison was to
find if an increase or decrease in diameter divided by thickness (D/t) would yield an increase or
decrease in cracking. The data were divided into D/t values of 0-12, 12-14, 14-16, 16-18, 18-20,
and 20+. The area with largest cracking percentage was 12-14. However, directly following that
was an area of zero cracking. The reported ratios on the figure are cracked structures to total
structures. This figure also shows that as the diameter of the pole increases, the cracking
increases. However, this may not be a great correlation given the number of bin sizes. The overall
data shown in Figure 4.45 shows no conclusive relationship between cracking percentages and
D/t ratios. Like the other predictors, more data are needed before this can be used or ruled out as a
predictor. Also, a study should be conducted to relate plate thickness and pole diameter to other
structure properties because stress magnitudes vary with arm lengths, structure heights and other
properties.
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4.3.5 Average Wind Speed

The average wind speed for each high-mast luminaire structure was found using the method
described earlier. Table 4.11 shows the results of the primary sorting by wind power class. Table
4.8 shows the average wind speeds for each WPC. While there are almost 700 structures, they are
only located in WPC 2, 3 and 4. This limitation does not lead to conclusive trends.

Table 4.11 High-Mast Luminaire WPC VS. Cracking Status

WPC Total Cracked Cracked Percentage
WPC 1 0 0 -
WPC 2 440 58 13.2%
WPC 3 51 2 3.9%
WPC 4 139 23 16.5%
WPC 5 3 0 0.0%

Not Known 66 0 0.0%

[ Total | 699 | 83 | 11.9%

4.3.6 High-Mast Luminaire Binomial Regression

A binomial regression analysis was completed for the sorted inspection data. Several analyses
were completed to see what combination of predictors would yield the best model to predict
cracking. Each analysis included the mean wind speed at 50m as a predictor, and then various
other predictors were included. The results of each model are provided in Figure 4.46 through
Figure 4.49. Following analysis were completed: Cracking vs. Wind (W); Cracking vs. Wind and
Base Plate Thickness (W, T); Cracking vs. Wind, Base Plate Thickness, and Tube Shape (W, T,
S); and Cracking vs. Wind and Tube Shape (W, S).

For these models, the recorded P value is used to determine if the null hypothesis is an
appropriate assumption. The lower this value is, the smaller the probability that rejecting the null
hypothesis is a mistake. Any combination of the predictors showed P values greater than zero, so
all these models were rejected. Figure 4.50 displays the graphical results of each combination;
however, because the models are not valid, neither is this figure. The current data has no wind
power class one samples, which excludes a 12 mph range. With more data in various wind power
classes it may be possible to make a predictive model. However, a model based on wind power
class may not be appropriate for high-mast luminaires. In Appendix D, a predictive model based
on vortex shedding is briefly presented.
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1 Var
Binary Logistic Regression: Cracked versus Ave Wind Speed

Logistic Regression Table 95% ClI

Predictor Coef SE Coef z P Odds Ratio Lower Upper
Constant -2.50032 1.3417 -1.86 0.062

Ave Wind Speed 0.0428779  0.0939028 0.46 0.648 1.04 0.87 1.25
Log-Likelihood = -245.826

Test That all slopes are zero: G =0.206 DF=1 P-Value = 0.65

Goodness-of-Fit Tests

Method Chi-Square DF P

Pearson 5.25866 2 0.072
Deviance 7.00963 2 0.03
Hosmer-Lemeshow 0.71209 1 0.399

Figure 4.46 High-Mast Luminaire Binary Regression Results for Average Wind Speed Only

2 Var

Binary Logistic Regression: Cracked versus Ave Wind Speed, Base Plate Thickness

Logistic Regression Table 95% Cl

Predictor Coef SE Coef z P Odds Ratio Lower Upper

Constant -2.73665 1.41981 -1.93 0.054

Ave Wind Speed 0.0416573  0.095926 0.43 0.664 1.04 0.86 1.26

Base Plate Thickness 0.156561 0.185539 1.84 0.399 1.17 0.81 1.68
Log-Likelihood = -232.911

Test That all slopes are zero: G=0.78 DF=2 P-Value = 0.677

Goodness-of-Fit Tests

Method Chi-Square DF P

Pearson 20.369 14 0.119
Deviance 30.4433 14 0.007
Hosmer-Lemeshow 8.0237 4 0.091

Figure 4.47 High-Mast Luminaire Binary Regression Results for Average Wind Speed Only
and Base Plate Thickness

3 Var

Binary Logistic Regression: Cracked versus Ave Wind Speed, Base Plate Thickness, Tube Shape

Logistic Regression Table 95% Cl

Predictor Coef SE Coef VA P Odds Ratio Lower Upper

Constant -2.610138 14129 177 0.077

Ave Wind Speed 00363553 0.0971319 037 0.708 1.04 0.86 1.25

Base Plate Thickness 0.166168  0.186289 0.89 0.372 1.18 0.82 17

Tube Shape -0.0434708  0.128697 -0.34 0.736 0.96 0.74 1.23
Log-Likelihood = -232.853

Test That all slopes are zero: G=089% DF=3 P-Value = 0.827

Goodness-of-Fit Tests

Method Chi-Square DF P
Pearson 47,6455 24 0.003
Deviance 64.138 24 0
Hosmer-Lemeshow 20.0029 5 0.001

Figure 4.48 High-Mast Luminaire Binary Regression Results Average Wind Speed Only,
Base Plate Thickness and Tube Shape
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2 Var

Binary Logistic Regression: Cracked versus Ave Wind Speed, Tube Shape

Logistic Regression Table 95% Cl
Predictor Coef SE Coef VA P Odds Ratio Lower Upper
Constant -2.41932 1.41679 -171 0.088
Ave Wind Speed 0.0410507  0.0955532 043 0.667 1.04 0.86 126
Tube Shape -0.033029  0.126057 -0.26 0.793 097 0.76 124
Log-Likelihood = -240.031
Test That all slopes are zero: G=0.29% DF=2 P-Value = 0.863
Goodness-of-Fit Tests
Method Chi-Square DF P
Pearson 6.8181 6 0.338
Deviance 10.8002 6 0.095
Hosmer-Lemeshow 1.3914 2 0.499
Figure 4.49 High-Mast Luminaire Binary Regression Results Average Wind Speed Only
and Tube Shape
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5. DISCUSSION

This section discusses the relevant results of this project. It is divided similarly to the Section 4,
Analysis of Mast-Arm and High Mast Fatigue Failures section to make referencing figures and
tables easier.

5.1 Data Collection

The current state of inspections for cantilever traffic structures is minimalistic in most areas with
few states having very complete inspections. Only recently has there been a trend to
comprehensively inspect these types of structures. Only four states reported having complete
inspections of their inventory and another four reported partial inspections (Figure 3.1). However,
some states like Colorado, New Mexico, and Washington are currently completing inspection
cycles and will hopefully have data available in the future. Alaska, Wyoming, Kansas, and
Michigan were used in this study for a variety of reasons: each state provided complete inspection
data, each state had cracked structures, and each state had a variety of WPCs.

5.2 Wind Power Maps

The wind power resource maps used for each state can be viewed in Appendix C. The use of
wind power maps helps to establish the average annual wind velocity at 50 meters, which can be
related to each structure’s height by Equation10. The wind power classifications provided a
convenient data grouping method with the exception of WPC-1, which had to be further divided
because it held such a wide range of velocities.

5.3 Mast-Arm Structures

Mast-arm structures had the most complete inspection data. This study included approximately
2,500 mast arms. Cracking in mast arms were investigated using average wind velocity, along
with structure age, length, orientation, manufacturer, and connection type. The inspection data
showed an equal distribution of structures in each orientation, along with an equal distribution of
cracked structures in each orientation (Figure 4.3 through Figure 4.8). However, investigation
into the prevailing wind direction versus cracking orientation shows that if a structure is
orientated perpendicular to the prevailing wind, it has a higher probability of cracking (Figure
4.9, Table 4.1 and Table 4.2). Also, it does not seem to matter if the prevailing wind is blowing
on the front or back face. This fact can be used on a site-specific basis, but not when comparing
multiple sites because the prevailing wind direction varies from location to location.

Mast-arm length was investigated as a contributor to cracking. This factor showed no firm
evidence that mast-arm length plays a role in the structure cracking (Table 4.3 and Figure 4.20).
The average length of a mast arm is approximately 35 feet and the cracking shows a range of 10
to 45 feet with cracking in the range of 14% to 17%.

Age has the potential to play a large role in the crack prediction. The older a structure is, the
greater number of load cycles will have occurred. The age data shows this when viewed per WPC
(Figure 4.27 through Figure 4.31). For each WPC, except WPC-3, the structures show a
“Darwinian relationship.” There are a higher percentage of structures cracked initially followed
by a period of relatively no cracking and then another period of high cracking. This trend could
be related to the quality of the welds. Mast-arm structures with poor quality manufacturing/
welding will be much more likely to crack before similar structures of higher quality. This is
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reflected in two periods of high cracking separated by a number of years. The structure of poor
quality would crack under fewer load cycles and the structure of higher quality would have to be
older before a critical number of cycles would be observed. This trend can be distinctly seen with
WPC-4 (Figure 4.30), which in year one, 19% of the structures are cracked and then cracking
starts again in year 10.

A key aspect to the age analysis is the fact this study is just a random pick in time, i.e., a
snapshot. The statement that a structure is cracked at 10 years means that sometime in the last 10
years the structure cracked. This means that without a complete life history of the structure, there
is no way to get the actually age at which a structure cracks. This study does not take into account
replacement protocols for the DOTSs. For example, a DOT may inspect and replace any pole that
cracks in the first five years, or it may repair the cracking and the pole could be in service for
another 20 years. Overall, a centralized database for all these types of structures similar to the
bridge database would be extremely helpful. Age plays an interesting role in fatigue cracking for
mast arms and shows that poles fatigue crack earlier or after aging long enough to experience a
significant number of load cycles.

For the mast arms located in Wyoming, the manufacturer and mast-arm connection was known
for some of the structures. The connection type and manufacturer were also investigated. A
structure’s manufacturer plays a definite role in structure cracking. For this study, there were four
different manufacturers, and each one had a different cracking percentage (Figure 4.32). Each
manufacturer did show an increase in cracked structures with an increase in WPC. There were
three different connection types for which cracking status was known: closed, open, and ring
stiffened (Figure 4.33). The open connection type did not have enough samples to be statistically
significant. The ring stiffened connection has the lowest fatigue cracking percentage of all the
different connections. A correlation exists between connection type and manufacturer. This study
does not conclude, in any way, a relationship between manufacturers and poor product quality of
what they were asked to provide.

Wind power class is the most valuable predictor of mast-arm cracking. There is a trend of
increased cracking for each increase in WPC. Using the WPC (average velocity) as a predictor,
multiple regressions were completed in an effort to predict the chance of a pole cracking. Table
5.1 summarizes the results of the different regression methods used to predict pole cracking.
Overall, the best prediction model is the logistic binary regression model. This model has the
capacity of including multiple predictors (wind velocity, length, age, orientation, etc.) but for
these data, only wind velocity was a valid predictor (see Section 4.2). Figure 4.37 shows the
graphical results. This figure can be used to predict the chance of a mast-arm structure being
cracked at any given time. For instance, a structure in a location with average wind speed at 15
mph at 164 ft (50m) (19 mph @ 33ft (10m)) has an 18.6% chance of being cracked.

Table 5.1 WPC vs. Mast-Arm Cracking

Cumulative Exponential
Data Binary Regression Model | Exponential Regression Regression Model
% % % %
WPC | Cracked | Cracked | % Difference | % Cracked | Difference | % Cracked | Difference
1 3.8% 4.2% 10% 2.8% -26% 3.2% -16%
2 4.5% 12.2% 172% 10.6% 177% 6.3% 64%
3 25.9% 19.4% -25% 14.2% 272% 7.3% 90%
4 25.1% 26.8% 7% 18.1% 372% 8.2% 114%
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5.4 High-Mast Structures

From the inspection data received, approximately 700 high-mast structures were investigated.
These structures were in WPC-2 through WPC-4 and had cracked structures in WPC-2, 3, and 4.
There is no apparent overall cracking trend with these structures (Table 4.11). WPC-2 and 4 have
high cracked percentages, but WPC 3 has a low percentage. There are more than 30 structures in
WPC-3, so this not a sample size problem. Because there is no apparent trend, no overall graph to
predict the cracking status of high-mast structures was developed.

The high-mast structure inspection data included information of the base plate thickness, base
plate diameter, and tubing shape for each structure. From these data, it can be concluded that the
thicker the base plate, the higher the probability that a structure will be cracked (Table 4.10). This
could be from lack of weld penetration when working with materials of different thickness or that
typically thicker base plates are attached to higher structures which increases the movement that
the base plate welds have to resist. Also, the greater the pole diameter, the higher the probability
of fatigue cracking (Figure 4.45). Again this is probably related to the increasing diameter with
increasing height issue. The diameter-to-thickness ratio was also compared but this did not yield
any trends Figure 4.45. From the tubing shape, it can be shown that the shape of the tubing does
not play a significant role in cracking (Table 4.9).

5.5 Specification Implications

This average annual wind velocity can be related to the cyclic loading of the structure by the
principle that if a location has a higher mean wind velocity, it will have higher gust values and/or
more frequent wind activity. The higher a mean wind velocity, the greater the number of wind
loads occur. For mast-arm cantilever structures, the probability of cracking increases rapidly with
increases in wind speeds (Figure 4.36). This effect is magnified when heights less than 50 meters
are considered see Figure 5.1. However, this is important information and can potentially be
related to fatigue importance factors in Section 11.7.6 of AASHTQO’s Standard Specifications for
Structural Supports for Highway Signs, Luminaires, and Traffic Signals (AASHTO 2001, 11-6).
For structures on rural highways that are not subjected to significant average wind speeds (i.e.,
less than 5 mph), some level of cracking may be considered acceptable and a low priority Fatigue
Category could be used. This decision could potentially move structures from Fatigue Category |
into Fatigue Category Il1, which yields a reduction in the Specification-based importance factor
(Ig). Galloping loads could be reduced by up to 70% (I = 1 to I = 0.30) and natural wind gusts
loads by 50% (I = 1 to Ir = 0.50).
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Figure 5.1 Cracking Probability for WPC-1 Per Structure Height

Also, the average annual wind velocity can be related directly to section 11.7.3 of AASHTO’s
Standard Specifications for Structural Supports for Highway Signs, Luminaires, and Traffic
Signals. In this section, the equivalent static natural wind gust pressure range is determined using
yearly mean wind velocity of 5 m/s (11.2 mph) (AASHTO 2001, 11-12). By following the
commentary, the equivalent static pressure can be computed using Equation 11. This equation
could rationally reduce loads using the wind power maps to determine the yearly mean wind
velocity (Vmean) Coupled with the potential change in importance factor (I¢) described previously.

¥ z _
Py = 5.2€, (ﬁ) Ir (psf) Equation 11 (AASHTO 2001)

This study also serves as a check to the following comment presented in the Commentary: “The
largest natural wind gust loading for an arm or pole with a single arm is from a wind gust
perpendicular to the arm” (AASHTO 2001, 11-13). The investigation into the prevailing wind
versus the structure orientation cracking status corroborates the quoted statement.

5.5.1 Specification Implications Examples
5.5.1.1 Natural Wind Gusts
For this example, a cantilever signal structure similar to Figure 1.2 is located in Wind Power

Class 1 and has an average velocity at 50 meters of 8.5 mph. Using Equation 10, the 10-m
average velocity is computed as:
vy = vy (B
£y

i
= 8, 8 mph ()il
— 6.7k mph
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Using the Specifications directly, the equivalent static natural wind gust pressure range is found
using:

Py = 5.2€4lp (psf)

where:
Cq= Drag Coefficient (1.1 for this example)
Ir = Importance Factor (Category | for this example)

Fatigue Category I
I 1
1 0.80
" 0.55
Fyw =5.2(1.1)(1) = 3.7Z psf

However, in the commentary Equation 11 is provided, and using wind power maps as a guide, the
new equivalent natural wind gust pressure is:

Py = 8.2, pem_ ;“;?;‘F,J Ir (paf)

Category I:

2
Py m 8. 2(1.1) (%j} 1wz 08psf

Now, if we consider the fact that this structure is built in a low wind power class area, and lower
the importance factor to Category Il or 1lI:

Category II:
Ry = 3.2(1, -1}('?']7!2—"%) 0.80 = 1.66 psf
Category IlI:
. €. 73 mpi
Py =8.2(1.1 :I{u—”“’] 0.38 m 1,14 ps]
Summary:
Change Pressure (psf) Ratio
None 5.27 1.0

Commentary Equation 2.08 0.39
Commentary Equation, Category 1l 1.66 0.31
Commentary Equation, Category 11l 1.14 0.22
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From the direct application of the Specifications, the natural wind gust pressure is 5.27 psf. When
the wind maps are used to get the wind speed, this gives a 71% reduction in the expected loads. If
the loads are further reduced by changing their Importance Category to Il or 111 (for instance a
pole is located in region with no history of cracking), then a reduction of 69% or 78%
respectively can be expected. Overall, this is a significant reduction in fatigue loads. Therefore,
the strength limit state would govern.

5.5.1.2 Galloping
For this example, a cantilever signal structure similar to Figure 1.2 is located in Wind Power

Class 1 and has an average velocity at 50 meters of 8.5 mph (6.75 mph at 10m). Using the
Specifications directly, the equivalent static galloping range is found using:

Po = 2lp (paf)

where:
Ir = Importance Factor (Category | for this example)
Fatigue Category I
I 1
1 0.65
Il 0.30
Category I:
P;qlrrrtr = Elt‘_l:l =11 'F]'.?F
Category II:
Fyyr = 21(0.65) = 13.65 psf
Category III:
Pore w 21€0.30) = 6.5 par
Summary:
Category Pressure (psf) Ratio
I 21 1.0
1 13.65 0.65
11 6.3 0.30

From the direct application of the Specifications the galloping pressure is 21 psf. If the loads are
reduced by changing their Importance Category to Il or 11 (for instance a pole is located in region
with no history of cracking) then a load reduction of 35 or 70 respectively can be expected. These
load reductions are potentially a great savings in structure costs. Note that average wind velocity
was not used in this example. Future work may determine that it is applicable. Certainly, the
present work indicates that lower categories are appropriate for lower WPC.
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5.5.1.3 Truck Gust

For this example, a cantilever signal structure similar to Figure 1.2 is located in Wind Power
Class 1 and has an average velocity at 50 meters of 8.5 mph (6.75 mph at 10m). Using the
Specifications directly, the equivalent static galloping range is found using:

Fone w 188Colp (paf)
where:
Ir = Importance Factor (Category | for this example)
Fatigue Category I
| 1
1 0.85
i 0.70
Category I:
Fyw — 1001} — 10.0 paf
Category II:
Prpy = 18.8(0.8%) = 160 psf
Category III:
Popy = 188(0.70) = 13.2 psf
Summary:
Category Pressure (psf) Ratio
I 18.8 1.0
1 16.0 0.85
"I 13.2 0.70

From the direct application of the Specifications, the Truck-Induced Gust pressure is 18.8 psf. If
the loads are reduced by changing their Importance Category to Il or I11 (for instance a pole is
located in region with no history of cracking), then a load reduction of 15 or 30 respectively can
be expected. These load reductions are the lowest reductions for the different wind phenomena,
but still provide for potential savings in structure costs. This example was included because of
completeness as truck gust behavior is not expected to be related to WPC.
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6. CONCLUSIONS AND RECOMMENDATIONS

Design improvements for traffic signal and sign structures incorporated in the AASHTO
Luminaire and Traffic Signal Specification 4™ Edition for fatigue load criteria related to wind are
producing significant increases in joint size and cost. The specification is based upon limited
wind loading and fatigue resistance data and analysis provided by NCHRP Report 411 and
NCHRP 469. Based on these reports, a generalized fatigue load criteria was developed and
implemented. This represents a significant change to past practice and typically results in larger
and more costly structures. Thus, states have been hesitant to adopt the changes. The revised
specification applies conservative principles (envelope wind demands and infinite fatigue life) for
design in all regions; hence, the larger and more costly structures. Thus, the states that do not
have sustained wind and have not experienced significant fatigue failures have concerns with the
larger and more costly structures. States are searching for justification before accepting the new
fatigue design requirements. Presented below are the conclusions and recommendations of the
current study which should provide additional data for states to consider when approaching the
new fatigue design requirements.

6.1 Conclusions

The conclusions and recommendations presented herein are based on the limited data samples
collected and should be verified through additional research with additional data. This initial
study is an important investigation into mast-arm and high-mast structure design that may benefit
states with rational structure design procedures. It is a preliminary study and a significant effort
would be required before implementation. The purpose of this study is to investigate fatigue
cracking in cantilever traffic structures with respect to wind power maps and make design code
suggestions based on the findings. Inspection data were collected for high-mast and mast-arm
cantilever structures and analyzed separately. The mast-arm cantilever structures showed an
increase in cracking with an increase in WPC (Figure 4.37). The high-mast structures display no
trend when compared to WPC (Table 4.11) however there are limited data so more investigation
should be conducted to completely rule out WPC as a predictor. When different structure aspects
were investigated, some interesting trends did appear with respect to high-mast and mast arm
independently. For mast-arm structure failures, the prevailing wind direction is generally
perpendicular to the orientation of the structure, the structure age illustrates a Darwinian effect,
and the structure length plays no significant role in cracking. For high-mast structures, the tubing
shape does not seem to matter in terms of crack occurrences; and, the thicker or larger diameter a
base plate is, the more likely the structure will be cracked which is converse to the expected
results.

This suggests that the fatigue importance factors in Section 11.7.6 of AASHTO’s Standard
Specifications for Structural Supports for Highway Signs, Luminaires, and Traffic Signals could
use further refinement with respect to historical fatigue cracking. The low number of poles
cracked in areas with low average wind speeds (little sustained winds) suggests that mast arms
without mitigation devices in these areas could be placed in Fatigue Category Il or I11 to lower
the potential size and costs of the structure and connection details. Changing the importance
factor will decrease all the fatigue loads and should allow areas with historically no problems to
potentially return to structures similar to past practice size and cost.
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6.2 Recommendations

It is recommended that an addition qualification to the fatigue categories be added for mast-arm
structures in areas of wind velocities less than 8.5 mph at 50m (10.7 mph at 10m) so they can be
given lower importance factors. Historically, structures in these areas have a less than 2%
probability of cracking at any given time due to wind. Note that cracking does not necessarily
imply collapse will occur. Further research is needed in the high-mast structures area before
similar qualifications could be made.

Additionally, the use of wind power maps to predict annual mean wind speed could be
incorporated into the specifications. Site-specific data are readily available from the National
Climatic Data Center (NCDC), but the wind power resource maps provide a greater area of
coverage across the United States.

From the age comparisons incorporated in this study, it is suggested that inspection strategies pay
close attention to mast-arm structures cracking during the first six years of the structure’s service.
After 15 years in service, all mast arms have a much higher chance of cracking, so additional
inspections may be warranted. The age study also suggests the results as a single point in time
may not be accurate. For this reason, it’s suggested that a national database be initiated for all
cantilever structures (similar to the bridge data base).

A national database could provide invalible stastical information from service life expecations to
what type of connections are the most fatigue resistance. Finally, from the surveys completed,
additional inspection data should be available within the next year that should include both high-
mast and mast-arm structures. These data should be gathered and added to the current inspection
data to see if the correlations remain. Additionally a large number of high-mast structures should
be inventoried for height, cracking status, splice locations, and tube thickness. These data could
yield results comparable to the current mast-arm results — or it may be the average velocity ranges
associated with vortex shedding that may be appropriate.
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APPENDIX A

This appendix provides the output from Minitab for each binominal regression analysis
completed.

Best Subsets Regression

Best Subsets Regression: Cracked (1) versus Average Wind, Length, Age, Orientation

Response is Cracked (1)
1280 cases used, 1178 cases contain missing values

A
\%
e
r
a
g
e
0]
W r
i i
n e
d n
L t
Se a
pn t
egAi
Mallows etgo
Vars R-Sq R-Sq(adj) Cp S dhen
1 1.9 1.8 8.8 0.39181 X
1 0.6 0.5 26.2 0.39445 X
2 2.5 2.3 3.1 0.39077 X X
2 1.9 1.8 10.3 0.39187 X X
3 2.6 2.4 3.2 0.39064 X X X
3 2.5 2.3 4.8 0.39089 X X X
4 2.6 2.3 5.0 0.39076 X X X X

Cracking versus Wind

Binary Logistic Regression: Cracked (1) versus Average Wind Speed

Link Function: Logit

Response Information

Variable Value Count
Cracked (1) 1 267 (Event)
0 2191

Total 2458
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Logistic Regression Table

Odds 95% CI
Predictor Coef SE Coef Z P Ratio Lower Upper
Constant -7.00747 0.452633 -15.48 0.000
Average Wind Speed 0.368931 0.0314638 11.73 0.000 1.45 1.36 1.54

Log-Likelihood = -746.244
Test that all slopes are zero: G = 196.801, DF = 1, P-Value = 0.000

Goodness-of-Fit Tests

Method Chi-Square DF P
Pearson 119.611 10 0.000
Deviance 94.273 10 0.000
Hosmer-Lemeshow 30.594 3 0.000

Table of Observed and Expected Frequencies:
(See Hosmer-Lemeshow Test for the Pearson Chi-Square Statistic)

Group
Value 1 2 3 4 5 Total
1
Obs 3 24 41 121 78 267
Exp 3.3 22.0 70.4 87.2 84.0
0

Obs 278 707 626 347 233 2191
Exp 277.7 709.0 596.6 380.8 227.0
Total 281 731 667 468 311 2458

Measures of Association:
(Between the Response Variable and Predicted Probabilities)

Pairs Number Percent Summary Measures

Concordant 394452 67.4 Somers® D 0.51
Discordant 96788 16.5 Goodman-Kruskal Gamma 0.61
Ties 93757 16.0 Kendall®s Tau-a 0.10
Total 584997 100.0

Cracking versus Wind and Length

Binary Logistic Regression: Cracked (1) versus Average Wind Speed, Length

Link Function: Logit

Response Information

Variable Value Count
Cracked (1) 1 266 (Event)
0 2109

Total 2375

* NOTE * 2375 cases were used
* NOTE * 83 cases contained missing values
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Logistic Regression Table

Odds
Predictor Coef SE Coef Z P Ratio Low
Constant -7.17760 0.526695 -13.63 0.000
Average Wind Speed 0.378508 0.0318454 11.89 0.000 1.46 1.
Length 0.0027845 0.0057920 0.48 0.631 1.00 0.

Log-Likelihood = -729.378

Test that all slopes are zero: G = 206.957, DF = 2, P-Value = 0.000

Goodness-of-Fit Tests

Method Chi-Square DF P
Pearson 464.812 265 0.000
Deviance 369.107 265 0.000
Hosmer-Lemeshow 67.963 8 0.000

Table of Observed and Expected Frequencies:
(See Hosmer-Lemeshow Test for the Pearson Chi-Square Statistic)

Group
Value 1 2 3 4 5 6 7 8
1
Obs 3 12 10 4 23 12 36 87 4
Exp 2.7 7.0 7.4 7.9 24.1 27.7 45.4 49.7 69.
0
Obs 235 249 227 241 251 225 254 164 21
Exp 235.3 254.0 229.6 237.1 249.9 209.3 244.6 201.3 187.
Total 238 261 237 245 274 237 290 251 25
Value Total
1
Obs 266
Exp
0
Obs 2109
Exp
Total 2375

Measures of Association:
(Between the Response Variable and Predicted Probabilities)

Pairs Number Percent Summary Measures

Concordant 416231 74.2 Somers® D 0.52
Discordant 125149 22.3 Goodman-Kruskal Gamma 0.54
Ties 19614 3.5 Kendall®s Tau-a 0.10
Total 560994 100.0

Cracking versus Wind, Length and Age

Binary Logistic Regression: Cracked (1) versus Average Wind, Length, Age

Link Function: Logit
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Response Information

Variable Value Count
Cracked (1) 1 248
0 1032
Total 1280

* NOTE * 1280 cases were used
* NOTE * 1178 cases contained

Logistic Regression Table

Predictor Coef
Constant -5.01194
Average Wind Speed 0.194604
Length 0.0184841
Age 0.0169198

Log-Likelihood = -610.491

Test that all slopes are zero:

Goodness-of-Fit Tests

(Event)

missing values

Odds

SE Coef Z P Ratio
0.664416 -7.54 0.000

0.0427606 4.55 0.000 1.21

0.0062986 2.93 0.003 1.02

0.0115291 1.47 0.142 1.02

G = 37.553, DF = 3, P-Value

Method Chi-Square DF P
Pearson 722.668 451 0.000
Deviance 666.058 451 0.000
Hosmer-Lemeshow 51.771 8 0.000

Table of Observed and Expected Frequencies:
(See Hosmer-Lemeshow Test for the Pearson Chi-Square Statistic)

Group

Value 1 2 3 4 5 6 7 8
1

Obs 21 12 10 10 17 23 47 30

Exp 9.2 16.1 20.1 22.7 23.6 25.5 28.2 30.9
0

Obs 107 116 119 121 111 106 81 98

Exp 118.8 111.9 108.9 108.3 104.4 103.5 99.8 97.1
Total 128 128 129 131 128 129 128 128

Measures of Association:

(Between the Response Variable and Predicted Probabilities)

Pairs Number Percent
Concordant 164633 64.3
Discordant 88262 34.5
Ties 3041 1.2
Total 255936 100.0

Summary Measures

Somers*® D 0.30
Goodman-Kruskal Gamma 0.30
Kendall®"s Tau-a 0.09
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0.000

39
34.0
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12
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Cracking Versus Wind, Length, and Orientation

Binary Logistic Regression: Cracked (1) versus Average Wind, Length, Orientation

Link Function: Logit

Response Information

Variable Value Count
Cracked (1) 1 266 (Event)
0 2109

Total 2375

* NOTE * 2375 cases were used
* NOTE * 83 cases contained missing values

Logistic Regression Table

Odds
Predictor Coef SE Coef V4 P Ratio
Constant -7.24166 0.552725 -13.10 0.000
Average Wind Speed 0.378699 0.0318530 11.89 0.000 1.46
Length 0.0028834 0.0057984 0.50 0.619 1.00
Orientation 0.0232294 0.0600478 0.39 0.699 1.02

Log-Likelihood = -729.303

95% ClI

Lower

1.37
0.99
0.91

Test that all slopes are zero: G = 207.107, DF = 3, P-Value = 0.000

Goodness-of-Fit Tests

Method Chi-Square DF P
Pearson 807.394 690 0.001
Deviance 504.717 690 1.000
Hosmer-Lemeshow 67.554 8 0.000

Table of Observed and Expected Frequencies:
(See Hosmer-Lemeshow Test for the Pearson Chi-Square Statistic)

Group
Value 1 2 3 4 5 6 7 8
1
Obs 3 11 11 5 19 14 15 84
Exp 2.7 6.3 7.5 7.9 18.8 28.6 34.3 47.8
0

Obs 234 231 231 239 222 232 233 161
Exp 234.3 235.7 234.5 236.1 222.2 217.4 213.7 197.2
Total 237 242 242 244 241 246 248 245

Value Total

1
Obs 266
Exp

0]
Obs 2109
Exp

Total 2375
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43
57.7

199
184.3
242
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1.55
1.01
1.15
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54.4
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Measures of Association:

(Between the Response Variable and Predicted Probabilities)

Pairs Number Percent
Concordant 418817 74.7
Discordant 126491 22.5
Ties 15686 2.8
Total 560994 100.0

Cracking Versus Wind, Length, Age, and Orientation

Summary Measu
Somers*® D

Goodman-Krusk
Kendall®s Tau

res

0.52
al Gamma 0.54
-a 0.10

Binary Logistic Regression: Cracked (1) versus Average Wind, Length, Age, Orientation

Link Function: Logit

Response Information

Variable Value Count
Cracked (1) 1 248 (Event)
0 1032

Total 1280

* NOTE * 1280 cases were used
* NOTE * 1178 cases contained

Logistic Regression Table

Predictor Coef
Constant -5.08211
Average Wind Speed  0.194909
Length 0.0185852
Age 0.0167463
Orientation 0.0258289

Log-Likelihood = -610.408
Test that all slopes are zero

Goodness-of-Fit Tests

Method Chi-Square
Pearson 971.418
Deviance 905.334
Hosmer-Lemeshow 47.025

missing valu

SE Coef
0.686615
0.0427595
0.0063036
0.0115299
0.0632881

: G =37.719,

DF P
804 0.000
804 0.007

8 0.000

es

z
-7.40
4.56
2.95
1.45
0.41

P
0.000
0.000
0.003
0.146
0.683

Odds
Ratio

1.22
1.02
1.02
1.03

DF = 4, P-Value =

Table of Observed and Expected Frequencies:
(See Hosmer-Lemeshow Test for the Pearson Chi-Square Statistic)

Value 1 2 3
1
Obs 21 12 10
Exp 9.2 16.0 19.9
0
Obs 107 116 118
Exp 118.8 112.0 108.1 1
Total 128 128 128

Group
4 5
10 17
22.1 23.5
118 111
05.9 104.5
128 128

A6

24
25.5

105
103.5
129

44
28.1

84
99.9
128

29
31.1

100
97.9
129
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1.
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0.000

40
33.9

88
94.1
128
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01
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91
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41
38.5

85
87.5
126
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pper
1.32
1.03
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1.16

Total

248

1032
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Measures of Association:
(Between the Response Variable and Predicted Probabilities)

Pairs Number Percent Summary Measures

Concordant 164845 64.4 Somers® D 0.30
Discordant 88706 34.7 Goodman-Kruskal Gamma 0.30
Ties 2385 0.9 Kendall"s Tau-a 0.09
Total 255936 100.0
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APPENDIX B

The results of the binominal regression predicting structure cracking is contained in Appendix B.
The graphs below show the probability of cracking using a binary regression with the average
annual wind speed of a structure location in WPC-1 and the average wind speed of each
subsequent power (WPC 1 Refined). For each graph, different groupings of the known cracking
data are displayed as purple dots. The first graph shows all the data (Figure B.1), the subsequent
graphs show different groupings of the data in WPC-1. Grouping in WPC-1 was done using a
weighted average wind speed and the total cracking percentage. For example, in Figure B.3 for
the known data at 5.2 mph the average wind speed and cracking percentage was computed by:
(4.4*29+6.8*203+7.2*15)/(29+203+15) = 6.5 mph (0+0+2)/(29+203+15)*100 = 0.81 %. The
purpose of this section is to show how well the data fits the regression analysis.

The Table B.1 shows counts of structures in each average wind speed (mph), the number of
cracked structures and the percentage of cracked structures. Because the binominal regression
works on weighted data the greater quantity of data points in a group, the more it affects the
regression, meaning the 203 structures at 5.4 mph with 0% cracking is more significant and will
influence the regression more than the 15 structures at 5.7 mph with 13.3% cracking. Figure B.1
shows all the data points over the top of the regression. At first glance, this figure makes the
reader assume the regression is not a well fit nor an adequate predictor. However, understanding
of how the binominal regression analysis works, it is acceptable. Figure B.1 through Figure B.5
show data groupings to account for weighting the known quantity and location of data points. For
the results shown in the report body, variations of Figure B.4 will be used because it groups the
WPC-1 data together the best. For this grouping, average wind speeds 4.4 to 8.2 mph are placed
together and 8.9 to 12.0 are placed together.

Table B.1 Cracking Data Used in Binomial Regression
Ave

Wind Total Cracked Percentage
4.4 29 - 0.0%
6.8 203 - 0.0%
7.2 15 2 13.3%
8.2 49 3 6.1%
8.9 716 22 3.1%
9.1 29 4 13.8%
10.1 2 - 0.0%
10.8 39 11 28.2%
12.0 16 - 0.0%
13.4 581 26 4.5
15.0 468 121 25.9%
16.3 311 78 25.1%
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Figure B.1 Mast-Arm Cracking with All Known Data
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Figure B.2 Mast-Arm Cracking with WPC-1 in Four Groupings
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Figure B.3 Mast-Arm Cracking with WPC-1 in Three Groupings
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Figure B.4 Mast-Arm Cracking with WPC-1 in Two Groupings
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APPENDIX C

This appendix provides the wind power resource maps used in this study to classify each
structure.
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Figure C.2 Kansas Wind Power Resource Map (Kansas Corporation Commission, 2004)
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Figure C.4 Alaska Wind Power Resource Map (U.S. Department of Energy n.d.)
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APPENDIX D

This appendix provides the brief look at vortex shedding as a cause for fatigue cracking in high-
mast luminaires. From the fatigue cracking data presented in Table 4.11 (Table D.1 reproduced
below for convenience) the fatigue cracking occurs mostly in WPC 2 and 4. The wind velocity at
164 ft (50 m) for these two wind power classes are 13.4 mph and 16.5 mph respectively. When
the wind velocities are adjusted to 120 feet (see Figure D.3) by Equation 6 they are 12.8 mph for
WPC 2 and 15.8 mph for WPC 4 using an a of 0.143.

Table D.1 Wind Velocity of High-Mast Luminaires Based on WY Typical Pole

Wind Power Average Diameter Wind Velocity at 164 ft | Wind Velocity at 120
Class (in) (mph) ft (mph)
2 28.51in 13.4 12.8
4 30in 16.5 15.8

The critical wind velocity, velocity at which vortex shedding lock-in can occur, is then
determined using Equations 11-2 and 11-3 of the Specifications (AASHTO 2001).

[ad Equation 11-2
F,m0 63—
g ' S’ﬂ
V =0 ﬁgfﬂb Equation 11-3
e — .ir_,n

where:
V. = critical wind velocity at which vortex shedding lock-in can occur (mph)
f, = natural frequency of the structure (cps)
d = diameter of pole shaft for circular sections (ft)
b = flat-to-flat width of pole shaft for multi-sided sections (ft)
S,, = Strouhal number
= 0.18 (circular sections)
= 0.15 (multi-sided sections)
= 0.11 (rectangular sections)

Using the typical Wyoming high-mast luminaire as a design example SFigure D.3), the natural
frequency of a typical structure is 0.53 cps (1% mode) and 2.04 cps (2" mode). These were found
by modeling the structure in SAP2000 and completing a modal analysis. Figure D.1 and Figure
D.2 show the critical velocity of the structure with varying structure diameters or flat-to-flat
widths. From these figures, it can be concluded that circular sections have lower lock-in
velocities.
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Figure D.1 Critical Velocities for Vortex Shedding Mode 1
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Figure D.2 Critical Velocities for Vortex Shedding Mode 2

The high-mast luminaires for this study come from Kansas. Using the Wyoming typical luminaire
frequencies and the average diameter of the structures in WPC 2 (28.5 in) and WPC 4 (30 in), the
critical velocities for these structures found by Equations 11-2 and 11-3 are:

V. given f, = 0.53 cps (mph)

V. given f, = 2.04 cps (mph)

| |
dorb (in) | Circular Multi-Sided Square | Circular | Multi-Sided Square
285 1 438 5.7 78 1 183 22.0 30.0
30 ! 5.0 6.0 82 ' 193 23.1 31.5
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Table D.2 WPC Velocities and Related VVortex Shedding Critical Velocities (from
Specifications)

Wind Power | Wind Velocity at 120 Critical Velocity Critical Velocity
Class ft (mph) (mph) Mode 1 (mph) Mode 2
2 12.8 4.8-7.8 18.3 - 30
4 15.8 5.0-8.2 19.3-315

Observable from Table D.2, the Wind Velocities and the Critical Velocities for VVortex Shedding
do not coincide. This potentially rules out vortex shedding as a main form of fatigue cracking for
WPC 2 and 4, the WPCs with the highest cracking percentage. However, a recent study by
Phares, et al. (2007) showed that the critical vortex shedding frequency is controlled by mode 2
vibrations. In this study, they reported critical frequencies of 0.3 cps in mode 1, 1.3 cps for mode
2, 3.3 cps for mode 3 and 6.4 cps for mode 4 (Phares, et al. 2007, 57). Using their frequency for
mode 2 and Equation 11-2 and 11-3, the resulting critical velocities for vortex shedding are:

! V¢ (mph) given f, = 1.3 cps

dorb (in) ' Circular Multi-Sided Square
285 1 117 14.0 19.1
30 . 123 14.7 20.1

Table D.3 WPC Velocities and Related Vortex Shedding Critical Velacities
(from Phares, et al.)

Wind Power | Wind Velocity at 120 Critical Velocity
Class ft (mph) (mph) Mode 2
2 12.8 11.7-19.1
4 15.8 12.3-20.1

This values for the critical velocity of WPC 4 match up well with the multi-sided structure, and
the critical velocity for WPC 2 compares closely with that of the circular cross section.
Realistically each pole will have its own natural frequency, but the data provided by Phares, et al.
suggests that for high-mast luminaires vortex shedding may be the leading cause of fatigue
cracking. It also suggests that a predictive model based on the critical velocity of a mono-tube
structure may prove extremely worthwhile in design for the fatigue life of high-mast luminaires.
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NOTE: x1)

2)

ENSURE BASE PLATE AND POLE SECTION-A ARE FABRICATED FROM ASTM
A 572 AND HAVE A MINIMUM YIELD STRENGTH OF 50 KSI. ENSURE STEEL FOR
REMAINDER OF POLE SECTIONS CONFORMS TO ASTM A 572,ASTM A 595 OR
AN APPROVED ALTERNATE,AND HAS A MINIMUM YIELD STRENGTH OF 50 KSI
AFTER FABRICATION. ENSURE ASTM DESIGNATIONS AND YIELD STRENGTHS

FOR STEEL COMPONENTS ARE SHOWN ON THE SHOP DRAWINGS.

HIGH MAST POLE DESIGN IS IN ACCORDANCE WITH THE "2001

AASHTO STANDARD SPECIFICATIONS FOR STRUCTURAL SUPPORTS

FOR HIGHWAY SIGNS, LUMINAIRES AND TRAFFIC SIGNALS" AND
INTERIM SPECIFICATIONS. POLES ARE DESIGNED FOR A 110 MPH

x  MATERIAL DATA

STEEL

ASTM
COMPONENTS DESIGNATION

MIN YIELD
(Ksi)

(FY)

SECTION A

A 572

50

SECTIONS B-D

A 572,A 595, OR
APPROVED ALTERNATE

BASE PLATE

A 672

FASTEST-MILE WIND VELOCITY IN ACCORDANCE WITH APPENDIX C OF
THE AASHTO SPECIFICATIONS, FATIGUE IMPORTANCE CATEGORY IWITH A

ANCHOR BOLTS

F 1554

NATURAL WIND GUST FATIGUE LOADING OF 5.2Cd PSF WITH Cd EQUAL HARDENED WASHERS
TO 110 FOR THE ENTIRE POLE,AND EIGHT LUMINAIRES (16 SQUARE MISC STEEL

FEET TOTAL EFFECTIVE PROJECTED AREA).

3) USE HIGH MAST POLE SECTIONS THAT ARE ROUND OR HAVE A MINIMUM

F 436

32"

SERVICE PORTAL
REINFORCEMENT

OF 16 SIDES. DIAMETERS SHOWN ARE THE OUTSIDE DIMENSION FOR
ROUND SECTIONS AND THE OUTSIDE CORNER TO CORNER DIMENSION

FOR MULTI-SIDED SECTIONS. THE SECTIONS HAVE A 0.14 IN /FT TAPER
{CORNER TO CORNER TAPER VALUE FOR MULTI-SIDED SECTIONS).

#4) USE POLE SECTIONS WITH THE SHOWN DIAMETERS, LENGTHS, AND
WALL THICKNESSES, EXCEPT AS NOTED BELOW. EXCLUDING THE TOP TOP NUT (SEE NOTE
SECTION, LONGER SECTIONS THAN SHOWN WITH CORRESPONDING NO.8 FOR TIGHTENING
SMALLER TOP DIAMETERS THAN SHOWN MAY BE SUPPLIED RESULTING REOUIREMENTS}
IN INCREASED OVERLAP LENGTHS TO ACCOUNT FOR FABRICATION
TOLERANCES. MINIMUM FABRICATION OVERLAP LENGTHS SHOWN ARE
APPROXIMATELY 150 PERCENT OF THE AASHTO SPECIFICATIONS' REQUIRED
LENGTHS. AFTER THE SHOWN MINIMUM INSTALLATION OVERLAPS ARE LEVELING NUT (ALL
ATTAINED, APPLY NECESSARY FORCES TO INCREASE THESE OVERLAPS LEVELING NUTS MUST BE
TO PROVIDE A TIGHT FIT BETWEEN THE POLE SECTIONS.

5) FOR MULTLSIDED SECTIONS, ENSURE THE CORNER BEND RADIUS IS
NOT LESS THAN 0.75" AND IS SPECIFIED ON THE SHOP DRAWINGS. 8 - 1%" DIA. x 76" ANCHOR

6) SEE THE SPECIAL PROVISION FOR "HIGH MAST LIGHTING" FOR NUTS AND 4 STANDARD
ADDITIONAL REQUIREMENTS FOR POLE AND ANCHCR BOLTS. HARDENED WASHERS

7) ENSURE THE POLE FABRICATOR SUPPLIES STEEL CONSTRUCTION (SEE NOTE NO. 10}
TEMPLATE(S) FOR POSITIONING ANCHOR BOLTS.

8) TIGHTEN ANCHOR BOLT TOP NUTS IN ACCORDANCE WITH THE

WRENCH TIGHT BEFORE
TIGHTENING TOP NUTS)

BOLTS WITH 4 HEAVY HEX

(UNC THREAD SERIES]

REQUIREMENTS IN THE SPECIAL PROVISION FOR "HIGH MAST LIGHTING".
WRENCH TIGHTEN ALL LEVELING NUTS AGAINST THE BASE PLATE BEFORE

TIGHTENING THE TOP NUTS.

9) TO PROVIDE A SEAL AGAINST BLOWN DUST, PLACE A RING OF EXPANDING

FOAM SEALER BY ACCESSING THE SERVICE PORTAL OPENING. LEAVE THE
ENTIRE FRONT WIDTH OF THE LEVELING NUTS VISIBLE AFTER ITS PLACEMENT.

10} ENSURE ANCHOR BOLTS CONFORM TO ASTM F 1554 SUPPLEMENTARY
REQUIREMENT S5, GRADE 105 FOR CHARPY IMPACT REQUIREMENTS
AT -20 DEGREES F. PROVIDE ANCHOR BOLT'S CERTIFIED TEST REPORTS TO
THE STATE BRIDGE ENGINEER BEFORE SHIPMENT OF BOLTS.

M) AN EIGHT-SIDED BASE PLATE MAY BE SUBSTITUTED FOR A 36" DIAMETER
CIRCULAR BASE PLATE. ENSURE MINIMUM DISTANCE FROM CENTERLINE
BOLT HOLE TO EDGE OF PLATE IS 3" FOR THE EIGHT-SIDED BASE PLATE.
MILL THE SURFACE AROUND EACH BOLT HOLE TO ENSURE THE BASE PLATE
IS FLAT AND SMOOTH FOR ANCHOR BOLT NUTS AND WASHERS.

BACKING]
120" POLE DATA RING]
+TUBE DIMENSIONS FOR THREE SECTION POLE +TUBE DIMENSIONS FOR FOUR SECTION POLE .
DRILL § - 24" DIA. -
MININUM VNN HOLE FOR 30" DIA. BOLT CIRCLE REVISIONS WYOMING DEPARTMENT OF TRANSPORTATION
Base | Top | secrion | MY BASE | ToP | secrion | MINMU ANCHOE B
SECTION | DIAMETER | DIAMETER | LENGTH SECTION | DIAMETER | DIAMETER| LENGTH = . REVISED ANCHOR BOLT HIGH MAST LIGHTING
POLE SECTION A BASE PLATE 2% x 36" OD
A 2425 | Ter | 475" | 037507 A 2025 | 2035 | 270" | 03750 & 20.50" (MIN) ID PROJECTION LENGTH 07-SEP-06 STANDARD DETAILS
L] 5% | 120" | 464" | 025007 B 254" | tear | 89" | 081267 SECTION A-A ADDED MINIMUM INSTALLATION | DRAWN BY: LAF /TEW DATE: 16-JAN-07
c 1297 | 84w | 320" | ozser c wor | waw | o | ozor OVERLAP LENGTHS 07-SEP-06
T T — [ - e | ssr | oo | omes CHKD BY: PDH/JRB SHEET 1 OF 2

TOP OF EXPANDING
FOAM SEALER |NOTE NO.9

BACKING RING
(35" MAXIMUM

EXPANDING FOAM

"THICKNESS)

|___|RING PLATE

[ —BASE PLATE

SECTION C—\
N

24" (FABRICATION MIN)
77" (INSTALLATION MIN)

[ DIA, PVC
IDRAIN PIPE

120"

[t mhic
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(TYR)
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(SEE SHEET NO.2)
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Figure D.3 Typical WYDOT Pole Plan Set

D4

FILE: L:\Brid\Ostd_pole 2003 Spec_V7\High Mast Lighting-2003 Spec Baok\himaste03 1




