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Request for Report

Over the past decade a number of research projects have been conducted on the use of alternative energy sources to
reduce or eliminate the formation of ice, snow or frost on bridge decks and roadways. For example, geothermal
energy has been used to heat bridge decks, and researchers have also tested various additives for concrete or asphalt
pavements that conduct electricity and generate heat. As the lead state for the Clear Roads pooled fund, WisDOT
asked us to identify recent studies on the use of alternative energy sources for clearing roads and bridges, and in
particular the success or failure of these methods.

Summary
A literature search located several reports on U.S. and International Practice in the use of alternative energy for

anti-icing, deicing and snow removal from bridge decks and roads, and several Research Studies in this area. These
citations include:

o Heated Bridge Technology: Report on ISTEA Sec. 6005 Program. Heating technologies for prevention of snow
and ice accumulation were incorporated into 10 bridge decks in Nebraska, Oregon, Texas, Virginia and West
Virginia to enhance motorist safety and reduce traffic disruptions. This FHWA report documents construction
details, costs, operating characteristics and experiences during winter operations.

o Pavement Snow Melting. This report from the Oregon Institute of Technology’s Geo-Heat Center provides
examples of geothermal energy and other types of systems operating in several states and countries, and
presents general design requirements for a snow melting system.

e Conductive Concrete for Bridge Deck Deicing and Anti-icing. This Nebraska Department of Roads project
developed a conductive concrete mix specifically for bridge deck deicing, and cast a conductive concrete
overlay on top of a bridge deck.

o Oklahoma State University Smart Bridge Program. OSU researchers are developing and implementing a bridge
deck heating system to eliminate preferential icing on bridges. This technology uses a ground source heat pump
system that recovers energy stored in the earth and uses it to heat fluid that is circulated through the bridge
deck.

U.S. and International Practice

Heated Bridge Technology: Report on ISTEA Sec. 6005 Program, FHWA-RD-99-158, July 1999.
http://www.fhwa.dot.gov/BRIDGE/hbrdeck.pdf

e Technologies discussed: hydronic, heat pipe, electric.

Heating technologies for prevention of snow and ice accumulation were incorporated into 10 bridge decks in
Nebraska, Oregon, Texas, Virginia and West Virginia to enhance motorist safety and reduce traffic disruptions.
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Three technologies were used to convey heat to the bridge surface: hydronic (heated fluid pumped through pipe or
tubing in the pavement close to the surface), heat pipe (passive transfer of heat by vaporization and condensation of
a working fluid contained in sealed pipes), and electric (heat generated by electric resistance cables buried in the
pavement near the surface).

The report gives construction details, cost data, operating characteristics and experiences during winter operations.
At the time this report was prepared, insufficient operating time had elapsed to allow researchers to judge the cost-
effectiveness of all the installations, but the methods demonstrated positive control of snow and ice. Project profiles
include:

e Oregon—nhydronic supplied by ground source heat pump. This project involved a curving two-lane bridge
with portland cement concrete decking. Design surface heat input for the hydronic system was 394 W/m? (125
Btu/ft>-hr, 37 W/ft?). During its first four years of operation, the system successfully cleared the bridge deck in
all observed snow and ice events (with some exceptions when the system was down for repairs).

e Virginia—heat pipe. This project also involved a curving two-lane bridge with PCC decking. The heating
system was designed by SETA Technology and provided a surface heat output of 630 W/m? (200 Btu/ft>-hr).
The design consisted of 241 steel Perkins tubes (commonly called heat pipes) embedded in the bridge deck and
approaches. Uneven heating was observed during the system’s first use in November 1996, with HCFC-123
used as the working fluid in the heat pipes. The high end of the tubes showed little or no heating in all
evaporator sections, and some sections heated less than half the width of the bridge. Over the next year and a
half several modifications were made to the heating system to improve performance.

An additional study on the Virginia project was performed by the Virginia Transportation Research Council.
See the final report, “Evaluation of Virginia’s First Heated Bridge,” VTRC 01-R8, December 2000, at
http://www.virginiadot.org/VVTRC/main/online_reports/pdf/01-r8.pdf.

Pavement Snow Melting, John Lund, Oregon Institute of Technology Geo-Heat Center, GHC Bulletin June 2000.
http://geoheat.oit.edu/bulletin/bull21-2/art4.pdf

e Technologies discussed: hydronic, heat pipe, pavement sprinkling, solar energy.

This paper describes several pavement snow melting systems installed on roads and bridges. The systems use
geothermal hot water, steam or a glycol solution circulated in pipes within or below the pavement, and in one
instance (Japan), hot water sprinkled directly onto pavement. The paper presents general design requirements for a
snow melting system, and provides examples of geothermal energy and other types of systems operating in several
states and other countries. Project profiles include:

o New Jersey—heat pipes. This system circulated an ethylene glycol-water mixture between pipes embedded 2
inches below the pavement surface and a horizontal grid buried 3 to 13 feet below the pavement on 2-foot
levels. The performance of this ground system proved to be superior to that of a companion 68 Btu/h/ft*electric
pavement heating system while requiring only about 2 percent of the electrical power required by the electric
system. One of the pipes system’s drawbacks was the expensive excavation required for placement of the
ground pipes.

e Japan—geothermal hot water. Water from the Jozankei Spa has been used for snow melting on roads since
1966. Hot spring winter is circulated by three 10-hp pumps through three separate loops of pipe embedded 3 to
5 inches deep at 1-foot spacings and then discharged to the Toyohira River at 77 degrees F. The hot water flows
in the loops at between 40 to 50 gpm with inlet temperatures between 169 and 181 degrees F, resulting in a total
heat supply of 6.6 million Btu/hr or 1.92 MWi.

e Switzerland—solar energy pilot project (SERSO: http://www.polydynamics.ch/e/r d/page e serso.htm).
This project tested a method of collecting heat from an asphalt bridge surface during summer, storing the heat in
an underground heat sink, and using the heat during winter frost periods to heat the bridge surface and prevent
ice formation. During the summer period approximately 20 percent of the incident solar radiation on the
activated road surface was collected, corresponding to 150,000 kWh (512 million Btu). Losses amounted to
approximately 35 percent of this quantity, with the remaining energy available to keep the bridge surface free of
ice during the winter period.
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Development of Highway Snow Melting Technology Using Natural Energy, T. Hiroshi, T. Nobuhiro and K.
Nobuo, Ministry of Construction, Proceedings of the 10" PIARC International Winter Road Congress, Sweden,
March 1998.

See Appendix A of this report, “Japan—International Winter Road Congress paper.”

e Technologies discussed: hydronic, solar energy, compost.

This report describes snow melting technologies developed in Japan that use natural heat sources: tunnel spring
water, hot spring water, underground hot water and steam, solar heat, and compost. While the conventional costs of
these technologies are high—ranging from 1.15 to 1.24 times the cost of conventional, electric-powered road
heating—their running costs range from 22 to 46 percent of these conventional methods, suggesting that their
overall costs would make implementation practical. Limitations include the availability of some of the natural heat
sources, and the large sites required for systems that use them. Additional research was planned to identify ways to
expand the range of locations where the systems can be used.

Research Studies

Conductive Concrete for Bridge Deck Deicing and Anti-icing, Christopher Tuan, University of Nebraska,
Nebraska Department of Roads Project No. SPR-PL-1(037) P512, July 2004.

See Appendix B of this report, “Nebraska—Conductive concrete study.”

e Technology discussed: electric.

This project developed a conductive concrete mix specifically for bridge deck deicing. In this application, a
conductive concrete overlay is cast on top of a bridge deck for deicing and anti-icing. This technology was
successfully implemented in a demonstration project in Roca, Nebraska. The Roca Spur Bridge has a 117-foot-long,
28-foot-wide conductive concrete inlay. Temperature sensors and a microprocessor-based controller system were
installed to monitor and control the deicing operation of the inlay. The bridge opened to traffic in spring 2003, and
data from the first deicing event showed that an average of 500 W/m? (46 W/ft?) was generated by the conductive
concrete to raise the slab temperature about 16 degrees F above the ambient temperature. The researchers felt that
the deicing performance and power consumption results from this study made conductive concrete overlay a very
cost-effective bridge deck deicing method.

A related report, “Bridge Deck Deicing,” documents earlier, preliminary research on conductive concrete performed
for NDOR. This report includes results from small-scale experiments using conductive concrete mixes for heating
concrete decks; see http://www.ctre.iastate.edu/pubs/crossroads/51bridge.pdf.

Route 130 Bridge Snowfree Installation: Electrical Analysis and Recommendations, FHWA-NJ-1998-008,
February 1998.

http://wwwv.state.nj.us/transportation/refdata/research/reports/FHWA-NJ-1998-008.pdf

e Technology discussed: electric.

This brief report describes a heated pavement system on a small bridge in New Jersey. The system used synthetic
graphite to make the asphalt conductive, but its initial installation was unsuccessful, so this study provided follow-
up activities to analyze and mitigate the problems of the initial installation.

Solar Culvert Deicer, ongoing research, Maine DOT.

http://rip.trb.org/browse/dproject.asp?n=12557

e Technology discussed: solar energy.

Water freezing in culverts can cause icing, washouts and flooding of roadways. This study will select several
culverts around the state of Maine that are likely candidates for water freezing and devise a solar deicer system to
maintain water flow.

Environmental Impacts of Winter Road Management at the Cascade Lakes and Chapel Pond, New York State
DOT, June 2006.

http://people.clarkson.edu/~tlangen/Reprints/Cascadel akesFinalReport.pdf

e Technology discussed: electric.

This project assessed the magnitude of environmental problems associated with winter road management (chemical
deicer and abrasive applications) along the Cascade Lakes in the Adirondacks, and recommended ways to
ameliorate environmental impacts. An excerpt from the report’s Conclusions and Recommendations (page 316):

Another alternative winter management practice that, in this case, fully eliminates the need for deicing
chemicals while maintaining high levels of safety is the installation of an electrically conductive concrete


http://www.ctre.iastate.edu/pubs/crossroads/51bridge.pdf
http://www.state.nj.us/transportation/refdata/research/reports/FHWA-NJ-1998-008.pdf
http://rip.trb.org/browse/dproject.asp?n=12557
http://people.clarkson.edu/%7Etlangen/Reprints/CascadeLakesFinalReport.pdf

overlay. This option would involve potentially higher construction costs and would be most feasible during
complete reconstruction of the highway. Conductive concrete overlays capable of using resistance heat to
clear snow and ice from forming on roadways have few known negative environmental impacts.
...Commonly, such overlays take their power from offline but other more sustainable energy production
such as wind or solar power could be utilized to make a self-sustainable system. Given that Cascade Pass is
a remote location at a bottom of a deep gorge, powering a conductive concrete overlay along Route 73 at
the Cascade Lakes will be challenging and require further research. Further, while the technology has been
successfully applied to bridge decks in recent years, the extension of the use of conductive concrete to
linear transportation projects such as roadways needs further study. Preliminary studies on the optimization
of conductive concrete mix designs for such applications have been carried out at Clarkson University and
show promise.

Smart Bridge, Oklahoma Transportation Center, Oklahoma State University
http://www.otc.okstate.edu/Research/ITS.htm

e Technology discussed: hydronic.

OSU’s Smart Bridge Program aims to develop and implement a bridge deck heating system that will eliminate
preferential icing on bridges. This technology uses a ground source heat pump system that recovers energy stored in
the earth and uses it to heat fluid that is circulated through the bridge deck.

Related OSU heated bridge studies:

e Simulation Based Investigation on the Design of Hydronic Snow Melting System, X. Liu and J. Spitler,
Oklahoma State University, Proceedings of the Transportation Research Board 83" Annual Meeting, January
2004.
http://www.hvac.okstate.edu/pdfs/Liu_Spitler_2004.pdf
This paper describes a parametric study to investigate the impact of idling time, heating capacity, pipe spacing,
bottom insulation and control strategies on the snow melting performance of a hydronic bridge deck heating
system. The study used up to 10 years of weather data to run an experimentally validated hydronic snow
melting system simulation for several different North American locations.

e Smart Control of a Geothermally Heated Bridge Deck, J. Spitler et al., Oklahoma State University; S.
Jenks, Conoco Inc.; K. Pandit, Beak International Inc.; and D. Arndt, University of Oklahoma; Proceedings of
the Transportation Research Board 82™ Annual Meeting, January 2003.
http://www.hvac.okstate.edu/pdfs/Jenks et al _2003.pdf
This paper describes a “smart” control system designed for a geothermal bridge deck heating system. The
control system integrates concepts of model predictive control with a first-principles bridge deck model and
hourly computerized National Weather Service forecasts to prevent bridge icing without the use of salt or other
chemical deicing materials. Researchers say the proactive nature of the control system maximizes motorists’
safety and bridge life while minimizing system operating costs.

o Simulation of a Geothermal Bridge Deck Anti-icing System and Experimental Validation, X. Liu, J.
Spitler and S. Rees, Oklahoma State University, Proceedings of the Transportation Research Board 82"
Annual Meeting, January 2003.
http://www.hvac.okstate.edu/pdfs/Liu_Rees Spitler_2003.pdf
This paper describes a method of simulating the performance of a heated bridge deck anti-icing system under a
range of weather conditions. The bridge deck contains embedded hydronic tubing and a ground-coupled heat
pump system with vertical borehole heat exchangers as a heat source. Results indicate that the system
simulation is able to predict performance of the heated bridge deck with reasonable accuracy under a range of
weather and operating conditions.

e A Modeling Approach to Design of a Ground-Source Heat Pump Bridge Deck Heating System, J. Spitler
and A. Chiasson, Oklahoma State University, Proceedings of the 5" International Symposium on Snow
Removal and Ice Control Technology, September 2000.
http://www.hvac.okstate.edu/pdfs/Bridge _deck_design_paper.pdf
This paper describes the design of the hydronic bridge deck heating system described in the entries above. It
details the design of the bridge deck as a solar collector in the summer months, allowing the ground to be
thermally “recharged” by circulating fluid from the bridge deck to the ground.
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¢ Bridge Deck Deicing Using Geothermal Heat Pumps, J. Spitler and M. Ramamoorthy, Oklahoma State
University, Proceedings of the 4™ International Heat Pumps in Cold Climates Conference, August 2000.
http://www.smartbridge.okstate.edu/new_information/publications/HPCC Bridge_Deck Deicing.pdf
This paper details simulation methodology used in the planning of the hydronic bridge deck heating system
described in the entries above.
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Development of Highway Snow Melting Technology
Using Natural Energy |

Author : Tanno Hiroshi
~ Head, Takayama National Road Works Office, Chubu
-Regional Construction Bureau, Mimistry of Gonstruction
Co-authors : Tezuka Nobuhiro
'Head, Road Management Division, Tohoku Regonal
Construction Bureau, Ministry of Construction
Co-authors - Kobayash) Nobuo
Manager, Second Road Planning Secmnon, Hokuriku
Caonstruction Bureau, Ministry of Construction

Abstract

The principal method used 10 deal with Snow on Japanese roads is show
removal, but-in recent years, the prohibition on spike Tires has increased the
imponance of measures To prevent freezing of road surfaces, and in an effort 103
recuce the amount of energy consumed by snow removai and snow meiting
equipment, highway snow meters are being introduced.  But converitional snow
melting 1echnology which invalves the use of heating wires and ihe spraying of
walter is plagued by problems: obiaining waler, ground subsidence, eic., and
high mamienance costs. In recent years, efforts have been made 10 replace
this method by developing roadway snow melting technology that utilizes
various kinds of energy found in the natural world.

The following are the technologies of this kind now being developed in Japan.

[1] Those using spring water from tunnels, ground water, hot spring water, or
hot water steam as their heat source.
This type use one of wo heat transmission methods: a method using a heat
pipe and another method involving the circulation of spring water in a pipe
directiy inside the paving.

[2] Stering heat underground dunng the summer and circulating it with a pump
tnrough pipes buried in the paving.

[3] in addition, methods using electricity generated wilh wind power, the heat
produced by the composing of dead foliage produced when grass &t is cut
along roadways
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The results of development and wrial work aof [1] those using Spring water or
ground water, hot spring water, or hot water steam and [2] those using
underground heat confirm that while their snow melting capacity decines g litlie
after a particularly heavy snowfall, they are sufficiently effective for use on actual
roads. In response to these findings, they are being introduced for use at
wnnel portals and other locations where it is difficult 1o remove sSnow
mechanically. A large system (installed jength = 2.7 kilometers) is now being
installed on the Abo Pass (elevation 1,790 m) in the Japan Alps. The testing
also showed that although the heat produced by composting is not large, it is
stable, but wind generated electric power is unstable. It has been concluded,
therefore, that a system combining the two appreaches would be eﬁectwe

1. Development of New Highway Snow Melting Technologies

In Japan, in response 10 the increased neea for road deicing measures
following after prohibition of the use of studded in 1990 and in order 1o reduce
1he labor reguired to carry out snow removal and deicing, roadway snow melting
systems are now being introduced. The use of conventional water spray and
electric heat type snow meltng aeicing technology have occurred by problems,.
such as d:fﬁcultles 1o obtain water sources, land setilement, and the running
cost of electric.  To overcame these problems, attempts have in Fecent years
been made to develop roadway snow melting/deicing technologies that take
advantage of various natural energy sources.

This repon introduces examples of snow meling technology using tunnel
spring water, hot spring water, underground hot water ana sieam, solar heat,
elc., which have been developed in Japan. (Figure 1, Figure 2, Table 1).

Table 1. Length of Instalied Snow Melting Facilitiesn Japan

_ {Unit km)
Water Spray Type Snow | Non-water Spray Type Snow
" Melting Syslems Melting Systems

Nanonal Highway 5086 718
Pnncipal Regional Highway 8206 £4.9
Prefectural Highway 1051.4 18.4
Municipal Street 2928.2 96.9
Total 5306.8 2521

(in 1995)
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Relauanal Chart of Snow Meming Systems n Jfapan

Snow
Meltng/
detcing
Syslems

CGround Water
River Water

[ Warer Spray Type

— Natural Energy

—= Non walter Spray Type ———Hot Warer

-— Fossi Energy

— OtNEers

Sea Water
Sewerage Waste Water
Lake of Marsh Warer

— Cround Water Heat
——Geotherma!
—Snlar Heat

—Solar Radiation
[—AIr Heat

+--Sea water Heat
—wWind Power Heat

— Hot Spring Water Heat
— Vaste Urban Heal

—Hot Waste Water From
Facrones

— Petroleum
=335

——Electricity

Fermentauen Heat

Figure 1. Relational Chart of Snow Melting Systems
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Figure 2. Location of Snow Mehing/Deicing Trial

2. Highway Snow Melting/Delcing Technologles Using Tunnel -Spring
Water, Hot Spring Water, Etc.

2.1 Special Features of the Installation Location

Snow meliing technologies ufilizing tunnel spring water, hot spring water,
etc. will be used on a new highway through the Abo Pass. The Abo Pass is the
shortest transportation link between Gifu Prefecture and Nagano Prefecture, but
it rises to an altitude of 1,790 meters in the Japan Alps. At tis altitude, it is
very cold and the area is subject 1o heavy snow accumuilation. For six mornths,

‘between mid Novemnber and April the road is blocked with snow preventing its

use by motor vehicle traffic (Table 2).
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Table 2. Weatner Conditons at Abo Pass

District- Hirayu Nakanoy_u
Min. Temp. During Past 5 Years (°C) -18 -18
Average Annual Accumulated Snow Fall Deptn (cm) 570 460

Furthermore, because of the steep lopography and volcamie zone
characlernistics, land slides occur frequently. Even in the summer, it is a
~ dangerous route where waffic is prohibited whenever 80 mm of conunuous
rainfall 1s recorded. S

Wark is now underway on the construction of & new Abo Pass Highway,
which can be used all year round even under hese harsh natural conditions.
Tne project includes construction of @ snow melting/deicing system using twnneél
spring water and nhat spring water 1 melt the sndw on the approximately 1.8
kilometer open sections at both portals of the wnnel under the pass (length of
4.35 kilometers).

2.2 Snow Mefting Method

The snow melting system will utilize tunnel spring water, an abundant and
stahle source, and a nearby and easily accessible hot sprning. The thermal
transmitting medium will be a heat pipe filled with a substitute Freon gas. The
heat pipe wili consist of a heating unit and a heat release unit. In the heaung unit,
the substituite Freon gas is vaponzed by the heat from the warer, which is the
heat source. Then as this gas moves through the pipe at the speed of sound 16
the heat release unil, it transmits its heat 10 the exterior. After it has discharged
its heat, e gas returns 1o the heating unlt

The snow meling heat sources are unnel spnng water an Ihe Gifu
Prefecture side and hot water and steam on the Nagano Prefecture side (Figure

3)..
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Figure 3. Location of Snow Melting/Deicing Facilities at New Abo Pass Highway

[] Gifu Prefecture Side

Tunnel spring water on the Gifu Prefecture side will he provided from a
spring water, which amount is enough to supply the needs of a single town.
However, since the tunnet spring water is of low temperature, a hot spring well
will be drilled to provide hot spring water 10 be added in small quantives to the
wnnel spring water 1o boost its temperature. The water which remains after
melting will be reused adding afier a small amount of hot spring water (Figure 4,

Table 3).
Abo Tunnal

>~
-

-
-
waerer Storage Tank «~ Tunnel Spring

{tspﬁng Wl

Heat Pipe

;’// Coﬁcrew Paving

Base

Figure 4. Hirahoyu Section Snow Melting System
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Table 3. Snow Meiting Facility Surface Area and Hot Water Source

lL.ocation Surface Area warer Quantity | water Source’ | Temperature
(m®) Reguwred (M*/min) {m*/min) Q)
Gifu Prefectura Side (Hirayu) '
Mirayu : 15,127 18.653 30.85 14-60
Obako 5,198 6.004 0.84 45~93
INagano Prefeciure Side (Nakanoyu)
Tunnel Spring Water 13,700 0.92 1.26 9-15
Steam Well : [6.500] 102
Azumi No 1 Well : 0.28 95

Note: [ ] meang a unit of kilograms of steam/hour

[2] Nagano Prefecture Side

Tne nignway in Nagano Prefecture is a volcanic zone and although there 13
litle ground water in this region, almost limitless supplies of hot water and steam
are discharged from the ground. These supplies will be used to form steam for
use as a snow melting heat source.

Hot water mixed with ground water will be supplied to a heat exchanger as
its primary side heat source. This heat will be transferred 10 the secondary side
transmiﬁing medium, which is circulated in a closed system through the
pavement (Figure 5).
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Figure 5. Nakanoyu Section” Snow Melting System

2.3 Trial Operation Results

In order to confirm that this snow mejtng system will work as intended
before The road is opened, trial operavon of the system was carried out in Gifu
Prefecture in The winter of 1997. The results show that even when snow IS falling _
4t a rate of as much as 2.8 cm per hour, as shown in Photograph 1, the system
melted the snow so well that no snow_acmmuiated on the road surface and the
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road even appeared 1o be dry. Althaugh this was only a partial wial operation of
the system, it verified that the system meits road snow very effactively.
The Abo Pass Road is scheduled 1o open in December 1997.

Photograph 1. Snow Meiting at Abo Pass Photograph 2. Snow Melng at Abo Pass

3. Shallow Stratum Underground Heat Powered Snow Melting System

3.1 Qutline of the System _

This system 1akes advantage of solar heat energy which is in abundant
supply during the summer and of the excellent heat storage properties of soil
due to its low coefficient of thermal conductivity and its slow heat dissipation rats.
During the summer, the paving is used as a heat collector to accumulats heat
which is stored at a relatively shallow depth undergrouna (about 5 meters) by
circulating an antifreeze water mixture. In the winter, this accumulated heat is
supplied to the paving by circulating water 10 melf the snow (Figure 6).

/’ |\\

~
{Heat <:::} (Heat -,
RETEBE.N) a® o = °  Faling Snow Starage)} ) h

o v w “ e

(Summén

{(Wimer)
Figure 8.  Schematic Diagram of a Shallow Stratum Underground Heat
Based Snow Melting System .
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3.2 Heat Storage and Snow Melting Capacity

Al a tnal facility canstructed at a chain attachmentremoval station i Niigata
Prefecture with a surface area of 800 m?, sandy soil, which is cheap and has
many uses was employed as he heat starage medium 25 cm thick layer of
insulanng material was placed above -the heat storage area 1o resfrict natural
neat release. Figure 7 shows changes in the underground temperature. |t
reveals that afier snow was its temperature meited, the temperature of the heat
storage unit felf to about 6 °C. bul recovers 1o a maximum of 30 °C or more by
natural recovery and the stored heat. Later it fell 1o about 24 °C before snow
melting as a resuit of_'natural heat release action, but the temperature difference
between it and the natural ground was 14 °C, indicaung that he insulauon
piaced above the heat sforage unit was gffective.
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Figure 7. Changes m the Underground Temperature

As copstrucied, it stored a total energy of 12.6 X 107 J dunng the summer.
The quantity of heat stored fell 1o abolt 10.1 X 107 J before the snow meiing
season, but it was able to maintain 9.1 X 107 J, which was enough 1o melt snow
dunng the winter. The trial confirmed that the snow melting capacity was
sufficient 1o melt snow at a rate of 3 cm per hour {design snowfall/time was 2.2
cm of snow per hour). In terms of days, the design Snow meling capacity was 20
em/day. The result of which 1s that the system can meit snow on 90% of all
snowy days during the winter, and even if the road surface is covered with snow
because of temporary heavy snawfall, it could melt the snow within a day

(Pnotograph 3}
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Photograph 3. Shallow Stratum Undergraund Heat Snow Mefting in Niigata

4. Heat Pump Type Snow Melting System
4.1 Outllne. of the Sysiem

This systemn uses ground water of air as its heat source and is equipped
with & heat pump that heats a circulating antifreeze water solution which is used
10 melt snow. The circulating water heats the paving, melting the snow.

This system is automatically controlled by a combination of snowfall
sensors, iemperature sensors, and interior paving temperature sensors (Figure

8).
Ar-
1L et Purmp Snaw Martng Unt
q:dl Cirauteting Pump

maal Release Pipes

 Figure 8. Heat Pump Type Snow Melting System

4.2 Performance and Melting Capaclty

A heat pump type system using air as its heat sourca was 1ested an an
870 m® section of the Ebigase Interchange on National Highway No. 7. The
quantity of heat released was related 1o the outside air temperature, with a large
quantity of heat released when the air temperature was low and a small quantity
of heat released when the air tamperature was high.  However, down 1o about
. 5 °C, no remarkable decline in the amount of heat released was observed
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(Figure 9). The wal confirmed that a system with a design snowfall of 1.4 cm/h
had a maximum Snow melting capacity of 4 cm/hour with an exterior air
temperature of - 1.9 °C and a traffic volume of 185 vehicles/nour in each
direction, Under weather conditions in which the continuous snowfall exceeded
the gesign snowfall (the maximum snowfall was 5.0 cm/h), the road surface in
the melting System' area was temporarily covered wilh snow of 0.5 ~ 2.0 cm
depth, while the accumulation on a read surface not installed the sysiem
reached about @ cm. Even under these weather conditions traffic was not
ahsrupted, indicating that it is a completely pracucal system (Photograph 4).
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5. Use of Composted Cut Foliage as a Heat Source

5.1 Qutline

It 1s normal practice to incinerate grass, branches, etc. produced while
pruning roaaside trees and cutiing weeds on the shoulders and medians of
roads. However, in recent years, the Ministry of Construction (MOC) nas been
introducing the production of compoast from this material in order 1o address
environmental problems and 1o promote recyefing. '

It now produces compost by fermenting three kinds of waste mareral: grass
and tree cuttings, etc., animal manure produced on farms, and industrial waste
from oil factories. This compost is then used to promote the growth of new
vegetation. In 1996, the MOC conducted a trial of a system which uses the heat
produced during the composting process as a heat source for & snow melting
system.

8.2 Outline of the System

_ The trial system consisted of fermentation tanks, ar supply and exhaust

blowers and heart exchanger, circdlating pump, and snow melting pipes. The
fermentation 1ank unit was a two 1ank type employing agitation biades and air
supply pipes so that the fermentation could be done in stages. The warmed air
obtained from the fermentation process was used 10 heat an antifreeze solution
in the heat exchanger. The warmed antifreeze solution was then pumped 1o the
snow melting pipes 1o melt the snow on the highway (Figure 10).

—
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Figure 10. Compost Heat Snow Melung Facilty System Diagram

nann

5.3 Trial and Results

The trial included indoor and outdaor tests using actual equipment. After the
quantity of fermentation heat with different waste materials was determined, the
snow melng test was performed in the winter using the opimum mix found.
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(1) Qutdoor Temperature Test

Based on the results of the prehmmary indoor lesting, the oplimum
fermentation marerial was determined 1o be grass and the oplimum mixture was
set at grass 20%, and animal manure 80% by wegnt. The fermentation material
at this optimum mix and clay to encourage fermentation were placed in the
fermentation tanks installed along an road at Nakayama Pass in Koriyama City.
The exterior air temperature, the tTemperature and moisture content inside The
top and bottom fermentation tanks were measured. The results confirmed that
fermentation heat was continually generated in the top fermentation tank at a

temperature of approximately 50 °G (Figure 11).
~ Emteror Tasting {Nov. 1110 Nav 26)
800

—o— Eawnwr e Tempanfafe
g Top Tams TEAPEriufe

——— Borom Tank Tempamiure
——re Tigp TANR peostare CONtem

—— Botfom Tana Mosire Comemnt

$omigre Condat [

y 2 35 4 5 6 T 8.9 10 11 12 13 18 15 @
Elapuodt Tiny {Days)

Figure 11. Compost Tempsrature and Mosturs Content '

(2) Snow Melting Tnal

Because the outdoor temperature test confirmed that fermeniaton heat was
generated during the composting process, a non-spray type snow meiting
system was $el up on the 1est site 1o study Its Show melting effectiveness. At an
external air temperature of - 2 °C, and with 2 cm/hour of snow faling, the
temperaiure insige the fermenation tank maintained a high temperature,
melting snow over almost the entire 22.4 m? of the snow melting mal yard
(Phatograph 5), confirming the feasibility of using fermentanon heat 10 melt
SNOW.
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Photograph 5.~ Snow Melting with Compost Heat

(3) Analysis of the Compost

_ The compost produced during the outdoor testing was removed and used
for chemical analysis to confirm that it would be safe 1o use as compost. The
analysis measured 24 organic substances along with its nitrogen, phosphoric
acid, potassiumn, and organic carbon content, confirming that its content of
organic substances was below standard values in every case, making it safe 1o
use as compost.

6. Future Challenges '

This report has introduced outiines of a number of snow meiting systems
using natural heat sources now under development in Japan. It demonstrates
that while all are at the trial stage, they are ofien extremely practical ways to melt
snow. While the construction cost of these sysiems are high, ranging from 1.15
10 1.24 umes the cost of conventional electric heat p'owered road heating, their
running costs range from 0.22 1o 0.46 tmes that of the conventional methods
{calculated for a surface area of 2,000 m? and a life cycle of 15 years), revealing
that their overall costs make their use highly practical.

However, the heat sources used limit the places where the systems can be
provided, and furthermore the systems require large sites. Studies to find ways
10 expand the range where the sysiems can be used will continue.
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ABSTRACT

Traditionally, removing ice from pavement can be accomplished by a combination of
severa methods, such as plowing, natural melting, traffic movement, and chemica treatment.
Because the bond between ice and pavement is strong, removal by plowing alone is not effective.
Chemical treatment helps break the bond by melting into the ice and spreading under the ice layer.
Most highway winter maintenance depends on using chemicals and fine granular particles as a
primary means for deicing. However, using deicing chemicals and salt has caused damage to
concrete and corrosion of reinforcing bars in concrete bridge decks which is partially responsible
for the rapid deterioration of the transportation infrastructure in the U.S. The search for improved
deicing methods has been a research focus for quite some time. The use of electric heating cables
and heated fluid in pipes have been attempted, however, those techniques were too expensive to

operate and difficult to maintain.

Conductive concrete is produced by adding electrically conductive components to aregular
concrete mix to attain stable electrical conductivity. Due to its electrical resistance, athin layer of
conductive concrete can generate enough heat to prevent ice formation on concrete pavement when
connected to a power source. A concrete mix containing 1.5 percent of steel fibers and 25 percent
of steel shavings by volume was developed specifically for concrete bridge deck deicing. The mix
has adequate strength and provides athermal power density of 600 W/m?, producing a heating rate
of 0.25°C/min under subfreezing temperature. The average energy cost was about $0.8/m? per
snow storm. A comparison of conductive concrete technology against other deicing technologies
in the literature has reveaed that it has the potential to become the most cost-effective deicing

technology in the future.



vii

This research project has national and international implications. Statistics indicate that 10
to 15 percent of al roadway accidents are directly related to weather conditions. This percentage
alone represents thousands of human injuries and deaths and millions of dollars in property
damage annually. lce accumulation on paved surfaces is not merely a concern for motorists; ice
accumulation on pedestrian walkways accounts for numerous personal injuries, due to dipping and
falling. The conductive concrete deicing technology is readily available for implementation at
accident-prone areas such as bridge overpasses, exit ramps, airport runways, street intersections,

sidewalks, and driveways.

During development of the conductive concrete, several drawbacks about using steel
shavings in the mix were noticed. Carbon and graphite products were subsequently used to
replace steel shavings in the conductive concrete design. The electrical conductivity and the
associated heating rate were improved with the carbon products. A conductive concrete deck has
been implemented for deicing on a highway bridge at Roca, located about 24 km (15 miles) south
of Lincoln, Nebraska. The Roca Spur Bridge has a46 m long and 11 m wide conductive concrete
deck overlay. The Roca Bridge project was let in December 2001 and construction completed in
November 2002. The overlay has been instrumented with temperature and current sensors to
provide data for heating performance monitoring during winter storms. Experimental data and

operating costs are presented in this report.



LIST OF FIGURES

Figure2-1  D-line cracking spreading from sidewalk joint ............cccooevvninerennene. 7
Figure2-2  Spalling of concrete surface, exposing areinforcing bar ...................... 7
Figure2-3  Scaling of concrete Slab SUrface ..., 8
Figure2-4  Styrofoam insulating layer used on graded subgrade

for flexible pavement in Michigan (1962).........cccccevvveenenienneenieseeee 16
Figure2-5  Electric cablesin the bridge approach roadway, New Jersey 1961.....19
Figure2-6  Deck heating system on approaches of a pedestrian overpassin

Lincoln, Nebraska, 1993...........ccooiiiiinireeeee s 20
Figure2-7  Deck heating system in the Buffalo River Bridge, Amherst, Virginia,

INNOVEMDEN 1996 ..o e 22
FIQUre 3-1  SHEEl SNAVINGS ....eiieieiieeieeeestee ettt 32
Figure3-2  Resultsfrom sieve analySiS........ccoveeiieniinicii e 33
Figure3-3  Low carbon steel fIDers........coovviiieii e 34
Figure3-4  Typical conductiVe CONCIELe MIX.......cceecuereerierieerieenieeee e see e e eee 38
Figure3-5  Surface finishability of conductive concrete............ccooveeeeeieeiciennnn 38
Figure3-6  Steel plates are used for €ectrodes..........ooovveerervenienenie e 40
Figure3-7  Small conductive concrete slab heating test ..........cocceeveverieeceneenenne 40
Figure 3-8 (a) Slab heating test - 20% conductive materia ............ccoccevveeienerneennnne 41
Figure 3-8(b) Slab heating test - 15 % conductive material ...........cccooevervnneeienenne 42
Figure 3-8(c) Slab heating test - 15 % conductive material ...........cccooevvrceneenienenne 43
Figure 3-9  Conductive concrete test specimens-Category 3

(Stage tWO eValUBLION).........ceieeeeiierieee e ee s 44

viii



Figure 3-10 Slab under testing USINg DC-POWET ........cooeeiereerierieneeseeee e 47
Figure3-11 Slab heating tESS ....c.oeiiiieeee e 438
Figure 3-12 A model for conduction of electricity through conductive concrete...50

Figure 3-13 Conduction of eectricity through conductive concrete

— MOJE] PAIrAIMELENS........civieeieieeeeee et 50
Figure3-14  Power consumption —AC VS. DC.......cceiveiveie e 51
Figure 3-15(a) 1 ft X Lft X 2N, SaDS....ccceieieieece e 52
Figure 3-15(b) 3ft X 2ft X 3.51N. JaS.....ccceiierieeeeece e 53
Figure3-16  Smooth surface between the steel plate and concrete surface............ 54
Figure 3-17(a) Steel plate With OPENiNg .......cccevieiiiiriese e 55
Figure 3-17(b) 1 in. steel plate welded on WWF with 0.5 in. spacing...........ccccueeuee. 55

Figure 3-17(c) 3/4 in. corrugated steel plate welded on steel posts

WIth 1.25 1N, SPBCING....eeeveeierteerieeieseesie e steeeeseeseeeesreesseeeesseensens 56
Figure3-18 Sawdust layer was used asinsulation layer ...........ccccevvveeresceseenene. 56
Figure4-1  Specimensin CUNNG tANK.........ccoereeiererereneneeese e 59
Figure4-2  400-kip compression testing maching ...........ccoceeoeeeeieneneseneseeenes 61
Figure4-3 ~ Compressive strength With time ... 62
Figure4-4  Typical failure mode of concretein COMpPression..........cccooevveeeevrnenes 62
Figure4-5  Test setup for stress-strain relationShip .......cocceeeeeeerereneneneseseeenes 63
Figure4-6  Stress-strain relations of conductive CONCrete.............ccovvvreeevrvnveenne. 65
Figure4-7  Modulus of elasticity of conductive CONCrete............covvevnerrecennennes 65
Figure4-8  Flexural strength —test SEUP .......ccceiiiiiinireceee e 66

Figure4-9  Flexura strength with time

[using simple beam with center-point loading]



Figure 4-10
Figure 4-11
Figure 4-12
Figure 4-13
Figure 4-14
Figure 4-15
Figure 4-16
Figure 4-17
Figure 4-18

Figure 4-19

Figure 4-20(a)
Figure 4-20(b)
Figure 4-21(a)

Figure 4-21(b)

Figure 4-22

Figure 5-1(a)
Figure 5-1(b)
Figure 5-2(a)
Figure 5-2(b)
Figure 5-3
Figure 5-4

Figure 5-5

(ASTM C293-79 —AASHTO T 177-81) ..o 67

Freeze and thaw testing eqUipMENt...........cooeverieeienenese e 68
Freeze and thaw specimens during taking measurements................ 69
Freeze and thaw specimens — before and after 312 cycles............... 69
Specimens for Shrnkage test ..o veiirereeee e 70
Shrinkage strain MEASUreMENtS .........cocevvrererieee e 71
Shrinkage strain vs. ACI 209-97 predicted strain.........cccccceeevenene 71
1-in. thick specimens for permeability test........ccocvieiiiiienininne 72
Temperature-controlled box for permeability test...........cccocvvrenene 74
Permeability test specimen preparation............occoevereeeeceeneeseeneene 74
Specimens inside moisture-free desiCCators.........oovvvverenieeresieenens 75
Specimens stored in UNSAEUrated @il ..........cceverereeeeieeiesesese e 76
Saturated surface dry SPECIMENS........ccovererieieeriere e 76
Cylinders with sawdust mortar insulation layer ...........ccceeeverennnne 79
Thermal conductivity test SPECIMEN ........cccoceevvriireeieeee e 79

Typical temperature distribution during

thermal CONAUCEIVILY TESES.......coviieeereere e 80
Slabs ready for casting the conventional concrete layer ................. 83
6-in. conventional concrete Slab...........ccovereinienerece s 83
SIa CrOSS SECHION ...t 84
Thermocouples and steel platesinthe overlay .......cccccceevecvveeienen. 85
Fiber reinforced plastic rebar used as shear studs..........ccccceeevveneenee. 86
Steel plates with opening were used as electrodes.............ccccuveueenee. 87

Conductive concrete mix showed excellent workability and



Figure 5-6
Figure 5-7
Figure 5-8(a)
Figure 5-8(b)
Figure 5-9(a)
Figure 5-9(b)
Figure 5-10(a)
Figure 5-10(b)
Figure 5-11(a)
Figure 5-11(b)
Figure 5-12
Figure 5-13(a)
Figure 5-13(b)
Figure 5-14

Figure 5-15

Figure 5-16
Figure 5-17
Figure 5-18
Figure 5-19
Figure 5-20
Figure 5-21

Figure 6-1

surface fiNiShabi ity ......c.coveeiiii e 88
Slabs after fiNIShING .......ccooiiiiiiee e 88
Thermocouple locationsin the insulation layer ...........cccocevvreenen. 90
Thermocouple locationsin the 2m x 2m overlay ... 91
Thermocouple locationsin the 1.2m x 3.6m overlay..........cccceueeee. 92
Thermocouples placed at two leVelS ..., 93
Thermocouple layout before casting overlay..........ccoocveeeieenecennee. 93
Temperature, humidity, and wind SENSOrS ..........cccceceveevee e cciee e, 94

An electronic Weather Station...........cocveoveiereneneneseeeeeeeseese e 9

The VARIAC, transformer and amp-meter for power contral........ 95

Slabs connected t0 POWESN SOUICE..........ccueeierieerierieeneenieseeseeeseesaens 96
Anti-icing experiment — Feb. 11, 1999........ccooviiiinineeeee 99
Slab before testing (Deicing experiment — Feb. 20, 1999) .......... 100
Slab during testing (Deicing experiment — Feb. 20, 1999) ......... 101
Average anti-icing and deicing temperature data......................... 103

Conduction of electricity inthe 1.2m x 3.6m x 9cm conductive

(000) (@ (= (=10 V7= ¢ = YRR 106
Conductive concrete overlay model ..........ccooeveeiiniinienenienens 112
Electric resistivity of the conductive concrete............c.ccevuvenennne. 114
Enthal py-temperature curve for phase change of snow................ 115
Deicing electric current data (under 420V AC).....ccoeivveeveenenne. 118

Electrical resistance heating of conductive concrete overlay ....... 119
Temperature time-historiesin the snow layer ..........ccceveeivnenee. 120

Electric resistivity vs. temperature — EC-All mMiX........ccocevueneee. 128

Xi



Figure 6-2
Figure 6-3
Figure 6-4
Figure 6-5
Figure 6-6
Figure 6-7
Figure 6-8

Figure 6-9

Electric resistivity vs. temperature — Slag + 25% EL mix............ 128
Comparison of heating rates of trial miXes..........ccocevvveieeieeennen, 130
Time effect on electriC reSIStiVity .......coccoeeevencineereeeee e 131
Conductive concrete panel 1ayoUt..........ocereereeeneenenieseeseeen 132
Power chord and angleiron connection............c.cccevveeecieeveecneene, 133
Roca Bridge deck deicing — February 5, 2004 ..........cccoeeeveenee. 136
Ambient vs. average slab temperature...........ccccveevenieneenenieene 137
Average current-temperature relationship ........ccccceeeeeveeeieeinens 138

Xii



Table2.1

Table2.2

Table3.1

Table3.2

Table 3.3

Table3.4

Table3.5

Table 3.6

Table3.7

Table 3.8

Table4.1

Table4.2

Table4.3

Table4.4

Table 4.5

Table 4.6

Table5.1

Table 5.2

Table5.3

LIST OF TABLES

Comparison of deicing CheEMICAIS ........c.ccoererierere e 15
Comparison of different heating SyStems..........cccovvererenieeienesesenne 23
Conductive concrete mix design by Xieet al........cccooeeveninnneninnens 31
Steel fiber CharaCteristiCs........oovvviiriiiceeeee e 33
Materials used in the conductive CONCrete MIXeS...........ceeveveereeneereenne. 34
Summary for test results — Optimization category 1 and 2.................. 36
First-stage test results — Category 3 ......ccoocveeererieneenee e 37
Compressive strength and modulus of rupture — Category 3............... 45
Effect of hydration time on electric resistivity .......cccocereeieicnieeneene 46
Long-term evaluation of the electric reSistivity ........ccocceveeveicnneenenne 47
Summary of material teStiNg .........coceeverieerieie e 60
Modulus of elasticity of conductive concrete...........cccooveviiveieeicneennenn, 64

Resistance of concrete to rapid freezing and thawing

ASTM C 666-92 -AASHTO (T161-93) ....ceevviieireieceerieeie e 68
Summary of the permeability teSS........cccvvveerveie i 73
Summary of the thermal conductivity tests.........ccceccvrvenieerecceneenene 80
Mechanica and physical properties of the conductive concrete.......... 81
Climatic datain anti-icing and deicing experiments............cccvceeveeenns 97

Temperature range of anti-icing and deicing experiments
(Datafrom 3.6m by 1.2mMm glab) ......ccceeveiiiieececeeseee e 102
Energy consumption and costs (Datafrom 3.6m by 1.2m dab) ........ 105

Xiii



Table5.4

Table 6.1

Table 6.2

Table 6.3

Table 6.4

Electrical and thermal properties used in the finite element
S 110101 = 1o o O SRPRSS 114

Preliminary test results — carbon CONCrete...........ooevveveeveecesceesieennnne 124
Comparison of heating rate, operating voltage and peak current....... 125
Electrical resistivity of carbon concretetrial mixes..................... 127

Deicing performance of Roca Spur Bridge.......... co.ooovoviiiiinnnnn, 135

Xiv



CHAPTER 1

INTRODUCTION

1.1 Problem Statement

Concrete bridge decks are prone to ice accumulation. The deck freezes before the
approaches do, making wintry travel on highways hazardous. Traditionaly, removing ice
from pavement can be accomplished by a combination of several methods, such as plowing,
natural melting, traffic movement and chemical treatment. Because the bond between ice and
pavement is strong, removal by plowing alone may not be effective. Chemical treatment
helps break the bond by melting into the ice and spreading under the ice layer. Most highway
winter maintenance depends on using chemicals and fine granular particles as a primary
means for deicing and anti-icing“®. The use of road salts and chemicals for deicing is an
effective method for ice removal but causes damage to concrete and corrosion of reinforcing
steel in concrete bridge decks. This problem is a major concern to transportation and public
works officials due to rapid degradation of existing concrete pavements and bridge decks.
The search for improved deicing methods has been a research focus for quite sometime. The
use of electric heating cables and heated fluid in pipes has been attempted, however, those
techniques were too expensive to operate and difficult to maintain.
1.2 Background Information

Conductive concrete is a cementitious composite containing a certain amount of
electrically conductive components to attain stable and high electrical conductivity. Dueto its
electrical resistance and impedance, a thin conductive concrete overlay can generate enough

heat to prevent ice formation on a bridge deck when connected to a power source.



Conductive concrete is a relatively new material technology, which has been used for anti-
static flooring, electromagnetic shielding, and cathodic protection of steel reinforcement in
concrete structures. However, its applications have been limited because the earlier
conductive concrete mixes did not meet strength requirements and/or were too expensive to
produce.

A conductive concrete mix patented by Xie et al.'®? at the Canadian National Research
Council contained carbon and metallic particles and fibers. However, that mix has not been
utilized in roadway deicing applications. The patent claims a wide practicable range of
volumetric ratios of conductive materials, including coke breeze, steel shavings and steel
fibers. However, some of theratios claimed (e.g., “up to 8 percent of sted fibers by volume”)
are impossible to achieve in a concrete mix. Furthermore, the volume ratios of conductive
materials and the corresponding electric resistivity in their mix design are not explicitly
specified for different applications.

1.3 Resear ch Objectives

The objectives of this research were:

(1) Design a conductive concrete mix specifically for bridge deck overlay for deicing and
anti-icing application;

(2) Evaluate the conductive concrete mix developed to ensure that its mechanical and
physical properties meet the ASTM and AASHTO specifications for bridge deck overlay
construction;

(3) Conduct deicing and anti-icing experiments using a small-scale conductive concrete
overlay in a natural environment to determine factors affecting its heating performance;

and



(4) Implement a conductive concrete overlay as a heating system for bridge deck deicing in a
demonstration project.

The tasks of this study included (1) conduct literature review of existing deicing methods
and previous projects including heating systems for bridge deck deicing; (2) assess the impact
of cold climatic factors on the conductive concrete mix design; (3) design a conductive
concrete mix suitable for bridge deck overlay construction; (4) conduct laboratory
experiments to evaluate the durability and the properties of the conductive concrete mix; (5)
conduct experiments in a natural environment to develop guidelines for operating a heating
system consisting of a conductive concrete overlay; and (6) implement the conductive
concrete deicing technology in a demonstration project.

1.4 Organization of the Report

This report documents the development and testing of a conductive concrete mix
especially designed for highway bridge deck overlay deicing and anti-icing. The details of a
demonstration project at Roca, Nebraska, to implement the conductive concrete deicing
technology are presented.

Chapter 2 provides a summary of literature review of concrete behavior in cold
weather and protections against frost action, existing deicing methods, previous projects
utilizing various heating systems, the experience with fiber reinforced concrete and the
conduction of eectricity through conductive concrete. Chapter 3 documents the devel opment
of a conductive concrete mix at the University of Nebraska especially for bridge deck deicing
and anti-icing. Chapter 4 describes the evaluations of the mechanical and physical properties
of the conductive concrete. Chapter 5 covers the deicing experiments utilizing a4 ft by 12 ft

test slab with a conductive concrete overlay during winter storms. Chapter 6 discusses in



detail about the implementation of a conductive concrete overlay for bridge deck deicing at
the Roca Spur Bridge. The heating performance and operational costs are presented. Chapter

7 provides conclusions and recommendations.



CHAPTER 2

LITERATURE REVIEW

General information about concrete in cold weather is summarized herein. Existing

deicing and anti-icing methods have been surveyed and compared.

2.1 Protections against Frost Action
2.1.1 Concretein Cold Weather
ACI 306R'® considers the weather to be cold when two conditions exist: (1) when the

average of the maximum and minimum air temperatures recorded on 3 consecutive days is
less than 5°C (40°F); and (2) when the air temperature during at least 12 hoursin any 24-hour
period is 10°C (50°F) or lower. Under such conditions, normal weight concrete should not be
placed unless its temperature is at least 13°C (55°F) for thin sections (300 mm (12 in.)) or at
least 5°C (40°F) when the minimum dimension of the concrete element is at least 1.8m (72
in.). Cold weather can damage concrete during the early stages in two ways. First, the low
temperature in the concrete slows down both the setting and the early hardening process.
Second, water may freeze in the concrete during the setting and early hardening periods after
which the concrete can never reach the anticipated strength.

There are two ways to overcome the harmful effects of cold weather!>6>°%4:
1. to produce concrete with an accelerating admixture. The most common accelerators used

is calcium chloride. The benefit of using calcium chloride (1% by weight of cement) isto

increase the early strength of concrete and to reduce the required protection time against

freezing.



2. to keep the temperature of concrete above the damaging level until it reaches adequate
strength. To obtain the required temperature for freshly mixed concrete in cold weather, it
is often necessary to heat mixing water, aggregates, or both, depending on the severity of
the weather. Heating the mixing water is the most practical and efficient procedure.
Water is not only easy to heat, but each pound of water heated to a given temperature has
roughly five times as many heat units as there are per pound of aggregate or cement at the
same temperature. Mixing water should be heated so that the fluctuations in temperature
from batch to batch are avoided. Very hot water should not be allowed to touch the
cement because it may cause quick or flash set. When heating aggregates is used as an
aternative method, the aggregates should be heated uniformly to eliminate all frozen

lumps, ice, and snow and to avoid overheating or excessive drying.

2.1.2 Deterioration of Concrete

Damage to concrete pavements, bridge decks and railings due to freeze-thaw cycles
(frost action) in cold climates is one of the mgjor problems for state and local governments.
This problem results in a major expense for repair and replacement of existing concrete
pavements and bridge decks. Frost damage in concrete can take several forms. The most
common is cracking and spalling. In the following section, these types of damage will be
briefly discussed.
2.1.2.1 Deterioration line (D-line cracking)

This type of cracks>?#%%97 ysyally run approximately parallel to joints or edges of
concrete surfaces. As deterioration progresses, these parallel cracks occur farther away from

thejoints.



Figure 2.1 D-line cracking spreading from sidewalk joint

Thistype of cracking has been designated as D-line cracking, as shown in Fig. 2.1.

2.1.2.2 Pattern Cracking

Pattern cracking!®” occurs in concrete surfaces due to either reduced volume at the
surface or an increased volume in the interior of the concrete. Freeze-thaw cycles may cause
pattern cracking in the concrete surface by expansion of freezing water either in voids of the
cement paste or in the aggregate pores, as shown in Fig. 2.1.
2.1.2.3 Spalling

Spalling® is the local disintegration of a portion of the concrete surface, usually that

which covers over the top reinforcing bars, as shown in Fig. 2.2,

Figure 2.2 Spalling of concrete surface, exposing areinforcing bar



2.1.2.4 Scaling
Scaling!*824%65% of concrete surfaces is a type of deterioration which exposes the
coarse aggregate due to removal of the mortar, as shownin Fig. 2.3.

The main cause for concrete scaling is due to repeated freeze-thawing cycles.

Figure 2.3 Scaling of concrete slab surface
2.1.3 Freezing and Thawing M echanism
The mechanisms of freezing effects have been a subject of research!2456:59.628566.68,69.7]
for many years. Many theories have been proposed to explain the deterioration and damage
of concrete exposed to freezing and thawing. The two popular hypothetical mechanisms for
frost actions in concrete are the generation of hydraulic pressure caused by water freezing in
large cavities and the osmotic pressure resulting from partial freezing of solutions in

capillaries.

2.1.4 Factors Affecting Frost Resistance of Concrete
The ability of concrete to resist damage due to frost action depends on the

characteristics of both cement paste and aggregates. Frost resistance/24%596265668% genends



on the interaction of several factors such as the location of escape boundaries, the pore
structure of the system, the degree of saturation, the rate of cooling, and the tensile strength of
the material. One of the basic approaches in preventing concrete deterioration due to freezing
and thawing is to produce durable concrete. Methods for producing durable concrete include
production of high quality portland cement paste by limiting the water cement ratio, using
high quality aggregates, and air-entraining admixture to produce air voids which will relieve

hydraulic pressure and reduce the growth of capillary ice.

2.1.4.1 Shrinkage and M oisture M ovement of Concrete

Shrinkage>#85458596289 5 the shortening of concrete during hardening and drying due
to water movement. Different stages of water movement, which cause different types of
shrinkage, will be discussed in this section.

Plastic shrinkage (early volume change)

Plastic shrinkage is caused by the rapid evaporation of water from the concrete surface
such that it exceeds the rate at which bleeding water rises to the surface. Plastic shrinkage
causes cracking in the superficial layer of fresh concrete. Plastic shrinkage can be affected by
different parameters such as water absorption and evaporation sedimentation and segregation,
cement hydration, thermal changes, and variables in the surrounding environment, including
temperature, humidity, and wind speed.

Autogenous shrinkage

This type of shrinkage happens due to the withdrawal of water from the capillary
pores by the hydration of the hitherto unhydrated cement. Typical values of autogenous
shrinkage are about 40 x 10° at the age of one month and 100 x 10° after 5 years.

Autogenous shrinkage increases at higher temperatures, and with a higher cement content.
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Autogenous shrinkage is relatively small except at extremely low water/cement ratios. For
practical purposes, autogenous shrinkage need not be distinguished from shrinkage caused by
concrete drying out.

Drying shrinkage
Withdrawal of water from concrete stored in unsaturated air causes drying shrinkage

strains.  Part of the drying shrinkage can be reversible if the concrete is exposed to wet
conditions. The main factors affecting drying shrinkage are water cement/ratio, aggregate
contents, concrete admixtures, time and humidity, and geometry of the concrete element. ACI
209R-92!° gives the following general expression for predicating shrinkage over time for
moist-cured concrete:

t

=— s 2-1
35+t ult ( )

St

where s is the shrinkage after t days since the end of 7-day moist curing, sy is the ultimate
shrinkage, and t istime in days since the end of moist curing. This general expression can be
modified by a number of coefficients to allow for various factors such as initial moist curing,
relative humidity, volume to surface ratio, fine aggregate percentage and cement content.

Carbonation shrinkage

Dissolution of Ca(OH), crystals and deposition of CaCOg3 in spaces free from stress
cause carbonation shrinkage. Carbonation increases the shrinkage at moderate humidity
greater than 25 percent and less than 100 percent. The sequence of drying and carbonation
affects the total magnitude of shrinkage. Simultaneous drying and carbonation produces
lower total shrinkage than when drying shrinkage is followed by carbonation because a large
part of the carbonation occurs at relative humidity above 50 percent. When concrete is

subjected to aternating wetting and drying in air containing CO,, shrinkage due to
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carbonation during the drying cycle increases and the magnitude of irreversible shrinkage

increases.

2.1.4.2 Alkali-Aggregate Reaction

Chemical reactions involving alkali ions from portland cement (or from other
sources), hydroxyl ions and certain siliceous constituents that may be present in aggregate can
cause an expansion and cracking, leading to loss of strength, elasticity and durability of

56596269 - The reaction

concrete. This phenomenon is referred to as an akali-silica reaction!
starts with an attack on the siliceous minerals in the aggregate by the akaline hydroxides in
pore water derived from the akalis (NaO and K,0) in the cement. As a result, an akali-
silicate gel is formed, either in planes of weakness or pores in the aggregate or on the surface
of the aggregate particles. In the latter case, a characteristic altered surface zone is formed.
This may destroy the bond between the aggregate and the surrounding hydrated cement paste.
The akali-silica reaction occurs only in the presence of water. For the reaction to proceed, a
minimum relative humidity of about 85 % at 20°C (68°F) in the interior of concrete is
required. At higher temperatures, the reaction can take place at a somewhat lower humidity.
The akali-silicareactions are accel erated as the temperature is increased, but beyond a certain
point higher temperatures decrease this expansion. But the increase in temperature does not
increase the total expansion induced by the reaction. The alkali-silica expansion was found to
beincreased at three temperatures: 10°C (50°F) > 60°C (140°F) >38°C (100°F). The effect of
temperature may be due to the fact that an increase in temperature lowers the solubility of

Ca(OH), and increases that of silica
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The expected increase in the pavement temperature due to heating is limited to 3°C to
5°C (37.4°F - 39.2°F). These temperatures are less than the temperatures which cause an

increase in alkali-silicareaction.

2.2 Using Deicing Chemicals

The most common deicing chemical used by highway agencies is sodium chloride
(NaCl). Recent statistics indicate that about 10 million tons of sodium chloride are used each
winter in the United States*®. Sodium chloride, often referred to as road salt, is usually used
aone or mixed with fine granular particles. The application rates of road salt are varied due
to different weather conditions, service levels and demand of highway users. The application
rates range between 13 to 68 g/m® (170 to 890 Ibs/12 ft lane-mile). The temperature for
deicing applications using road salt ranges from -10°C to 1°C (14°F to 34°F). A recent
interview with Nebraska Department of Roads officials has revealed that the deicing
operation in Omaha uses road salt mixed with sand. The application rate ranges between 15
to 23 g/m? (200 to 300 Ibs per 12 ft lane-mile) and about 1.82x10° kg (2000 tons) of salt and
4.54x10° kg (5000 tons) of sand are usually used in awinter season.

Calcium chloride (CaCl,) has alower freezing point than sodium chloride, and adheres
better to the road at lower temperatures. Some highway agencies reported using calcium
chloride alone at temperatures as low as -25°C (-14°F)!*6%2 Because of this advantage,
calcium chloride is sometimes used in combination with sodium chloride to provide low
temperature deicing. It isalso common to pre-wet salt to improve the melting and workability
of the salt treatment, and thereby reduce salt usage. Calcium chloride is more expensive than
road salt and has some detrimental effects. One of these effects is that the residual calcium

chloride remains wet on the road surface, causing slick pavement. It also causes melted snow
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to refreeze into ice when temperature decreases*®*%*%. Because of these effects and the high
cost, calcium chloride is seldom used alone in the United States.

Using chloride deicing salt causes many problems, including damage to concrete
pavement and bridge decks (e.g. surface scaling and corrosion of reinforcement)!10:56:5759:86]
corrosive damage to automobile bodies and pollution due to concentrations of sodium and
chloride in roadside soils and water runoff. Furthermore, salt produces osmotic pressure
causing water to move toward the top layer of the slab where freezing takes place 105659,
This action is more severe than ordinary freezing and thawing. Many studies*®’” have been
initiated in the United States and European countries to investigate more efficient ways for
storing and dispensing salt for deicing. An objective was to reduce salt usage for deicing to
help reduce the detrimental effects. The use of pre-wet salt and brine is one option to control

the dispensing rate and get better spreading instead of using dry salt, which tends to be blown

off the road by traffic.

2.3 Alternativeto the Use of Chloride

The search for new deicing chemicals has been a popular area for research and
experimentation for many years. One promising alternative is Calcium Magnesium Acetate
(CMA). Comparing CMA to NaCll*+%5254778 oM A s slower acting and less effective at
low temperatures and in freezing rain, dry snow and light traffic. CMA also requires a larger
truck capacity and a larger enclosed storage space than salt. Research findings indicate that
CMA is not likely to have adverse effects on human health or to the environment!>"7¢l,
CMA is more expensive than salt. The following deicing chemicals have been used by many

highway agencies:
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e Ured®® s a soluble nitrogenous compound, either organic or synthetically produced. It
is commonly used by airports as an ice control chemical due to its low corrosivity. Urea
is an acceptable deicing chemical for temperature above 15°F (-9°C). However, urea is
less effective and more expensive than salt.

e Magnesium chloride*®®® s sometimes used as a substitute for calcium chloride because it
is less expensive and works at similarly low temperature. Magnesium chloride can be
used in its solid form with application rate ranges between 8 to 11 g/m? (100 to 150 |bs/12
ft lane-mile). Magnesium chloride is effective in melting dry snow but less effective in
melting ice.

e Formamide“®® or a mixture of formamide and water, are liquid deicers which can be
used effectively in automatic ice prevention systems. Formamide is less corrosive than
sodium or calcium chloride but is much more expensive. When applied to a pavement, it
is relatively nondippery. Because formamide has a high freezing point 2.55°C (36.6°F),
formamide is usually mixed with water before application. Formamide will not freeze at -
18°C (0°F) with a concentration range of about 33 to 88%. A lower or higher
concentration of formamide at -18°C (0°F) will cause crystallization of ice or the
formation of slush.

e Tetrapotassium pyrophosphate (TKPP)[“6]

is effective for temperatures above 25°F (-
4°C). TKPP has no side effects on concrete and cannot penetrate concrete to affect
reinforcing steel. However, TKPP is corrosive to exposed steel (i.e., automobile chassis

and brakes), and costs approximately 15 times that of salt.
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Other chemical mixtures, such as CMA mixed with potassium acetate, CMA mixed with salt,
formamide mixed with Urea and water, and TKPP mixed with formamide, have also been

used for deicing. Some commonly used deicing chemicals are compared in Table 2.1.

Table 2.1 Comparison of deicing chemicals

Deicing Chemical Temperature Range Application Rate Approximate Cost
Sodium chloride 7" -10°C to 1°C 13to 68 g/m? $29/m($26/ton)
(NaCl) (14°F to 34°F) (170 to 890 Ib/12ft lane-
mile)
Calcium chloridd™® -25°C(-13°F) Not used donein the $294/m*($267/ton)
(CaCly) U.SA.
Salt mixed with Calcium -17°Ct0 0°C 21-50 I/m’ salt $108/m°($98/ton)
chloridd“®™ (CaCl,) (0°F to 32°F) (5t0 12 gal/fton)
-5°C to 0°C 15 to 39 g/m? $738/m>($670/ton)
Calcium Magnesium (23°F to 32°F) (200 to 500 Ib/12ft lane-
Acetatd®®" % (CMA) mile)
-9°C (16°F) 26 to 136 g/m? $145-$290/m” ($130-
Urea*6#d (3400 1780 Ib/12ft $260/ton)
lane-mile)
-15°C (5°F) 8to 11 g/m’ Not Available
Magnesium chloride’® (100 to 150 Ib/12ft lane-
mile)
-18°C (0°F) Not Available $290-$435/m” ($290-
Formamide® $390/ton)
-4°C (25°F) 49 g/m? $435/m($390/ton)
Tetrapotass um{*6 (640 Ib/12ft |ane-mile)
pyrophosphate (TKPP)
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2.4 Insulation against Freezing

One method to reduce salt usage is to provide insulation against frost and ice
formation™*"3564 " This concept was used to insulate the underside of a bridge deck and the
subgrade of highway pavements and airfield runways.

The main objectives of using insulation materials such as urethane foam, plastic foam,
and Styrofoam, are to reduce heat loss from the surface and prevent ice and frost formation,
and to decrease the number of freeze-thaw cycles and salt usage.

Since 1962, polystyrene foam (Styrofoam) has been used in Michigan'®, lowa®¥,
Minnesotal®, and Alaska®” as insulation beneath the roads and airfields to prevent subgrade
freezing. Canadd®, Sweden'™ and Britain® experimented using polystyrene foam for
insulation under highway pavements. The polystyrene effectively prevented frost action in
the subgrade. Fig. 2.4 shows Styrofoam insulating layer used on graded subgrade for flexible

pavement in Michigan (1962).

Figure 2.4 Styrofoam insulating layer used on graded subgrade for flexible pavement
in Michigan (1962)
In Missouri™ (1961-1962) and Nebraska®® (1964-1965), urethane foam was used to
insulate the underside of bridge decks and upper haf of the girders. A 19 mm (3/4 in.)

urethane foam was used in Missouri, while a 19 mm (3/4 in.) and a 32 mm (1-1/4 in.)
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urethane foams were used to compare their performance in Nebraska. The observations and
results from both states indicated that there was a large scatter in the data from day to day.
The urethane foam was generally not effective in achieving the two main objectives of the
application. There was no reduction in the number of freeze- thaw cycles, and the salt usage
was about the same as with the uninsulated deck. However, the urethane foam insulation
resulted in reducing the severity of frost and ice formation. In the Nebraska®® study, there
was a bond problem for the 32mm (1-1/4 in.) insulation, and in some areas there was a

complete loss of the material due to debonding from the concrete.

2.5 Heating Systems

Pavement heating systems have been applied to control snow and ice formation on
bridges and ramps as an dternative to the conventional methods of plowing and using deicing
chemicals. Heating systems“’# for use in pavements have typically been embedded resistive
electrical heaters or pipes containing a heated fluid. The circulating fluid systems generally
use fossil fuel energy sources. The use of low-grade, renewable thermal energy sources, such

as geothermal water and warm ground water below the frost line, have a so been tested.

2.5.1 Heating Using Ground Sour ce Heat Pipes

The use of gravity-operated heat pipes to transport thermal energy to a road surface
was investigated and developed!*”! during the 1970s. This system depends on condensation of
an evaporated liquid and the latent heat of vaporization released. Since this system does not
reguire any mechanical or electrical parts, the gravity-operated heat is considered a favorable
heat exchanger. Ammonia has been used as the working fluid in these heat pipes becauseitis

not susceptible to freezing. The main parameters affecting the cost of ground heat pipes are
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the surface area and the length of the pipes. A heating system with 60 evaporator pipes using
the manifold ground heat exchanger was used to heat a bridge deck in Laramie, Wyomingt*)
in 1981. The bottom surface of the heated deck was also insulated. The results showed that
the heated surface was about 2°C to 14°C (35°F to 57°F) warmer than the unheated portion of
the bridge during heating. This heating was sufficient to prevent freezing of the bridge deck
surface and resulted in melting snow. The main disadvantage was the complication of the
construction and the assembly of the heat pipes. It was reported that approximately 40% of

the total cost of this ground heat system was related to drilling and grouting evaporator pipes.

2.5.2 Heating Using Infrared Heat Lamps

Infrared heat lamps were used to heat the underside of the deck of the Mississippi
Avenue Bridge® in southeast Denver, Colorado to prevent icing. The system, consuming
about 75 W/m? of surface (7 W/ft?), was found to be inadequate due to excessive lag time and
insufficient power. The effect of insulation, also a part of the study, was found to depend on
the wind direction. Insulation helped to prevent icing when the wind direction was parallel to

the bridge and increased icing when wind direction was perpendicular to the bridge direction.

2.5.3. Heating Using Electric Heating Cables

In 1961, eectric heating cables® for snow removal and ice control were installed on
the approach to a highway drawbridge in Newark, New Jersey. Fig. 2.5 shows electric cables
in the bridge approach roadway, Newark, New Jersey 1961. The cables were installed in two
lanes of 256 m (840 ft) long bridge approach roadway. The instalation involved four steps:

1) laying a layer of coarse aggregate, 2) laying the heating cables, 3) spreading a 13 mm (1/2
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in.) coat of sand-mix asphalt by hand, and 4) laying a 38 mm (1-1/2 in.) fina course by
paving machine. The installation cost was about $54/m? ($5.0/ft%). This cost did not include
any transformers or service facilities. The required power was 378 and 430 W/m? (35 and 40
WI/ft?) for the bridge and the land fill areas, respectively. This power was sufficient to
produce heat to melt 25 mm (1 in.) of snow per hour. This installation was later abandoned
because the electric cables were pulled out of the asphaltic concrete overlay due to traffic
movement.

Another electrically heated construction was installed in 1964 on two ramps and a
bridge deck at the U. S. 46 and 17 interchange’® in Teterboro, New Jersey. This system has
been operating satisfactorily. The power consumption is about 323 and 430 W/m? (30 to 40

WI/ft?) and the annual operating cost is approximately $5/m? ($0.45/ft3).

Figure 2.5 Electric cablesin the bridge approach roadway, Newark, New Jersey 1961
Electrical heating units were installed in 1970 in a concrete bridge deck in Omaha®®,
Nebraska. The system contained sensing elements to activate the heating units. However,
this automatic system was sometimes unreliable and manual activation was necessary.

Similar systems'®® have been installed in Ohio, Oregon, Pennsylvania, South Dakota, Texas
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and West Virginia. Unsatisfactory performance was reported about these systems either

because of problems with the heating elements or with the high power consumption.

2.5.4 Heating Using Heated Fluids

A hot water heating system wasinstalled in 1950 in approximately 122 m (400 ft) long
reinforced concrete pavement and the deck of acanal bridge in Oregon®®. Heat was obtained
from a natura hot water well. The system consisted of a grid in the pavement of 13 mm (1/2
in.) copper pipes spaced at 457 mm (18 in.) on centers, through which an anti-freeze solution
was circulated after leaving a heat exchanger located in the hot water well. The continuous
circulation of the anti-freeze through the system kept the deck free of snow and ice.

A heating system consisting of 9.5 mm (3/8 in.) rubber hoses spaced at 152 mm (6 in.)
on centers, 25 mm (1 in.) copper manifolds, 127 mm (5 in.) PV C supply and return lines, and
agas boiler were installed in 1993 in a pedestrian overpass, in Lincoln, Nebraskd®?®?. Fig.

2.6 shows the layout of the deck heating system.

Figure 2.6 Deck heating system on approaches of a pedestrian
overpassin Lincoln, Nebraska, 1993
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The heating system was installed in the deck of a 367-m long by 3.7-m wide viaduct.
The fluid used was propylene glycol with water at a flow rate of 454 L/min. to deliver 473
W/m? of heat flux to the deck. The heating system was designed to be regulated by moisture
and temperature sensors cast in the deck, which turn the system on when the deck temperature
is less than 4°C (40°F) and shut off the boiler when the deck reaches a temperature of 13°C
(55°F). However, the automatic system did not work and manual activation was required.
This heating system is not in service due to a leak in the PVC supply and return lines. The
operation cost per storm was about $250 to melt 76 mm (3 in.) of snow. The installation cost

of the heating system® was $161/m?.

A heating system, consisting of 25 mm (1 in.) diameter steel pipes and carrying Freon
heated up to 149°C (300°F) by a propane-fired boiler, was installed in the Buffalo River
Bridge’®, Amherst, Virginia, in November 1996, as shown in Fig. 2.7. Heat is obtained from
the latent heat released during condensations of the evaporated Freon. A computer and
sensors on the deck control this system. The operating temperature is set at 1.7°C (35°F) or
below, and the system shuts off when the deck temperature reaches 4.4°C (40°F). However,
the freon cooled and condensed before it reached the upper third of the bridge. Several
different fluids were being tested to identify a replacement for Freon. The heating system

cost was about $181,000 and the estimated operating costs were about $1000 annually.
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Figure 2.7 Deck heating system in the Buffalo River Bridge, Amherst, Virginia, 1996
2.5.5 Electrically Conductive Concrete

Conductive concrete may be defined as a cement-based composite that contains a
certain amount of electrically conductive components to attain stable and relatively high
electrical conductivity. Some of the applications for using conductive concrete are: (1)
electromagnetic shielding often required in the design and construction of facilities and
equipment to protect electrical systems or electronic components; (2) radiation shielding in
nuclear industry; (3) anti-static flooring in the electronic instrumentation industry and
hospitals; and (4) cathodic protection of steel reinforcement in concrete structures.

Xie et al.!%%®8  gymmarized several researchers efforts in investigating the
compositions of conductive concrete. The conductive concrete cited in the literature can be
classified into two types: 1) conductive fiber-reinforced concrete, and 2) concrete containing
conductive aggregates. The first type has higher mechanical strength but lower conductivity
with a resistivity value of about 100 Q2.cm. The reason for the lower conductivity is due to

the small fiber-to-fiber contact areas. The second type has a higher conductivity with a
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resistivity value of 10 to 30 Q.cm, but relatively low compressive strength (less than 25 MPa).
Lower mechanical strength is due to the high water content required during mixing to offset
the water absorption by conductive aggregates, such as carbon black and coke. Xie et
al 828283 patented a new conductive concrete mix developed at the Institute for Research in
Construction, National Research Council of Canada. With the newly developed mix, both
high conductivity and mechanical strength were achieved simultaneously. However, this mix

has not been utilized in roadway deicing applications.

The various heating systems described in Sec. 2.5 are compared in Table 2.2.

Table 2.2 Comparison of different heating systems

Heating System | Approximate cost” | Annual operating | Power consumption

cost”

Infrared heat $96/m? ($8.9/ft%) Not available 75 WIm? (7 WIft?)

lampf®®

Electric heating |  $54/m* ($5/ft) $4.8/m? ($0.45/ft) 323 to 430 W/m?
cabl )

(30 to 40 W/ft?)
Hot water!?>% $161/m? ($15/ftY) | $250/storm [76mm | 473 W/m2 (44 W/ftD)
(3in.) snow]
Heated gas®® $378/m? ($35/ft?) | $2.1/m*($0.20/ft) Not available

Note:

1. Cost figures were quoted directly from the literature, and conversion to present worth was
not attempted.

2. Costs and energy consumption are estimates based on the limited data obtained in this
study.
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2.6 Previous Experience with Fiber-Reinforced Concrete

Fiber-reinforced concrete has been used for roadway pavements in the United States
since 1971125583 The benefits from adding steel fibers to concrete mix!*#%67 gre not
limited to increasing the ultimate flexural strength, shear and torsional strength, fatigue
strength and impact resistance. Other benefits include increasing the ductility, energy
absorption capacity, ultimate strain capacity and post-crack load carrying capacity!®%7,

The steel fiber content used in different concrete overlays*? has ranged from 36 to
157 kg/m® (60 to 265 Iblyd®), with aspect ratios ranging from 40 to 200. Steel fibers have
varied in length from 13 to 64 mm (0.5to 2.5in.). Using 2 percent of steel fibers by volume
is considered an upper limit®®***® beyond which poor surface finishability will result.

The recommended***%?? minimum thickness for fiber-reinforced concrete overlay is
between 76 to 102mm (3 to 4 in.) to avoid cracks due to curling or warping. The degree of
bond between an existing pavement surface and an overlay can be categorized as bonded,
partially bonded, or unbonded. If a good bond is obtainable at the interface, a 51-mm (2-in.)
thick overlay may be applied on an existing pavement.

Steel fiber-reinforced concrete shows a dightly greater resistance to chloride
penetration than regular concrete, observed during the testing!™® of 50-mm (2-in.) thick
specimens using 8 percent sodium chloride solution. The scaling resistance of steel-fiber
reinforced concrete, tested™ with a 4 percent calcium chloride solution, was shown to
improve with lower water/cement ratio. Specimens with less permeability aso showed higher
resistance to scaling caused by deicing chemicals.

Grondziel™ reported that rusting of steel fibers was found only at or near the surface

and not inside the cross section. Severa studies® aso indicated that the forces due to the
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volumetric expansion caused by steel corrosions are insufficient to split the cement paste
surrounding the steel fibers.

Fine transverse cracks were reported® to have appeared on overlays after
construction due to thermal stresses and concrete shrinkage. Reflective cracks were also
observed 312283 over existing cracks in the old pavements. To avoid longitudinal and

transverse cracks, the maximum spacing' 1622364255

between joints should be less or equal
to 12m (40 ft), previous joints in the old pavement should be matched, and pressure relief
joints should be provided at a spacing between 300 to 450m (1000 to 1500 ft) .
2.7 Conduction of Electricity through Concrete

Conventional concrete is not electrically conductive. The electric resistivity of normal

weight concrete ranges between 6.54 — 11 kQem.*™)

A hydrating concrete consists of pore
solution and solids, including aggregates, hydrates and unhydrated cement. The electric
resistivity of the pore solution in cement paste is about 0.25-0.35 Qem!™. Most common
aggregates (e.g., lime stone) used in concrete, with electric resistivity ranging between 3 x 107
and 1.5 x 10° Qem!™, are non-conductive.

Conduction of electricity through concrete may take place in two ways:. electronic and
eectrolytic. Electronic conduction occurs through the motion of free electrons in the
conductive media, while electrolytic conduction takes place by the motion of ions in the pore
solution. Whittington et al.l™ investigated conduction of electricity through conventional
concrete using cement paste and concrete specimens. Electric resistivity was found to
increase with time for both specimens because conduction in these specimens depended on

the ions' motion in the pore solution. In addition, the electric resistivity of the concrete

specimens was higher than that of the cement paste specimens, due to the restricted ions
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movement from non-conductive aggregates used in the concrete specimens. In 1978, Farrar'®
used “Marconite,” a carbon by-product from oil refining, to replace sand in a conductive
concrete mix. The electric resistivity of the conductive concrete using Marconite ranges
between 0.5 to 15 Qecm. The use of Marconite was limited to small-scale applications such
as electromagnetic shielding and anti-static flooring because it was expensive. Conduction of
electricity in this case was through the movement of electrons with the particles in continuous
contact within the concrete. This phenomenon is called “electrica percolation” in
concreted®® Xie et al.®¥ used steel and carbon fibers as the conductive media and
investigated the effect of fiber size on the percolation threshold, which was found to increase
with decreasing fiber length. More short fibers than long fibers were required to create a
conductive media within the concrete matrix. Conduction through hardened concrete depends
on movement of e ectrons which requires a good contact between conductive particles. Using
longer fibers could reduce the minimum contact required.

Approaches to improving the electrical conductivity of a concrete mix include: (1) use
of conductive aggregates such as iron ore, raw dlag, etc.; and (2) increasing the conductivity
of the cement paste by adding conductive materials such as steel shavings, coke breeze, steel

or carbon fibers, etc.

2.7.1 Electrical Conduction Modelsfor Concrete

Different models were proposed to predict conduction of eectricity through concrete.
Maxwell’™ (1904) derived the first relation between electric and phase composition of
composites conductivity. He based his model on three assumptions: (1) the composite has a

matrix with conductivity o1, (2) spherical particles has conductivity o, dispersed in the matrix
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in aregular arrangement, and (3) the particle size was much smaller than the distance between
two particles. The electrical conductivity of the composite, o, was expressed as.

Sc

6, 20,+0,+¢(c,—0,)

_ 26,+6,-2¢(c,—G,)

(2-2)

where ¢ is the volumetric fraction of particles in the composite. The above expression was
found by Xi€®® to beincorrect for mortar and concrete systems.

Whittington et al.l"® proposed an electrical conduction model for concrete. In their
model, three paths of the electric current through concrete were assumed: (1) through the
aggregate and paste in series, (2) through the aggregate particles in contact with each other,
and (3) through the paste. The fractiona cross-sections of the three paths in (1), (2), and (3)
were represented in the model by x, y, and z respectively. The aggregate ratio in path (1) is
represented by w. The resistance of each circuit and the total resistance of the model can be
determined by assigning values to the parametersw, X, y, and z.

Xie et al.®¥ derived a conductivity model for hydrating cement systems. They
assumed uniform distribution of each component in a hydrating cement composite. The size
of each component is small compared with the specimen size. A general expression for the

electrical conductivity of a multiphase composite was proposed by Xie et al.[Y:
G, = Z‘I‘i o, (2-3)

where o; is the electric conductivity of its component and v is its area fraction in the cross
section. The conductivity of the solids can be neglected compared with that of pore solution

for ahydrating cement composite system. The conductivity in Eq.(2-2) can be expressed as:

G, = Wpcl = (1_ \Vs)cl (2'4)
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where y, and y;s are the area fraction of pores and solids, respectively. o1 is the conductivity

of pore solution.

2.7.2 Equivalent Circuit Modelsfor Cement Paste Systems

AC impedance spectroscopy is a useful method that can be used to describe many of
the electrical properties of materials and their interfaces. Due to the complexity of cement
paste microstructure and the hydration process, it is difficult to interpret an impedance
spectrum. To select an equivalent circuit model requires continuous modeling with a selected
equivalent circuit until the electrical response of the small element of the microstructure of the
cement paste is well simulated.

McCarter et al.[*!! proposed an electrical circuit model for hydrated cement paste. The
model consists of three main elements in series. (1) a parallel combination of aresistor and a
frequency-dependent capacitor to consider electrode effects, (2) electrode/cement paste
interface represented by charge transfer resistance and double-layer capacitance, and (3) the
cement bulk paste represented by a resistance parallel to capacitance circuit in series with a
high-frequency resistance.

Scuderi et a.l”™ proposed an equivalent circuit for hydrating cement paste with
different water/cement ratios. Their model consists of five elements: (1) a resistor parallel
capacitor to represent the electrode-cement paste interface, (2) an element accounting for the
diffusion impedance associated with the electrode interface, (3) two elements (resistor and
capacitor) to represent the bulk impedance of the cement paste, and (4) a resistor in series
with other elements to represent the high-frequency intercept with the real axis in an

impedance spectrum.
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Gu et a.* proposed an electrical network of hydrating cement paste. Their model
consists of three elements in series: (1) resistance of solid, (2) resistance of liquid, and (3)
resistance of the interface phases and the capacitance on the interface in multiple unit cell
(solid-liquid interface).

The available equivalent electrical circuit cited in the literature indicates that the
impedance behavior of hydrating cement paste depends on the existence of solid-liquid
interface. In the case of hardened concrete, the presence of water is limited; therefore,
conventional concrete is considered a good insulator. To improve the electrical conductivity
of the conventional concrete, external conductive material must be added to the concrete
matrix. This conductive material will be responsible for reducing the overall impedance of

the hardened concrete and hence, increase the electric conductivity of the concrete.
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CHAPTER 3

CONDUCTIVE CONCRETE MIX DESIGN

3.1 Background

Conductive concrete is arelatively new material technology devel oped to achieve high
electrical conductivity and high mechanical strength. Conductive concrete has been used for
anti-static flooring, electromagnetic shielding, and cathodic protection of sted reinforcement
in concrete structures. Conventional concrete mix consists of cement, fine and coarse
aggregates, and water. Supplementary cementitious materials such as fly ash and silica fume,
and chemical admixtures for accelerating set time, air entrainment, retarding set time, and
water reduction are often used in a concrete mix. In a conductive concrete mix design,
electricaly conductive materials are used to replace a certain portion of the fine and coarse
aggregates.

In this chapter a conductive concrete mix developed at the University of Nebraska is

discussed in detail. The optimization of the mix design is also presented.

3.2 Conductive Concrete Mix Design
3.2.1 Mix Design by Xieet al. (1995)

The conductive concrete mix developed by Xie et al.*? at the Institute for Research in
Construction of the Canadian National Research Council claims a wide practicable range of
volumetric ratios of conductive materials, as shown in Table 3-1. However, some of the ratios
clamed (e.g., “up to 8 percent of steel fibers by volume”) are impossible to achieve in a mix.
Further, the volume ratios of conductive materials and the corresponding electric resistivity of

their mix design are not explicitly specified for different applications.
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Table 3-1 Conductive concrete mix design (Xie et al.)!®?

Composition Per centage
Conductive fibers 0% - 8% by vol.
Conductive particles 0% - 80% by vol.

Water/cement ratio 0.35-0.75 by weight

Sand/cement ratio 0-2.0 by weight

Stone/cement ratio 0-2.0 by weight
Dispersant/cement ratio 0.1%-5% by weight

3.2.2 Mix Design by Yehia and Tuan (1998)

In 1998, Yehia and Tuan'® at the University of Nebraska-Lincoln developed a
conductive concrete mix specifically for bridge deck deicing. In this application, a conductive
concrete overlay is cast on the top of a bridge deck for deicing and anti-icing. In this mix,
steel shavings and fibers were added to the concrete as conductive materials. Over 100 trial
batches of conductive concrete were prepared and their properties evaluated. Optimization of
the conductive concrete mix design for bridge deck overlay is discussed in detail in Section

3.5.

3.3 Material Properties
3.3.1 Steel Shavings
Steel shavings, as shown in Fig. 3-1, are an industrial waste from steel fabricators in

the form of small particles of random shapes. Cast iron steel shavings were used in the tria
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conductive concrete mixes. Before steel shavings are mixed into concrete, any grease or oil
on the surface must be removed. Surface contamination may significantly reduce the

eectrical conductivity and the mechanical strength of the conductive concrete.

Figure 3-1 Steel Shavings

Results from sieve analyses of the steel shavings are shown in Fig. 3-2. Four samples
taken from the steel shavings were tested and similar distributions were obtained. The

particle size ranged between 0.15 and 4.75 mm (0.007 to 0.19 in.).
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Figure 3-2 Results from sieve analysis
3.3.2 Steel Fiber
Low carbon stedl fibers, as shown in Fig. 3-3, with four different aspect ratios between
18 to 53, were used in the mix. The characteristics® of the steel fibers are given in Table 3-
2. The fiber has a rectangular cross section with corrugated surface, which ensures the bond
with concrete.

Table 3.2 Steel fiber characteristics

Tensile strength 414-828 MPa @ 21°C
(60,000-120,000 psi @ 70°F)
Modulus of easticity 200,000 MPa @ 21°C
(29,000,000 psi @ 70°F)
Density 7865 kg/m® (491 Ib/cu ft)
Mélting point 1507°C (2745°F)

ASTM A820 Typell




Figure 3-3 Low carbon sted fibers

3.3.3 Other Materials
The materials used in the trial conductive concrete mixes are summarized in Table 3-3.

Table 3-3 Materialsused in the conductive concr ete mixes

Material Description
Cement Typel or Typelll
w/c 03-04
Fly Ash ClassC
SilicaFume Rheomac SF 100
Fine aggregates (sand and gravel) Nebraska 47B
Limestone Y2 in. (maximum aggregate size)
Superplasticizer Rheobuild 1000

3.4 Mixing Procedure
One essential difference between mixing conventional concrete and conductive
concrete is the addition of steel fibers and steel shavings. Steel fibers and steel shavings may

be added during the mixing of cement and aggregates under either wet or dry conditions.
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Uniform disbursement of the steel shavings and fibers must be maintained during the mixing.
The guidelines specified by ACI Committee 544! for mixing steel fibers in concrete should

be followed.

3.5 Optimization

A primary objective of this research was to determine the optimum volumetric ratios
of the steel fibers and steel shavings in the mix design to achieve the required strength and
electrical conductivity for bridge deck overlay deicing. Conductive concrete test specimens
from three main categories were evaluated during the optimization process:
Category 1: containing steel fibersonly;
Category 2: containing steel shavings only; and
Category 3: containing both steel shavings and steel fibers.
Compressive strength, electric resistivity, workability and finishability were used as primary

evaluation criteriafor each trial batch.

3.5.1 Category 1 and Category 2

The electric resistivity test results showed that using steel fibers or steel shavings
aone could not provide an electric resistivity lower than the 10 Qem necessary for deicing
application. The test results are summarized in Table 3.4. It is necessary to add both steel

fibers and steel shavings to the mix in order to achieve the required electrical conductivity.
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Table 3.4 Summary of test results— Optimization category 1 and 2

Composition Compressive Strength Electric Resistivity
MPa (psi) (Qem)
Conventional concrete 65 (9425) 54 x 10°
Concrete with 2% steel fibers 54 (7918) 5.4 x 10°
(category 1)
Concrete with 5 % steel shavings 29 (4264) 6.6 x 103
(category 2)
Concrete with 15 % steel 25 (3638) 24x103
shavings (category 2)
Concrete with 20 % steel 24 (3581) 22x103
shavings (category 2)

Notes:

(1) All ratios are by volume.

(2) 2% by volume of steel fibers is the upper limit, beyond which poor surface finishability
will result.

3.5.2 Category 3

The optimization of Category 3 specimens consisted of two stages. In the first stage,
the impact of using different steel fiber and steel shavings ratios on the mechanical strength
and electrical conductivity was assessed. Additional experiments were conducted in the
second stage to identify the optimum volumetric ratios of steel fibers and shavings to use in

the mix design.

3.5.2.1 First-Stage Evaluation

Over 50 trial mixes were prepared using seven different volumetric ratios of steel
shavings (3, 5, 10, 15, 20, 30, and 40 percent) and two volumetric ratios of steel fibers (1.5
and 2 percent). Electric resistivity and compressive strength were determined for each batch.

The test results are summarized in Table 3.5.
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Table 3.5. First-stagetest results - Category 3

Steel shavings | Steel fibers | Compressivestrength | Electric resistivity*
by volume by volume MPa (psi) (Q.cm)

3% 1.5% 43.9 (6800) 410x 10°

5% 1.5% 44.8 (6500) 20x 10°

10% 1.5 and 2% 44.1 (6400) 600 to 800
15% 1.5 and 2% 42.1 (6100) 100 to 200
20% 1.5 and 2% 35.9 (5200) 75to 100
30% 1.5% 18.3 (2650) 60

40% 1.5 and 2% 13.4 (1950) 30to 50

* All tests were conducted at room temperature 23°C (74°F).

3.5.2.1.1 Mechanical and Physical Properties

The workability and surface finishability of the trial mix were similar to those of
conventional concrete. Fig. 3-4 shows atypical conductive concrete mix, and Fig. 3-5 shows
the finishing process for a specimen. For conductive concrete mixes with 10 to 20 percent
stedl shavings and 1.5 to 2 percent steel fibers by volume, the compressive strength ranges
between 35-40 MPa (5000-6000 psi) and the electric resistivity ranges between 5 to 10 Qem.
The electric resistivity of the mixes with 3 to 5 percent steel shavings was too high to be
conductive. Mixes with 30 to 40 percent steel shaving were highly conductive, but the
compressive strength was reduced significantly and did not meet the compressive strength, 21

MPa (3000 psi), the minimum required for bridge deck overlay.



ol MR el T i
Figure 3-4 Typical conductive concrete mix
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Figure 3-5 Surface finishability of conductive concrete

3.5.2.1.2 Small Slab Heating Experiments

A number of dabs, 305mm x 305mm x 51mm (1 ft x 1 ft x 2 in.), were used to
determine the energy consumption and the associated temperature distributions in slab heating
experiments. As shown in Fig. 3-6, steel plates were cast in the slab for electrodes. Fig. 3-7

shows a specimen under testing. Initially slab heating tests were conducted at 23°C (74°F) or
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room temperature. Two thermocouples were installed in each slab to measure the mid-depth
and surface temperature, and both were located at the center of the slab. The experimental
results from six slabs showed that the temperature at the mid-depth of the dabs increased at a
rate of approximately 0.56°C/min. (1°F/min.) with 35 volts. The current going through the
conductive concrete varied from about 0.2 A to 5 A. Figs. 3-8(a)-(c) show the changesin the
core and surface temperature of the 305mm x 305mm x 51mm (1 ft x 1 ft x 2 in.) slabs with
time for different ratios of conductive material. Some of the dabs were placed in a
refrigerator before testing, and the results showed a consistent heating rate with different
initial temperatures. Conductive materias (i.e., steel fibers and shavings) from different
sources were used for the slabs, and the heating characteristics were consistent. The power
input was variable because there was no constant power control on the power supply.
Average power of 516 W/m?2 (48W/ft?) was consumed by the conductive concrete to raise the
slab temperature from -1.1°C (30°F) to 15.6°C (60°F) in 30 minutes. This power level is
consistent with the successful deicing applications using electrical heating cited in the
literature/ %],
The following guidelines may be drawn from the first-stage test results:
1. Use steel shavings of 20 percent per volume of conductive concrete as an upper bound;
poor workability and surface finishability will result if higher volumetric ratios are used.
In addition, using higher ratios of steel shavings requires an increase in w/c ratio to
improve workability which conseguently reduces the compressive strength of the mix.
2. Use stedl fibers of 1.5 percent per volume of conductive concrete as an upper bound;

higher ratios will make mixing difficult and produce poor surface finish.



Figure 3-7 Small conductive concrete slab heating test
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3.5.2.2 Second-Stage Evaluation

The conductive concrete mix design was further investigated based on the first-stage
results. Steel shavings of 10, 15 and 20 percent was used with 1.5 percent of stedl fibers per
volume of conductive concrete, respectively. Over 25 batches of conductive concrete were
prepared. Fig. 3-9 shows some of the conductive concrete test specimens prepared for the

second evaluation stage.

Figure 3-9 Conductive concrete test specimens
Category 3 (stage two evaluation)

From each batch, three 152mm x 305mm (6 in. x 12 in.) cylinders were tested for
compressive strength, and two beams of 533mm x 152mm x 152mm (6 in. X 6 in. X 21 in.)
were tested to determine the flexura strength. Two slabs of 305mm x 305mm x 51mm (1 ft x
1 ft x 2 in.) were used to determine the required power to heat the slabs and the associated

temperature distributions.
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3.5.2.2.1 Mechanical Properties
The compressive strength and the modulus of rupture were determined for each batch,
and the average strength after 28 days are given in Table 3-6.

Table3-6. Compressive strength and modulus of rupture- Category 3

Steel shavings* | Compressive strength M odulus of
by volume MPa (psi) rupture MPa (psi)
10% 43 (6272) 5.8 (851)
15% 46.5 (6741) 6.7 (976)
20% 35 (5044) 6.4 (923)

*All mixes contained 1.5 percent steel fibers by volume.

To compensate for the increase of surface area with higher ratios of steel shavings, the
wi/c ratio was increased to maintain workability. As a result, the compressive strength
decreases with the increase of steel shavings. However, the compressive strength is in the
range of 35 to 42 MPa (5000 to 6000 psi), adequate for overlay construction.

Two beams were tested for flexural strength of the conductive concrete with center-

point loading. The modulus of rupture of the conductive concrete is about 1.5 to 2 times that

of the conventional concrete (7.5,/f."). This increase was probably due to the use of steel

fibers.

3.5.2.2.2 Effect Of Hydration Time on Electrical Conductivity

The electrical conductivity of a concrete mix changes with hydration time due to
variation of the moisture content. The moisture inside a mix improves electrical conductivity.
To determine the change of electrical conductivity of a conductive concrete mix with

hydration time, electric resistivity was calculated from the voltage and current data recorded
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during the slab heating tests. The electric resistivity, p, can be calculated from the electrical

resistance, R, of the dab:

R=p

(31)

>|r

where R is determined from the applied voltage and the associated current, L is the electrode
spacing, and A is the cross-sectional area of the dlab paralel to the electrodes. Electrical
conductivity is the reciprocal of electric resistivity, which is a materia constant. Table 3-7
shows the hydration effect on the electric resistivity of conductive concrete mixes with 10, 15,
and 20 percent of steel shavings and 1.5 percent of steel fibers.

Table3-7. Effect of hydration time on electric resistivity

10% sted shaving | 15% steel shaving | 20% steel shaving
Test date Average resistivity Average Average
(Q.cm) resistivity (QQ.cm) | resistivity (Q.cm)
10-day 148.50 39.08 6.66
20—day 177.15 40.16 6.89
30-day 211.58 48.19 7.64
30-day + 2 days 341.25 62.10 10.91
in freezer
Notes:

(1) 1.5 % steel fiber was used in al mixes.
(2) All tests were conducted at room temperature 23°C (74°F).

The electric resistivity steadily increases during hydration. However, the electric
resistivity of a mix would stabilize and eventually approach a constant value as the hydration

process diminishes. The long-term electric resistivity values of the mixes are given in Table

3-8.
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Table 3-8. Long-term evaluation of the electric resistivity

Steel shavings Electric resistivity (Q.cm)
by volume After 6 months After 1year
10% 6200 7300
15% 740 860
20% 350 410

Notes:
(1) 1.5 % steel fiber was used in al mixes.
(2) All tests were conducted inside a freezer at temperature 0°C (32°F).

3.5.2.2.3 Slab Heating Tests

Two dlabs of 305mm x 305mm x 51mm (1 ft x 1 ft x 2 in.) from each trial mix were
tested using 35 volts of DC power, and the corresponding current was recorded. Fig. 3-10
shows a dab under testing using DC power. Fig. 3-11(a) shows the slab heating rate for
different steel shavings ratios, and Fig. 3-11(b) shows the change in electric resistivity with
slab temperature. The average power consumption and heating rates for the conductive
concrete mixes with 15 to 20 percent steel shavings and 1.5 percent steel fibers were

consistent with those obtained from the first-stage tests.

Figure 3-10 Slab under testing using DC-power
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3.5.2.2.4 Conduction of Electricity through Conductive Concrete

Severa tests were conducted using AC and DC power to study the conduction of
electricity through the conductive concrete mix developed at the University of Nebraska. A
model** commonly used to describe the behavior of a semi-conductor or adiode, shown in
Fig. 3-12, is aso applicable to conductive concrete. The movement of electrons is presumed
to flow through aresistor in parallel with a variable resistor and a capacitor. Conduction of
electricity through conductive concrete, as depicted in Fig. 3-13, may be divided into three
zones: (1) linear, (2) operational, and (3) saturation. In the linear zone, the relation between
the applied voltage and the current going through the mix is linear. The electric charges
accumulate in the capacitor, and the hesting rate is minimal. In the operational zone, a
nonlinear relation exists between the applied voltage and the associated current. There is
more current flow through the conductive concrete and the heating rate increases. In the
saturation zone, the applied voltage is high enough to break down the capacitor. The current
going through the conductive concrete rapidly increases like a short circuit. For efficient
heating operation using conductive concrete, the break down point of the capacitor must be
determined first, and the applied voltage may be reduced to the operational zone. The heating
rate of the conductive concrete can then be controlled by maintaining the voltage and current
within the operational range. With a validated model to describe the electric heating
characteristics of the conductive concrete mix, the optimum electrode spacing can be

determined for a specified bridge deck overlay thickness.
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Figure3-13 Conduction of dectricity through conductive concrete - model parameters

3.5.2.2.5 Slab Heating Rate Comparison - AC vs. DC Power

The optimization in the second stage included comparison of slab deicing performance

between use of direct current (DC) and alternate current (AC) power. Three specimens with

10, 15, and 20 percent of steel shaving with 1.5 percent of steel fibers, respectively, were

tested with the same initial temperature using 76 volts of DC and AC power. These tests

were conducted while the slabs were placed inside a freezer at a temperature of 0°C (32°F).
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The “breakdown” voltage of each dab was applied first, and the tests were continued by
reducing voltage to the operational range. Fig. 3-14 shows the heating characteristics of the

15 and 20-percent slabsin terms of energy consumption.
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Figure 3-14 Power consumption — AC vs. DC

The following was observed during the slab heating tests:

(1) Once the DC has established a path through a slab, the current will go through the same
path and it islikely to create “hot spots” in the slab;

(2) Due to the sinusoidal variation of the AC voltage, the current going through the slab takes
a different path every cycle, which minimizes the possibility of creating hot spots. In

other words, heating using AC power will be more uniform than using DC power; and
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(3) Using AC power, as shown in Fig. 3-14, is more energy-efficient than using DC power for

the same temperaturerise in the slab.

3.5.2.2.6 Size Effect

The heating performance using AC power of two dabs, 91cm x 61cm x 9cm (3 ft x 2
ft x 3.5in.) and 30cm x 30cm x 5¢cm (1 ft x 1 ft x 2in.), was compared for size effect. Figs. 3-
15(a) and (b) show part of the specimens used in the study. These slabs were cast with 20
percent of steel shaving and 1.5 percent of steel fibers. The “breakdown” voltage required for
an electrode spacing of 61cm (2 ft) is twice that for 30cm (1 ft). The slab heating rate
depends upon the amount of current going through, which is inversely proportional to the
cross-sectional area of the dlab parallel to the electrodes. Once the bresk-down point is
reached, the applied voltage can be varied to control the current, which, in turn, controls the

heating rate.

Figure 3-15(a) 1 ft x 1ft x 2in. dabs



Figure 3-15(b) 3 ft x 2ft x 3.5in. slabs

3.5.2.2.7 Evaluation of the Electric Resistivity

The electric resistivity of each batch was back calculated from the slab heating tests
using Eq.(3-1), where the electrical resistance of the slab was determined from the applied
voltage and the associated current recorded during the tests. The resistivity value thus
obtained was consistent from all the batches. The electric resistivity was higher at a lower
temperature under a constant voltage. This phenomenon was also reported by Whittington et
"™ The electric resistivity for different volumetric ratios of conductive materials are given

in Tables 3-5, 3-7, and 3-8.

3.5.3 Problems and Solutions
Two problems were encountered during the optimization process. First, a secured

bond between the electrodes and conductive concrete is necessary to provide good

conductivity. As a result, inconsistent results were obtained from slabs prepared from the



same mix in the heating tests. Some of these slabs were cut to expose the stedl plates. A
smooth interface was found between the concrete surface and the steel plate, indicating that

the bond between the two surfaces was poor, as shown in Fig. 3-16.

Conductive adhesives were used by Whittington et al.”¥ and Xie et a.*” to ensure
good conductivity between the electrodes and the specimens. However, using conductive
adhesive is not cost-effective for field application. Severa approaches to improving the bond
between the electrodes and conductive concrete were studied. The best solution is to have
perforated steel plates or have gaps between steel plates greater or equal to the maximum
aggregate size to allow concrete to flow through to ensure a good bond. Perforated steel
plates were used for electrodes in the slab heating tests, and excellent electrical conductivity
was obtained. Figs. 3-17(a)-(c) show severa electrode designs with good electrical

conductivity.

Figure 3-16 Smooth surface between the steel plate and concrete surface
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The second problem was to provide a thin thermal insulation layer between the
conductive concrete overlay and the concrete bridge deck to minimize heat loss. Epoxy
coating and mortar were used, but the insulation was not as good as expected. Sawdust
mortart® consisting of equal parts of portland cement, sand, and sawdust by volume, has been
identified to be a good thermal insulator. Fig. 3-18 shows a specimen with sawdust layer cast
before the conductive concrete layer. Furthermore, it is very cost-effective to utilize the

sawdust, which is an industrial waste.

Figure 3-17(b) 1 in. steel plate welded on WWF with 0.5 in. spacing
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Figure 3-17(c) 3/4 in. corrugated steel plate welded on steel posts with 1.25 in. spacing

Figure 3-18 Sawdust layer was used as insulation layer

The following conclusions were drawn from the optimization process:

1. The required eectrical conductivity and mechanical strength of a bridge deck overlay for

3.

deicing can be achieved by using 15-20 percent of steel shaving and 1.5 percent of steel
fibers per volume of conductive concrete.

The workability and surface finishability of the conductive concrete mix developed at the
University of Nebraska are excellent and comparable to those of regular concrete.

The heating rate of the slabs using AC and DC power was similar. However, AC power is

preferred since the heating is more uniform than using DC power.
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4, Using athermal insulation layer underneath a conductive concrete overlay will reduce the
energy consumption in deicing and anti-icing operations.

5. Once the electric resistivity of a mix is determined, the optimum electrode spacing can be
determined for a bridge deck overlay for minimum power consumption.

6. Perforated steel plates should be used for el ectrodes to provide good electric conductivity

across the interface with conductive concrete.
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CHAPTER 4

EVALUATION OF MECHANICAL AND PHYSICAL PROPERTIES
OF THE CONDUCTIVE CONCRETE MIX

4.1 Background

In the first stage of the experimental program, the volumetric ratios of the trial batches of
conductive concrete were optimized. The objectives of the second stage of the experimental

program were to evaluate:
1. The mechanical and physical properties of the optimized mix, and
2. Thedeicing performance of a conductive concrete overlay in natural environment.

The mix design containing 20% steel shavings and 1.5% sted fibers per volume from the
optimization process has been tested extensively to evaluate its mechanical and physical
properties. Material testing was conducted in accordance with the ASTM!® and AASHTO!
specifications. The compressive strength, flexural strength, rapid freeze-thaw resistance,
permeability, shrinkage and thermal conductivity of the mix have been determined.
Conductive concrete overlay from the same mix was also cast on the top of two concrete slabs
to be tested in a natural environment for deicing and power consumption evaluation.

In this chapter, descriptions of materials testing, test specifications, test specimens, the
number of specimens tested in each category, and the test date since casting are presented.

The test results also are summarized.
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4.2 Specimen Fabrication

The specimens were prepared following the ASTM! and AASHTO! specifications.
The specimens were cast using the same mix used for the overlay. After casting, the
specimen were cured in curing tank until the testing dates, recommended by the
specifications, as shown in Fig. 4-1. Descriptions of materials testing, test specifications, test
specimens, the number of specimens tested in each category, and the test date since casting

are presented in Table 4-1.

Figure 4-1 Specimens in curing tank



Table4-1 Summary of material testing

60

conductivity

(4" x8")

Test Test Specifications Specimen Size | No.of specimens | Test date
per test since casting
Compr essive Cylinder 7,14, 28, 56
strength ASTM C 39-86 AASHTO 152mm x 305mm 3 and 90 days
T 22-92 (6" x 12")
Stress-Strain Cylinder 28, 56, and 90
relation ASTM C 469-94 152mmx305mm 3 days
(6" x 12")
M odulus of Cylinder 28, 56, 90, and
elasticity ASTM C 469-94 152mm x 305mm 3 180 days
(6" x 12")
Beam
Flexural ASTM C 293-79 ASHTO 762mmx152mmx140mm 3 7,14, 28,56
Strength T 177-81 (30" x 6" x5.5") and 90 days
Rapid freezeand | ASTM C 666-92/AASHTO T 161-93 Prism Starts after 14
thaw resistance | Procedure“A” —Freezing and thawingin | 406mm x 89mm x 76mm 17 days
water (16" x3.5" x3")
Prism 10, 28, 56, 90,
. Refer to Sec. 4.3.5 102mm x 102mm x 610mm 12 and 180 days
Shrinkage (@ X 4" x 22)
102 mm x 25 mm 3 conductive Starts after 6
Permeabil ity Refer to Sec. 4.4.1 (4in. diarﬂetir) and 1in. concrete specimens months
thic
Thermal Cylinder Starts after 6
Refer to Sec. 4.4.2 102mm x 203mm 6 months
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4.3 Mechanical Properties
Testing of mechanical properties of the mix included: compressive strength, flexural

strength, freeze and thaw resistance and shrinkage.

4.3.1 Compressive Strength

The tests were conducted using a 400-kip Forney compression machine as shown in

Fig. 4-2.

Figure 4-2 400-kip compression testing machine

The change of the compressive strength for 90 days since casting is shown in Fig. 4-3. After
28 days, the compressive strength reached a value of 31 MPa (4500 psi). The specimens
showed ductile behavior due to the steel fiber. The same behavior was reported by Fanella et.

al®® for fiber reinforced concrete in compression. Typical failure mode is shown in Fig. 4-4.
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Figure 4-3 Compressive strength with time

Figure 4-4 Typical failure mode of concrete in compression
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4.3.2 Stress-Strain relation and modulus of elasticity
4.3.2.1 Stress-Strain Relation
A 400-kip Forney compression machine was used in the test, and a compressometer

was used to monitor the deformation of each specimen, as shown in Fig. 4-5.

Figure 4-5 Test setup for stress-strain relationship

ASTM C 469-94 recommendations for preparing the test specimen and loading rates
were followed. The compressive strength was determined before testing to determine the rate
of loading. The loading rate was controlled by the deformation of the specimen. The load
was applied and the corresponding strain value was recorded until the load reached 60-70% of
the ultimate load. Fig. 4-6 shows stress-strain curves obtained from the compression tests
conducted on the 28" day after casting.
4.3.2.2 Modulus of Elasticity

Three methods may be used to calculate the modulus of elasticity of concrete: (1)

tangent modulus, (2) secant modulus, and (3) chord modulus. Tangent modulus can be



obtained by the slope of a line drawn tangent to the stress-strain curve at any point on the
curve. Secant modulus represents slope of aline drawn between the origin and a point in the
curve corresponding to 40% of the ultimate stress at failure load. Chord modulusis given by
the slope of aline drawn between a point in the curve corresponding to 50 micro-strains and a
point in the curve corresponding to 40% of the ultimate stress at failure load. The modulus of
elasticity of the conductive concrete was caculated using al three methods, as shown in Fig.
4-7. The moduli of elasticity of the conductive concrete are compared against the predicated
value by using the ACI equation for the same compressive strength in Table 4-2. The reduced
modulus was probably due to portions of the fine and coarse aggregates were replaced by
sted fibers and shavings, which added ductility to the concrete mix. This same behavior was
reported by Fanellaet. al'®® for fiber reinforced concrete in compression.

Table 4-2 M odulus of elasticity of conductive concrete

M odulus of Conductive ACI Equation
dasticity concrete
Tangent modulus 7.14x10°
5 B
Secant modulus 527x 10 E=w'°x33 \/f — 3.8x10° ps
Chord modulus 4.95x 10°

w, unit weight for conductive concrete = 144 |b/ft®
f_ compressive strength = 4500 psi

[
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Figure 4-7 Modulus of elasticity of conductive concrete
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4.3.3 Flexural Strength

A Tinius Olsen Universal testing machine with a maximum load capacity of 120 kips
(534 kN) was used to test the specimens in two different setups. The first setup was a single
point load and the second a two point-loads with 9-in. spacing. Fig. 4-8 shows test setup with

single point load.

Figure 4-8 Flexural strength —test setup

The modulus of rupture of the conductive concrete was about 1.5 times that of conventional

concrete having the same compressive strength, as shown in Fig. 4-9. This increase in the
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modulus of rupture was probably due to the use of steel fibers, this finding is consistent with

other experimental results cited in the literaturg®*46. 706
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Figure 4-9 Flexural strength with time
[using simple beam with center-point loading]
(ASTM C293-79 - AASHTO T 177-81)

4.3.4 Rapid Freeze and Thaw Resistance

The Procedure A of ASTM C 666-92% or the AASHTO T 161-93@ Specification was
followed for rapid freeze-thaw resistance testing. Procedure A requires that specimens must
freeze and thaw in water. Specimens were cured for 14 days after that test started. Fig. 4-10
shows freeze and thaw testing equipment. Freezing and thawing cycles were maintained in
temperature range from 4.4 to —17.8°C (40 to 0°F). This temperature range was reached in a
period of 2-3 hours. The transverse frequency (dynamic frequency), mass, average length and
cross-section dimensions of the concrete specimen were taken at temperature range —1.1°C to

+2.2°C (30°F to 36°F). After the initial readings, the measurements were taken at intervals
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less than 36 cycles. Specimens were placed in a styrofoam box and covered with ice while
taking measurements to maintain temperature of the specimens in the range of —1.1°C to
+2.2°C (30°F to 36°F), as shown in Fig. 4-11. Table 4-3 summarizes the test results. The
tests were stopped after 312 rapid freeze-and-thaw cycles, and none of the specimens failed.
The reduction of dynamic modulus of elasticity was in the range of 6-15 percent. This
excellent performance illustrates that the steel fibers helped in resisting the internal stresses
induced by the contraction and expansion due to freeze and thaw action. Fig. 4-12 shows the
specimens before and after testing.

Table 4.3 Resistance of concreteto rapid freezing and thawing
ASTM C 666-92 -AASHTO (T161-93)

No. of specimens 17
No. of cycles 312
No. of failed specimens NONE
% Change in dynamic modulus 6-15%
of elasticity

Figure 4-10 Freeze and thaw testing equipment



[

Figure 4-12 Freeze and thaw specimens — before and after 312 cycles
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4.3.5 Shrinkage

The main objective of this test was to determine the drying shrinkage of the
conductive concrete specimens. Drying shrinkage is the withdrawal of water from concrete
stored in unsaturated air. Demac points, spaced at about 20cm (8 in.), were attached along the
length on two opposing faces of each specimen, as shown in Fig. 4-13. Precise distances
between Demac points were measured using a dial gage, as shown in Fig. 4-14. Specimens
were cured for 10 days and stored at room temperature afterwards. Initial readings were taken
after mounting the Demac points, and after that readings were taken every 7 to 10 days for a
minimum duration of 6 months to monitor the shrinkage. Shrinkage strains were calculated
from the Demac readings. Typical average shrinkage strain is compared against the ACI
209"° predictive equation in Fig. 4-15. Shrinkage strains from the conductive concrete
specimens were less than those predicted by the ACI 209 equation by about 25 to 30

percent. Thisreduction was probably due to the stedl fibers, which restricted the shrinkage.

Figure 4-13 Specimens for shrinkage test
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Figure 4-14 Shrinkage strain measurements
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Figure 4-15 Shrinkage strain vs ACI 209-97 predicted strain

4.4 Physical Properties

The physical properties of the conductive concrete tested were permeability and

thermal conductivity.
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4.4.1 Permeability

The procedure described herein is not a standard permeability test. However, the teat
has been used for permeability evaluation of polymer concrete and concrete rehabilitated with
polymer flood coating®™. Six specimens, 25.4 mm x 101.6 mm (4-in. diameter and 1 in.
thick), were used for each test, as shown in Fig. 4-16. Three specimens were from the
conductive concrete mix and three specimens were from conventional concrete mix. The

conventional concrete specimens were used for comparison.

Figure 4-16 One-inch thick specimens for permeability test
A temperature-controlled box, dessicators, and a computer for temperature control were used
in the test, as shown in Fig. 4-17. A steady-state water flow through the concrete specimen
under gravity was measured, and the weight loss per unit time of each specimen was recorded.
As shown in Fig. 14-18, high vacuum grease was used to seal around a small plate containing
water on top of the specimen to provide 100 percent humidity. Initial weight readings were
taken and specimens were individually placed inside a moisture-free dessicator (using
desiccant) in a temperature-controlled box, as shown in Fig. 14-19. The temperature inside

the box was in the range of 24-26°C (75-79°F). The weight readings of the specimens were
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taken at 24-hour intervals for 10 days. Two groups of specimens were prepared for the test
one group was prepared in unsaturated air and the other group in saturated surface dry (SSD)
condition.

The weight of each specimen was plotted versus time and curve-fitted to determine a
linear trend. The rate of permeability through the 2.54-cm (1-in.) thick specimens was
determined by the slope of the line. Figs. 4-20(a) and (b) show the permeability test results,
and the permeability rates of the conductive concrete are compared against those of
conventional concrete in Table 4-4. The permeability of the conductive concrete was

comparableto that of ahigh-strength concrete.

Table4-4. Summary of the permeability tests

Specimen type Per meability Rate (cm?/sec)
Conductive concrete Conventional concrete
Stored in unsaturated air 0.0034 0.0033

Saturated surface dry 0.0068 0.0079




Figure 4-18 Permeability test specimen preparation
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Figure 4-19 Specimens inside moisture-free desiccators
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4.4.2 Thermal Conductivity
4.4.2.1 Theoretical Approach

Conductive concrete may be considered as a “ composite” whose constituents are steel
fibers, steel shavings, and regular concrete. Based on the volume fraction of the stedl fibers

and shavings contained in the composite, expressions of “apparent” thermal properties of

conductive concrete may be derived from those of the constituent material /20,
Expressions may be derived for the “apparent” thermal conductivity of a conductive
concrete mix based on the volume fraction of steel fibers and shavings added, and on the

thermal conductivity of steel and concrete (kg = 47 W/m-%K and k. = 0.87 W/m-9K,

respectively, evaluated at 0°C). The optimized conductive concrete mix has 20 percent of
stedl fibers and shavings by volume. Assuming the two materials conduct heat “in parallel,”

an upper bound of the apparent thermal conductivity can be calculated as

*

kK = xgx02 + xcx0.80 = 10.1 W/m-9K (4-1)

4.4.2.1 Experimental Approach

A test procedure was developed for determining the thermal conductivity of the
conductive concrete mix for a temperature range between -5 to 20°C (23 to 68°F). Six
cylinders of 102mm x 203mm (4 in. x 8in.) were prepared. A thermal insulation layer, using
the sawdust mortar, was cast around each cylinder, as shown in Fig. 4-21(a). Two
thermocouples 5cm (2-in.) apart, as shown in Fig. 4-21(b), were placed along the direction of
the heat flow inside each cylinder. For each test, the specimen and the heat source were

placed inside a Styrofoam box to minimize heat loss. The thermal conductivity tests were
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conducted with the Styrofoam box in a freezer at a temperature of 0°C (32°F). Heat flux at
the bottom of the specimen was controlled to reach a thermal equilibrium and the temperature
in the specimen was monitored. A test was stopped when a constant temperature differential
was observed between the two points inside the cylinders. Fig. 4-22 shows typica
temperature distributions during atest. The thermal conductivity of the conductive concrete,

K., Was calculated as follows,

(4-2)

where q is the heat transfer rate, 660 watts from a hot plate, A is area of hot plate, and AT and
Ax are respectively the temperature differential and the distance (i.e.,, 5cm or 2 in.) between
the two thermocouples. The therma conductivity values computed from the test data are
given in Table 4-5, with an average value of 13.5 W/m-°K. A 20 percent reduction of the
thermal conductivity was applied to account for the heat loss. This percentage represents the
ratio between the cross section area of the cylinder and that of the insulation layer. The
thermal conductivity values from the two approaches are comparable and were used for a heat

transfer analysis described in Chapter 5.



Figure 4-21(a) Cylinders with sawdust mortar insulation layer

Insulation layer

Thermocouples

3"

Heat source

Fig. 4-21(b) Thermal conductivity test specimen
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Table4-5. Summary of thethermal conductivity tests

Specimen Temp. Difference | Thermal conductivity
No. AT (°K) (W/m-°K)
1 283.6 13.6
2 285.7 135
3 281.2 13.7
4 286.0 134
5 285.5 135
6 286.7 134
Average 135
With 20% heat loss 10.8
100 -
Heat source
80 -
%)
g 60
A=A
S 40
%
E Point 1
g 20 —_—
|_
0 ‘ ‘ ‘ Point 2
D 1000 2000 3000 4000
-20 -
Time (sec.)

Figure 4-22 Typical temperature distribution during thermal conductivity tests
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45 Test Results

Table 4-6 summarizes the test results of both mechanical and physical properties of
the conductive concrete developed at the University of Nebraska.

Table 4-6 M echanical and physical properties of the conductive concrete

Test Result

Compressive strength 31 MPa (4500 psi)

Flexural strength 4.6 MPa (670 psi)
Rapid freeze and thaw resistance | None of the specimen failed after 312 cycles

Shrinkage Less than that predicted by ACI-209
equation by 20-30%
M odulus of elasticity 3634 MPa (5.27 x 10° psi)

Permeability Permeability rate was similar to that of high

strength concrete

Thermal Conductivity 10.8 W/m-°K.

The mechanical and physical properties of the conductive concrete mix after 28 days

have met the ASTM and AASHTO Specifications for bridge deck overlay construction.
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CHAPTER S

DEICING EXPERIMENTSWITH CONDUCTIVE CONCRETE OVERLAY

5.1 Introduction

The conductive concrete mix was optimized®®) and the mechanical and physical
properties of the conductive concrete mix were evauated® in accordance with the ASTM
and AASHTO specifications. The compressive strength, flexural strength, rapid freeze and
thaw resistance, permeability, and shrinkage of the conductive concrete mix after 28 days
have met the AASHTO requirements for bridge deck overlays.

Two concrete dlabs, 2m by 2m and 1.2m by 3.6m (7 ft x 7 ft and 4 ft x 12 ft), were
constructed with a 9-cm (3.5 in.) thick conductive concrete overlay cast on top for conducting
deicing experiments in the natural environment. The objectives of the experiments were to
utilize the conductive concrete mix for an overlay application and to conduct deicing
experiments for heating performance and power consumption evaluation.

The experiment setup, data acquisition and analysis, energy costs, detailed analyses of
the temperature distributions in the overlays and the energy consumption during winter storms

are presented in this Chapter.

5.2 Conductive Concrete Overlay Construction
5.2.1 The Concrete Slabs

Two 152-mm (6-in.) thick concrete slabs, one 2m by 2m (7 ft by 7 ft) and the other
1.2m by 3.6m (4 ft x 12 ft), were first constructed to simulate typical concrete bridge decks.

An 89-mm (3.5-in.) thick overlay using the conductive concrete mix was cast on the top of



each slab. Fig.5-1(a) shows the preparation for the conventional concrete layer, and Fig.5-1(b)
shows the conventional concrete layer after casting with surface roughened. Figs. 5-2(a) and

(b) show the details of the two dabs.

Figure 5-1(b) 6-in. conventional concrete layer
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Asshown in Fig. 5-3, fiber-reinforced plastic (FRP) shear studs were used to resist
horizontal forces between the concrete slab and the overlay. FRP shear studs were used to

avoid short circuit of electricity during the deicing experiments.

'_‘———u—.___—

Figure 5-3 Fiber-reinforced plastic rebar used as shear studs

To investigate the effect on the temperature distribution and power consumption, a 6-
mm (0.25-in.) thick sawdust mortar®® layer was cast between the 2m by 2m (7 ft by 7 ft)
concrete slab and the conductive concrete overlay for thermal insulation. The 1.2m by 3.6m
(4 ft by 12 ft) slab was constructed without the thermal insulation for comparison.

Two steel plates, 64-mm (2.5 in.) wide and 6-mm (0.25 in.) thick, as shown in Fig.5-4,
were installed along the length of each dab for electrodes. The steel plates had perforations
greater than or equa to the 13-mm (0.5-in.) maximum aggregate size to alow concrete to

flow through to provide good conductivity across the interface.
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Figure 5-4 Steel plates with opening were used as electrodes

The two slabs' dimensions were selected to provide the same volume of conductive

concrete overlay for comparison of power requirements.

5.2.2 The Conductive Concrete Mix
Steel fibers and steel shavings were added to regular concrete to achieve the required
eectric resistivity for deicing application. The mix, containing 20 percent of steel shavings
and 1.5 percent steel fibers by volume, was cast as an overlay on the top of each concrete slab.
The mixing of the conductive concrete was carried out at a Lyman-Richey (Ready
Mixed Concrete) plant in Omaha, Nebraska, as follows:
1. 1.1 cubic meter (1.5 cu. yd.) of wet concrete was mixed first without adding any
conductive material;
2. Silicafume was added to the concrete;
3. Steel shavings were added to the concrete;

4. Another 0.8 cubic meter (1 cu. yd.) of wet concrete was added; and



5. Steel fibers were added last, and all the materials were mixed in the drum for at least 30
minutes before pouring.
A total of 1.9 cubic meter (2.5 cu. yd.) of conductive concrete was dispensed for the
overlays and test specimens. Fig. 5-5 shows that the workability and finishability of the mix
were similar to those of conventional concrete. Fig. 5-6 shows that the overlays had smooth

surfaces after finishing.

Figure 5-6 Slabs after finishing
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5.2.3 Instrumentation

5.2.3.1 Thermocouples

Type TX, SERV-RITE thermocouple wires from Pneumo Corporation were embedded
in the overlays for monitoring the temperature distributions. The 20-gage thermocouple wire
was made of a copper/constantan material, valid for a temperature range between —60 and
100°C (-76 and 212°F). Five thermocouples were installed in the thermal insulation layer as
shown in Fig. 5-7. Ten thermocouples, five a 13mm (0.5 in.) and the other five at 80 mm
(3.25 in) from the top surface, were placed in the square slab, as shown in Fig. 5-8(a).
Another four thermocouples were installed (No. 5 to 8) in the middle of the overlay. As
shown in Fig. 5-8(b), sixteen thermocouples were laid out in the rectangular slab: two
thermocouples, one at 13 mm (0.5 in.) and the other at 80 mm (3.25 in.) from the top surface,
were installed at each of the locations (No. 1 to 4 and C1 to C3). Another two thermocouples
(C4 and C5) were installed at 45mm (1.75 in.) from the top surface. Figs. 5-9 (a) and (b)

show distribution of the thermocouples within the overlay.
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5.2.3.2 Weather Station

An Accu-Weather (model WX 200) electronic weather station was mounted at 1.8m (6
ft) above the overlay surface to record the ambient air temperature, relative humidity, and
wind speed/direction during the experiments, as shown in Figs. 510 (a) and (b). The
temperature, humidity, and wind sensors were, The weather station scanned and recorded air
temperature and relative humidity data every 10 seconds and wind speed and direction every

5 seconds.

Figure 5-10(b) An Electronic Weather Station
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5.2.3.3. AC Power Supply

A 220V, 60 Hz, AC power was used to energize the overlays. A VARIAC was used
to regulate the applied voltage. A transformer was used to elevate the applied voltage to a
maximum of 420 volts. An amp-meter was used to record the electrical current going through
each overlay. The overlays were connected to the AC power in parallel. The total current
available for both the overlays was limited to 10 Amps, which was the maximum capacity of
the transformer. Fig. 5-11(a) shows the equipment used to elevate the voltage from 220 volts

to 420 volts. Fig. 5-11(b) shows the two slabs connected to the power source.

5.2.3.4. Data Acquisition System

A MEGADAC 3415AC data acquisition system from OPTIM Electronics Corporation
was used to record the overlay temperature readings. Sixteen thermocouple channels were
scanned simultaneously at one sample per second during the deicing experiments, and the
thermocouple readings were recorded manually along with the weather data once every 30

minutes during the deicing experiments.

Figure 5-11(a) The VARIAC, Transformer and Amp-meters for Power Control
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Figure 5-11(b) Slabs connected to power source

5.3. Deicing and Anti-icing Experiments

Deicing experiments were conducted in five snowstorms under two scenarios: deicing
and anti-icing. While the overlays were preheated before and heated during the stormsin an
anti-icing scenario, they were heated only during the storms in a deicing scenario. In each
experiment, the applied voltage, electric current through each overlay, overlay temperature,
air temperature, humidity, and wind speed/direction were recorded. Table 5-1 summarizes the
climatic data acquired during the experiments.

The heating rate of the conductive concrete depends upon the amount of current going
through, which can be controlled by maintaining the applied voltage in the operational range
and limiting the current. The “breakdown” voltage was in the range of 450-480 volts for the
1.2m by 3.6m (4 ft by 12 ft) overlay, and 780-840 volts for the 2m by 2m (7 ft by 7 ft)
overlay. For rapid heating, it was desirable to apply voltage as close to the saturation zone as

possible.



Table5.1 Climatic datain anti-icing and deicing experiments
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Shnow
Date Experiment accumulation Wind speed Wind direction Air Relative
type mm. (in.) Km/hr (mph) temperature humidity
°C(°F) (%)
Feb. 11, 1999 Anti-icing 75 (3) 5t015 W to NW -5t0-3 7410 97
(3t09.6) (22 to 26)
Feb. 17, 1999 Anti-icing 200 (8) 4109 W to SW 06to2 7110 97
(2.7t05.4) (33to 36)
Feb. 20, 1999 Deicing 50 (2) 4t06 W 3(37) 59to0 67
(2.7t04)
Feb. 22, 1999 Anti-icing 275 (11) 19to 40 W to SW -3(26) 5910 97
(12 to 25)
March 8, 1999 Deicing 250 (10) 16t0 32 W to NW 0(32) 97 to 87
(10to 20)

* Dataarefor 1.2m x 3.6m (4ft x 12ft) dab.
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However, the transformer could only provide up to 420 volts with a maximum current of 10
Amps. Consequently, the following sequence was carried out during the experiments: (1) a
420-volt voltage was applied first, and the current was recorded; and (2) once the total current
going through the overlays reached the 10-Amp limit, the voltage was reduced to keep the
current below 10 Amps. For an electrode spacing of 1.2m (4 ft), an applied voltage of 420 V
was in the operational zone. However, for an electrode spacing of 2m (7 ft), an applied
voltage of 420 V was in the linear zone and the heating rate was not adequate for deicing. As
aresult, only the heating performance of the 1.2m by 3.6m (4 ft by 12 ft) overlay is discussed

asfollows.

5.3.1 Anti-icing experiments
February 11, 1999

The slab temperature was about 15°C and the ambient temperature was about 7°C at
the beginning of the experiment. The applied voltage was about 310 volts and the current
going through the overlay gradually increased. The heating rate was initially less than the
heat loss from the underlying slab, due to rapid decrease in the ambient temperature and high
wind. After about 6 hours of preheating, the heating rate was stable under —-5°C ambient
temperature and kept the overlay temperature in the range of 3 to 5°C during the storm. There
were 75 mm (3 in.) of snow accumulation during the storm. However, snow melted as soon

asit cameinto contact with the overlay as depicted in Fig. 5-12.
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Figure 5-12. Anti-icing Experiment —February 11, 1999

February 17, 1999

After preheating at 230-volt voltage for about an hour, the overlay temperature was
kept in the range of 2to 4°C. The applied voltage was increased to about 310 volts no sooner
than the storm had started. The overlay temperature was increased to the average of 6 to 8°C
after 6 hours of heating. The storm lasted about three and half hours. After the storm, the
applied voltage was reduced to 270 volts to keep the overlay dry. The overlay was able to

retain the heat for about 3 hours after the power was turned off.

February 22, 1999

The overlay was preheated for 2 hours at an applied voltage of 420 volts. Thisvoltage
was kept constant for 5 hours. The storm started during this period, and the current going
through the overlay gradually increased. The heating rate was sufficient to maintain the
overlay temperature in the range of 1 to 2°C. The average ambient temperature was about —

2°C and the wind speed did not vary significantly during the storm, which provided a
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relatively stable test environment. Thermal equilibrium was reached under an applied voltage

of 310 volts with the current in the range of 8 to 9 Amps.

5.3.2 Deicing experiments
February 20, 1999

The deicing experiment was conducted after the storm with 50 mm (2 in.) of snow
accumulation. The ambient temperature was about 2 to 3°C. A voltage of 420 volts was
applied and kept constant for about 4 hours, and the current gradually increased to 10 Amps.
Figs. 5-13(a) and (b) show the test slab before and during the deicing experiment,

respectively.

(a) Slab before testing
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(b) Slab during testing

Figure5-13. Deicing Experiment — February 20, 1999

March 8, 1999

In this deicing experiment, the power was turned on at the same time the storm started.
The ambient temperature was just above freezing during most of the experiment, therefore,
the applied voltage was kept at 240 volts and the heating rate was sufficient to maintain the
overlay temperature in the range of 2 to 6°C.

The temperature at the centerline of the overlay was generally about 2 to 4°C (4 to
7°F) lower than areas close to the eectrodes. Consequently snow accumulated and formed a
strip along the middle of the overlay during heavy precipitation. This behavior was also
observed when the applied voltage was reduced to limit the current to 10 Amps.

The temperature ranges of the thermocouple readings are summarized in Table 5.2,

and the average temperature data from all the thermocouples are presented in Fig. 5-14.



February 11, 1999

102

Location | cCi1T C1B C4M c2T C2B C5M C3T C3B

Min. 0C 2.43 3.62 4.18 3.94 5.93 6.01 2.59 251
Max. OC | 15.74 15.43 15.51 14.89 16.13 15.67 16.05 20.00
February 17, 1999

Location | cC1T C1B C4M c2T C2B C5M C3T 1T

Min.°C | -0.54 -0.22 -1.35 -0.38 -0.38 -0.70 -0.78 0.42
Max.°C | 5.93 6.41 6.80 8.86 10.51 9.88 6.72 21.23
February 20, 1999

Location C1T C1B CaM Cc2T C5M C3T 1T

Min. °C 0.02 -0.54 -0.54 -0.54 -0.62 -0.46 -0.62

Max.°C | 2.19 1.95 1.71 2.51 2.43 1.79 9.57
February 22, 1999

Location | Ci1T C1B C4M c21 C5M c3T 1T

Min.°C | -1.27 -1.11 -1.27 -0.78 -1.19 -1.35 -1.99

Max.9C | 2.59 2.51 2.99 16.67 6.25 4.34 8.70
March 8, 1999

Location 1T 1B CiT CiB 2T 2B C4M

Min. °C 0.50 0.58 0.34 0.50 0.74 1.06 0.82

Max.°C | 8.94 9.49 2.27 2.67 21.92 20.46 2.99

Location | cC2T C2B C5M 3T 3B 4T 4B

Min.°C | -1.03 0.98 0.02 0.42 0.90 1.06 0.90

Max.°C | 6.17 10.12 9.17 8.15 20.00 42.97 36.07

Note: 1. Thermocouplelocationsare shown in Fig. 3.
2. T =top, B =bottom, and M = middle.

Table5.2 Temperature Range of Anti-icing and Deicing Experiments
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Figure5-14 Average Anti-icing and Deicing Temperature Data.

5.3.3 Energy Consumption and Costs

During each experiment, the applied voltage and the current going through the overlay
were recorded. The recorded current, however, is not the true current that should be used to
calculate the energy consumption. To determine the actual current, the impedance (resistance
and capacitance) of the conductive concrete overlays must be determined. The impedance of
the conductive concrete depends upon the steel fiber distribution within the concrete matrix.
Conductive concrete mixes with the same volumetric ratios of steel fibers and stedl shaving
are expected to have comparable impedance. Due to the limitations of the monitoring
equipment (e.g., the oscilloscope and reference resistance), it was not possible to determine
the impedance of the conductive concrete overlays or the phase of the current going through
each overlay relative to the applied voltage.

The power consumption in a RC circuit (i.e., an electric circuit containing both

resistors and capacitors) consists of two components: effective power, which produces the
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useful work, and reactive power, which oscillates between the source and the load without
producing useful work. To simplify the power consumption calculations, the applied voltage
and the recorded current are used in the following equation®®:

P=Vg |4 cosé (5-1)
where Vgt is the applied voltage, I isthe total current, and & is the phase angle between
the current and the voltage. The term cosé is defined as the power factor (PF). In the case

of aresistive circuit, 6 = 0° and cosd = 1, and for a capacitive circuit, 6 = 90° and cosd =
0. The PF of the conductive concrete was determined to be in the range of 0.8 to 1.0 based on
tests conducted on 0.3m x 0.3mx 5cm (1 ft x 1 ft x 2in.) dabs. A power factor of 0.8 was
used to account for the phase lag in the estimation of the energy consumption.

Table 5-3 summarizes the energy cost/m® of overlay surface during each storm,
assuming that 1 KW-hr costs $0.08. Considering atypical highway bridge, 13m by 46m (44-ft
wide, and 150-ft long), the approximate energy cost would be in the range of $430 to $600 per
storm. A recent interview with Omaha Public Workd72l officials reveded that the
approximate cost to operate a plow truck for snow removal is about $1000/hour during a
major storm. A life-cycle cost analysid1® including bridge deck repair costs and vehicle
depreciation caused by deicing chemicals, has revealed that utilizing conductive concrete

overlay on a bridge deck has the potentia to become avery cost-effective deicing method.



Table 5.3 Energy Consumption and Costs

Snow Power

Date accumulation Preheating Experiment time | consumption Energy Cost
mm. (in.) (hrs) (hrs) (kw-hr) $/m2 ($/ft2)

Feb. 11, 1999 75 (3) 6 16 32.48 0.56 (0.052)
Feb. 17, 1999 200 (8) 4 18 42.64 0.73 (0.068)
Feb. 20, 1999 50 (2) 5 9.84 0.17 (0.016)
Feb. 22, 1999 275 (11) 2 15 33.76 0.58 (0.054)
March 8, 1999 250 (10) 20 46.16 0.80 (0.074)

105
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5.4. Design Issues
5.4.1 Electrical Conduction Model Validation

As shown in Fig. 5-15, the relationship between the applied voltage and the current going
through the 1.2m by 3.6m (4 ft by 12 ft) overlay was established using data from the deicing and
anti-icing experiments. A voltage of 220-volt was first applied (i.e., in the lower range of the
operational zone), and the current going through the overlay increased slowly with time. The
current increased at a faster rate, when a voltage of 420-volt was applied (i.e., in the upper range
of the operational zone). From the limited data presented herein, an exponential relationship was
found to produce the best fit for each given voltage and current. The current going through the
dab is expected to increase if the voltage is kept constant. The current will increase at a higher
rate if the overlay temperature is in the range of 3-5°C. However, the total current allowed to go
through the overlays was limited to 10 Ampsin all cases. Generally, conduction of electricity in

the conductive concrete overlays followed the model described in Chapter 3.
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Fig. 5-15 Conduction of electricity inthe 1.2mx 3.6 mx 9 cm
conductive concrete overlay
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5.4.2 High Voltage and Safety Concerns

Safety was a magjor concern due to applying high voltage to heat the overlay. Since a
conductive concrete mix behaves as aresistor in paralle with avariable resistor and a capacitor,
the summation of the potential drops of all the viable current paths between the two electrodes is
equal to the applied voltage. Likewise, the total current going through al the viable paths is
equal to the current corresponding to the applied voltage. This behavior has been confirmed by
field measurements. Several measurements were taken at different locations on the overlay
surface during heating experiments, and the voltage readings were in the range of 10 to 20 volts.
The current readings were in the range of 20 to 30 mA. These voltage and current levels pose no
hazard to the human body.

A potential safety hazard exists if steel fibers and shavings come in direct contact with
electrodes and are exposed on the surface. This risk can be eliminated if the top surfaces of the
eectrodes are insulated to avoid direct contact with any conductive materials near the surface. It

is also essential to insulate the power connection at the electrode ends.

5.4.3 Thermal Stresses Dueto Overlay Heating

The maximum temperature rise in the overlay during the experiments was in the range of
15 to 20°C (27 to 36°F). The coefficient of thermal expansion of concreté®®*** using
limestone is in the range of 5.9 to 7.1 x 10°%/°C, and that of the steel fibers and shavingsisin the
range of 5.5 to 11.5 x 10%°C. If the differential thermal expansion in the conductive concrete
were 7 x 10%/°C, the thermal strain caused by a 20°C temperature increase would be 7 x 10°® x
20 = 140 x 10°. The modulus of elasticity of the conductive concrete® was about 3650 MPa

(5.3 x 10° psi), and the thermal stresses induced would be 140 x 10° x 3650 = 510 kN/m? (74
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ps). This stress level is less than the allowable tensile strength of concretd®®® of
approximately 3100 kN/m? (450 psi). Since the electric resistance heating of the overlay is a

gradual process, the potential of concrete cracking due to “thermal shock” is minimal.

5.4.4 Interface Shear Between Bridge Deck and Overlay
As cited in the literaturd™®16224258] " the interface can resist shearing stresses from high

traffic movements if a bond exists between an overlay and a pavement. The maximum
horizontal shear stresses calculated at the interface of a51mm (2 in.) bridge deck overlay™ due
to an 80-kN (18 kips) single-axle load plus impact (equivaent to an H20 wheel) were about 446
kN/m? (64 psi) and 167 kN/m? (24 psi), respectively. The interface (horizontal) shear strength
between the overlay and the pavement, determined from direct shear tests, was about 1400
kN/m? (201 psi). The use of shear studs was not necessary. Roughening the existing pavement

surface before casting the overlay can ensure a good bond at the interface.

5.45 Minimum Temperature Reinforcement in an Overlay
ACI 318-95 (7.12) and AASHTO™ (8.20.1) require that at least 265 mm? per meter

(18 in® per foot) of steel reinforcement should be provided in each direction for a concrete
overlay to resist stresses due to temperature and shrinkage. Based on field experience reported
by Grondziel®® and a steel fiber manufacturer™ that uniform disbursement of 60 kg of steel
fibers per cubic meter of concrete (100 Ib./cu. yd.) will provide adequate overlay strength to
resist stresses from heavy traffic and thermal stresses. No minimum steel reinforcement in the
overlay was necessary. There was about 120 kg of steel fibersin a cubic meter (200 Ib./cu. yd.)
of the conductive concrete mix, and therefore, minimum temperature reinforcement is not

required.
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5.4.6 Effect of Slab Geometry on Heating Rate

The “breakdown” voltage of the conductive concrete overlay was found to be directly
proportional to the electrode spacing, and the amount of current going through is inversely
proportional to the cross-sectional area of the overlay paralel to the electrodes. The basic

equations™ to calculate the impedance and the electric resistivity can be used to design the

overlay:
Z = \I/— (5-2)
pL
Z = — 5-3
A (5-3)

where Z is the impedance, V is the applied complex sinusoidal voltage, | is the complex current,

p isthe average €electric resistivity of a specific cross-sectional area, L is the spacing between

the electrodes, and A is the cross-sectional area of the overlay.

The electric resistivity of the material should be determined first, and electrodes spacing
can be chosen for a given breakdown voltage. The heating rate is proportional to the current
going through the slab. Based on the amount of current desired, the cross-sectional area

(thickness and length) of the overlay can then be determined.

5.5 Electric Resistance Heating of Conductive Concrete

A coupled thermal-€electric finite element analysis was conducted to study the electrical
resistance heating of the conductive concrete overlay, namely, the relationship between power
input, heating rate and temperature distribution of the conductive concrete overlay of the test
concrete slab. The parameters of the finite element model were determined from the literature as

well as from the experimental data. The thermal and electrical properties and the heating
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characteristics of the conductive concrete are presented herein. The numerical results showed

that the model can be used to predict the heating performance of the conductive concrete overlay.

5.5.1 Coupled-field Governing Differential Equations
The electric resistance heating, or “Joule heating,” of conductive concrete may be
analyzed with a set of coupled electric field and transient heat conduction equations. The three-

dimensional electric field equation is given as

X 194 oy oy 0z 0z

where ¢ (x,y,z) isthe electric potential, and k, is the electrical conductivity (i.e., the reciprocal

of electric resistivity) of the conductive concrete.

The three-dimensional transient heat conduction equation is given as

oT o oT) o aoT) o ot
L - O9f o), o o), of of 55
PS5t T ax (KT 6x)+6y [KT ay}’az [KT az]J’Q (53)

where p, c,, and xy are the mass density, heat capacity and thermal conductivity of the

conductive concrete, respectively, Q isthe rate of internal heat generation per unit volume of the

conductive concrete, T(x,y,zt) is the temperature field and t is time. It is assumed that
K1 remains constant in the typical temperature range of deicing experiment (-25 to 10°C).

For Joule heating of conductive concrete, Egs.(5.4) and (5.5) are coupled in that the

electrical conductivity x, is afunction of temperature T and that the internal heat generation Q

isafunction of the electric potential ¢ (x,y,z) and can be expressed as

o K¢2(T)[(66:(P)2+[66;P]2+[66(2P)2] (56)
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The boundary condition may be expressed as
+ K. —n +KT%H +pT =y (5.7)

where ny, ny and n, are the unit normals to the boundary, B a constant and y the heat flux

associated with the convective heat |0sses from the exterior surfaces.
5.5.2 Transient Thermal Finite Element Analysis

A coupled-field finite element analysis was conducted for the Joule heating simulation.
The finite element analysis program ANSYS was used for the thermal-electric analysis of the
conductive concrete test slab. Taking advantage of the symmetry of the test slab, only half of the
slab was included in the modeling. However, both electrodes must be included in the model to
complete the current flow path. A 3-D thermal-electric solid element (SOLID69) was used to
model the regular concrete deck, the conductive concrete overlay, the steel electrodes and, if any,
alayer of ice or fresh snow on top of the conductive concrete. With the snow layer, the model
consisted of 6150 nodes and 5040 thermal-electric solid elements. Fig. 5-16 shows an isometric
view of the finite element model.

The hexahedral solid element has eight nodes with two degrees of freedom, temperature
and voltage, at each node. The Joule heat generated by the current flow is included in the heat
balance calculations. The material properties required for input include density, heat capacity,
electric resistivity and thermal conductivity. The thermal-electric finite element analysis is
highly nonlinear, in that the material properties may be functions of temperature and that snow

and ice will undergo phase change when melting. Thus, the thermal-€electric analysis requires an
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Figure5-16 Conductive concrete overlay model

iterative solution. In simulating the deicing experiments, the applied voltage was assigned to the
nodes of electrode elements and the resulting current was calculated. Other output parameters of

interest includes the temperature distribution and the heat flux of the test slab surface.

Boundary Conditions

The plane of symmetry (i.e., the xz-plane) was treated as an adiabatic boundary. All of
the other five exterior surfaces were treated as convective with afilm coefficient of 34 W/m2-9K,
used for convection under 24 km/hr (15 mph) wind, and with the ambient temperature.
Radiative heat gain and loss were ignored. Furthermore, the applied voltage was reduced during
some of the deicing experiments to limit the maximum current going through the conductive

concrete overlay. In those events, the temperature distribution from a previous simulation was
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prescribed as the initial condition for a subsequent transient thermal analysis under a different

applied voltage.

Model Parameters

Conductive concrete is a heterogeneous solid or a “composite,” whose constituents are
steel fibers, steel shavings, and regular concrete. Nevertheless, it may be treated as a
homogeneous and isotropic material with its “apparent” properties determined based on the
volume fraction of the steel fibers and shaving contained in the composite. Expressions of
“apparent” physical and thermal properties of conductive concrete may be derived from those of
the constituent materiald/8l. The apparent physical and thermal properties for a conductive
concrete mix with 1.5 percent of steel fibers and 20 percent of steel shaving by volume are
presented in Table 5.4, along with the properties of other materials used in the finite element

simulations. The electric resistivity of a material can be expressed as

vl
Z= 5.8
! (5.8)

where Z is the impedance, v is the average electric resistivity of a cross-sectional area, L isthe
spacing between the electrodes, and A is the area of a cross-section of the overlay paralld to the
dectrodes. The electric resistivity of the conductive concrete is presented in Fig. 517 as a

function of temperature.



Table5.4 Electrical and Thermal Propertiesused in the Finite Element Simulation

Heat Thermal Electric Resistivity
Material Density Capacity Conductivity at 09C
(kg/m3) (I/kg-K) (W/m-K) (Q-m)
Steel 7830 420 47 1.695 x 1077
Concrete 2350 880 0.87 5.4 x 10°
Conductive 3446 670 4.2 20
Concrete
Ice 920 2050 2.2 Not applicable
Fresh snow 200 2090 0.1 Not applicable
Water 1000 4190 0.55 Not applicable
Phase Change
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Ice and snow melting is a phase change process, which requires a nonlinear transient

thermal analysis. When the temperature of the snow reaches 0°C, the snow will continue to

absorb heat and start changing into water. During the phase change, the temperature of the snow

remains at 0°C. The latent heat absorbed by snow, 333.5 kJkg isinput by defining the
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Figure5-17 Electric Resistivity of the Conductive Concrete
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enthalpy of snow as a function of temperature. Enthalpy, which has units of heat/volume, is the
integral of specific heat with respect to temperature:

H = jpw c,(T) dT (5.9)
The mass density of SNOW iS pgyow = 200 kg/m3, and the heat capacity of snow is Cp = 2.09

kJKkg-OK. Fig. 5-18 shows the enthal py-temperature curve used in the simulation for the snow
layer in the deicing experiment. Once a snow element in the model was predicted to have

melted, its material properties were replaced by those of water.
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Figure5-18 Enthalpy-Temperature Curvefor Phase Change of Snow

5.5.3 Comparison of Results

Finite element simulations were conducted for both anti-icing and deicing experiments,
and the results are compared against the experimental data herein.
Anti-icing simulation

In an anti-icing simulation, the finite element model did not have the snowl/ice layer
initially. The applied voltage was assigned to the electrode nodes and the recorded ambient
temperature was used as the initial condition. The recorded time-history of the applied voltage

was followed in the simulation, and the resulting current was compared against the current
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recorded in the experiment. The temperatures calculated were then compared against the
thermocouple readings.

At the time snowstorm started, the finite element model was modified to include the
snow/ice layer and the temperature profile from the previous time step was prescribed as the
initial condition for the new model. The temperature of the snow/ice layer was assumed to be
the ambient temperature or at freezing, whichever is lower. From this point on, the temperature
of the snowl/ice layer was checked against above freezing. If the snow temperature indicated that
the layer had melted, the snow layer temperature would be reset to ambient temperature or
freezing, whichever is lower. This process would continue until the total snow accumulation
observed in the experiment was reached. However, if the heat flux generated by the overlay is
greater than the rate of snow precipitation, there will be no snow accumulation.

The anti-icing experiment conducted on February 22, 1999, was selected for finite
dement simulation. The overlay was preheated under 420 V for 1.72 hours before the
snowstorm started. The average heat flux of the overlay surface during this period was
calculated to be 320 W/m?2, which compares well with the input power density of 365 W/m2 with
about 12 percent heat loss. The maximum rate of snow precipitation, p, with no accumulation

can be calculated as follows:
P X Paow X latent heat of fuson = 320 W/m2 (5.10)

and p = 17.3 mm/hr (0.68 in./hr). The total snow accumulation during a period of about 7 hours
was 279 mm (11 in.), and snow accumulated on the test slab. The anti-icing experiment became
deicing once snow accumulated.

The time-histories of the calculated current is compared against the recorded data in Fig.

5-19. The applied voltage was reduced from 420 V to 390 V at 5.2 hours into the experiment,
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and lasted for 34 minutes. The heating rate of the conductive concrete is depicted in Fig. 5-20,

with an average rate of 7.80C/hr (140F/hr). The finite element model overestimated the
temperature distribution by about 15 to 25 degrees Celsius compared to those summarized in
Table 5.2. Given the complexity of the problem, however, the finite element model provides a
useful tool to evaluate the electrical resistance heating behavior of conductive concrete mixes

with different volumetric fractions of other added conductive materials.

Deicing simulation

The finite element model used in deicing simulation had a 51 mm (2 in.)-thick snow layer
on top. The simulation procedure described previously was aso followed herein. The deicing
experiment conducted on February 20, 1999, was selected for simulation. The time-history of
the calculated current is compared against the recorded data in Fig. 5-19. The temperature
profile of the snow layer indicated that it would take about 2 hours to melt 51 mm (2 in.) of
snow, as shown in Fig. 5-21.

Similar to anti-icing simulation, the finite element model overestimated temperature

profile and the temperatures were generally in the 35 to 450C range. However, the predicted
values were close to the field data at certain thermocouple locations, as in the March 8, 1999
experiment. Since the conductive concrete was assumed to be isotropic and homogeneous, a
fairly uniform temperature distribution was expected. The heterogeneity of conductive concrete

would cause wide scatter in temperature distribution, with higher temperature
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readings close to metal fibers and particles. Another possible cause is the omission of radiant
heat loss, which could be significant during night-time when the experiments were conducted.

It was observed in the deicing experiments that the temperature along the centerline of
the test slab was generally lower than in the areas close to the electrodes. Consequently snow
accumulated and formed a strip along the middle of the overlay as shown in Fig. 5-13(b). In
reality, the temperature of the electrodes was expected to be much higher than the surrounding
conductive concrete. However, the finite element model predicted higher temperature along the
centerline than areas close to the electrodes. As aresult, the model was unable to duplicate the

snow strip aong the middle of the overlay.

Deicing Experiment — February 20, 1999
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Figure5-21 Temperature Time-historiesin the Snow Layer
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CHAPTER 6

AN IMPLEMENTATION OF CONDUCTIVE CONCRTE OVERLAY
6.1 Background

During Phase | of the conductive concrete research, a concrete mix containing 1.5 percent

of sted fibers and 20 percent of steel shavings per volume was developed specifically for

concrete bridge deck deicing. The mix had a minimum compressive strength of 31 MPa (4500

psi) and provided an average thermal power density of 590 W/m? (55 WI/ft?) with a heating rate

of 0.14°C/min (0.25°F/min) in the winter environment. The average energy cost was about

$0.8/m? ($0.074/ft2) per snow storm.

Steel shavings are waste materials produced by steel fabricators in the form of small

particles of random shapes. Drawbacks were noticed about using steel shavings during

development of the conductive concrete: (1) there was a lack of consistency of sizes and

compositions from various sources of steel shavings; (2) steel shavings acquired were usually

contaminated with oil, which required cleaning; and (3) steel shavings required a speciaized

mixing procedure to ensure uniform dispersal in the concrete. As afollow-up effort, carbon and

graphite products were used to replace steel shavings in several trial conductive concrete mix

designs.  Test data showed that the electrical conductivity and the heating rates could be

significantly improved with the carbon products. Consequently Nebraska Department of Roads

approved a demonstration project at Roca, located on Nebraska Highway 77 South about 24 km

(15 miles) south of Lincoln, to implement a conductive concrete deck on a highway bridge for

deicing. The Roca Spur Bridge has been instrumented with temperature and current sensors for

heating performance monitoring during winter storms. Experimental data and operating costs are

presented in this Chapter.
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6.2 _Conductive Concrete utilizing Carbon and Graphite Products

During the spring of 2001, carbon products were used to replace steel shavings in the

conductive concrete mix designs. Seven commercial carbon and graphite products were used in

trial batches in an experimental program. Ten trial mixes were prepared for evaluations. The

criteria used for the trial mixes were workability, finishability, compressive strength, heating

rate, and electric resistivity. All mixes contained steel fibers and carbon products for conductive

materials. The stedl fibers of variable lengths amounted to 1.5 percent and the carbon products

amounted to 25 percent per volume of the conductive concrete mixes. These trial mixes are

described as follows:

<«

1. 20 % Black Diamond (3/8x0)

2. 25 % Earth Link

3. 41 % Earth Link

4. 25% EC-98C (10x0)

5. 25% EC-100 (10x0)

6. 25% EC-97 (3/8x0)

7. 25% EC-100 (3/8x0)

8. 25% FP-428 (100x0)

9. 25% ALL — All graphite products were used in this mix except the Black Diamond

10. 25% Earth Link + Slag aggregate

Black Diamond (BD) is the trade name of a natural graphite crystaline in the form of pellets.*

Earth Link (EL) is the trade name of graphite cement, which contains approximately 70 percent

of portland cement and 30 percent of graphite powder. The EC designations are used to

distinquish carbon products of different particle sizes. FP-428 is a product of small carbon
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particles. Crushed limestone of 13 mm (0.5 in.) maximum size was used in the trial mixes.

However, 13 mm (0.5 in.) blast furnace slag was used in one trial mix to replace the limestone

with an intent to improve the electrical conductivity. Coarse blast furnace slag is the co-product

of molten iron production in ablast furnace. When molten, slags float on the metal. Separating

the two is not exact and there is some iron residue in the slags. Six 152 x 305 mm (6 x 12 in.)

cylinders and one 457 x 330 x 63.5 mm (18 in. x 13 in. x 2.5in.) slab were prepared from each

trial mix.
6.3 Test Results

6.3.1 _Workability, Finishability and Compressive Strength

Workability and finishability were the two primary criteria used in the preliminary

evaluation of the trial mixes. In addition, three cylinders from each trial mix were tested for

compressive strength at 28 days. The test results are summarized in Table 6.1.

6.3.2_Heating Rate

Heating tests with the 457 x 330 x 63.5 mm (18 in. x 13 in. x 2.5 in.) slabs were

conducted under two initial temperatures, -4°C (25°F) and 2°C (35°F). Two steel plates spaced

at 305 mm (12 in.) were used for electrodes. The steel plates had perforations greater than or

equal to the 13-mm (0.5-in.) maximum aggregate size to allow concrete to flow through to

provide good anchorage. A Type TX thermocouple was embedded in the middle of each test

slab to monitor the temperature. Alternate current (AC) power with a constant voltage of 140

volts was applied, and resulting current and slab temperature from each slab were recorded for

30 minutes. The slabs were kept inside a freezer during heating tests to maintain constant

ambient temperature. The results are summarized in Table 6.2.




Table6.1 Preliminary Test Results.
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Trial Mix Workability | Finishability | 28-day Compressive Strength Remarks
M Pa (psi)

1. 20% Black Diamond (3/8x0) Good Good 24.0 (3483) Gas release during
hydration causing
volume expansion

2. 25% Earth Link Good Good 39.8 (5770)

3. 41% Earth Link Good Good 32.7 (4735) Required more

superplasticizer

4. 25% EC- 98C (10x0) Good Good 47.0 (6811)

5. 25% EC- 100 (10x0) Good Good 40.5 (5870)

6. 25% EC- 97 (3/8x0) Good Good 41.8 (6061)

7. 25% EC-100 (3/8x0) Good Good 37.4 (5416)

8. 25% FP-428 (100x0) Good Good 26.3(3817) Required more

Superplasticizer

9. 25% EC-All Good Good 34.5 (4997)

10. 25% Earth Link + Slag aggregate Good Good 46.6 (6750)




Table6.2

Comparison of heating rate, operating voltage, and peak current.
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Specimen Initial Max. Heating Operating Peak
Temperature | Rate(°C/minute) Voltage (Volts) Current (Amps.)
EC-100 (3/8x0) -4°C 0.25 140 0.93 A Formatted )
EC-100 (3/8x0) 2°C 0.27. 140 1.13 A Formatted )
EC-100 (10%0) 4°C 0.26 140 0.67 A Formatted )
EC-100 (10x0) 2°C 0.38 140 0.95 A Formatted 1)
EC-98C (10%0) 4°C 0.09 140 0.48 A Formatted (51
EC-98C (10%0) 2°C 011 140 0.61 A Formatted G
EC-97 (3/8%0) 4°C 0.38 140 0.89 A Formatted )
EC-97 (3/8x0) 2°C 0.38 140 1.00 A Formatted (81
FP-428 (100x0) A4°C 014 140 0.43 A Formatted (o1
FP-428 (100x0) 2°C 0.07 140 0.47 A Formatted (.ol
EC-all 4°C 1.56, 140 4.26 A Formatted )
EC-all 2°C 171 140 4.82 A Formatted (o2
41% EL A4°C 0.36 84 0.62 A Formatted (3
41% EL 2°C 031 84 0.69 A Formatted (.4l
BD 20% 4°C 0.01 140 0.11 A Formatted (.51
BD 20% 2°C 0.09 140 0.17 A Formatted (. [el)
Slag + 25% EL A4°C 3.27 140 2.39 A Formatted o)
Slag + 25% EL 2°C 2.28 140 1.97 A Formatted (sl
25% EL 4°C 0.38 140 0.80 A Formatted (o)
25% EL 2°C 0.37 140 1.13 A Formatted (00

«
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6.3.3_Electric Resistivity

Based on the heating test data, approximate values of the impedance and the electric

resistivity were calculated for each trial mix using the following equations:

Z = \IL (6.1)
and
pL
7 =~ 6.2
A (6.2)

where Z is the impedance, V is the applied AC voltage, | is the AC current, p _is the average

electric resistivity of the specimen, L is the spacing between the electrodes or 305 mm (12 in.),

and A is the cross-sectional area of the test slab parallel to the electrodes or 19355 mm? (30 in.2).

A range of the electrical resistivity with respect to the initial temperatures is given for each tria

mix in Table 6.3.

/{Deleted:
Two trial mixes, EC-All and Slag+25% EL showed high electrical conductivity and .-~

heating rates. Experimental data from the heating tests of these two mixes are presented in Figs.

6-1 and 6-2, respectively. The electric resistivity of these materials is a function of temperature.

As temperature increases, the materials become more electrically conductive. The higher

electrical conductivity is probably due to the good gradation of carbon particles in the EC-All

and the added slag in the Slag+25%EL mixes. EC-al and Slag+25%EL showed superior heating

performance, as shownin Fig. 6-3




Table 6.3 Electrical resistivities of carbon concretetrial mixes

ecimen Initial Temperature Range | Electrical Resistivity
) Temperature [(®) (Q.cm)
EC-100 (3/8x0) -4°C -4° ~4.5° 564 -381
EC-100 (3/8x0) 2°C 2° ~10° 451 — 323
EC-100 (10x0) -4°C -4° ~4.5° 721 — 576
EC-100 (10x0) 2°C 2° ~155° 519 —392
EC-98C (10x0) -4°C -4° ~-1° 939 — 853
EC-98C (10x0) 2°C 2°~45° 733 — 669
EC-97 (3/8x0) -4°C -4° ~10° 564 — 403
EC-97 (3/8x0) 2°C 2°~155° 518 — 357
FP-428 (100x0) -4°C -4° ~2° 1048 — 958
FP-428 (100x0) 2°C 2°~45° 902 — 900
EC-all -4°C -4° ~ 38° 435 —108
EC-all 2°C 2° ~ 490 395101
41% EL -4°C -4° ~7° 1006 — 762
41% EL 2°C 2°~13° 846 — 702
BD 20% -4°C -4° ~-3° 8077 -7404
BD 20% 2°C 2°~7° 7500 - 5226
slag + 25% EL -4°C -4° ~ 40° 808 — 208
slag + 25% EL 2°C 2° ~ 35° 705—219
25% EL -4°C -4° ~4.5° 1813728
25% EL 2°C 2°~45° 830 —759
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Figure6-2 Electric Resistivity vs. Temperature— Slag+25% EL Mix

Heating tests have been conducted using both AC and DC power to study the conduction

of electricity through the conductive concrete mix. The conductive concrete behaved like a

semiconductor or a capacitor. As electrical current flows through the conductive concrete, its

temperature rises and the heating rate increases. The electrical conductivity of the conductive

concrete will increase as its temperature rises. The increase in electrical conductivity will cause

more current to flow through under a constant voltage. Hence, the applied voltage must be

controlled to maintain a gradual heating rate to avoid thermal shock to the conductive concrete.

Since the conductive components added only amounted to 25 percent by volume of the total

materials, there are probably not enough conductive fibers and particles to form a fully

interconnected electronic circuit within the concrete. Instead, these dispersed conductive

materials would act as capacitors when a voltage is applied across the material. Electrica

current will flow through the material if the applied voltage is high enough to cause dielectric

breakdown of the material. There is a critical threshold of voltage, above which large current

will go through the material like a short circuit. |If the applied voltage is kept below this “break

down” voltage, a" controllable’” amount of current proportional to the voltage will go through the

material. This behavior issimilar to that of a surge protector used in computers.

6.3.4 _Long-term Stability of Electric Resistivity

The €electric resistivity of the conductive concrete is relatively low during hydration, due

to the ionic conduction in the pore solution. The breakdown voltage would thus depend upon the

moisture content in the material. However, there exists a stable but higher breakdown voltage

after the moisture in the conductive concrete has completely dried out. For instance, no

degradation in the heating performance has been observed after 5 years of deicing experiment
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Figure 6-3 Comparison of Heating Rates of Trial Mixes

with the 1.2m by 3.6m (4 ft x 12 ft) conductive concrete test slab using steel fibers and steel

shavings. To prove the same is true with the carbon concrete, a heating test was conducted on

the EC-All test slab two years later. The data from the two tests are compared in Fig. 6-4. The

lower electric resistivity and higher heating rate were probably due to the higher moisture

content in the specimen during the earlier test.

6.4_Implementation Project — Roca Spur Bridge

Roca Spur Bridge is a 46 m (150 ft) long and 11 m (36 ft) wide, three-span highway

bridge over the Salt Creek at Roca, located on Nebraska Highway 77 South about 24 km

(15 miles) south of Lincoln. A railroad crossing is located immediately following the end of the

bridge, making it a prime candidate for deicing application. The Roca Bridge project was let in

December 2001 and construction was completed in November 2002. The bridge deck has a 36
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m (117 ft) by 8.5 m (28 ft) by 102 mm (4 in.) conductive concrete inlay, which has been

instrumented with thermocouples for deicing monitoring during winter storms.
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6.4.1_Construction Sequence

A 102 mm (4 in.)-thick inlay of conductive concrete using the EC-All mix was cast on

top of a 256 mm (10.5 in.)-thick regular reinforced concrete deck. As shown in Fig. 6-5, the

inlay consisted of 52 individua 1.2m x 4.1m (4 ft x 14 ft) conductive concrete slabs. In each

slab, two 89x89x6 mm (3 ¥2 x3 V2 x1/4 in.) angle irons spaced 1067 mm (3.5 ft) apart were

embedded for electrodes. Thread sleeves were welded to one end of the angleirons for making
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13 mm (0.5 in.) below the surface to measure the slab temperature. The power chords and

thermocouple wiring for each slab were secured in two PV C conduits and are accessible from

junction boxes along the centerline of the bridge deck.

30 days. After hardening, the conductive concrete inlay was saw cut to a 102 mm (4 in.) depth

aong the perimeters of the individual slabs and the gaps were filled with polyurethane sealant.

There was a 152 mm (6 in.) gap along the centerline of the bridge to allow power chord

connections with the thread sleeves on the angle irons, as shown in Figure 6-6. The gap was then

filled with a non-shrink, high-strength grout.
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6.4.2_Integration of Power Supply, Sensorsand Control Circuit

B { Deleted: ]
A three-phase, 600 A and 208 VV_AC power supply was provided by a power line nearby. .-~

A microprocessor-based controller system was installed in a control room to monitor and control

the deicing operation of the 52 dlabs. The system included four main elements: (1) a

temperature-sensing unit; (2) a power-switching unit; (3) a current-monitoring unit; and (4) an

operator-interface unit. The temperature-sensing unit took and recorded the thermocouple

readings of the slabs every 15 minutes. A slab’s power was turned on by the controller if the

temperature of the slab was below 1.79C (359F) and turned off if the temperature was above

12.89C (559F). The power-switching unit controlled power relays to perform the desired on/off

function. To ensure safety, a current-monitoring unit limited the current going through a slab to

a user-specified amount. The operator-interface unit allowed a user to connect to the controller

with a PC or laptop via a phone modem. The operator interface displayed all the temperature

and electrical current readings of every slab in real time. A user aso had the option of using a

PC or |aptop to download the controller-stored datainto a spreadshest.
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6.4.3_Deicing Operation
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The deicing controller system was completed in March 2003. Although major snow .-~

storms of 2002 were missed, the system was tested successfully under freezing temperatures.
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The 52 conductive concrete slabs were activated for deicing during four major snow storms of .-~

winter 2003. The climatic data of these storms were obtained from a weather station in Lincoln,

Nebraska, of the National Climatic Data Center and are summarized in Table 6.4. The power

was turned on 6 to 8 hours before the snow storms to preheat the slabs. The 52 slabs were

divided into 26 groups with each group containing two consecutive slabs. Thus, group 1

contains slabs 1 and 2, group 2 contains slabs 3 and 4, and so on. During the December 8 storm,




Storm Date Snow depth | Air temp.” | Wind speed Energy | Unit Cost** Powering
(mm) (°C) (km/hr) (kW-hr) ($/m?) Scheme
December 8-9, ‘03 165 -6.3 36 2,023 0.54 Alternating
January 25-26, ‘04 257 -11.1 23 2,885 0.75 Simultaneous
February 1-2, ‘04 145 -10.0 18 2,700 0.71 Simultaneous
February 4-6, ‘04 198 -7.2 19 3,797 1.00 Simultaneous

Notes:

* Average ambient temperature readings during deicing at the bridge site.
**Energy cost per unit surface area of conductive concrete inlay.

Table 6.4 Deicing Performance of Roca Spur Bridge
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the odd-numbered groups were energized for 30 minutes and off for 30 minutes when the

even-numbered groups were powered. This alternating form of energizing the slabs could not

keep up with the low temperature, high wind and a snow rate of about 25 mm/hr (1 in./hr).

As aresult, the deck was partially covered with snow. The scheme was revised to energize all

the slabs when the ambient temperature dropped below -1°C (30°F), and switched to

adternating powering when the ambient temperature was above -1°C (30°F). The revised

scheme seemed to have worked well in the later storms. Fig. 6-7 shows that the deck was free
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of snow cover during the February 5 storm.
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The slab temperature distribution was very uniform across the deck during deicing .-

operations, generdly in the -4 to 1Q°C (25 to 5Q°F) range. As shown in Fig. 6-8, the average

slab temperature was consistently about 10°C (18°F) higher than the ambient temperature.

The maximum current recorded varied between 7 and 1Q Amps. Fig. 6-9 shows that the

electrical _conductivity of the conductive concrete increased with higher average slab

temperature.  The peak power density delivered to the slabs varied between 360 and

The energy consumed by the slabs varied from 47 to 70 kW-hr, with an average of 58 KW-hr

per slab. The average energy consumption under simultaneous powering was about

The Roca Spur Bridge project has demonstrated that using conductive concrete for deicing

has the potentia to become the most cost-effective roadway deicing method in the future,
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3,200 kW-hr, which would cost about $260 for each major storm based on the rate of | ‘I
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6.4.4 Construction Costs

Building and installing control cabinet with sensors and power relays — $43,685

I ntegrating and programming the deicing operation controller — $18,850

The total construction cost of the Roca Spur Bridge deicing system was therefore

$193,175. The cost per unit surface area of the conductive concrete inlay is $635/m?

($59/ft2). The heated deck of Roca Spur Bridge is the first implementation in the world using

conductive concrete for deicing. The initia construction cost was high compared to the

$377/m? ($35/ft?) cost of a propanefired boiler heating system recently installed in the

Buffalo River Bridge in Amherst, VA in 1996/®. Life-cycle costs, including system

maintenance costs, deck repair costs and vehicle depreciation caused by deicing chemicals,

Placing, finishing, curing and saw cutting conductive concrete — $50,020 nt

Procuring conductive concrete materials — $80,620 i
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however, should be used as the basis for cost-effectiveness comparisons of different deicing

systems. |n addition, the construction costs of conductive concrete overlay/inlay are expected

to drop significantly when the technology becomes widely accepted.
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The deicing system worked well in four major snow storms in winter 2003, and“ [ Double

delivered an average power density of 452 W/m? (42 WI/ft?) to melt snow and ice. The

conductive concrete deck deicing system at Roca Spur Bridge will continue to be monitored

for the next several winters to evaluate its cost-effectiveness against other deicing

technologies. The power controller unit of the conductive concrete overlay may be readily

integrated into a RWIS to fully automate the deicing operations.
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CONCLUSIONSAND RECOMMENDATIONS

Based on the findings from this study, the following conclusions were reached.

7.1 Conclusions
Mix Design

1. Use steel shaving or carbon particles of 20 percent per volume of conductive concrete
as an upper bound; poor workability and surface finishability will result if higher
volumetric ratios are used.

2. Using higher ratios of steel shavings or carbon particles requires an increase in w/cm
ratio to improve workability, which consequently would reduce the compressive
strength of the mix.

3. Use stedl fibers of 2 percent per volume of conductive concrete as an upper bound;

higher ratios would make mixing difficult and result in poor finish.

Optimization
4. Therequired electrical conductivity and mechanical strength of a bridge deck overlay
for deicing can be achieved by using 15-20 percent of steel shavings or carbon
particles and 1.5 percent of stedl fibers per volume of conductive concrete.
5. The workability and surface finishability of the conductive concrete mix developed at

the University of Nebraska are excellent and comparable to those of regular concrete.

. { Deleted: 1
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6. The heating rates of the conductive concrete overlay using AC and DC power were
similar. However, AC power is preferred since the heating is more uniform than using
DC power. Using AC power would avoid “hot spots’ as observed in the case of using
DC power.

7. Using a thermal insulation layer underneath a conductive concrete overlay to prevent
heat loss would reduce the energy consumption in deicing operations.

8. Optimum electrode spacing can be determined for a bridge deck overlay for minimum
power consumption once the electric resistivity of amix is determined.

9. Perforated steel plates should be used for electrodes to provide good conductivity

across the interface with the conductive concrete.

Mix Properties

10. The mechanical and physical properties of the conductive concrete mix were evaluated
in accordance with the ASTM and AASHTO specifications. The compressive
strength, flexural strength, rapid freeze and thaw resistance, permeability, and
shrinkage of the conductive concrete mix after 28 days have met the AASHTO

requirements for bridge deck overlay construction.

Equivalent Electric Circuit Model
11. An equivalent circuit model was used to describe behavior of the conductive concrete.

In this model, the conductive concrete mix is represented as a resistor, in parallel with
avariable resistor and a capacitor. The resistor represents the electrical resistance of
the steel shavings/carbon particles in the cement paste and the steel fibers that are

directly connected. The variable resistor represents the electrica resistance of steel
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fibers and steel shavings/carbon particles not directly connected. The variable
capacitor represents gaps among the conductive fibers and particles within the cement

paste as a dielectric material. Electrical current will flow through the material if the

applied voltage is high enough to cause dielectric breakdown of the material. Thereis

acritical threshold of voltage, above which large current will go through the material

like a short circuit. If the applied voltage is kept below this “breakdown” voltage, a

“controllable” amount of current proportional to the voltage will go through the

material.

12. The conductive concrete behaves like a semiconductor or a capacitor. As electrica

current flows through the conductive concrete, its temperature rises and the heating

rate increases. The electrical conductivity of the conductive concrete will increase as

its temperature rises. The increase in electrical conductivity will cause more current to

flow through under a constant voltage. Hence, the applied voltage must be controlled

to maintain agradual heating rate to avoid thermal shock to the conductive concrete.

Deicing Experiments

13. Due to the potential shock hazards of using higher voltage (under the “breakdown”
voltage of the conductive concrete) to heat the overlay, “step potentials’ and “stray
currents’ have been measured during deicing operations, and the voltage and current
levels were below the safe threshold for a human body.

14. The heating of the conductive concrete overlay at Roca Spur Bridge was gradual and
temperature distribution across the bridge was very uniform. The average dlab

temperature was consistently about 10°C (18°F) higher than the ambient temperature.

No sudden temperature increase or thermal shock was observed.
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15. Stress due to temperature variation isin the range of 516 kN/m? (74 psi), which is less

than the tensile strength of the concrete (3100 kN/m? (450 psi)).
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16. The peak power density delivered to the slabs varied between 360 and 560 W/mzf(;%;%// {
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and ice formation.

17. Energy costs were in the range of $0.7 to $1.0/m? (0.065/ft%) for each major storm,

based on the rate of $0.08/kW-hr.

18. The deicing performance and the power consumption results showed that conductive
concrete overlay has the potentia to become the most cost-effective bridge deck

deicing method.

Electric Resistance Heating Analysis
19. A coupled-field transient heat transfer analysis was conducted using a finite element

model to determine the temperature distribution and power consumption in using
conductive concrete overlay for bridge deck deicing. The results from the parametric
study were comparable to the results from the experiments conducted during the
winter of 1998.

20. The finite element model provides a useful tool to evaluate the electrica resistance
heating behavior of the conductive concrete mixes with various volumetric fractions of

different added conductive materials.
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7.2 Recommendations for Future Research

1. A conductive concrete mix was developed at the University of Nebraska specifically for
bridge deck deicing using steel fibers and stedl shavings/carbon particles. These
conductive materials were used to increase the electric conductivity of the concrete.
Chemical admixture or other conductive materials such as iron-rich or copper-rich
aggregates, to increase the electrical conductivity of concrete should be investigated.

2. The powering schemes and the control circuitry for the Roca Bridge conductive concrete
overlay should be further evaluated to provide more energy-efficient deicing operations.

3. The Roca Spur Bridge deck deicing system should be monitored for at least 5 years to
provide deicing and durability data for long-term performance evaluation. A life-cycle
cost analysis should be performed to compare it against deicing technologies such as
automated deck deicing chemicals spraying system and others.

4, Other power sources and powering schemes should be investigated for remote bridge
locations. These systems would include microwave heating and photovoltaic panels.

5. The power controller unit of the conductive concrete overlay at Roca Spur Bridge may be
readily integrated into a RWIS to fully automate the deicing operations. A bridge deck
may be icy as long as the temperature and humidity are favorable for ice formation, not

necessarily only during winter storms.
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Table 3. Electrical resistivities of carbon concrete trial mixes

Specimen Initial Temperature Range | Electrical Resistivity
Temperature (°C) (Q.cm)
EC-100 (3/8x0) -4°C -4° ~4.5° 564 -381
EC-100 (3/8x0) 2°C 2° ~10° 451 - 323
EC-100 (10x0) -4°C -4° ~4.5° 721 - 576
EC-100 (10x0) 2°C 2°~155° 519 - 392
EC-98C (10x0) -4°C -4° ~-1° 939 - 853
EC-98C (10x0) 2°C 2°~45° 733 - 669
EC-97 (3/8x0) -4°C -4° ~10° 564 - 403
EC-97 (3/8x0) 2°C 2°~155° 518 - 357
FP-428 (100x0) -4°C -4° ~2° 1048 - 958
FP-428 (100x0) 2°C 2°~45° 902 - 900
EC-all -4°C -4° ~ 38° 435 - 108
EC-all 2°C 2° ~ 49° 395 - 101
41% EL -4°C -4° ~7° 1006 - 762
41% EL 2°C 2°~13° 846 - 702
BD 20% -4°C -4° ~-3° 8077 -7404
BD 20% 2°C 2°~7° 7500 - 5226
slag + 25% EL -4°C -4° ~ 40° 808 - 208
slag + 25% EL 2°C 2°~ 35° 705 - 219
25% EL -4°C -4° ~45° 1813 - 728
25% EL 2°C 2° ~45° 830 - 759

Section Break (Next Page)
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Figure 10 presents the temperature traces of several slabs along with the ambient

temperature.

The maximum current recorded varied between 9 and 18
Amps, with an average of 12.5 Amps. The peak power density
delivered to the slabs varied between 360-720 W/m2 (33 to 67
W/ft2) with an average of 500 W/m?2 (46 W/ft2). Figure 11 presents
the corresponding current traces of the selected slabs. The
energy consumed by the conductive slabs during the three-day
period varied from 12.6 to 34.6 kW-hr, with an average of 24 kW-

hr per slab. The total energy consumption was calculated from




the electric power curves from the slabs to be 1,270 kW-hr, and

would cost about $100 based on the rate of $0.08/kW-hr.
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