NUREG-xxxx

United States

Nuclear Regulatory
Commission

Spent Fuel Transportation
Risk Assessment

Draft Report for Comment

U.S. Nuclear Regulatory Commission f Rad ¢
Office of Nuclear Material Safety and Safeguards -9 Ay ;
Washington, DC 20555-0001 g







NUREG-xxxx

United States Nuclear
Regulatory Commission
Spent Fuel Transportation
Risk Assessment

Draft Report for Comment

|
Manuscript Completed: Month 2011
Date Published: Month 2011

Division of Spent Fuel Storage and Transport
Office of Nuclear Materials Safety and Safeguards
U.S. Nuclear Regulatory Commission *
Washington, DC 20555-0001




COMMENTS ON DRAFT REPORT

Any interested party may submit comments on this report for consideration by the NRC staff. -
Comments may be accompanied by additional relevant information or supporting data. Please
specify the report number, Draft NUREG-xxxx, in your comments, and send them by Month,
2011, to the following address:

Chief, Rules, Inspection, and Operations Branch

U.S. Nuclear Regulatory Commission

Mail Stop E3-D2M

Washington, DC 20555-0001 -

You may also provide comments at the NRC Web site:

http://www.nrc.gov/public-involve/doc-comment/form.html.
For any questions about the material in this report, please contact:

Mr. John Cook

Mail Stop E3-D2M

U.S. Nuclear Regulatory Commission
Washington, DC 20555-0001

Phone: 301-492-3318

Fax: 301-492-xxxx

E-mail: John.Cook@nrec.gov

ii



ABSTRACT

The United States Nuclear Regulatory Commission (NRC) is responsible for assuring that
radioactive material is transported safely. To achieve this, they have enacted the rules of Title 10
of the Code of Federal Regulations, Part 71. In 1977 the NRC published NUREG-0170, an
assessment of the adequacy of those regulations to provide the assurance of safety. The measure
of safety was risk, and the risk was deemed to be acceptable. Since that time there have been two
affirmations of this conclusion for spent nuclear fuel transportation, each using improved tools
and information that supported the earlier studies. This report presents the results of a fourth
investigation into the safety of spent nuclear fuel transportation. The risks associated from spent
nuclear fuel transportation come from both the radiation given off from the fuel, which is greatly
attenuated but not eliminated, by the transportation casks, and the possibility of release of some
radioactive material during a severe accident. This investigation shows the risk from the external
radiation to be a minuscule fraction of that from naturally occurring background radiation and
the risk from accidental release of radioactive material to be several orders of magnitude less.
Because there have been only minor changes to the radioactive material transportation
regulations between the original risk assessment and this one, the calculated risk due to the
external radiation of the cask is very similar to that calculated in NUREG-0170. The-improved
analysis tools and techniques, improved data availability, and reduction in the number of
conservative assumptions has made the estimate of accident risk from the release of radioactive
material in this study five orders of magnitude less than was estimated in NUREG-0170.
Significant conclusions are that no realistic accident will lead to release of radioactive material
for transportation in a rail cask with an inner welded canister or transportation in a truck cask,
that no realistic fire will lead to a release for any of the casks studied, that for a rail cask without
an inner canister an accident that leads to any release of radioactive material will occur less than
once in 25 million shipments, and that in the worst-case accident maximum individual dose is
less than two sieverts. These results strongly demonstrate that the regulations of the NRC
definitely assure the safety of the transportation of spent nuclear fuel.
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PUBLIC SUMMARY

Spent nuclear fuel is extremely radioactive. People are understandably concerned when spent
fuel is moved in trucks and by rail over public roads and railroads. Thirty-five years ago the
Nuclear Regulatory Commission responded to this concern by estimating what the radiation
impact of transporting radioactive materials, including spent fuel, would be. The result was the
- Final Environmental Statement (EIS) on the Transportation of Radioactive Material by Air and
Other Modes, NUREG-0170, published in 1977 (NRC, 1977). This EIS included transportation
of all types of radioactive material by road, rail, air, and water. This EIS concluded that:

e The average radiation dose to members of the public from routine transportation of
radioactive materials is a fraction of the background dose.

e The radiological risk from accidents in transporting radioactive materials is very small
compared to the non-radiological risk from accidents involving large trucks or freight trains.

On the basis of this EIS, 1981 regulations were considered “adequate to protect the public
against unreasonable risk from the transport of radioactive materials.” The adequacy of these
regulations was questioned, however, because the EIS was based mostly on estimates of
radiation dose and accident rate, and not much data or information was available to support those
estimates. Questions about “reasonable” risk and accident consequences (“what if the accident
does happen?”) were also raised. '

Trucks and railcars carrying casks of spent nuclear fuel can have accidents like any other truck or
railcar of similar size and weight. The Nuclear Regulatory Commission recognizes this, and
requires that spent fuel casks be designed and built to withstand very severe accidents.
‘Nonetheless, questions have been raised about accidents that are worse than what the cask is
designed for. The NUREG 0170 and later studies of casks have considered accident conditions
more severe than those the regulations require the cask to meet.

A 1987 study applied actual accident statistics to projected spent fuel transportation (Fisher, et
al., 1987). This “Modal Study” also recognized that accidents could be described in terms of the
strains they produced in the cask (for impacts) and the increase in cask temperature (for fires).
Like NUREG-0170, the 1987 study based risk estimates on models, because spent fuel
shipments had not had enough accidents to support projections or predictions. However, the
Modal Study’s refinement of modeling techniques and use of accident frequency data resulted in
smaller assessed risks than had been projected by NUREG 0170. :

A 2000 study of two generic truck casks and two generic rail casks analyzed the cask structures
and response to accidents using a computer modeling technique (Sprung, et al., 2000). Semi-
detached trailer truck and rail accident statistics for general freight shipments were used because
even by 2000 there had been too few accidents involving fuel cycle shipments to provide
statistically valid data. '

The dispersion of material released from the cask in an accident was also modeled with
increasing refinement. NUREG-0170 assumed that most very severe accidents would result in
release of all of the releasable cask contents to the environment; this engineering judgment
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overstated the release but was nevertheless used because analytical capabilities at the time did
not permit a more accurate assessment of the release. The 2000 study analyzed the physical
properties of spent fuel rods in a severe accident, and revised estimates of material released to
one percent or less of the NUREG-0170 estimates. Accordingly, risk estimates were revised
downward. The 2000 study also verified that an accidental release of radioactive material could
only be through the seals at the end of the cask where the lid is attached: an accident could cause
seal failure, but no breach in the cask body.

The present study models real casks and the commercial spent nuclear fuel that these casks are
certified to transport. Two rail casks and a truck cask are evaluated. Rail casks are believed likely
to be used for most future shipments.

Almost all spent fuel casks are shipped without incident. However, even this routine, incident
free transportation causes radiation exposures because all loaded spent fuel casks emit some
external radiation. The radiation dose rates for spent fuel shipments are measured before each
shipment and kept within regulatory limits. The radiation dose from this external radiation to any
member of the public during routine transportation, including stops, is barely discernible
compared to natural background radiation. Figure PS-1 shows an example cask and the way the
radiation to a member of the public is modeled.

r = Distance to
Member of the Public

Figure PS-1. Model of a spent fuel cask in routine, incident-free transportation and
radiation dose to a member of the public. Relative sizes of the cask and person are
approximately to scale.

The external radiation from the spent fuel cask results in a very small dose to each member of the
public along the route traveled by the cask. The collective dose from routine transportation is the
sum of all of these doses. For this study, several example transportation routes were examined.
Figure PS-2 shows the total dose to all of the exposed workers and members of the public for one
of these routes, the truck shipment from the Maine Yankee Nuclear Power Plant to Oak Ridge
National Laboratory. The background radiation dose to exposed workers and members of the
public during the time of the shipment is included in Figure PS-2.
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1.5x10 Residents Near Route

8.81
Background 4.2x10 Traffic on Route

1 2.4x10 Residents Near Truck Stops

1.2x10% Truck Crew, Escort,
Inspectors, Stop Workers

Figure PS-2. Collective Doses from Background and from a Truck Shipment of Spent
Nuclear Fuel (Person-Sv)

The collective doses calculated for routine transportation are approximately the same for the
2000 study and for this study of the risks from spent fuel transportation, and are about 40 percent
of the doses reported in NUREG 0170. Figure PS-3 shows a comparison of the collective doses
from truck transportation, averaged over the sixteen routes studied.
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This study uses current (2006 to 2008) truck and rail accident statistics to determine the
probability of an accident and the severity of that accident. Detailed analyses are performed to
evaluate how the cask responds to the accident. Figure PS-4 shows one impact scenario, a 97 kph

Figure PS-3. Collective doses (person-Sv) from routine truck transportation.
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deformation is in the impact limiter, a device that is added to the cask to absorb energy, much
like the bumper of a car. Similar analyses were performed for impacts at 48, 97,145, and 193
kilometers per hour (kph)—equal to 30, 60, 90, and 120 mph—in end-on, corner, and side-on
orientations for two cask designs. These impact speeds encompass all accidents for truck and rail

transportation. Figure PS-5 shows one fire scenario, a three-hour engulfing fire, and the resulting

temperature distribution in the cask. Additional simulations were performed with the fire offset

from the cask. These fires encompass all fire-related accidents in rail transportation. The longest
duration for an engulfing fire during truck transportation is one hour, due to the smaller amount
of fuel that is carried on board a tanker truck.

The detailed simulations were performed for two spent fuel casks that are intended for
transportation by railroad, the NAC-STC and the HI-STAR 100, and one truck transportation
cask, the GA-4.

Cask Body
Canister Wall

Impact

Limiter Simulated Contents

Canister Lid
Cask Lid

Rigid Target

Figure PS-4. Corner impact onto a rigid target at 97 kph (60 mph) accident scenario for a
spent fuel cask and the deformations produced by the impact.
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a) During fire b) After fire

Figure PS-5. Engulfing fire scenario and the temperature contours in the rail cask model
following a 3-hour fire duration. The transparency of the flames has been increased so the
cask can be seen. In the actual fire simulation, and in a real fire, the flames are opaque.

The impact and thermal analysis results indicate that no accident involving the truck
transportation cask would result in release of radioactive material or reduction in the
effectiveness of the gamma shielding. The only radiological consequence of an accident would
be exposure to external radiation from the cask because of a longer duration stop associated with
the accident. The stop would require the emergency responders to clear the accident scene and to
arrange for shipment resumption. In this situation the emergency responders will receive a
radiation dose due to the radiation emitted from the cask. However, because there is no loss in
effectiveness of the gamma shielding, the radiation dose to these responders is quite small.

For rail transport of spent fuel that is in an inner welded canister, the detailed impact and thermal
analyses show there would be no release of radioactive material in any accident scenario
evaluated. Only for very improbable impacts and long duration fires could there be a small
reduction in the effectiveness of the lead gamma shielding, leading to an elevated external
radiation level. This loss of lead shielding (LOS) would result in a maximum dose to a person 20
meters from the cask of 3x10”° Sv and a collective population dose risk of less than 6x10~
person-Sv per shipment.

For rail transport of spent fuel that is not enclosed within an inner welded canister, there is the
possibility for a small release of radioactive material following exceptionally severe (and
improbable) impacts. The maximum dose risk to an individual from this release would be about
4.5 x 10" Sv. The maximum dose to an individual would be 1.6 Sv if the release actually
happened. The collective population dose risk is 5x1077 person-Sv per shipment along the route
with the largest population.
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Similar to the routine transportation collective doses, the calculated collective dose risk from
accidents has decreased with each successive risk assessment. Figure PS-6 shows a comparison
of average collective doses from releases and loss of lead shielding from the three studies
(NUREG 0170 did not calculate loss of lead shielding). This study also considered accident
doses from a source that was not analyzed in the prior studies, the dose that results from
accidents in which there is neither release nor loss of lead shielding, but there is increased
exposure to a cask that is stopped for an extended period of time. Average collective doses for
this scenario for the three casks studied are shown in Figure PS-7.This scenario is important
because over 99.999 percent of all accident scenarios do not lead to either release of radioactive

material or loss of shielding.

Average Accident Collective Dose Risks (person-Sv)
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Figure PS-6. Accident collective dose risks from release and LOS accidents. The LOS bar
representing the NUREG/CR-6672 collective dose is not to scale.

Average Collective Dose Risk for Accidents having no
Impact on Cargo
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Figure PS-7. Average collective dose risk from accidents that have no impact on the cargo.
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In summary:

The sixteen routes selected for this study are an adequate representation of U.S. routes for
spent nuclear fuel. There were relatively little variations in the risks per km over these routes.

The collective dose risks from routine transportation are vanishingly small. Theses doses are
about four to five orders of magnitude less than collective background dose.

Radioactive material will not be released in an accident if the fuel is in a canister in the cask,
eliminating an already small transportation risk.

Radioactive material will not be released for any accident involving a truck cask.

Only rail casks without inner welded canisters can have any release in extremely severe
accidents—99.999 percent of potential accidents will not result in a release of radioactive
material from any cask.

The collective dose risks for the two types of extra-regulatory accidents, accidents involving
a release of radioactive material and loss of lead shielding accidents, are negligible compared
to the risk from a no-release, no-loss of shielding accident.

The risk of either a release or loss of shielding from a fire is negligible.

These results are not unexpected and are in agreement with previous studies.

The analyses and results described in this report provide assurance that spent fuel shipments can
be completed safely, that the NRC regulations governing transportation of spent nuclear fuel are
effective, and it is expected that the excellent safety record for spent fuel shipments will be
maintained. :
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CHAPTER 1

INTRODUCTION

1.1 History and Purpose of this Analysis

The purpose of this study is analysis of the radiological risks of transporting spent nuclear fuel,

in both routine transportation and transportation accidents. This study will use the latest available
data and modeling techniques. It is primarily a study of cask behavior, rather than the behavior of
the spent fuel being transported. It is the latest in a series of assessments of this type and rounds
out this series by analyzing the behavior of certified casks carrying fuel of known isotopic
composition and burnup. The studies that preceded this one were based on conservative and
generic assumptions. '

This study is not intended to be a risk assessment for any particular transportation campaign, like
" transportation from reactors to a permanent rep051tory It also does not include the probabllltles
or consequences of malevolent acts.

The Nuclear Regulatory Commission (NRC) certifies casks used to transport spent nuclear fuel
under Title 10 of the Code of Federal Regulations Part 71 (10 CFR Part 71). Part of the technical
basis for this regulation was NUREG-0170, the Final Environmental Statement on the
Transportation of Radioactive Material by Air and Other Modes (NRC, 1977), an environmental
impact statement for transportation of all types of radioactive material by road, rail, air, and
water. The conclusions drawn from this environmental impact statement were:

e The average radiation dose to members of the public from routine transportation of
radioactive materials is a fraction of the background dose.

e The radiological risk from accidents in transporting radioactive materials is very small
compared to the non-radiological risk from accidents involving large trucks or freight trains.

e The regulations in force at the time (1981) were “adequate to protect the public against
unreasonable risk from the transport of radioactive materials.” (46 FR 21629, April 13, 1981)

The risk assessment of NUREG-0170 was based on very conservative estimates of risk
parameters, and on the imprecise models available at the time. The NRC concluded that the
regulations were adequate because even very conservative estimates of risk parameters did not
result in unacceptable risk. NRC also recognized that the agency’s policies on radioactive
materials transportation should be “subject to close and continuing review.” In the spirit of
continuing review, two comprehensive contractor reports dealing with spent fuel transportation
have been issued since 1977: the Modal Study (Fischer et al., 1987) and NUREG/CR-6672
(Sprung et al., 2000)'. Both studies were advances in transportation risk assessment. The Modal
Study was the first intensive examination of vehicle accident statistics and was the first to
organize the frequency of severe accidents by structural and thermal response of the cask. Using
documented accident frequencies of large trucks and railcars, the Modal Study organized the

! “Modal Study” and “NUREG/CR-6672” are the names by which these documents are referred to in the general
transportation literature. The actual titles are in the bibliography of this document.



probability of accidents by the structural and thermal response of the casks in the accident. The
Modal Study concluded that the frequency of accidents severe enough to produce significant
cask damage was considerably less than NUREG-0170 had estimated. Although the Modal
Study was not a risk analysis, since it did not consider the radiological consequence of accidents,
risks less than those estimated in NUREG-0170 could be inferred.

NUREG/CR-6672 built on the Modal Study by refining the mechanical stress/thermal stress
combinations and recasting them as a matrix of impact speed and temperature. In addition,
NUREG/CR-6672 developed expressions for the behavior of spent fuel in accidents and potential
release of this material and analyzed the potential releases. The enhanced modeling capability
available for NUREG/CR-6672 allowed analysis of the detailed structural and thermal damage to
transportation casks. NUREG/CR-6672 also used results of experiments by Lorenz et al. (1980),
Sandoval, et al. (1988), and Sanders, et al. (1992) to estimate releases of radioactive material
from the fuel rods to the cask interior and from the cask interior to the environment following
very severe accidents. The radionuclides available for release in the accidents studied in
NUREG/CR-6672 are from relatively low burnup (30 gigawatt-days per metric ton of initial
uranium [GWD/MTU])) and relatively high burnup (60 GWD/MTU) pressurized water reactor
(PWR) and boiling water reactor (BWR) fuel, although the transportability of the high burnup
fuel was not considered. NUREG/CR-6672 studied the behavior of two generic truck casks and
two generic rail casks which were each composites of several certified casks.

The results of the NUREG/CR-6672 risk assessment were several orders of magnitude less than
the estimates of NUREG-0170, and concluded that no radioactive material would be released in
more than 99.99 percent of accidents involving spent fuel shipments. These low risk estimates
resulted from the use of refined and improved analytical and modeling techniques, exemplified
by the finite element analyses of cask structure, and some experimental data which were
substituted for the engineering judgments used in NUREG 0170.

The present study analyzes the behavior of three currently certified casks carrying Westinghouse
17x17 (PWR) fuel assemblies with 4SGWD/MTU burnup, the highest burnup that any of the
three casks are certified to carry. The resulting radiological risks are less than those reported in
NUREG/CR-6672. For routine transportation, the risks are slightly higher than those estimated in
NUREG/CR-6672, because population densities along transportation routes have increased and
traffic densities on the highways used for truck transportation have increased. For accidents, the
radiological risks calculated in the current study are at least an order of magnitude less. The
reduction in the estimates of risk from those in NURGE-0170 and NUREG/CR-6672 is the result
of new data and observations and improved modeling techniques.

1.2 Risk

Risk provides an understanding of events that might happen in the future. Because risks are
projections of potential future events, calculations of risk are estimates and based on
approximations taken from historical or analytical data.

Understanding transportation risk is integral to understanding the environmental and related
human health impact of radioactive materials transportation. A large amount of data exists for
deaths, injuries, and damage from traffic accidents. However, there are no data on health effects




caused by radioactive materials transportation because no such effects have been observed.
Therefore, both regulators and the public rely on risk estimates to gauge the impact of
radioactive materials transportation. The risk estimates are projections of potential accidents and
events, when and where they will happen, and how severe they will be. Risk estimates include
estimating the likelihood and the severity of transportation accidents and the likelihood of
exposure to ionizing radiation from routine transportation.

Risk is usually defined by answering the questions posed by the risk “triplet”:

e  What can happen (the scenério)?
e How likely is it (the probability)?
e What if it happens (the consequence)?

A risk number (quantitative risk) is calculated by multiplying the probability and consequence
for a particular scenario. The probability of a scenario is always less than or equal to one. An
event with 100% probability of occurrence is an event that is certain to happen. In reality, very
few events are certain to happen or certain not to happen (zero probability). The probability of
most events is between these two extremes. For example, transportation accidents involving
large trucks have a very low probability (or we would hesitate to drive on the same freeway as a
large truck). The probability of a traffic accident is about 1/100,000 per mile according to the
Department of Transportation Bureau of Transportation Statistics (DOT, 2007), and the
probability of a particular traffic accident scenario that includes vehicles carrying casks of
radioactive material is much smaller still, as shown in the event trees in Appendix II of this
document.

1.2.1 Accident Data

The only data available to estimate the future probability of a scenario are how often that
scenario has occurred in the past. The frequency of the scenario can be considered the same as its
probability. In the case of transportation accidents, enough accidents must have occurred that
future accidents per kilometer can be predicted with reasonable accuracy. That is, the sample
must be large enough to be sampled randomly. The most applicable frequency would be the
frequency of accidents involving vehicles carrying spent nuclear fuel, but there have been too
few of these for a statistically valid prediction.” Even accidents involving all hazardous materials
transportation do not provide a large enough data base for statistical validity. The database used
in this study is the frequency of highway accidents involving large semi-detached trailer trucks
and the frequency of freight rail accidents (DOT, 2007). Freight rail accident frequency is based
on accidents per railcar-mile.

? The Bureau of Transportation Statistics lists accidents per year for all classes of hazardous materials. The 2009
database lists 76 class 7 (radioactive materials) rail and highway incidents and one Class 7 highway accident in the
past ten years; http://www.phmsa.dot.gov/staticfiles’PHMSA/DownloadableFiles/Files/tenyr_ram.pdf. These data
did not specify the type of radioactive material involved.




1.2.2 Spent Nuclear Fuel Transportation Scenarios

Transportation risk is categorized in this study by several scenarios, the most probable of which
is routine transportation of spent nuclear fuel (SNF) without incidents or accidents between the
beginning and end of the trip. The risk associated with routine transportation is an example of the
risk triplet:

e What can happen? The scenario is routine incident-free transportation.

e How likely is it? The probability is 99.999% (see Chapter 5).- j

e What if it happens? The consequence is a radiation dose less than one percent of background
to individuals near the cask or along the route.

The doses and risks from routine transportation are analyzed in Chapter 2.

The accident scenarios discussed in this study are:

e Accidents in which the spent fuel cask is not damaged or affected.

— Minor traffic accidents (“fender-benders,” flat tires), resulting in minor damage to the
vehicle. These are referred to as “incidents.”

— Accidents where damage to the vehicle and/or trailer is enough that the vehicle cannot
move from the scene of the accident under its own power, but does not result in damage
to the spent fuel cask.

— Accidents involving a death or injury, but there is no damage to the spent fuel cask.
e Accidents in which the spent fuel cask is affected.

— Accidents resulting in loss of lead gamma shielding but no release of radioactive
material.

— Accidents in which there is a release of radioactive material.

Traffic accident statistics (accident frequencies) are used in the accident analysis to calculate
risks from accidents. Average traffic accident frequencies since 1996 for large semi-detached
trailer trucks are about two accidents per million highway kilometers (0.0019 per thousand km)
and for freight rail, about one accident per ten million railcar kilometers (0.00011 per thousand
railcar-km). The overall accident scenario probability is the product of the probability that an
accident will happen (accident rate times distance) and the conditional probability that it will be
a particular type of accident.

The consequence of an accident scenario is a dose of ionizing radiation, either from external
radiation from a stationary cask or from radioactive material released in an accident. The risk is
the product of the overall accident probability and the consequence, and is called “dose risk.”

* In Department of Transportation parlance, an “accident” is an event that results in a death, an injury, or enough
damage to the vehicle that it cannot move under its own power. All other events that result in non-routine
transportation are “incidents.” This document uses the term “accident” for both accidents and incidents.



1.3 Regulation of Radioactive Materials Transpovrtation

Transportation of radioactive materials on public rights of way is regulated by the NRC under 10
CFR Part 71 and by the Department of Transportation (DOT), as part of hazardous materials
transport regulations, under 49 CFR Parts 173 to 178. The regulations of 10 CFR Part 20 are also
relevant. NRC transportation regulations apply primarily to the packages being transported. DOT
regulations include labeling, occupational and vehicle standards, registration requirements,
reporting requirements, and packaging regulations. In general, only the DOT packaging
regulations apply to industrial and Type A packages, while both the DOT and the NRC
regulations apply to Type A(F) fissile materials packages and Type B packages. Industrial and
Type A non-fissile packages are designed for routine transportation and are not certified to
maintain their integrity in accidents, though many do. Type B packages are used to transport
very radioactive materials. They are designed to maintain their integrity in severe accidents
because the NRC recognizes that any transport package and vehicle may be in traffic accidents.
This study addresses the transportation of spent nuclear fuel, and thus concerns itself only with
Type B packages. '

Nuclear fuel that has undergone fission (“burned”) in a reactor is both extremely hot and
extremely radioactive when it is removed from the reactor. In order to cool thermally and to
allow the very radioactive and short-lived fission products in the fuel to decay, the fuel is moved
from the reactor into a large pool of water. The fuel remains in this pool for at least three to five
years, until it can be remotely handied safely. The fuel usually remains in the pool as long as
there is space for it. After the fuel has cooled sufficiently it can be removed from the pool to dry
surface storage, either at the nuclear power plant or other location. Fuel is almost never
transported before it has cooled for five years. The transportation casks used are rated for heat
load. This rating determines the cooling time needed for the fuel to be transported.

10 CFR Part 71

The NRC recognizes that vehicles carrying radioactive materials are as likely to be in accidents
as any vehicles of similar size traveling on similar routes. Therefore ransportation containers for
very radioactive materials like spent nuclear fuel are designed to maintain their integrity in

severe accidents’. Containers that can meet this requirement are Type B containers and include
the casks considered in this analysis, the NAC-STC and Holtec HI-STAR 100 rail casks and the
GA-4 legal weight truck cask. : ’

Type B containers are designed to pass the series of tests described in 10 CFR 71.73,
summarized below: ’

e A 30-foot drop onto an unyielding target. “Unyielding” in the test context means that the
target is hard enough and heavy enough that the cask absorbs all the impact energy when it
drops and the target does not absorb any impact energy. This is a test condition, meant to be
more severe than an actual transportation accident. This drop is followed by

* Although release of a specific quantity of each radionuclide is allowed by regulation, Type B casks are typically
designed to not release any material.



e A 40-inch drop onto a 6-inch-diameter steel cylinder to test resistance to punctures. This test
is followed by

e A 1475 °F fire that fully engulfs the cask for 30 minutes.
e Immersion for eight hours under three feet of water.

Figure 1-1 illustrates the four types of tests the cask must be demonstrated to resist prior to being
certified.

1,A476° F for 30 Minutes

Figure 1-1. The four tests for Type B casks

The package tests in 10 CFR 71.73 are generally representative of hypothetical accident
conditions. These tests are not intended to represent any specific transportation route, any
specific historical transportation accident, or “testing to failure” for a specific package. These
tests are intended to simulate the damaging effects of a severe transportation accident (but not all
conceivable accidents) in a manner that provides international acceptability, uniformity, and
repeatability.

The tests are performed on a package design. A package designer may create computer models to
evaluate the performance of a package design and/or components of the package design, may
build full-size or scale model packages for physical testing, or may incorporate reference to
previous satisfactory demonstrations of a similar nature. In practice, the safety analysis
performed for Type B casks often incorporates a combination of physical testing, computer
modeling, and engineering evaluation. The packaging Safety Analysis Report contains the
information about the package design’s performance in the tests and an evaluation against the
acceptance criteria in 10 CFR 71.

In addition to confirming that the tests were performed and that the package performance in the
tests met the acceptance criteria, NRC staff reviews drawings to confirm that the safety-related
aspects of the package are accurately described and conform to the design that was tested. Staff




also reviews the acceptance criteria for packaging fabrication, to confirm that appropriate tests
and criteria are specified for materials and components that affect package performance. Staff
also reviews the operating instructions and maintenance program, which is a part of the
application. The operating instructions typically identify tests or packaging components which
must be inspected prior to making a shipment in the package. For example, visual inspection of
welds, examination for dents or damage, and leak testing of the package are specified. The
maintenance program typically addresses those items which must be periodically inspected,-
repaired or replaced. '

NRC relies on all of these types of activities to ensure the safety of transportation. “Production”
model packages — those intended to be used for transportation in commerce — would not each go
through the Part 71 design tests. After the package had been through the tests, it is no longer in
the pres-test condition. It is the pre-test condition package that is authorized for transport (IAEA,
2008). '

~ NRC regulations specify that total release of material from the cask over a period of one week
following the tests can be no more than that allowed to be shipped in a non-accident resistant
Type A package. The regulation also permits a maximum post-test external radiation dose rate of
0.01 Sv per hour.

10 CFR Part 20

This section of the Code of Federal Regulations prescribes the largest radiation dose that a
member of the public should receive from NRC-licensed facilities, exclusive of background
radiation, diagnostic or therapeutic radiation, or material that has been discharged to the
environment in accordance with NRC regulation. These doses are:

e 1 mSv per year total effective dose equivalent (TEDE), including both external and
committ_ed internal dose.

e 0.02 mSv per hour in any unrestricted area from external sources. As Table 2-12 shows, the
doses from routine, incident-free transportation are considerably below these limits.

e 5 mSv per year from a licensed facility if the licensee can show the need and expected
- duration of doses larger than 1 mSv per year.

Although the regulations state clearly that these dose limits do not include background,
background provides a useful comparison to other sources of radiation exposure, since it affects
everyone. The average background radiation dose in the United States is 3.6 mSv per year. This
Part also regulates occupational doses to:

¢ 0.05 Sv per year TEDE
e (.15 Sv/year to the lens of the eye
o (.5 Sv/year to the skin.

3 The authors are indebted to Michele Sampson of the NRC staff for the information on cask testing.
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1.4  Selection of Casks

Past generic risk assessments for the transportation of spent fuel have used generic casks with
features similar to real casks, but generally without all of the conservatisms that are part of real
cask designs. In this effort, the generic risk assessment is performed using actual cask designs
with all of the features that contribute to their robustness. Because it is too costly and time
consuming to examine all casks, a sub-set of casks was selected. Appendix I lists the various
spent fuel casks that were certified by the NRC at the time the study began, provides the method
of selecting the casks to be used, identifies the important features of the various cask designs,
and concludes with the chosen casks.

Table 1-1 lists the casks that were certified by the NRC as of 2006 (the date when the cask
selections for this study were made) for the transportation of irradiated commercial light water
power reactor fuel assemblies. Those above the heavy line are older designs that are no longer
used, but still had valid certificates. Those below the heavy line are more modern and additional
casks of these designs could be built. The casks for use in this study came from this last group. A
brief description of each of these casks is included in Appendix .

Table 1-1. NRC Certified Commercial Light Water Power Reactor Spent Fuel Casks

' : . Contents (Number
Cask - Package ID N Car{nsterr of assem(Nblies) Type

IF-300 USA/9001/BOF No 7PWR, 17 BWR Rail
NLI-1/2 USA/9010/B( )F No 1 PWR, 2 BWR Truck
TN-8 USA/9015/B( )F No 3PWR Overweight®
TN-9 USA/9016/B( )F No 7 BWR Overweight®
NLI-10/24 USA/9023/B( )F No 10 PWR, 24 BWR Rail
NAC-LWT USA/9225/B(U)F-96 | No } 1 PWR, 2 BWR Truck
GA-4 USA/9226/B(U)F-85 | No 4 PWR Truck
NAC-STC ‘ USA/9235/B(U)F-85 | Both 26 PWR Rail
NUHOMS®-MP187 | USA/9255/B(U)F-85 | Yes 24 PWR | Rail

| HI-STAR 100 USA/9261/B(U)F-85 | Yes 24 PWR, 68 BWR Rail
NAC-UMS USA/9270/B(U)F-85 | Yes 24 PWR, 56 BWR Rail
TS125 USA/9276/B(U)F-85 | Yes 21 PWR, 64 BWR Rail
TN-68 USA/9293/B(U)F-85 | No 68 BWR Rail
NUHOMS®-MP197 | USA/9302/B(U)F-85 | Yes 61 BWR Rail
*Overweight truck

The casks chosen for detailed analysis are the NAC-STC (Figure 1-2) and the Holtec HI-STAR
100 (Figure 1-3) rail casks. The GA-4 cask (Figure 1-4) will be used to evaluate truck shipments,
but detailed impact analyses of this cask will not be performed because prior analyses of both
truck and rail casks have shown that truck casks have significantly lower probability of release of
radioactive material in impact accidents (Sprung, et al., 2000). The impact analyses from Sprung
et al. are used to assess the response of the GA-4 cask. The complete Certificates of Compliance
(as of April 12, 2010) for each of these casks is included in Appendix I. The NAC-STC cask was
chosen because it is certified for transport of spent fuel either with or without an internal welded
canister. Its certificate of compliance allows use of either elastomeric o-rings or metallic o-rings.




Even though there are five casks in the group that use lead as their gamma shielding, of this
group only the NAC-STC can transport fuel that is not contained within an inner welded canister.
The HI-STAR 100 rail cask is chosen because it is the only all-steel cask in the group that is
certified for transport of fuel in an inner welded canister. The GA-4 truck cask is chosen because
it has a larger capacity than the NAC-LWT truck cask, and therefore is more likely to be used in
any large transportation campaign.

The choice of rail casks allows comparison between directly loaded and canistered fuel,
comparison between a steel-lead-steel cask and an all-steel cask, and comparison between
elastomeric o-ring seals and metallic o-ring seals.

Figure 1-2. NAC-STC cask (courtesy of NAC International)
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Figure 1-3. Basic layout of the HI-STAR 100 rail transport cask (from Haire and Swaney,
2005, and Holtec International, 2004)
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Figure 1-4. GA-4 cask (courtesy of General Atomics)

The NAC-STC rail cask is chosen because of the flexibility of its Certificate of Compliance. This
cask can be used for both directly loaded fuel and for canistered fuel and is certified with either
elastomeric or metallic o-rings. The HI-STAR 100 rail cask is chosen because it is the more
modern of the two all-steel walled casks. The GA-4 truck cask is chosen because it has a higher
capacity and has depleted uranium shielding. The chosen casks include all three of the most
common shielding options; lead, depleted uranium (DU), and steel.

The detailed analyses of this report use the geometry and properties of these specific casks, but
other similar casks are likely to respond in the same manner as these casks. Therefore, in the rest
of this report the HI-STAR 100 rail cask will be referred to as Rail-Steel, the NAC-STC rail cask
will be referred to as Rail-Lead, and the GA-4 truck cask will be referred to as Truck-DU.

1.5 Organization of this Report

Each chapter in this study, except the conclusions, has an associated appendix that describes the
analytical methods and calculations used to arrive at the results discussed in the chapters.
Descriptions of programs, calculations and codes used are in the relevant appendices.

1.5.1 Chapter 1 and Appendix I

This chapter provides an introduction to the study, a brief background discussion, a discussion of
risk as applied to transportation of radioactive materials, a discussion of cask selection, and a
review of the organization of the report. Appendix I contains details about the cask selections
and the Certificates of Compliance of the selected casks.

1.5.2 Chapter 2 and Appendix II

Chapter 2 and Appendix II discuss the RADTRAN analysis of incident-free transportation.
During routine (“incident-free™) transportation, spent fuel transportation packages deliver an
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external dose. This chapter describes the consequence of the external dose. In most risk studies
the regulatory maximum dose rate, 0.1 mSv/hour at 2 meters from the cask, was assumed to be
the external dose rate from every intact cask evaluated in the particular study. The present study
uses the external dose rate from commercial certified casks as reported in the Safety Analysis
Reports of those casks.

1.5.3 Chapter 3 and Appendix III

Chapter 3 and Appendix I1I address the structural analyses used to determine the cask response
to accidents and the parameters that determine loss of lead gamma shielding and releases of
radioactive material. The results of detailed analyses of impacts onto rigid targets at speeds of
48, 97, 145, and 193 kph.(30, 60, 90, and 120 mph) in end, corner, and side-on orientations are
given. Results for impacts onto other surfaces or other objects are also provided. The response of
the fuel assemblies carried by the casks is also discussed.

1.5.4 Chapter 4 and Appendix IV

Chapter 4 and Appendix IV address the thermal analyses used to determine the cask response to
these accidents and the parameters that determine loss of lead gamma shielding and releases of
radioactive material. The results from analyses of fires that completely engulf the cask and fires
that are off-set from the cask are given. The temperature response of the cask seals the shielding
material, and the spent fuel is provided. -

1.5.5 Chapter S and Appendix V

Chapter 5 and Appendix V address the RADTRAN analysis of transportation accidents, .
development of accident event trees and conditional probabilities, development of the
radionuclide inventory and radioactive materials releases and dispersion of released material in
the environment. The chapter also discusses accidents in which there are no releases — the most
likely accidents — in which the radioactive cargo is not affected at all, and an essentially.
undamaged cask and its conveyance (which may be damaged) sit for many hours at the accident
location.

1.5.6 Chapter 6

Chapter 6 summarizes the results of all the analyses and includes a comparison between
NUREG-0170 (NRC, 1977), the Modal Study (Fischer et al., 1987), NUREG/CR-6672 (Sprung
et al., 2000) and this study.

1.5.7 Bibliography
The bibliography is placed after the appendices. It contains all cited references and other

bibliographic material. Citations in the text (e.g., Sprung et al., 2000, Figure 7.1) include specific
page, figure, or table references where appropriate.
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CHAPTER 2 -
RISK ANALYSIS OF ROUTINE TRANSPORTATION

2.1 Introduction

NUREG-0170 (NRC, 1977) was the first comprehensive assessment of the environmental and
health impact of transporting radioactive materials, and documented estimates of the radiological
consequences and risks associated with the shipment by truck, train, plane, or barge of about 25
different radioactive materials, including power reactor spent fuel. However, little actual data on
spent nuclear fuel transportation was available in 1977 and computational modeling of such
transportation was, relatively speaking, in its infancy. -

The RADTRAN computer code (Taylor and Damel 1977) is the computatlonal tool used in this
chapter to estimate risks from routine® transportation of spent nuclear fuel. RADTRAN was
initially developed by NRC for the NUREG-0170 risk assessment. During the past several
decades, the calculation method and RADTRAN code have been improved to stay current with
computer technology, and supporting input data have been collected and organized. The basic
RADTRAN analysis approach has not changed since the original development of the code, and
the risk assessment method employed in the RADTRAN code i 1s accepted worldw1de about 25
percent of the five hundred RADTRAN users are international.”

RADTRAN 6.0, integrated with the input file generator RADCAT, (Neuhauser et al., 2000;®
Weiner et al., 2009) is the version used in this study. The incident-free module of RADTRAN,
the model used for the analysis in this chapter, was validated by measurement (Steinman et al.,
2002), and verification and validation of RADTRAN 6.0 are documented in Dennis, et al.
(2008).

This chapter discusses the risks to the public and workers when transportation of the casks
containing spent fuel takes place without incident, and the transported casks are undamaged.
Non-radiological vehicular accident risk, which is orders of magnltude larger than the -
radiological transportation risk, is not analyzed in this study’. The risks and consequences of
accidents and incidents interfering with routine transportation are discussed in Chapter 5.

This chapter includes the following:

e A brief discussion of ionizing radiation emitted during transportation.

e A description of the RADTRAN model of routine transportation.

® The term “routine transportation” is used throughout this document to mean incident or accident-free transportation

"The currently registered RADTRAN users are listed on a restricted-access web site at Sandia National Laboratories.

8 Neuhauser, et al (2000) is the technical manual for RADTRAN 3, and is cited because the basic equations for the
incident-free analyses in RADTRAN 6 are the same as those in RADTRAN 5. The technical manual for
RADTRAN 6 is not yet available. :

° Non-radiological vehicular risks are not compared to radiological risks because the radiological risks are expressed

as doses rather than health effects. :
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e Radiation doses from a single routine shipment to:
— Members of the public who live along the transportation route and near stops
— Occupants of vehicles that share the route with the radioactive shipment
— Various groups of people at stops
— Workers

Detailed results of the RADTRAN calculations for this analysis are provided in Appendix II. A
discussion of RADTRAN use and applications are provided in Weiner, et al (2009).

2.2 Radiation Emitted during Routine Transportation

The RADTRAN model for calculating radiation doses is based on the well-understood behavior
of ionizing radiation. Like all radiation, ionizing radiation moves in straight lines. It can be
absorbed by various materials, including air. Absorption of ionizing radiation depends on the
energy and type of radiation and on the absorbing material.

Spent nuclear fuel, the subject of this analysis, is extremely radioactive, emitting ionizing
radiation in the form of alpha, beta, gamma, and neutron radiation. The casks that are used to
transport spent nuclear fuel have exceedingly thick walls that absorb most of the emitted ionizing
radiation and thereby shield the public and the workers. Figure 2-1 shows two generic cask
diagrams on which the shielding is identified.
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OUTER WALL, STAINLESS STEEL
ORGANIC POLYMER NEUTRON SHIELD
OUTER STRUCTURAL SHELL, STAINLESS STEEL

LEAD GAMMA SHIELD

CONTAINMENT VESSEL, STAINLESS STEEL

CROSS SECTION
SPENT FUEL CASK

Figure 2-1. The upper figure is an exploded view of a generic spent fuel cask. The lower
figure is a cross-section of the layers of the cask wall. (Sandia National Laboratories
archive)

Alpha and beta radiation cannot penetrate the walls of the casks (both are actually absorbed well
by a few millimeters of paper and plastic). The steel and lead layers of the cask wall absorb most
of the gamma and neutron radiation emitted by spent fuel, although adequate neutron shielding
also requires a layer of a neutron absorber like a polymer or boron compound. In certifying spent
fuel casks, the NRC allows emission of gamma and neutron radiation at a very low dose rate. For
spent uranium-based fuel, the allowed dose rate is almost entirely due to gamma radiation.

Absorbed radiation dose is measured in sieverts (Sv) in the Standard International system.
Average U. S. background radiation from naturally occurring and some medical sources is
0.0036 Sv per year (Shleien et al., 1998, Figure 1.1),' a single dental x-ray delivers a dose of
4x 107 Sv, and a single mammogram delivers 1.3 x 10™* Sv (Stabin, 2009). The average
radiation dose rate from a spent fuel cask allowed by regulation is 0.1 mSv per hour, measured at
two meters from the outside of the cask (10 CFR71.47(b)(3)), or about 0.14 mSv/hour at one
meter from a cask four to five meters long.

' Recent increased diagnostic use of ionizing radiation, as in computerized tomography, has suggested increasing
the average background to 0.006Sv (600 mrem).
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The external radiation doses from the casks in this study (Figures 1-3 to 1-5) at two meters from
the cask, as reported in the cask Safety Analysis Reports, are shown in Table 2-1. Measured
values for the Rail-Steel and Truck-DU cask were not available, but it was assumed to meet the
NRC standard of 10 CFR Part 71 (Holtec, 2004; NAC, 2004, General Atomics, 1998).

Table 2-1. External radiation doses from the casks in this study

. Truck-DU Rail-Lead Rail-Steel
Transportation mode Highway Rail Rail
Dose rate Sv/hrat 1 m 0.00014 0.00014 0.000103
Gamma fraction 0.77 0.89 0.90
Neutron fraction 0.23 0.11 0.10

The calculated radiation dose to workers and members of the public from a routine shipment is
based on the external dose rate at one meter from the spent fuel cask, as shown in Figure 2-2.
This dose rate, when expressed in Sv per hour divided by ten, is called the transport index, or TI.
Although the radioactive content of the spent fuel in the cask determines the shielding needed to
meet the regulated external dose rate, it does not enter into the calculation of doses from routine
transportation. Doses from the external radiation from the cask depend on the external dose rate
(TI), the distance of the receptor from the cask, and on the exposure time.

2.3. The RADTRAN Model of Routine, Incident-Free Transportation
2.3.1 The Basic RADTRAN Model \

For analysis of routine transportation, RADTRAN models the cask as a sphere with a radiation
source at its center, and assumes that the dimensions of the trailer or railcar carrying the cask are
the same as the cask dimensions. The emission rate of the radiation source is the dose rate in
Sv/hour at one meter from the cask, which NRC identifies as the transport index (TI). The TI is
modeled as a virtual source at the center of the sphere. The diameter of this spherical model,
called the “critical dimension,” is the longest dimension of the actual spent fuel cask.
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Figure 2-2. RADTRAN model of the vehicle in routine, incident-free transportation. The
cask in this diagram is positioned horizontally, and the critical dimension is the cask
length.

When the distance to the receptor (r in Figure 2-2) is much larger than the critical dimension,
RADTRAN models the dose to the receptor as proportional to 1/#°. When the distance to the
receptor r is similar to or less than the critical dimension, as for crew or first responders,
RADTRAN models the dose to the receptor as proportional to 1/r. The dose calculated by the
RADTRAN spherical model overestimates the measured dose by a few percent (Steinman et al.,
2002).

2.3.2 Individual and Collective Doses

The dose to workers and the public from a cask during routine transportation depends on the time
that the workers or public are exposed to the cask, their distance from the cask, and the cask’s
external radiation. When the vehicle carrying the cask is traveling along the route, the faster the
vehicle goes, the less anyone along the vehicle’s route is exposed. Therefore, an individual
member of the public gets the largest dose from a moving vehicle when he or she is as close as
possible to the vehicle, and the vehicle is traveling as slowly as possible. For trucks and trains
carrying spent fuel, a speed of 24 km per hour (kph) and distance of 30 meters (about 100 feet)
are assumed for maximum exposure.'' Table 2-1 shows the dose to an individual member of the
public under these conditions. These doses are about the same as one minute of average
background: 6.9 x 107 Sv.

"' Thirty meters is typically as close as a person on the side of the road can get to a vehicle traveling on an interstate
highway.
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Table 2-1. Maximum individual in-transit doses

Railf esd 5.7E-09 Sy

Rail-Steel 4.3E-09 Sy |
§ Truck-DU 6.7E-09 Sv 1

When a vehicle carrying a spent fuel cask travels along a route, the people who live along that
route and the people in vehicles that share the route are exposed to the external radiation from
the cask. Doses to groups of people are collective doses; the units of collective dose are person-
Sv. A collective dose, sometimes called a population dose, is essentially an average individual
dose multiplied by the number of people exposed.'? As shown in Figure 2-3, RADTRAN
calculates collective doses along transportation routes by integrating over the width of a band
along the route where the population resides (the » in Figure 2-2) and then integrating along the
route. Collective doses to people on both sides of the route are included. The exposed population
is in a band 770 meters (about a half mile) on either side of the route: from 30 meters (10 feet)
from the center of the route to 800 meters.

'.( 845 kilometers

>
_”_ @ Destination _

30 meters

Figure 2-3. Diagram of a truck route as modeled in RADTRAN (not to scale)

Occupants of vehicles that share the route with the radioactive shipment also receive a radiation
dose from the spent fuel cask. The collective dose to occupants depends on the average number
of occupants per vehicle and the number of vehicles per hour that pass the radioactive shipment
in both directions.

Any route can be divided into as many sections as desired for dose calculation; e.g., the dose to
residents of a single house or city block. However, as a practical matter, routes are divided into

"2 A detailed discussion of collective dose is in Appendix II.
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rural, suburban, and urban segments according to the population per square mile (population
density). Table 2-2 summarizes the characteristics of each population type that are part of the
dose calculation by RADTRAN. References for these parameter values are in the Table 2-3

footnotes.

7

Table 2-2. Characteristics of ru

I

al, suburban, and urban route:

A%

s used in RADTRAN

sHighway
.4 RiFal L ISTBRRE R - (Usban., IRuEal o
Population density | 0 to 54 54 to 1286 >1286 0to 54 54 to 1286 >1286
per km? (per mi2)* | (0 to 139) | (139 to 3326) | (>3326) | (0to 139) | (139 to 3326) | (>3326)
Nonresident/ NA NA 6 NA NA 6
resident ratio®
Shielding by 0 13% 98.2% 0 13% 98.2%
buildings®
US. average | 108(67) | 108(67) | 101(63)| 40(27) 027 | 24(15)
vehicle speed® kph
(mph)**
U.S . average 1119 2464 5384 17 17 17
vehicles per hour® ,
Occupants of other 1.5 1.5 1.5 | 1 5
vehicles®,®

Johnson and Michelhaugh, 2003, . "Weiner, et al. 2009, DOT, 2004a, . “DOT,2004b, © Weiner, et
al. 2009, Appendix D, 'DOT, 2009; these are average railcars per hour, 8DOT, 2008, Table 1-11.

Each route clearly has a distribution of rural, urban and suburban areas, as shown by the example
of the truck route in Figure 2-4.
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Figure 2-4. A segment of U.S.1/1A along the Florida coast. The gray band indicating a
rural route is actually located on the western (land) side of the Intracoastal Waterway.
(courtesy of G. Scott Mills)

Figure 2-4 shows a segment of U.S.1along the Florida coast and Intracoastal Waterway from
West Palm Beach to Fort Pierce. The broad stripe along the coastline of the Intracoastal
Waterway is the half-mile band on either side of the highway. The red areas represent urban
populations, the yellow areas, suburban, and the gray areas, rural. Instead of analyzing each
separate rural, urban, and suburban segment of this stretch of highway, each type of each is
combined for RADTRAN dose calculations. The routing code WebTRAGIS (Johnson and
Michelhaugh, 2003) provides these combinations for each state traversed by a particular route.
Table 2-3 shows this WebTRAGIS output for a sample rail route from Kewaunee Nuclear Plant,
WI to Oak Ridge National Laboratory.

Table 2-3. Rail route se

ment lengths and population densities, Kewaunee NP to ORNL

Illinois

12(7.5) [ 63(39) | 45(28) |26 (67) |504(1305) | 2593 (6710)
Indiana | 171 (106) | 51 (32) | 11(6.6) | 17 (44) |351(909) |2310(5977)
Kentucky | 254 (158) | 84 (52) | 13 (7.8) | 17(45) | 312(806) | 2532 (6551)
Ohio 201 (125) | 117 (73) | 29(18) |15 (38) | 402 (1041) | 2243 (5802)
Tennessee | 56 (35) | 23 (14) | 1(0.6) |17 (44) |330(855) | 2084 (5392)
Wisconsin | 148 (92) | 92(57) |28 (17) | 18 (46) | 434 (1124) | 2410 (6234)
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The maps of Figures 2-5 through 2-8 show the sixteen truck and sixteen rail routes analyzed in
this report. The maps are adapted from the output of the routing code WebTRAGIS (Johnson and
Michelhaugh, 2003).

Maine Yankee NP Routes
HANFORD
}3 __________________ 4%, MAINE YANKEE NP
i o . 4 e
\ SKULLVALLEY ' | N L7
\\‘{’i" SN s s

. i - T, " A
b % iDEAFSMITH, 7 [ORNL- 37

&

= Highway
~=-- Rail

Figure 2-5. Highway and rail routes from Maine Yankee Nuclear Plant site.

Kewanee NP Routes

—— Highway
———- Rail

Figure 2-6. Highway and rail routes from Kewaunee Nuclear Plant.
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Indian Point NP Routes
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Figure 2-7. Highway and rail routes from Indian Point Nuclear Plant.
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Figure 2-8. Highway and rail routes from Idaho National Laboratory.

The route segment lengths and population densities are entered into RADTRAN, which
calculates the collective doses to residents along these route segments. Collective doses, which
depend on route length and on the populations along the route, were calculated for one shipment
over each of 32 routes. Collective doses are reported as person-Sv.

The sites where the shipments originated include two nuclear generating plants (Indian Point and
Kewaunee), a storage site at a fully decommissioned nuclear plant (Maine Yankee), and a
National Laboratory (Idaho National Laboratory). The routes modeled are shown in Table 2-4.
Both truck and rail versions of each route were analyzed.

22




These routes represent a variety of route lengths and populations. The routes include eastern
U.S., western U.S., and cross country routes, are of varying lengths, and include a variety of
urban areas. Two of the three nuclear plants chosen as origin sites: Kewaunee, WI and Maine
Yankee, ME and two of the destination sites, Hanford, WA and Skull Valley TX are origins and
destinations used in NUREG/CR-6672. Indian Point Nuclear Plant, NY involves a somewhat
different set of cross-country and east coast routes than Maine Yankee, and is an operating
nuclear plant while Maine Yankee has been decommissioned and is now only a surface storage
facility. The destination sites include two proposed repository sites (Deaf Smith County, TX and
Hanford, WA) (DOE, 1986), the site of the proposed Private Fuel Storage facility (Skull Valley,
UT), and a National Laboratory site (Oak Ridge, TN; ORNL). The chosen origin and destination

sites do not represent any planned spent fuel transportation plans, but provide a good
representation of the lengths and population densities that could be encountered during any
shipment of spent fuel.

Route segments and population densities are provided by WebTRAGIS. Population densities
were updated from the 2000 census using the 2008 Statistical Abstract (U.S. Bureau of the
Census 2008, Tables 13 and 21), though updates were made only when the difference between
the 2008 and 2000 population densities was one percent or more. The collective doses reported
in Table 2-5 and Table 2-6 are in units of person-Sv.

Table 2-4. SPeciﬁc routes modeled. Urban kilometers are included in total kilometers.

| Population within e Urban
Origin Destination 800 m (1/2 mile) Kilometers
|__Rail | Truck | Rail | Truck | Rail | Truck |
T

Maine Hanford. WA 1.146.479 | 980355 | 5051 | 5011 | 235 | 116
Yankee | Deaf Smith County, TX | 1,321,023 | 1,248,079 | 3360 | 3593 | 210 | 164
Site, ME Skull Valley, UT 1LI99001 @ 934136 [424R T 4173 | 235 | 115
Oak Ridge, TN 1119154 | 1136208 121241 1747 | 161 ] 135

Kewaunee Hanford. WA 779.613 | 419.951 |3026 | 3451 | 60 57
NP, WI | Deaf Smith County, TX | 677,072 | 418,424 | 1881 | 2145 | 110 60

Skull Valley, UT 472,098 | 354,911 |2753 | 2619 | 125 51

Oak Ridge, TN BO6116 | 522198 |1304) 1272 | 126 92

Indian Hanford. WA 1.146.246 | 751.189 |4779 | 4512 | 228 97
Point NP, | Deaf Smith County, TX | 1,027,974 | 376,259 |3071 | 3071 | 204 | 207
NY Skull Valley, UT 956,210 | 705,170 | 3975 | 3671 | 229 97
Oak Ridge, TN 1,517,759 | 464,070 | 1263 | 1254 | 207 60

Idaho Hanford. WA 593681 | 107.325 | 1062 | 958 20 15

National | Deaf Smith County, TX | 298,589 | 310,351 | 1912 | 2290 | 40 52

Lab, ID Skull Valley, UT 164,399 | 102,341 | 454 | 466 26 19

Oak Ridge, TN 169,707 | 494,068 | 3304 | 3286 | 74 62

Table 2-5 and Table 2-6 present collective doses for rail and truck, respectively, for each of the
sixteen origin/destination pairs. State by state collective doses are tabulated in Appendix II.
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Table 2-5. Collective doses Q)erson-Sv) for rail transportation

FROM TO Rail-Lead , RailiSteel
L A Rural | Suburban | Urban | Total | Rural | Suburban | Urban | Total

MAINE ORNL 2.5E-05 | 2.9E-04 | 1.4E-05 | 3.3F-04 | 1.9E-05 | 2.2E-04 | 1.1E-05 | 2.5E-04
YANKEE DEAF SMITH | 3.0E-05 | 3.5€-04 | 1.8€-05 | 4.0E-04 | 2.3E-05 | 2.76-04 | 1.4E-05 | 3.0E-04
HANFORD 3.86-05 | 4.1E-04 | 2.1E-05 | 4.7E-04 | 2.9E-05 | 3.1E-04 | 1.6E-05 | 3.6E-04
SKULL VALLEY | 4.26-05 | 4.1E-04 | 1.4E-05 | 4.7E-04 | 3.2E-05 | 3.2E-04 | 1.1E-05 | 3.6E-04
KEWAUNEE ORNL 1.7E-05 | 1.7E-04 | 1.1€-05 | 2.0E-04 | 1.3E-05 | 1.3E-04 | 8.1E-06 | 1.5E-04
DEAF SMITH | 136-05 | 1.56-04 | 9.2E-06 | 1.7E-04 | 1.0E-05 | 1.2E-04 | 7.1E-06 | 1.3E-04

HANFORD 1.6E-08 1.5E-04 4 7F-06 | 1.7E-04 | 1.2F-05 1.1E-04 3 6F-06 | 1.2F-04 |
SKULL VALLEY | 2.36-05 | 1.9-04 | 1.1€-05 | 2.2E-04 | 1.76-05 | 1.4E-04 | 8.0E-06 | 1.7E-04
INDIAN ORNL 1.2E-05 | 2.3E-04 | 5.86-05 | 3.0E-04 | 9.1E-06 | 1.7E-04 | 1.7E-05 | 2.0E-04
POINT DEAF SMITH | 2.7E-05 | 2.3E-04 | 1.9€-05 | 2.8E-04 | 2.0E-05 | 2.1E-04 | 1.4E-05 | 2.5E-04
HANFORD 3.56-05 | 3.4E-04 | 2.1E-05 | 4.0E-04 | 2.5E-05 | 2.3E-05 | 9.0E-06 | 5.8E-05
SKULL VALLEY | 3.6E-05 | 3.2E-04 | 2.1E-05 | 3.8E-04 | 2.8E-05 | 2.4E-04 | 1.6E-05 | 2.9E-04
IDAHO ORNL 2.86-05 | 1.86-04 | 6.0E-06 | 2.1E-04 | 2.2E-05 | 1.4E-04 | 4.5E-06 | 1.7E-04
NATIONAL | DEAF SMITH | 1.1E-05 | 8.9-05 | 8.9€-06 | 1.1E-04 | 7.7E-06 | 6.8E-05 | 6.8E-06 | 8.2E-05
LAB HANFORD | g5g06 | 4.76-05 | 1.76-06 | 5.8E-05 | 6.56-06 | 3.6E-05 | 1.3E-06 | 4.4E-05
SKULL VALLEY | 49¢.06 | 4.1E-05 | 2.3E-06 | 4.8E-05 | 3.7E-06 | 3.1E-05 | 1.8E-06 | 3.6E-05
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MAINE ORNL 7.9E-0 1.4E-04 | 2.9E-06 | 2.6E-07 | 1.51E-04
YANKEE DEAF SMITH 1.4E-05 1.9E-04 3.3E-06 | 3.4E-07 2.08E-04
HANFORD 2.2E-05 1.7E-04 | 2.3E-06 | 4.2E-07 | 1.95E-04

SKULL VALLEY | 1.8E-05 1.5E-04 | 2.3E-06 | 4.2E-07 | 1.71E-04

KEWAUNEE ORNL 6.5E-06 74E-05 | 1.8E-06 | 2.7E-07 | 8.26E-05
DEAF SMITH 1.1E-05 6.3E-05 1.2E-06 | 2.5E-07 7.55E-05

HANFORD 1.4E-05 6.6E-05 | 1.1E-06 | 6.6E-08 | 8.12E-05

SKULL VALLEY | 1.2E-05 5.0E-05 | 1.1E-06 | 9.5E-08 | 6.32E-05

INDIAN ORNL 6.1E-06 8.9E-05 | 1.2E-06 | 2.6E-07 | 9.66E-05
POINT DEAF SMITH 1.1E-05 1.1E-04 | 1.6E-06 | 3.4E-07 | 123E-04
HANFORD 2.1E-05 1.2E-04 | 1.9E-06 | 4.2E-07 | 1.43E-04

SKULL VALLEY | 1.7E-05 1.1E-04 | 1.9E-06 | 4.2E-07 | 1.29E-04

IDAHO ORNL 1.4E-05 8.4E-05 | 1.2E-06 | 2.7E-07 | 9.95E-05
NATIONAL DEAF SMITH 7.3E-06 4.9E-05 1.1E-06 | 2.5E-07 5.77E-05
LAB HANFORD 42E-06 | 2.0E-05 | 3.0E-07 | 6.6E-08 | 2.46E-05
SKULL VALLEY | 2.0E-06 1.6E-05 43E-07 | 9.5E-08 1.85E-05

*During rush hour the truck speed is halved and the vehicle density is doubled.

Collective dose is best used in making comparisons; e.g., in comparing the risks of routine
transportation along different routes, by different modes (truck or rail), or in different casks.

Several such comparisons can be made from the results shown in Tables 2-6 and 2-7.

¢ Urban residents sustain a slightly larger dose from a single rail shipment than from a truck
shipment on the same state route, even though urban population densities are similar and the
external dose rates from the cask are nearly the same. As shown in Table 2-4, most (though
not all) rail routes have more urban miles than the analogous truck route. Train tracks go
from city center to city center, while trucks carrying spent fuel must use interstates and
bypasses. In several cases shown in Table 2-45, the rail route had twice as many urban miles

as the corresponding trick route.

¢ Opverall, collective doses are larger for a single shipment on rail routes than truck routes
because the rail routes are often longer, especially in the western U.S., where there is rarely a
choice of railroads.

The collective doses shown in Table 2-5 and Table 2-6 are all very small. However, they are not
the only doses the people along the route receive. Background radiation is 0.0036 Sv per year in
the U.S., or 4.1 x 10”7 Sv/ hour. The contribution of a single shipment to the population’s
collective dose is illustrated by the following example of the Maine Yankee to ORNL truck

route:
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e From Table 2-7 the total collective dose for this segment 1.5 x 10™ person-Sv
e From Table 2-5, there are 1.34 million people within a half mile of the route.

‘e Background is 4.1 x 10”7 Sv/hour. Everyone is exposed to this background all the time,
whether a shipment occurs or not .

e A truck traveling at an average of 108 kph travels the 1747 km in 16 hours.

¢ During those 16 hours, the 1.34 million people will have received a collective background
dose of 8.81 person-Sv, about 600,000 times the collective dose from the shipment.

¢ The total collective dose dliring a shipment to this 1.34 million people is not 1.5 x 10~
person-Sv), but 8.810015 person-Sv.

e The NRC recommends that collective dose be used only in comparisons (NRC, 2008).

e The appropriate comparison between the collective dose from this shipment of spent fuel is
thus not a comparison between 1.5 x 10” person-Sv from the shipment and zero dose if there
is no shipment, but between 8.810015 person-Sv if there is a shipment and 8.810000 person-
Sv if there is no shipment.

A more complete discussion of collective dose is in Appendix II, Section I1.6.
2.3.3 Doses to members of the public océupying vehicles that share the route
Rail

Much of the United States rail is either double track or equipped with “passing tracks” that let
one train pass another. When a train passes the train carrying the spent fuel cask, occupants of
the passing train will receive some of the external radiation. The great majority of trains in
United States carry freight, and the only occupants of the passing train are crew members. Only
about one railcar in 60 has an occupant.

The dose to occupants of other trains in this situation depends on train speed and the external
dose rate from the spent fuel casks. Table 2-7 shows the collective dose to public passengers of
trains sharing the route, assuming for calculation purposes that occupants of trains are
represented by one person in each passing railcar in rural and suburban areas, and five people in
urban areas.”® The rural and suburban collective doses are probably unrealistically large, since -
most freight rail going through rural and many suburban areas never encounters a passenger
train. Data were not available to account for the occupancy of actual passenger trains, including
light rail, that share rail routes with freight trains.

¢

'3 The five persons per railcar in urban areas are assumed to include occupants of passenger trains. Passenger trains
carry more than five per car, but the majority of railcars even in urban areas carry freight only. This estimate is
consistent with estimates made in past studies. ’
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Table 2-7. Collective doses erson-Sv to occu A- ants of trains sharm the route

MAINE ORNL 2.8E-05| 2.6E-05 |2.1E-05|2.1E-05| 2.0E-05 |1.7E-05

YANKEE DEAF SMITH | 54E-05 | 1.9E-05 |2.7E-05 | 4.1E-05 | 1.4E-05 |2.2E-05
HANFORD 8.0E-05 | 2.3E-05 | 2.9E-05 | 6.1E-05 | 1.8E-05 | 2.4E-05
SKULL VALLEY | 6.9E-05 | 2.6E-05 |2.3E-05|5.2E-05| 2.0E-05 | 1.9E-05
KEWAUNEE ORNL 1.9E-05] 99E-06 |1.6E-05|1.5E-05| 7.5E-06 [|1.3E-05
DEAF SMITH | 34E-05 | 7.4E-06 | 1.4E-05|2.5E-05| 5.6E-06 | 1.2E-05
HANFORD 3.5E-05 | 9.5E-06 |7.8E-06|2.7E-05| 7.2E-06 | 6.4E-06
SKULL VALLEY | 5,0E-05 | 1.1E-05 | 1.6E-05 | 3.8E-05 | 8.4E-06 | 1.3E-05
INDIAN ORNL 1.3E-05| 1.1E-05 |[2.7E-05 | 9.8E-06 | 8.7E-06 |2.2E-05
POINT DEAF SMITH | 5.1E-05 | 1.5E-05 | 2.6E-05 | 3.9E-05| 1.2E-05 |2.2E-05
HANFORD = | 6.1E-05| 2.0E-05 | 2.9E-05 | 4.6E-05| 1.5E-05 | 2.4E-05
SKULL VALLEY | 6.2E-05 | 1.9E-05 |5.3E-06 | 4.7E-05 | 1.4E-05 | 4.0E-06

IDAHO . ORNL 6.5E-05 | 1.0E-05 | 9.6E-06 | 49E-05| 7.6E-06 | 7.9E-06
NATIONAL | DEAF SMITH |3.9E-05| 4.6E-06 |5.2E-06 | 2.9E-05| 3.5E-06 | 4.3E-06
LAB . HANFORD 2.2E-05| 2.5E-06 |2.6E-06 | 1.6E-05| 1.9E-06 |2.1E-06

SKULL VALLEY | 7.8E-06 | 2.1E-06 | 3.3E-06 | 5.9E-06 | 1.6E-06 | 2.7E-06

Truck

Unlike the train situation, a truck carrying spent fuel shares the primary highway system with
many cars, light trucks, and other vehicles, as shown in Figure 2-9, a model of the RADTRAN
calculation. The occupants of any car or truck that passes the spent fuel cask in either direction
will sustain a small radiation dose.

The radiation dose to occupants of other vehicles depends on the exposure distance and time, the
number of other vehicles on the road, and the number of people in the other vehicles. Occupants
of the vehicles that share the route are closer to the cask than residents or others beside the route.
Occupants of vehicles moving in the opposite direction from the cask are exposed to radiation
from the cask for considerably less time because the vehicles involved are moving past each
-other. The exposure time for vehicles traveling in the same direction as the cask is assumed to be
the time needed to travel the link at the average speed. A more complete discussion of the
calculation method is in Appendix Il and Neuhauser, et al,( 2000).The number of other vehicles
that share truck routes is very large: the average number of vehicles per hour on U.S. interstate
and primary highways in 2004'* (Weiner, et al., 2009, Appendix D) were:

e 1119 on rural segments, about 2 %2 times the 1977 vehicle density.

¥ 2004 is the most recent year for which data have been validated.
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e 2464 on suburban segments, almost four times the 1977 vehicle density.
* 5384 on urban segments, about twice the 1977 vehicle density.

Each vehicle was assumed to have an average of one and a half occupants, since the majority of
cars and light trucks traveling on freeways have one or two occupants. State highway
departments provide traffic count data but do not provide vehicle occupancy data. If two
occupants had been assumed, the collective doses would have been one-third larger.

.............. ‘ o~ _"Iil]

Legend
V -Traffic velocity )
d - Distance fromRAM vehicle to traffic in opposite direction
X - Distance from RAM vehicle to passing vehicle
MIN - Minimum following distance

Figure 2-9. Diagram for calculating radiation doses to occupants of other vehicles (from
Neuhauser et al., 2000)

Detailed discussion and state-by-state results are presented in Appendix II. The collective doses
for truck traffic are shown in Table 2-8.
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Table 2-8. Collective doses (person-Sv) to occupants of vehicles sharing truck routes
ORICINE DL SN - - - T TRCCIED . —

MAINE ORNL 1.3E-04 2.3E-04 5.4E-05 5.0E-06

YANKEE DEAF SMITH | 2.9E-04 | 3.6E-04 | 7.5E:05 | 1.5E-05
HANFORD 44E-04 | 29E-04 | 4.1E-05 | 4.0E-06
SKULL VALLEY | 5.0E-04 | 2.8E-04 | 43E-05 | 4.0E-06
KEWAUNEE | ORNL 9.6E-05 | 14E-04 | 4.8E-05 | 4.0E-06
DEAF SMITH | 1.8E-04 | 8.9E-05 | 2.2E-05 | 2.0E-06
HANFORD 34E-04 | 14E-04 | 3.3E-05 | 3.0E-06
SKULL VALLEY | 2.5E-04 | 8.6E-05 | 2.5E-05 | 1.0E-05
INDIAN ~ ORNL 1.8E-04 | 2.1E-04 | 3.3E-05 | 3.0E-06
POINT DEAF SMITH | 2.8E-04 | 3.IE-04 | 5.6E-05 | 5.0E-06
HANFORD 42E-04 | 22E-04 | 48E-05 | 4.0E-06
SKULL VALLEY | 3.6E-04 | 22E-04 | 4.5E-05 | 4.0E-06

IDAHO ORNL 3.0E-04 1.5E-04 2.4E-05 2.0E-06
NATIONAL DEAF SMITH 2.2E-04 7.3E-05 2.7E-05 1.8E-05
LAB HANFORD 1.0E-04 8.5E-05 9.0E-06 1.0E-06

SKULL VALLEY | 3.7E-05 2.3E-05 8.0E-06 1.0E-06

2.3.4 Doses at Stops

Both trucks and trains stop occasionally on long trips. Common carrier freight trains stop to
exchange freight cars, to change crews, and, when necessary, to change railroads. The rail stops
at the origin and destination of a trip are called “classification stops” and are 27 hours long.
Spent fuel casks may be carried on dedicated trains as well as on regular freight trains, although
in practice, previous spent fuel shipments have been carried on dedicated trains. The shipments
in this analysis are assumed to use dedicated rail. A dedicated train is a train that carries a single
cargo from origin to destination; coal unit trains are a good example of dedicated trains.

When a train is stopped, the dose to anyone nearby depends on the distance between that person
and the cask and the time that the individual is exposed. The people exposed at a rail stop
include:

e Railyard workers (including inspectors)

e Train crew

e Residents who live near the rail yard.

The semi-tractor trucks that carry TRUCK-DU casks each have two 80-gallon fuel tanks, and
generally stop to refuel when half of the fuel is gone, approximately every 525 miles (DOE,
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2002). Trucks carrying spent fuel are also stopped at the origin and destination of each trip.
Mandatory rest and crew changes are combined with refueling stops whenever possible.

The people likely to be exposed at a refueling truck stop are:

e The truck crew of two; usually one crew member at a time will fill the tanks.
e Other people who are using the truck stop, since these trucks stop at public truck stops.
e Residents of areas near the stop.

A number of states inspect spent fuel cask shipments when the trucks enter the state. Inspection
stations may be combined with truck weigh stations, so that inspectors of both the truck carrying
spent fuel and trucks carrying other goods can be exposed as well as the crew from other trucks.
When the vehicle is stopped, doses to receptors depend only on distance from the source and
exposure time, so that any situation in which the cask and the receptor stay at a fixed distance
from each other can be modeled as a stop. Such stop-like exposure situations include inspections,
vehicle escorts, vehicle crew when the vehicle is in transit, and occupants of other vehicles near
the stopped vehicle. Any of these situations can be modeled in RADTRAN. Details of the
calculations performed for these situations in this analysis may be found in Appendix II.

Figure 2-10 is a diagram of the model used to calculate doses at truck stops. The inner circle
defines the area occupied by people who share the stop with the spent fuel truck, who are
between the truck and the building, and who are not shielded from the truck’s external radiation.

Residents Near Stop
800 meters

Figure 2-10. Diagram of truck stop model (not to scale)

Table 2-9 lists some sample input data used to calculate doses at stops.
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Table 2-9. Some sample data for calculating doses at stops

atal

Minimum distance from nearby residents (m) 30 ' 200

Maximum distance from nearby residents (m) 800 800
Stop time for rail classification (hours) NA 27
Stop time in transit for railroad change (hours) NA 0.5
Stop time at truck stops (hours) ‘ 0.83 NA
Minimum distance to people sharing the stop (m.) 12 NA
Maximum distance to people sharing the stop (m.) 15° NA

*From Griego et al., 1996
Rail

Trains are stopped for classification for 27 hours at the beginning and end of a trip. The
collective dose to the railyard workers at these classification stops from the radioactive cargo, for
the two rail casks studied, is:

e For the Rail-Lead: 1.5 x 10” person-Sv

e Forthe Rail-Steel: 1.1 x 107 person-Sv

The average dose to an individual living 200 to 800 meters from a classification yard, as -
calculated by RADTRAN, is

e 0.35x 107 Sv from the Rail-Lead
e 0.27 x 107 Sv from the Hi-STAR 100

Table 2-10 shows the doses at stops to yard workers and residents near the stop for the Maine -
Yankee-to Hanford rail route. Because different routes have different in-transit stops and stop
times for crew changes and inspections, a representative result is given here instead of presenting
results for an entire route or for all sixteen routes.

Table 2-10. Collective doses at rail stops on the Maine Yankee-to-Hanford route (person-
Sv

Rail-Lead Rail-All

Rail-Lead
_ Steel
Suburban, ME 4.0 2.2 E-05 3.4 E-05 2.6 E-05
Rural, NY 4.0 2.2 E-05 9.2 E-06 6.9 E-06
Suburban, IL 2.0 1.1 E-05 1.2 E-04 9.4 E-05
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Truck

Table 2-11 shows the collective doses to residents near stops for the rural and suburban segments
of the 16 routes studied. Urban stops were not modeled because trucks carrying Truck - DU
casks of spent fuel are unlikely to stop in urban areas. A more detailed discussion of these

calculations is in Appendix IL.

Table 2-11. Collective doses to residents near truck stops (.Person-Sv)

~ Origin Route - Type | Persons/km’ | Number of stops Dose .
MAINE ORNL Rural 19.9 1.73 1.1E-06
YANKEE' , Suburban 395 2.09 2.3 E-05

| Deaf Smith | Rural 18.6 2.47 1.5 E-06

Suburban 371 1.6 1.7 E-05

Hanford Rural 154 4.33 2.2 E-06

Suburban 325 1.5 1.4 E-05

Skull Valley | Rural 16.9 3.5 1.9 E-06

Suburban 332.5 1.3 1.2 E-05

KEWAUNEE | ORNL Rural 19.8 0.81 5.2 E-Q07
Suburban 361 0.59 6.0 E-06

Deaf Smhith | Rural 361305 2.0 8.6 E-07

Suburban 339 0.52 5.0 E-06

Hanford Rural 10.5 34 1.2 E-06

Suburban 316 . 0.60 5.4 E-06

Skull Valley | Rural 12.5 2.6 1.1 E-06

Suburban 324.5 0.44 4.1 E-06

INDIAN ORNL Rural 20.5 0.71 4,7 E-07
POINT Suburban 388 0.71 7.8 E-06
Deaf Smith | Rural 17.1 2.3 1.3 E-06

Suburban 370 1.2 1.3 E-05

Hanford Rural 13.0 , 4.1 1.8 E-06

Suburban 338 1.1 1.1 E-05

Skull Valley | Rural 14.2 33 1.5 E-06

Suburban 351 0.93 9.3 E-06

IDAHO ORNL Rural 12.4 3.1 1.3 E-06
NATIONAL Suburban 304 0.72 6.3 E-06
LAB Deaf Smith | Rural 7.8 .23 5.8 E-07
Suburban 339 0.35 3.4 E-06

Hanford Rural 6.5 . 043 9.0E-08

Suburban 200 0.57 3.2 E-06

Skull Valley | Rural 10.1 0.42 1.4 E-07

Suburban 343 0.11 1.1 E-06

The rural and suburban population densities in Table 2-12 are the averages for the entire route.

An analogous.calculation can be made for each state traversed. However, in neither case can one
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determine beforehand exactly where the truck will stop to refuel. In some cases (e.g., INL to
Skull Valley) the truck may not stop at all; the total distance from INL to the Skull Valley site is
only 466.2 km (290 miles). The route from Indian Point to ORNL illustrates another situation.
This route is 1028 km (639 miles) long, and would thus include one truck stop, which could be in
either a rural or a suburban area. The results shown in Table 2-11 are general average doses at
stops.

2.4 Doses to Workers

Radiation doses to workers are limited in accordance with the regulations of 10 CFR Part 20 and
the practice of ALARA: maintaining the worker exposure to ionizing radiation “as low as
reasonably achievable.” ALARA applies to occupational doses because workers are potentially
exposed to much larger doses than the general public. For example, the cab of a truck carrying a
loaded TRUCK-DU cask is shielded so that 63% of the radiation from the end of the cask is
blocked. In addition, the time that a truck crew can spend in the vehicle with a loaded cask is
limited.

Occupational doses from routine, incident-free radioactive materials transportation include doses
to truck and train crew, railyard workers, inspectors and escorts.
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Table 2-12 summarizes the occupational doses. Workers who handle spent fuel containers in
storage, loading and unloading casks from vehicles or during intermodal transfer are not
addressed in this analysis. Truck refueling stops in the U.S. no longer have attendants who refuel
trucks.'® Gas station and truck stop workers are in concrete or brick buildings and would be
shielded from the radiation with the same shielding as in urban housing (98% shielded).

~

' The State of Oregon still requires gas station attendants to refuel cars and light duty vehicles, but heavy truck crew
do their own refueling.
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4 il i éswg,».’i/ll@iiiﬁ s 3 AL S R
Rail-Lead 5.4E-09 * 5.8 E-06 * * 1.5E-05
rural/suburban

Rail-Lead 9.1E-08 * 5.8E-06 | * *

Rail-Steel 4.1E-09 * 4.4 E-06 * * 1.1E-05
rural/suburban : A

Rail-Steel 6.8E-09 * 4.4 E-06 X * *
urban :
TRUCK-DU * 3.8E-09 3.2E-09 3.2E-09 2.0E-09 *
rural/suburban

TRUCK-DU * 3.6E-09 3.2E-09 * * *
urban

* Not applicable for this combination of cask type and dose type.

2.5 Unit Risk

RADTRAN, the model used for the calculation of transportation risk, multiplies numbers. The
only calculation that RADTRAN makes which is not a simple multiplication is calculating
emissions from the spherical model shown in Figure 2-2. For routine transportation, all other
parameters multiply the result of this calculation. RADTRAN can be programmed to calculate
the collective dose from a passing vehicle for a population density of one person per square
kilometer and one kilometer of a route. This type of calculation is called a unit risk calculation.
The result may then be multiplied by the population per square kilometer and the route length in
kilometers (if the area along the route is 800 meters wide on either side of the route), and divided
by the vehicle speed.

2.6 Conclusions

As Chapter 1 states, risk is a projection of possible effects, and a code that estimates risk can
never be completely precise because the input data are themselves estimates and projections. The
risk assessment code RADTRAN overestimates doses, and no estimate of dose can substitute for
an actual measurement. Therefore, the doses calculated in this chapter should be regarded as
overestimates.

Both the individual and collective doses are calculated for a single shipment and, even though
overestimated, they are uniformly very small. Maximally exposed individual doses are
comparable to background and less than doses from many medical diagnostic procedures. .
Collective doses are orders of magnitude less than collective background dose, as shown in
Figure 2-11. The NRC recommends that collective doses (average doses integrated over a
population) only be used only for comparisons (NRC, 2008). The proper comparison for
collective doses is between the background collective dose plus the shipment dose and the
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background dose if there is no shipment. The collective dose is not zero in the absence of a
shipment.

Collective Doses from Background and From a Truck Shipment
of Spent Nuclear Fuel (Person-Sv)

1.5x10° Residents Near Route

| 8.81 ,
Background j ' 4.2x10 Traffic on Route

| 2.4x10%° Residents Near Truck Stops

1.2x10% Truck Crew, Escort,
Inspectors, Stop Workers

Figure 2-11. Collective doses from background and from one of the truck shipments of
spent nuclear fuel (person-Sv)
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CHAPTER 3
CASK RESPONSE TO IMPACT ACCIDENTS

3.1 Introduction

Spent fuel casks are required to be accident resistant. During the certification process by the
NRC the cask designer must demonstrate, among other things, that the cask would survive a free
fall from a height of nine meters impacting onto a flat essentially unyielding target in the
orientation that is most likely to damage the cask (10 CFR 71.73). The high standards and
conservative approaches required by the NRC for this demonstration include the use of minimum
material properties, allowing only small amounts of yielding, and requiring materials with high
ductility. These approaches ensure that the casks will not only survive a nine-meter drop, but will
also survive much higher speed impacts.

In addition to the conservative designs assured by the certification process, there are two
additional aspects of the nine-meter drop that provide safety when compared to actual accidents.
The first of these is the requirement that the impact be onto an essentially unyielding target. This
implies that all of the kinetic energy of the impact will be absorbed by the cask and none by the
target. For impacts onto real surfaces, the kinetic energy is absorbed by both the cask and the
target. The second aspect is the requirement that the vertical impact is onto a horizontal target.
This requirement assures that at some point during the impact the velocity of the cask will be
zero, and all of the kinetic energy is converted into strain energy (absorbed by the cask). Most
real accidents occur at an angle, and the kinetic energy of the cask is absorbed by multiple
impacts instead of all in one impact. In this chapter, all three of these factors will be discussed.

3.2 Finite Element Analyses of Casks

Previous risk studies have been carried out using generic casks. In the case of the Modal Study
(Fischer et al, 1987) it was assumed any accident that was more severe than the regulatory
hypothetical impact accident would lead to a release from the cask. In NUREG/CR-6672
(Sprung et al., 2000) the impact limiters of the generic casks were assumed to be unable to
absorb more energy than the amount from the regulatory hypothetical impact accident (a nine-
meter free fall onto an essentially rigid target). Modeling limitations at the time of the studies
required both of these assumptions. In reality, casks and impact limiters each have excess
capacity to resist impacts. In this study, three NRC certified casks were used instead of generic
casks, and the actual excess capacity of those cask designs was included in the analyses. .

The response to impacts of 48, 97,145, and 193 kilometers per hour (kph)—equal to 30, 60, 90,
and 120 mph— onto an unyielding target in the end, corner, and side orientations for the Rail-
Steel and Rail-Lead spent fuel transportation casks were determined using the non-linear
transient dynamics explicit finite element code PRESTO (SIERRA, 2009). PRESTO is a
Lagrangian code, using a mesh that follows the deformation to analyze solids subjected to large,
suddenly applied loads. The code is designed for a massively parallel computing environment |
and for problems with large deformations, nonlinear material behavior, and contact. PRESTO
has a versatile element library that incorporates both continuum elements and structural
elements, such as beams and shells. '
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In addition to the detailed analyses performed for this study, the response of the Truck-DU spent
fuel transportation cask was inferred based upon the finite element analyses performed for the
generic casks'in NUREG/CR-6672. All analyses were performed with the direction of the cask
travel perpendicular to the surface of the unyielding target. Figure 3-1 is a pictorial
representation of the three impact orientations analyzed. In all of the analyses, the spent fuel
basket and fuel elements were treated as a homogenous material. The density of this material was
adjusted to achieve the correct weight of the loaded basket. The overall behavior of this material
was conservative (because it acts as a single entity that impacts the cask all at once instead of
many smaller parts that impact the cask over a longer period of time) for assessing the effect the
contents of the cask had on the behavior of the cask—the main focus of this study. Detailed
response of the fuel assemblies was calculated using a sub-model of a single assembly.

R
| v i —
/7 /7SS /S
End Corner Side

Figure 3-1. Impact orientations analyzed
3.2.1 Rail-Steel Cask

Finite element model

Figure 3-2 shows the overall finite element model of the Rail-Steel cask. This cask uses steel for
its gamma-shielding material and transports 24 PWR assemblies in a welded multi-purpose
canister. The impact limiters on each end of the cask are designed to absorb the kinetic energy of
the cask during the regulatory hypothetical impact accident. They are made of an interior
stainless steel support structure, aluminum honeycomb energy absorber, and a stainless steel
skin. Figure 3-3 shows the finite element mesh of the closure end impact limiter (the one on the
other end of the cask differs only in how it is attached to the cask). The cask has a single solid
steel lid that is attached with 54 1-5/8 inch diameter bolts and-sealed with dual metallic o-rings.
Figure 3-4 shows the finite element mesh of the closure bolts (also shown are the bolts used to
attach the closure end impact limiter) and the level of mesh refinement included in these
important parts. Details of the finite element models, including material properties, contact
surfaces, gaps, and material failure, are included in Appendix III.
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Figure 3-2. Finite element mesh of the Rail-Steel cask
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Impact limiter showing the various blocks of honeycomb

Impact limiter with the honeycomb removed to reveal the inner support structure

Figure 3-3. Details of the finite element mesh for the impact limiters of the Rail-Steel cask
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Figure 3-4. Finite element mesh of the Rail-Steel closure bolts and the closure end impact
limiter attachment bolts. The highly refined mesh in these critical parts assures an accurate
assessment of the closure response.

Analysis results

As expected, for all of the 48 kph impact analyses (the impact velocity from the regulatory
hypothetical impact accident) the impact limiter absorbed almost all of the kinetic energy of the
cask and there was no damage (permanent deformation) to the cask body or canister. As the
impact velocity increases there is first additional damage to the impact limiter because it is
absorbing more kinetic energy (this shows the margin of safety in the impact limiter design). At
97 kph there is still no significant damage to the cask body or canister. At an impact speed of 145
kph damage to the cask and canister appears to begin. The impact limiter has absorbed all the
kinetic energy it can and any additional kinetic energy must be absorbed by plastic deformation
in the cask body.

For the side impact at 145 kph several of the lid bolts fail in shear (discussion of the failure
model is included in Appendix III), but the lid remains attached. At this point the metallic seal no
longer maintains the leak-tightness of the cask, but the spent fuel remains contained within the
welded canister. Even at the highest impact speed, 193 kph, the welded canister remains intact.
Figure 3-5 shows the deformed shape and plastic strain in the canister for the 193 kph impact in a
side orientation. This is the case that has the most plastic strain in the canister. The peak value of
plastic strain (EQPS=Equivalent Plastic Strain, a representation of the magnitude of local
permanent deformation) in this case is 0.7. The stainless steel material of the canister can easily
withstand plastic strains greater than one. These results demonstrate that no impact accident will
lead to release of material from the Rail-Steel canister. Similar figures for the other orientations

. and speeds are included in Appendix III.

42




EQPS
1.00
0.75
0.50
0.25
0.00

Figure 3-5. Plastic strain in the welded canister of the Rail-Steel for the 193 kph side
impact case

3.2.2 Rail-Lead Cask

Finite Element Model

Figure 3-6 shows the overall finite element model of the Rail-Lead cask. This cask uses lead for
its gamma-shielding material and transports either 26 directly loaded PWR assemblies or 24
PWR assemblies in a welded multi-purpose canister. The impact limiters on each end of the cask
are designed to absorb the kinetic energy of the cask during the regulatory hypothetical impact
accident. They are made up of redwood and balsa wood energy absorbing material and a
stainless steel skin. Figure 3-7 shows the finite element mesh of the closure end impact limiter
(the impact limiter on the other end of the cask is identical). The cask has a dual lid system. The
inner lid is attached with 42 1-1/2 inch diameter bolts and sealed with dual o-rings that are
elastomeric if the cask is used only for transportation and metallic if the cask is used for storage
before transportation case. The outer lid is attached with 36 1-inch diameter bolts and sealed with
a single o-ring that is elastomeric if the cask is used only for transportation and metallic if the
cask is used for storage before transportation case. Figure 3-8 shows the finite element mesh of
the closure bolts and the level of mesh refinement included in these important parts. Details of
the finite element models are included in Appendix III.
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Figure 3-6. Finite element mesh of the Rail-Lead cask
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Impact limiter showing the two different types of wood. The yellow is balsa and the red is
redwood.

Impact limiter with the wood removed to reveal the inner attachment bolts

Figure 3-7. Details of the finite element mesh for the impact limiters of the Rail-Lead
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Figure 3-8. Finite element mesh of the Rail-Lead closure bolts for both the inner and outer
lids. The longer bolts are for the inner lid and the shorter ones for the outer lid.

Analysis results

For the 48 kph impact analyses (the impact velocity from the regulatory hypothetical impact
accident) the impact limiter absorbed almost all of the kinetic energy of the cask and there was
no damage to the cask body. The response of the Rail-Lead cask is more complicated than that of
the Rail-Steel cask. As the impact velocity increases for the end orientation, there is first
additional damage to the impact limiter because it is absorbing more kinetic energy (this shows
the margin of safety in the impact limiter design). At 97 kph there is no significant damage to the
cask body or canister. At an impact speed of 145 kph damage to the cask and canister appears to
begin. The impact limiter has absorbed all the kinetic energy it can and any additional kinetic
energy is absorbed by plastic deformation in the cask body. At this speed there is significant
slumping of the lead gamma shielding material, resulting in a loss of shielding near the end of
the cask away from the impact point (this is discussed in Chapter 5 and Appendix V). As the
impact velocity is increased to 193 kph, the lead slump becomes more pronounced and there is
enough plasticity in the lids and closure bolts to result in a loss of sealing capability. For the
directly loaded cask (without a welded multi-purpose canister) there could be some loss of
radioactive contents if the cask has metallic seals but not for the case with elastomeric seals. A
more detailed discussion of leakage is provided later in this section. Figure 3-9 shows the
deformed shape of the Rail-Lead following the 193 kph impact in the end-on orientation. The
amount of lead slump from this impact is 35.5 cm, and the area without lead shielding is visible
in Figure 3-9. Table 3-1 gives the amount of lead slump in each of the analysis cases.
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Figure 3-9. Deformed shape of the Rail-Lead cask following the 193 kph impact onto an

o o

Table 3-1. Maximum lead slump for the Rail-Lead from each analysis case*

unyielding target in the end-on orientation

e T

0.64

48 0.17 0.01
97 .83 2.51 0.14
145 8.32 11.45 2.09
193 35.55 31.05 1.55

*The measurement locations for each impact orientation are given in Appendix III.

For the corner impacts at 97 and 145 kph there is some damage to the cask body, in addition to
deformation of the impact limiter, that results in lead slump and closure bolt deformation. The
amount of deformation to the closure in these two cases is not sufficient to cause a leak if the
cask is sealed with elastomeric o-rings, but is enough to cause a leak if the cask is sealed with
metallic o-rings. For a corner impact at 193 kph there is more significant deformation to the cask,
more lead slump, and a larger gap between the lid and the cask body. Figure 3-10 shows the
deformed shape of the cask for this impact analysis. The deformation in the seal region is
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sufficient to cause a leak if the cask has metallic o-rings but not if it has elastomeric o-rings. The
maximum amount of lead slump is 31 cm.

Figure 3-10. Deformed shape of the Rail-Lead following the 193 kph impact onto an
unyielding target in the corner orientation

In the side impact as the impact velocity increases from 48 kph to 97 kph, the impact limiter
ceases to absorb energy and there is permanent deformation of the cask and closure bolts. The
resulting gap in between the lids and the cask body is sufficient to allow leakage if there is a
metallic seal, but not enough to leak if there is an elastomeric seal. When the impact speed is
increased to 145 kph the amount of damage to the cask increases significantly. In this case many
of the bolts from both the inner and outer lid fail in shear and there is a gap between each of the
lids and the cask. This gap is sufficient to allow leakage if the cask is sealed with either
elastomeric or metallic o-rings. Figure 3-11 shows the deformed shape of the cask following this
impact. The response of the cask to the 193 kph impact is similar to that from the 145 kph
impact, only the gaps between the lids and the cask are larger. Deformed shapes for all of the
analysis cases are shown in Appendix III.
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Note the gaps between the lids
and the cask body

Figure 3-11. Deformed shape of the Rail-Lead following the 145 kph impact onto an
unyielding target in the side orientation

Leak area

The Certificate of Compliance for the Rail-Lead cask allows transportation of spent fuel in three
different configurations. The analyses conducted for this study were all for the direct-loaded fuel
case, but the results can be applied to the case with an internal canister. The impact limiter and
cask body are the same for that case. The addition of the internal canister adds strength and
stiffness to the cask in the closure region (the canister has a 203-mm thick lid) that will inhibit
the rotation of the cask wall and reduce any gaps between the closure lids and the cask. None of
the analyses show sufficient deformation into the interior volume of the cask to cause a failure of
the internal welded canister. So for this cask, like the Rail-Steel cask, if the spent fuel is
transported in an inner welded canister there would be no release from any of the impacts.

In the cases without an inner canister the cask can be used for dry spent fuel storage before
shipment or to transport fuel that is removed from pool storage and immediately shipped. In the
first of these two cases metallic o-rings provide the seal between each of the lids and the cask
body. This type of seal is less tolerant to movement between the lids and the cask, and closure
opening greater than 0.25 mm will cause a leak. If the cask is used for direct shipment of spent
fuel, elastomeric o-rings provide the seal between each of the lids and the cask body. This type
of seal can withstand closure openings of 2.5 mm without leaking (Sprung et al., 2000). Table 3-
2 gives the calculated axial gap in each analysis and the corresponding leak area for both metallic
and elastomeric seals.
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Table 3-2. Available areas for leakage from the Rail-Lead cask

48 Inner 0.226 \ ‘none
Outer 0 Elastomer | none
7 Inner 0.056 Metal | none
End Outer 0.003 Elastqmer none _
145 Inner 2.311 Metal | none
Outer 0.047 Elastomer | none
193 Inner 5.588 Metal | 8796
Outer 1.829 Elastomer
48 Inner 0.094  Metal | none
Outer 0.089 Elastome
97 Inner 0.559 Mol -6
Corner (hiter 0381 E%lastﬂl}ﬂ?tﬂ _—
145 Inner 0.980 Netal . 99
Outer 1.448 Ela_s___ﬁ er | none
193 Inner 2.464 - Meml 1716
Outer 1.803 Elastomer
48 Inner 0.245 . Metal | nome
Outer 0.191 Elastomer | none
97 Inner 0.914 Metal | 799
Side Outer 1.600 Elastomer none _
145 Inner 8* Metal | >10000
Outer 25* Elastomer | >10000
193 Inner 15% Metal | >10000
Outer 50%* Elastomer | >10000

*Estimated; the method used to calculate the gaps for the other cases is
explained in Appendix III.

**The metal seal for the Rail-Lead cask is only installed when the cask has
been used for dry storage prior to transportation. Currently there are none
of these casks being used for dry storage and there are no plans for using
them in that way in the future.

3.2.3 Truck-DU Cask

Detailed finite element analyses of the Truck-DU cask were not performed for this study,
because the response of the truck casks in NUREG/CR-6672 indicated no gaps between the lid
and the cask body at any impact speed. Therefore, the results discussed here are based upon the
finite element analysis of the generic steel-DU-steel truck cask performed for NUREG/CR-6672.
In general, the results from the analyses performed for this study have shown that the analyses
performed for NUREG/CR-6672 were conservative (see Table 3-3), so the results discussed
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below are likely to be an overestimate of the damage to the Truck-DU cask from severe impacts.
Figure 3-12 shows the deformed shape and plastic strain contours for the generic steel-DU-truck
cask from Appendix A of NUREG/CR-6672 (Figures A-15, A-19, and A-22). None of the

impacts caused strains that are great enough to fail the cask wall, and in all cases the deformation

in the closure region was insufficient to cause seal failure. Table 3-4 (extracted from Table 5.6 of
NUREG/CR-6672) provides the deformation in the seal region for each case. For all of these

cases there would be no release of radioactive contents.
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Table 3-3. Comparison of analyses between this study and NUREG/CR-6672

Deformed

Deformed
Shape
145 kph
(Figure A-35 of NUREG/CR-6672)
Failed .
Bolts No Yes

Shape
145 kph
(Figure A-24 of NUREG/CR-6672)
Gap Size Inner Lid - 0.980 mm
Outer Lid — 1.448 mm £.056 mn
Failed
Bolts No Yes
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Figure 3-12. Deformed shapes and plastic strains in the generic steel-DU-steel truck cask
from NUREG/CR-6672 (impact limiter removed)
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Table 3-4. Deformation of the closure region of the steel-DU-steel truck cask from
-NUREG/CR-6672, in mm
R , Analysis | Corner Impact End Impact | Side Impact
Cask Velocity | Opening | Sliding| Opening Sliding Opening | Sliding
48 kph | 0.508 | 1.778 {0.127-0.305[0.025-0.127 | 0.254 | 0.508
97 kph | 2.032 | 1.778 {0.254-0.508 | 0.076-0.152| 0.254 | 0.254

145 kph | 0.508 | 2.540 - - - 0.254 | 0.508
193 kph | 0.762 | 3.810 0.330 0.762 0.102 | 0.508

Steel-DU-Steel Truck

3.3 Impacts onto Yielding Targets

All of the analysis results discussed in Section 3.2 were for impacts onto an unyielding
essentially rigid target. All real impact-accidents involve targets that are to some extent yielding.
When a cask impacts a real target the amount of the impact energy that is absorbed by the target
and the amount that is absorbed by the cask depend on the relative strength and stiffness of the
two objects. For an impact onto a real target to produce the same amount of damage as the.
impact onto an unyielding target, the force applied to the cask has to be the same. If the target is
not capable of sustaining that level of force, it cannot produce the corresponding level of damage
in the cask. '

For the Rail-Lead cask (the only one of the three investigated in this study that has any release)
the peak force associated with each of the impact analyses performed is given in Table 3-5. In
this table the cases that have non-zero hole sizes from Table 3-4 have bold text. It can be seen,
that in order to produce sufficient damage for the cask to release any material, the yielding target
has to be able to apply a force to the cask greater than 146 MN (33 million pounds). Very few
real targets are capable of applying this amount of force.

If the cask hits a flat target, such as the ground, roadway, or railway, it will penetrate into the
surface. The greater the contact force between the cask and the ground, the greater the
penetration depth. Figure 3-13 shows the relationship between penetration depth and force for
the Rail-Lead cask impacting onto hard desert soil. As the cask penetrates the surface, some of
its kinetic energy is absorbed by the surface. The amount of energy absorbed by the target is
equal to the area underneath the force vs. penetration curve of Figure 3-13. As an example, the
end impact at 97 kph onto an unyielding target requires a contact force of 123.9 MN. A
penetration depth of approximately 2.2 meters will cause the soil to exert this amount of force.
The soil absorbs 142 MJ of energy in being penetrated this distance. Adding the energy absorbed
by the soil to the 41 MJ of energy absorbed by the cask gives a total absorbed energy of 183 MJ.
For the cask to have this amount of kinetic energy it would have to be traveling at 205 kph.
Therefore, a 205 kph impact onto hard desert soil causes the same amount of damage as a 97 kph
impact onto an unyielding target. A similar calculation can be performed for other impact speeds,
orientations and target types. Table 3-6 provides the resulting equivalent velocities. Where the
calculated velocity is more than 250 kph the value in the table is listed as greater than 250. No
accident velocities are more than this. The concrete target used is a 23 c¢m thick slab on
engineered fill. This is typical of many concrete roadways and concrete retaining walls adjacent
to highways. Details on the calculation of equivalent velocities are included in Appendix IIL
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Table 3-5. Peak contact force for the Rail-Lead cask impacts onto an unyielding target
(bold numbers are for the cases where there may be seal leaks)

Penetration Distance (meters)

48 58.5 14.6 65.0
o 97 111.6 27.9 123.9
- 145 357.6 89.3 397.1
193 555.5 138.7 616.8
48 36.8 9.2 40.9
e 97 132.2 33.0 146.8
145 256.7 64.1 285.1
193 375.7 93.8 4172
48 76.1 19.0 84.5
s 97 178.1 445 197.8
145 4113 102.7 456.7
193 601.1 150.0 667.4
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Figure 3-13. Force generated by the Rail-Lead cask penetrating hard desert soil
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;
Table 3-6. Equivalent velocities for impacts onto various targets with the Rail-Lead cask,
kph

- Oriéntation Rigid , Soil Concretée
48 102 71
97 205 136
End 145 5250 =250
193 350 >250
48 73 70
Corner 97 236 161
145 >250 >250
193 >250 >250
48 103 79
. 97 246 185
Side 145 >250 250
193 >250 >250

3.4 Effect of Impacf Angle

The regulatory hypothetical impact accident requires the cask’s velocity to be perpendicular to
the impact target. All of the analyses were also conducted with this type of impact. During
transport the usual scenario is that the velocity is parallel to the nearby surfaces, and therefore,
most accidents that involve impact with surfaces occur at a shallow angle (this is not necessarily
true for impacts with structures or other vehicles).

Accident databases do not include impact angle as one of their parameters, so there is no
information on the relative frequency of impacts at various angles. Given that vehicles usually
travel parallel to the nearby surfaces, for this study a triangular distribution of impact angles was
used. Figure 3-14 shows the assumed step-wise distribution of impact angle probabilities. For
impacts onto hard targets, which are necessary to damage the cask, the component of the velocity
that is parallel to the impact surface has very little effect on the amount of damage to the cask.
This requires the accident speed to be higher for a shallow angle impact then a perpendicular one
in order to achieve the same amount of damage. Figure 3-15 depicts an example of an impact at a
shallow angle and the components of the velocity parallel and perpendicular to the surface. Table
3-7 provides the cumulative probability of exceeding an impact angle range and the accident
speeds that are required to have the velocity component in the direction perpendicular to the
target.
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Figure 3-14. Probability distribution for impact angles
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Figure 3-15. Influence of impact angle on effective velocity

Table 3-7. Accident speeds that result in the same damage as a perpendicular impact, kph

0-10 10.2000 | 1.0000 278 " 556 334 1112

10-20 | 0.1778 | 0.8000 141 282 423 565
20-30 [ 0.1556 | 0.6222 97 193 290 386
30-40]0.1333 | 0.4667 75 150 225 300
40-50 [ 0.1111 | 0.3333 63 126 189 2592
50-60 | 0.0889 | 0.2222 56 111 167 223
60-70 | 0.0667 | 0.1333 51 103 154 206
70 - 80 | 0.0444 | 0.0667 49 98 147 196
80-90 | 0.0222 | 0.0222 48 97 145 193
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3.5 Impacts with Objects

The discussions in the preceding sections all dealt with impacts onto flat surfaces. A large
number of impacts deal with surfaces that are not flat. These include impacts into columns and
other structures, impacts by other vehicles, and, more rarely, impacts by collapsing structures.
These types of impacts were not explicitly included in this study, but recent work by Sandia
National Laboratories (NRC, 2003b, Ammerman and Gwinn, 2004, Ammerman et al., 2005) has
shown the response of the GA-4 cask to some of these impacts. The result of an impact into a
large, semi-circular, rigid column is shown in Figure 3-16 (NRC, 2003b). While this impact led
to significant permanent deformation of the cask, the level of strain was not high enough to cause
tearing of the containment boundary and there was no permanent deformation in the closure
region and no loss of containment.

Figure 3-16. Deformations to the GA-4 truck cask after a 96 kph side impact onto a rigid
semi-circular column, from (NRC, 2003b).

Another type of accident that could potentially damage a cask is the collision by a railroad
locomotive. This is probably the most severe type of collision with another vehicle that is
possible. Several different scenarios of this type of collision were investigated by Ammerman et
al. (2005). The overall configuration of the general analysis case is shown in Figure 3-17.
Variations on the general configuration included using the two most common types of
locomotives, having a level crossing (such that the tires of the truck and the wheels of the
locomotive are at the same elevation), having a raised crossing where the bottom of the main
beams of the trailer at the same elevation as the top of the tracks, and having a skewed crossing
so the impact is at 67° instead of at 90°. For all analyses the truck was assumed to be stopped.
Train velocities of 113 kph and 129 kph were considered.

None of the analyses led to deformations that would cause a release of radioactive material from
the cask and none of them resulted in cask accelerations that were high enough to fail the fuel
rod cladding. Figure 3-18 shows a sequence of the impact. The front of the locomotive is
severely damaged and the trailer is totally destroyed, but there is very little deformation of the
cask—only minor denting where the collision posts of the locomotive hit.
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Figure 3-18. Sequential views of a 129 kph impact of a locomotive into a GA-4 truck cask
(from Ammerman et al., 2005)

A type of accident that occurs less frequently, but also has the potential to damage a cask is the
collapse of a bridge onto the cask. This type of accident occurred when an elevated portion of the
Nimitz Freeway collapsed during the Loma Prieta earthquake. This accident scenario was
analyzed to determine if it would cause a release of spent fuel from the GA-4 truck cask
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(Ammerman and Gwinn, 2004). The analysis assumed the cask was lying directly on the
roadway (neglecting the cushioning effect of the trailer and impact limiters) and one of the main
beams of the elevated freeway fell and impacted the middle of the cask. The stresses in the cask
and damage to the beam are shown in Figure 3-19. As in the other analyses for impacts with
objects, there would be no loss of containment from this accident.

Time=0.100

Nimitz Main Beam Impact, 270 ips, GA-4 w/out Limiters -4.000e+02

Figure 3-19. Results of a finite element simulation of an elevated freeway collapse onto a
GA-4 spent fuel cask (from Ammerman and Gwinn 2004)

3.6 Response of Spent Fuel Assemblies

The finite element analyses of the casks in this study did not include the individual components
of the spent fuel assemblies. Instead, the total mass of the fuel and its support structure were
combined into an average material. To determine the response of individual components, a
detailed model of a spent fuel assembly was developed (Kalan et al., 2005). Figure 3-20 shows
this model. The loads associated with a 100 G cask impact in a side orientation were then applied
to this detailed model. Kalan et al. only analyzed side impacts of spent fuel assemblies because
the strains associated with buckling of the rods during an end impact are limited by the
constrained lateral deformations provided by the basket. The side impact results in forces in each
fuel rod at their supports and in many of the fuel rods midway between the supports where they
impact onto the rods above or below them. The response of the rod with the highest loads was
determined by a detailed finite element model, shown in Figure 3-21. There is slight yielding of
the rod at each support location and slightly more yielding where the rods impact each other.
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Figure 3-20. Finite element model of a PWR fuel assembly.

Contact force applied
to shell nodes on
symmetry plane

\— Magenta areas are spacer grid
locations

Figure 3-21. Detailed finite element model of a single fuel rod.

Figure 3-22 shows the maximum plastic strain at each location. The largest of these strains is
slightly below 2%, which is half the plastic strain capacity of irradiated zircaloy at the maximum
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burn-up allowed in the Rail-Lead cask (45,000 MWD/MTU) (Sanders et al., 1992), so fuel rods
will not crack. For cladding to fail, the peak acceleration of the cask would have to be above
200G. The only impacts that are severe enough to crack the rods are those with impact speeds
onto an essentially unyielding target of 145 kph or higher. A detailed description of the fuel
assembly modeling is included in Appendix III.

Plastic Stain %

Rod Contact Range (Max) =
Spacer Grid Contact (Max) m

-—’.x
Max EQPS = 1.94% 1.48% 0.81% 1.71% 0.54% 0.78% 1.75%
A B l C ‘ D I E ‘ F | G I H

|

0.67% 0.30% 0.46% 0.32% 0.53% 0.57% 0.00%
Max EQPS = 0.07%

Figure 3-22. Maximum strains in the rod with the highest loads.

3.7 Conclusions

The finite element analyses performed indicate that casks are very robust structures that are
capable of withstanding almost all impact accidents without release of radioactive material. In
fact, when spent fuel is transported within an inner welded canister or in a truck cask, there are
no impacts that result in release. Even the rail cask without an inner welded canister can
withstand impacts that are much more severe than the regulatory impact without releasing any
material.

In the worst orientation (side impact) an impact speed onto a rigid target more than 97 kph is
required to cause seal failure in a rail cask. (If the cask has an inner welded canister, even this
impact will not lead to a release of radioactive material.) A 97 kph side impact onto a rigid target
produces a force of about 200 MN (45 million pounds) and is equivalent to a 185 kph impact
onto a concrete roadway or abutment or a 246 kph impact onto hard soil. For impacts onto hard
rock, which may be able to resist these large forces, impacts at angles less than 30 degrees
require a speed more than 193 kph in order to be equivalent.

In summary, the sequence of events that is needed for there to be the possibility of any release is:
a rail transport cask with no welded canister travelling at an impact velocity greater than 97 kph.
This cask would need to be impacted in a side orientation and the impact surface would need to
be hard rock with an impact angle greater than 30 degrees.
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CHAPTER 4

CASK RESPONSE TO FIRE ACCIDENTS

4.1 Introduction

Certified Type B casks are designed to survive a fully-engulfing fire for thirty minutes. This is
more severe than the majority of the thermal environments a cask may be exposed to in an
accident that results in a fire. Certification analyses of the hypothetical accident condition (HAC)
fire environment specified in 10 CFR 71.73 generally impose a thermal environment on the

. package that is similar to or more severe than a real fully-engulfing fire. Large open pool fires
can burn at temperatures higher than the 800°C specified in the regulations. Real fire plumes
have location- and time-varying temperature distributions that vary from about 600°C to more
than 1200°C (Koski, 2000; Lopez et al., 1998). Therefore, the evenly-applied 800°C fire
environment used in a certification analysis could be more severe for seal and fuel rod response
than the exposure to an actual fire.

For this risk study, computer codes capable of modeling fires and the thermal response of casks
exposed to fires in a realistic fashion are used to analyze the response of the Rail-Steel and the
Rail-Lead casks to three different hypothetical fire configurations. These configurations are
described in this chapter and the temperature responses of the casks are presented and discussed.
A discussion of the thermal performance of the Truck-DU cask exposed to a severe hypothetical
fire scenario is also presented. /

The thermal response of each cask is compared to two characteristic temperature limits. These
are the seal failure temperature (350°C for elastomeric seals used in the Rail-Lead cask and the
Truck-DU and 649°C for the metallic seal used in the Rail-Steel cask) and the fuel rod burst
rupture temperature (750°C for all casks). The values selected for these temperature limits are
the same as those used in NUREG/CR-6672 for the elastomeric seal and fuel rod burst
temperature. The Rail-Steel cask seal temperature limit is obtained from Table 2.1.2 and Table
4.1.1 in the HI-STAR 100 SAR (Holtec International, 2004). Section 7.2.5.2 in NUREG/CR-
6672 explains that 350°C is a conservative temperature limit for elastomeric seals typically used
in the spent nuclear fuel transportation industry. NUREG/CR-6672 also provides the rationale
for the use of 750°C as the fuel rod burst rupture temperature. These temperature limits are used
in this study to determine if the cask seals or fuel rods would be compromised, allowing release
of radioactive material under any of the accident scenarios analyzed.

- 4.2 Description of Accident Scenarios

4.2.1 Pool size

Three hypothetical fire accident scenarios are analyzed for each rail cask and one for the truck .
cask. A fuel pool that conforms to the regulatory requirement in 10 CFR 71.73 is used as the
basis for each scenario. This regulation specifies a fuel pool that extends between one and three -
meters horizontally beyond the external surface of a cask. In this study, all fuel pools were
assumed to extend three meters from the sides of each cask analyzed to ensure they would be
fully engulfed by the fire.
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4.2.2 Fire duration

The duration of the hypothetical fires for the rail cask analysis is based on the capacity of a large
rail tank car. Typical large rail tank cars can carry about 30,000 gallons (113,562 liters) of liquid.
To estimate the duration of the fires, this amount of fuel is assumed to form a pool with the
dimensions of a regulatory pool fire for the rail casks that were analyzed. That is, fuel pools that
extend horizontally three meters beyond the surfaces of the casks are used in the computer
models. Provided that there are relatively small differences between the overall dimensions of
the Rail-Steel cask and the Rail-Lead cask, these fuel pools are similar in size and are nominally
14m x 9m. A pool of this size would need to be 0.9m deep to pool 30,000 gallons of liquid fuel,
a condition that is extremely unlikely to be met in any accident scenario. If the fuel in such pool
were to ignite, this pool fire would burn for about 3 hours. This fire duration is estimated using a
nominal hydrocarbon fuel recession (evaporation) rate of Smm per minute, typical of large pool
fires (SFPE, 2002; Lopez et al., 1998; Quintiere, 1998). Another way this large pool area could
burn for up to three hours would be the even more unlikely case in which fuel flows at exactly
the right rate to feed and maintain the pool area for the duration of the fire. Provided that both of
these pooling conditions are very difficult to obtain, the fire duration presented here is
considered to be conservative. Nevertheless, a 3-hour fire that is not moving over time and is
capable of engulfing a rail cask over the duration of the fire is conservatively used for the
analysis of the two rail casks considered in this study.

In the case of the Truck-DU cask, the fire duration is based on the fuel capacity of a typical
petroleum tank truck. About 9,000 gallons (34,070 liters) of gasoline can be transported on the
road by one of these tank trucks. Provided that the overall dimensions of the Truck-DU cask are
2.3m x 6m, a regulatory pool that extends horizontally 3 meters beyond the outer surface of the
cask would be 8.3m x 12m. To pool 9,000 gallons of gasoline in a pool of this area, the pool
would need to be 0.3m deep, a configuration that is difficult to obtain in an accident scenario and
therefore unlikely to occur. Such a pool fire would burn for a little more than an hour. As
discussed for the rail cask pool fire, the other possibility of maintaining a fire that can be
engulfing and that can burn for that duration is if gasoline were to flow at the right rate to
maintain the necessary fuel pool conditions. This scenario is also very unlikely. Nevertheless,
one hour is used as the duration of a fire that is not moving over time for the conservative
analysis of the Truck-DU cask.

4.2.3 Hypothetical accident configurations for the rail casks

Three hypothetical fire accident scenarios different from the regulatory HAC fire configuration
are analyzed in this study for the rail casks. These are:

1. Cask lying on the ground in the middle of (concentric with) a pool of flammable liquid
(such as gasoline) as depicted in Figure 4-1.

This scenario represents the hypothetical case in which the liquid fuel spilled as a
consequence of the accident flows to the location where the cask comes to rest following
the accident and forms a large pool under (and concentric with) the cask.
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2. Cask lying on the ground three meters (10 feet) away from the pool of flammable liquid
(with the side of the cask aligned with the side of fuel pool) as depicted in Figure 4-2.

This scenario represents the hypothetical case in which the fuel pool and the cask are
separated by the width of one rail car. This could be the case in an accident in which the
rail cars derail in an “accordion” fashion.

3. Cask lying on the ground 18 meters (60 feet) from the pool of flammable liquid (with the
side of the package aligned with the side of fuel pool) as depicted in Figure 4-3.

This scenario represents the hypothetical case in which the pool of flammable liquid and
the cask are separated by the length of one rail car. This represents an accident in which
the separation between a tank car carrying flammable liquid and the railcar carrying the
SNF package is maintained (the distance of a buffer rail car) after the accident. For this
scenario, the most damaging cask position is assumed. That is, the side of the cask is
assumed to face the fire.

Cask in the middle of flammable liquid Fire engulfing the cask
fuel pool region(shown in orange)

Figure 4-1. Cask lying on ground concentric with fuel pool
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Figure 4-2. Cask lying on ground 3 meters from pool fire

Figure 4-3. Cask lying on ground 18 meters from pool fire

For each scenario, calm wind conditions (leading to a vertical fire) are assumed. Only the cask
and the fuel pool are represented for the analysis. For conservatism, objects that would be
present and could shield (protect) the cask from the fire (such as the conveyance or other rail
cars) are not included. Decay heat was included for all analyses.

In addition to these hypothetical accident scenarios, two 30-minute regulatory HAC fire analyses
are performed based on the conditions described in 10 CFR 71.73. In the first analysis a
commercially-available finite element (FE) heat transfer code is used to apply an 800°C
(1475°F) uniform-heating fire condition to the casks. In the second analysis, a benchmarked
computational fluid dynamics (CFD) and radiation heat transfer computer model is used. In this
model, the cask is positioned one meter above the fuel pool and the fire is realistically modeled
as shown in Figure 4-4.
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Cask elevated 1m above flammable liquid fuel
pool region (shown in orange)

Regulatory fire engulfing the cask

Figure 4-4. Regulatory pool fire configuration.

4.2.4 Hypothetical accident configuration for the truck cask

In the case of the truck cask, solely the hypothetical accident configuration in which the cask is
assumed to be concentric with a flammable fuel pool and is fully engulfed by a fire is analyzed.
This hypothetical accident configuration is presented in Figure 4-5.

Cask in the middle of flammable liquid fuel pool
region (shown in orange)

Fire engulfing the cask

Figure 4-5. Truck-DU cask lying on ground concentric with fuel pool
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4.3 Analysis of Fire Scenarios Involving Rail Casks

Advanced computational tools are employed to generate the data necessary for this risk study.
For the hypothetical fire accidents, heat transfer from the fire to the cask body was simulated. To
accomplish this, two computer codes including all the relevant heat transfer and fire physics are
used in a coupled manner. This allows for the simultaneous detailed modeling of realistic
external fire environments and heat transfer within the complex geometry of the cask body. Brief
descriptions of the models are presented in this section. Detailed information about the computer
models including material properties, geometry, boundary conditions, and the assumptions used
for model generation and subsequent analyses are presented in Appendix IV. -

Results from the fire and heat transfer analyses that are performed on the Rail-Steel and the Rail-
Lead casks are presented in this section. The scale in the temperature distribution plots of all the
Rail-Steel cask analysis results are the same to make comparisons easier. The same is done for
the Rail-Lead cask plots. However, the temperature scale for the Rail-Steel cask differs slightly
from the scale for the Rail-Lead cask.

Results of the analyses are presented in the following order:

1. Regulatory 800°C (1475°F) uniform heating (30 minutes)
Regulatory CFD fire (30-minute fire)
Cask lying on the ground in the middle of a 3-hour pool fire
Cask lying on the ground 3 meters from a 3-hour pool fire

oW N

Cask lying on the ground 18 meters from a 3-hour pool fire

4.3.1 Simulations of the fires

Fire simulations are performed with the Container Analysis Fire Environment (CAFE) code

" (Suo-Anttila, et al., 2005). CAFE is a CFD and radiation heat transfer computer code that is
capable of modeling fires realistically and is coupled to a commercially-available finite-element
analysis computer code to examine the effects of fires on objects. CAFE has been benchmarked
against large-scale fire tests specifically designed to obtain data for the calibration of fire codes
(del Valle, 2009; del Valle, et al., 2007; Are et al., 2005; Lopez et al., 2003). Appendix IV
contains details of the benchmark exercises that were performed to ensure that proper input
parameters are used to realistically represent the engulfing and offset fires assumed for this
study.

4.3.2 Simulations of the rail casks

The heat transfer within the Rail-Steel and the Rail-Lead casks is modeled with the computer
code MSC PATRAN-Thermal (P-Thermal) (MSC, 2008). This code is commercially available
and is used to solve a wide variety of heat transfer problems. P-Thermal has been coupled with
CAFE, allowing for a refined heat transfer calculation within complex objects, such as spent fuel
casks, with realistic external fire boundary conditions.

Both the Rail-Steel and the Rail-Lead casks have a polymeric neutron shield that is assumed to
melt completely and be replaced by air at its operational temperature limit (see Appendix IV).

69



The Rail-Lead cask has a lead gamma shield that is allowed to change phase in the analyses upon
reaching its melting temperature. Unlike the neutron shield, the thermal energy absorbed in the
process of melting the gamma shield is included in the analyses. The effects of the thermal
expansion of the lead are not included in the heat transfer calculations but are considered in the
estimation of the reduction of the gamma shielding. Gamma shielding in the Rail-Steel cask is
provided by the thick multi-layered carbon steel wall. Therefore, melting is not a consideration
for this cask under any of the conditions to which it is exposed.

Impact limiters are modeled as undamaged (not deformed). The Rail-Steel cask has aluminum
honeycomb impact limiters and the Rail-Lead cask has wood impact limiters. Spaces between
components are explicitly modeled in both casks as these could have a significant effect on the
thermal response of the cask. The finite element models of the two casks are shown in Figure 4-
6. Cask modeling details are presented in Appendix IV.
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Figure 4-6. Finite element models of the two rail casks analyzed
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4.3.3 Simulation of the spent fuel region

The fuel region comprising the fuel basket and the fuel assemblies is not modeled explicitly.
Instead, a homogenized fuel region is used. All materials and geometric features of the fuel
basket of the casks that are analyzed are represented as a solid cylinder inside the cask. The
thermal response of the homogenized fuel region is similar to the overall response of the actual
fuel region and provides sufficient information for this study. The details of how the effective
properties of the homogenized fuel region are determined and applied to the model are presented
in Appendix IV.

4.3.4. Rail-Steel cask results

The results for the Rail-Steel cask are presented in the order specified at the beginning of Section
4.3 in Figure 4-7 through Figure 4-21. Figure 4-7 through Figure 4-10 contain the temperature
distribution and transient temperature response of key cask regions for the regulatory 800°C
uniform heating and the regulatory CAFE fire. The uniform external heating produces an even
temperature response around the circumference of the cask. However, the realistic uneven fire
heating of the exterior produces temperatures that vary around the circumference. For

. comparison, the results obtained from the uniform regulatory fire simulation are plotted against
the hottest regional temperatures obtained from the regulatory CAFE (non-uniform) fire '
simulation. This thermal response comparison is presented in Figure 4-11. This figure illustrates
that the uniform heating thermal environment described in 10 CFR 71.73 heats up the seal region
of the Rail-Steel cask more than a real fire may, even though a real fire can impart to the cask a
localized thermal environment that is hotter than 800°C. A real fire applies a time- and space-
varying thermal load to an object engulfed by it. In particular, large fires have an internal region
where fuel in the form of gas exists but sufficient oxygen for that fuel to burn is not available.
This region is typically called the “vapor dome.” The lack of oxygen in the vapor dome is
attributed to poor air entrainment in larger diameter pool fires, where much of the oxygen is
consumed in the perimeter of the plume region. Since combustion is inefficient inside the vapor
dome, this region stays cooler than the rest of the fire envelop. Thus, the presence of regions that
are cooler than 800°C within a real fire makes it possible for fires with peak flame temperatures
above 800°C to have an overall effect on internal temperatures of a thermally massive object that
is similar to those obtained by applying a simpler heating condition such as the one specified in
10 CFR 71.73.

The effects of the vapor dome on the temperature distribution within a fire and the concentration
of unburned fuel available in the vapor dome for the CAFE regulatory analysis can be seen in
Figure 4-12 and Figure 4-13. Note that these plots are snapshots of the distributions at an
arbitrary time during the fire simulation. In reality, the fire moves slightly throughout the
simulation causing these distributions to vary over time. Nevertheless, these plots show
representative distributions for the cask and fire configuration shown.

Additional plots with more information about temperature distributions at different locations in
the cask are shown in Appendix IV.
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Figure 4-7. Temperature distribution of the Rail-Steel cask at the end of the 30-minute
800°C regulatory uniform heating
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Figure 4-8. Temperature of key cask regions, Rail-Steel cask — Regulatory uniform heating
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Figure 4-9. Temperature distribution of the Rail-Steel cask at the end of the 30-minute
regulatory CAFE fire
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Figure 4-10. Temperature of key cask regions, Rail-Steel cask — Regulatory CAFE fire
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Figure 4-11. Comparison of regulatory fire analysis - Rail-Steel cask: Uniform heating vs.

CAFE fire
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Figure 4-12. Gas temperature plots from the regulatory CAFE fire analysis

76




Lohgitdinal plane (through the middle of the cask)

Cutplane jp8
716

0573
0501
043
0358
0.287
0215
| —0.14

-0.0716

Transverse plane (at mid-length of the cask)

Figure 4-13. Fuel concentration plots from the regulatory CAFE fire analysis

The results from the analysis of the cask lying on the ground and concentric with a pool fire that
burns for three hours are presented in Figure 4-14 and Figure 4-15. As in the regulatory
configuration, in which the cask is elevated 1 meter above the fuel pool, the vapor dome had an
effect on the temperature distribution of the cask in this case. This is evident by the cooler
temperatures observed at the bottom of the cask. In this scenario, even after three hours in the
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the regulatory configuration. However, the top of the cask in this configuration heats up more
than the rest of the cask. This differs from what is observed in the regulatory configuration, in
which the hotter regions are found on the sides of the cask.

i
fire, the temperatures at the bottom of the package are cooler than the temperatures observed in
|
|
:
|
:
|
|

External surface External surface - Bottom

1/2 cut view 3/8" cut view

Figure 4-14. Temperature distribution of the Rail-Steel cask at the end of the 3-hour
concentric CAFE fire - cask on ground
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Figure 4-15. Temperature of key cask regions, Rail-Steel cask — Cask on ground, concentric
fire

Figure 4-16 and Figure 4-17 are the fire temperature distribution and fuel concentration plots at
an arbitrary time during the CAFE fire simulation of this scenario. In this case, the concentration
of unburned fuel under the cask is high and therefore the temperature of the fire under the cask is
lower than what is observed in the regulatory configuration.
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Figure 4-16. Gas temperature plots from the CAFE fire analysis of the cask on ground
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Figure 4-17. Fuel concentration plots from the CAFE fire analysis of the cask on ground

The results of the offset fire analyses are summarized in Figure 4-18 through Figure 4-21. In the
case of the three-meter offset, the side of the cask facing the fire received heat by thermal
radiation. The heat absorbed by the cask during the 3-hour exposure caused the temperature of
the cask to rise as depicted in Figure 4-18 and Figure 4-19. Similarly, the 18-meter offset fire
caused the cask temperature to rise as illustrated in Figure 4-20 and Figure 4-21. These results
show that offset fires, even as close to the cask as three meters, do not represent a threat to this
thermally massive SNF transportation cask. The maximum temperatures observed in the seal and
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fuel region did not reach their temperature limits. Therefore, offset fire scenarios will not cause
this package to release radioactive material.

hé

External surface 3/8" cut view

Figure 4-18. Temperature distribution of the Rail-Steel cask at the end of the 3-hour 3m
offset CAFE fire - cask on ground
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Figure 4-19. Temperature of key cask regions, Rail-Steel cask — Cask on ground, 3m offset
fire
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Figure 4-20. Temperature distribution of the Rail-Steel cask at the end of the 3-hour 18m
offset CAFE fire - cask on ground
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Figure 4-21. Temperature of key cask regions, Rail-Steel cask — Cask on ground, 18m offset
fire
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Summary of Rail-Steel cask analysis results

The results presented here show that the Rail-Steel cask is capable of protecting the fuel rods
from burst rupture and is also capable of maintaining containment when exposed to the severe
fire environments that are analyzed as part of this study. That is, the fuel region stayed below
750°C (1382°F) and the seal region stayed under 649°C (1200°F) for all the scenarios that are
considered. Furthermore, this cask uses a welded canister that will not be compromised under
these thermal loads. This cask will not experience loss of gamma shielding because in this cask
shielding is provided by the thick multi-layered carbon steel wall, which is not affected in a way
that could reduce its ability to provide shielding.

4.3.5 Rail-Lead cask results

The thermal response of the Rail-Lead cask to the same fire environments discussed above for
the Rail-Steel cask is presented in this section. The 30-minute regulatory fire results are
summarized in Figure 4-22 through Figure 4-26.

The results obtained from the uniform regulatory fire simulation are plotted against the hottest
regional temperatures obtained from the CAFE (non-uniform) regulatory fire simulation. This
plot is shown in Figure 4-26. As with the Rail-Steel cask, this figure illustrates that the uniform
heating thermal environment described in 10 CFR 71.73 heats the seal region of the Rail-Lead
cask more than a non-uniform real fire may, even though a real fire may impart to the cask a
localized thermal environment that is hotter than 800°C.

The results of the analyses of the cask lying on the ground heated by the concentric and offset
fires are summarized in Figure 4-27 through Figure 4-32. These plots show similar trends to
those observed in the Rail-Steel cask for the same configurations.

Two of the scenarios that are analyzed show melting of the lead gamma shield in the Rail-Lead
cask. Lead melts at 328°C and during that process, it absorbs (stores) heat while maintaining its
temperature relatively constant at 328°C. As a result, the heat-up rate of portions of the cask
slows down while the lead melts. That is why the curve of the region inward from the gamma
shield region (i.e., the edge of the fuel region) in Figure 4-28 and Figure 4-30 show a change in
slope at about 328°C. This effect is more clearly seen in the slower heating case shown in Figure
4-30. Once the lead melting process is complete, the cask resumes heating up as before if the
external source is still at a higher temperature. Note that a similar effect is observed when the

_ lead solidifies at 328°C during the post fire cooling period. In this case, the cooling rate of
portions of the cask slows down while the lead solidifies. This can also be clearly seen in Figure
4-30.

Another effect considered in the cases where lead melted is the gradual thermal expansion and
contraction of the gamma shield region durmg the heating and cooling of the cask. This effect is
discussed in the next subsection.

Appendix IV contains additional plots with more information about temperature distributions at
more locations in the cask.
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Figure 4-22. Temperature distribution of the Rail-Lead cask at the end of the 30-minute

800°C regulatory uniform heating
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Figure 4-24. Temperature distribution of the Rail-Lead cask at the end of the 30-minute
regulatory CAFE fire
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Figure 4-25. Temperature of key cask regions, Rail-Lead cask — Regulatory CAFE fire
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Figure 4-26. Comparison of regulatory fire analysis — Rail-Lead cask: Uniform heating vs.
CAFE fire
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Figure 4-27. Temperature distribution of the Rail-Lead cask at the end of the 3-hour
concentric CAFE fire - cask on ground
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Figure 4-28. Temperature of key cask regions, Rail-Lead cask — Cask on ground,
concentric fire
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Figure 4-29. Temperature distribution of the Rail-Lead cask at the end of the 3-hour 3m
offset CAFE fire - cask on ground
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Figure 4-30. Temperature of key cask regions, Rail-Lead cask — Cask on ground, 3m offset
fire
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Figure 4-31. Temperature distribution of the Rail-Lead cask at the end of the 3-hour 18m
offset CAFE fire - cask on ground
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Figure 4-32. Temperature of key cask regions, Rail-Lead cask — Cask on ground, 18m
offset fire

Melting of the lead gamma shield

There are two cases in which a portion of the lead gamma shield melts. These are the three-hour
concentric fire and the three-hour three-meter offset fire. The region of the lead gamma shield
that melted for each case is shown in red in Figure 4-33 and Figure 4-34. Note that these two
figures only show the portion of the cask wall that has lead. Due to melting and thermal
expansion of some of the lead gamma shield, some loss of shielding is observed, which translates
to an increase in gamma radiation exposure. The width of the streaming path (gap created due to
lead melt, expansion, and subsequent contraction as it solidifies) is estimated. For this estimate,
the assumption is made that the thermal expansion of the lead buckled the interior wall of the
cask, enabling the calculation of the gap in the lead gamma shield.

The gap in the lead region caused by the concentric fire case is assumed to appear on the top
portion of the cask. That is, after the lead melts and buckles the interior wall due to its thermal
expansion, molten lead is assumed to flow to the lower portions of the gamma shield region of
the cask, which allows a gap to be formed on the top portion of the cask. From a geometric
analysis that considered the expansion and contraction of the lead and a conservative cask wall
deformation, this gap is estimated to be about 0.5m (20 inches), which translates to an 8.1% loss
of shielding. In the case of the three-meter offset fire, the gap is assumed to form on the top
portion of the molten lead region shown in Figure 4-34. For this case, the gap is estimated to be
about 0.127m (5 inches), which translates to a 2% loss of shielding. These loss-of-shielding
fractions are used as part of the work presented in Chapter 5 to estimate the consequences.
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Figure 4-34. Rail-Lead cask lead gamma shield region - maximum lead melt at the middle
of the cask — Scenario: Cask lying on ground, 3-hour 3-meter offset pool fire

Summary of Rail-Lead cask analysis results

The results presented here show that the Rail-Lead cask is also capable of protecting the fuel
rods from burst rupture and capable of maintaining containment when exposed to the severe fire
environments that are analyzed as part of this study. However, some reduction of gamma
shielding is estimated to occur in two cases. Partial loss of shielding is expected for the case in
which the cask is exposed to an engulfing fire that burns for longer than 65 minutes and for the
case in which the cask receives heat from a fire that is offset by three meters and burns for longer
than two hours and 15 minutes. Nevertheless, no release of radioactive material is expected if
this cask were to be exposed to any of these severe thermal environments, as the elastomeric
seals did not reach their temperature limit. This ensures that the cask is capable of maintaining
containment under any of the fire environments that are analyzed.

4.4 Truck Cask Analysis:

A three-dimensional analysis of the Truck-DU cask engulfed in a large fire is performed for this
study. The cask is assumed to lie on the ground concentric with the fuel pool fire. As explained
in Section 4.2.2, the fire is assumed to last one hour. Results from the fire and heat transfer
analyses that are performed on the Truck-DU cask is presented in this section.

4.4.1. Simulation of the truck cask

The heat transfer to and within the Truck-DU cask is modeled using P-Thermal/CAFE. The cask
has a polymeric neutron shield that is assumed to melt completely and be replaced by air at its
operational temperature limit (see Appendix IV). In this cask, gamma shielding is provided by a
layer of DU found within the cask wall. Melting of the DU is not a consideration for this cask
under any of the conditions to which it is exposed. The aluminum honeycomb Impact limiters are
modeled as undamaged (not deformed). Decay heat was included in the analysis. The finite
element model of the cask is shown in Figure 4-35. Cask modeling details are presented in
Appendix IV.
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Figure 4-35. Finite element model of the Truck-DU cask

4.4.2. Simuiat_ion of the spent fuel region

As with the rail casks, the fuel region comprising the fuel basket and the fuel assemblies is not
modeled explicitly for the Truck-DU cask. Instead, a homogenized fuel region is used. All
materials and geometric features of the fuel basket of the casks that are analyzed are represented
as a single solid inside the cask. The effective properties of the homogenized fuel region are
presented in Appendix IV. :

4.4.3. Truck-DU cask results

The results from the analysis of the cask lying on the ground and concentric with a pool fire that
burns for one hour are presented in Figure 4-36 and Figure 4-37. As observed with the rail casks,
the vapor dome had an effect on the temperature distribution of the truck cask. This is evident by
the cooler temperatures observed at the bottom of the cask. Even after one hour in the fire, the
temperatures at the bottom of the cask are lowest and the temperatures at the top are highest.
Figure 4-38 and Figure 4-39 are the fire temperature distribution and fuel concentration plots at
an arbitrary time during the CAFE fire simulation. Note that the concentration of unburned fuel
under the cask is high. This means that poor combustion is occurring in that zone, leading to
cooler temperatures of the lower region of the cask. '

94




External surface External surface - Bottom

1/2 cut view 3/8" cut view

Figure 4-36. Temperature distribution of the Truck-DU cask at the end of the 1-hour
concentric CAFE fire - cask on ground
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Figure 4-37. Temperature of key cask regions, Truck-DU cask — Cask on ground,
concentric fire
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Transverse plane (at mid-length of the cask)

Figure 4-38. Gas temperature plots - CAFE fire analysis of the truck cask on ground
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Figure 4-39. Fuel concentration plots - CAFE fire analysis of the Truck-DU cask lying on
ground

Summary of Truck-DU cask analysis results

The results presented here show that the Truck-DU cask is capable of protecting the fuel rods
from burst rupture and is also capable of maintaining containment when exposed to the severe
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fire environment analyzed in this study. That is, the fuel region stayed below 750°C (1382°F)
and the seal region stayed under 350°C (662°F). This cask will not experience loss of gamma
shielding because in this cask shielding is provided by a thick steel-DU wall, which is not
affected in a way that could reduce its ability to provide shielding.

4,5 Conclusions

This chapter presents the realistic analyses of four hypothetical fire accident scenarios. These are
the regulatory fire described in 10 CFR 71.73, a cask on the ground concentric with a fuel pool
sufficiently large to engulf the cask, a cask on the ground with a pool fire offset by the width of a
rail car (3 meters), and a cask on the ground with a pool fire offset by the length of a rail car (18
meters). These analyses are performed for the Rail-Steel and the Rail-Lead casks. Results show
that neither the Rail-Steel cask nor the Rail-Lead cask would lose the containment boundary seal
in any of the accidents considered in this study. In addition, the fuel rods did not reach burst
rupture temperature- However, some loss of gamma shielding is expected with the Rail-Lead
cask in the event of a three-hour engulfing fire and a three-hour, three-meter offset fire.
Nevertheless, because containment is not lost in any of the cases studied, no release of
radioactive material is expected as a result of these hypothetical fire accidents. In addition, the
Truck-DU cask is able to maintain containment if it were to be exposed to a realistically
maximum truck accident fire duration of about an hour. These results demonstrate the adequacy
of current regulations to ensure the safe transport of spent nuclear fuel. Furthermore, the results
demonstrate that SNF casks designed to meet the current regulations will prevent the loss of
radioactive material in all realistic fire accidents.
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CHAPTER 5

TRANSPORTATION ACCIDENTS

3.1 Types of Accidents and Incidents

The different types of accidents can interfere with routine transportation of spent nuclear fuel
are:

e Accidents in which the spent fuel cask is not damaged or affected.

— Minor traffic accidents (fender-benders, flat tires) that result in minor damage to the
vehicle. These are usually called “incidents.”' :

— Accidents which damage the vehicle and/or trailer enough that the vehicle cannot move
from the scene of the accident under its own power, but which do not result in damage to
the spent fuel cask.

— Accidents involving a death or injury, but no damage to the spent fuel cask.
e Accidents in which the spent fuel cask is affected.

— Accidents resulting in loss of lead gamma shielding but no release of radioactive
material.

— Accidents in which there is a release of radioactive material.

Accident risk is expressed as “dose risk:” a combination of the dose and the probability of that
dose. The units used for accident risk are dose units (Sv).

An accident happens at a particular spot on the route. Whe n the accident happens, the vehicle
carrying the spent fuel cask stops. Thus, there can be no more than one accident for a shipment.
Accidents can result in damage to spent fuel in the cask even if no radioactive material is
released. While this would not result in additional exposure of members of the public, workers
unloading or otherwise opening the cask could be affected. Accidents damaging the fuel but not
damaging the cask, and potential consequence to workers are not included in this study because
it is assumed a cask involved in an accident will be handled as a special case and the workers
will be afforded special protection when opening the cask.

5.2 Accident probabilities

Risk is the product of probability and consequence of a particular accident scenario. The
probability — likelihood — that a spent fuel cask will be in a particular type of accident is a
combination of two factors:

e The probability that the vehicle carrying the spent fuel cask will be in an accident, and

' In Department of Transportation parlance, an “accident” is an event that results in a death, an injury, or enough
damage to the vehicle that it cannot move under its own power. All other events that result in non-routine
transportation are “incidents.” This document uses the term “accident” for both accidents and incidents.
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¢ The conditional probability that the accident will be a certain type of accident. This is a
conditional probability because it depends on the vehicle being in an accident.

The net probability of a particular accident scenario is the product of the probability of an
accident and the conditional probability of a particular type of accident. A few hypothetical
examples are given in Table 5-1 to illustrate the probability calculation.

Table 5-1. Illustrations of net probabili

0.016 Truck collision | 0.82*0.003 = 0.82*%0.003*0.0165
with a gasoline 0.0025 =0.000041
tank truck
0.00138 Rail/truck 80 | 0.7355*%0.985*0 | 0.7355*0.985*0.0604*0.0113*0.00138
kph collision at | .0604*0.0113 = =0.0000067
grade crossing 0.00049
0.00087 ' Railcar falling | 0.7355%0.2665* 0.7355*0.2665*0.9887*0.00087
off bridge at 48 | 0.9887 = 0.194 =0.00017
kph

*Calculated from DOT, 2005, Table 1-32. ° From event trees in Appendix V-

Accident probability is calculated from the number of accidents per kilometer (accident
frequency) for a particular type of vehicle as recorded by the DOT and reported by the Bureau of
Transportation Statistics. Large truck accidents and freight rail accidents are the two data sets
used in this analysis. The accident frequency varies somewhat from state to state: the U.S.
average for large trucks for the period 1991 to 2007 is 0.0035 large truck accidents per thousand
kilometers (km). For rail accidents, the average is 0.00024 per thousand railcar-km (DOT, 2008).
The DOT has compiled and validated national accident data for truck and rail from 1971 through
2007, but the accident rates declined so sharply between 1971 and the 1990s that, for this

- analysis, rates from 1996 through 2007 are used:0.0019 accidents per thousand large truck-km
and 0.00011accidents per thousand railcar-km. Figure 5-1 shows the accidents per truck-km and
per railcar-km for this period. The logarithmic scale is used on the vertical axis in order to show
the entire range.
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Figure 5-1. Accident frequencies in the U.S. from 1991 until 2007

As Chapters 3 and 4 show, the only accidents that could result in either the loss of radiation
shielding or release of radioactive material are rail accidents involving the Rail-Lead cask. These
are:

e Some collisions with hard rock or equivalent at impact speeds greater than 97 km/hour (60
mph) that result in some loss of lead gamma radiation shielding or damage to the cask seals.

e Fires of long enough duration to cause lead melt and subsequent reduction in lead gamma
shielding.

Whether or not these accidents happen depends on the likelihood (conditional probability) of the
accident scenario as well as on the accident frequency. The event trees for truck and rail, Figures
V-1 and V-2 of Appendix V, show some of the elements of accident scenarios in each branch of
the respective event tree. The dependence on probability is illustrated by the example of Figure
V-5, which shows the sequence of events needed for a pool fire that can burn long enough to
compromise the lead shielding.

Table 5-2 shows the conditional probabilities of accidents that could result in a radiation dose to
a member of the public and the conditional probability of an accident in which there is neither
loss of lead shielding nor a release of radioactive material. The analysis that results in these
conditional probabilities may be found in Appendix V, Sections V.3 to V.5.
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Table 5-2. Scenarios and conditional probabilities of rail accidents involving the Rail-Lead
cask '

Loss of lead shielding from impact

Loss of lead shielding from fire ’ 10" t0 1077
Radioactive materials release from impact, direct 3.6x10°
loaded cask

No loss of lead shielding and no release of 0.999991
radioactive material, direct loaded cask

No loss of lead shielding and no release of 0.999995
radioactive material, canistered fuel

5.3  Accidents with Neither Loss of Lead Shielding nor Release of
Radioactive Material

The conditional probability that an accident will be this type of accident, with no release and no
lead shielding loss is, as Table 5-2 shows, 99.999 percent for the direct loaded Rail-Lead cask
and 99.9995 percent for the canistered fuel Rail-Lead cask (and 100 percent for the Rail-Steel
and Truck-DU casks). The doses to the public and to emergency responders from an accident in
which no material is released and there is no loss of lead gamma shield are shown in Tables 5-3
and 5-4. These doses depend only on the external dose rate from the cask in the accident. The
radiation dose depends on:

e The external dose rate from the cask (Table 2-1).

e A ten-hour stop (DOE, 2002) at the scene of the accident, until the vehicle and/or cask can be
moved safely. :

e An average distance of five meters between the cask and the first responders and others who
remain with the cask.

e For collective doses, the average rural, urban, and suburban population densities for each
route.

The radiation doses in Table 5-3, Table 5-4, and Table 5-5 are the consequences of all Truck-DU
accidents, all Rail-Steel accidents, and 99.999% of the Rail-Lead accidents.
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Table 5-3. Dose to an emergency responder’’ from a cask in a no-shielding loss, no-
release accident

Cask Dose in Sv Ten-hour allowed dose in Sv
- from 10 CFR 71.51°
Truck-DU 1.0 E-03 0.10
Rail-Lead 9.2E-04 0.10
Rail-Steel 6.9E-04 0.10

?Calculated by multiplying the allowed dose rate from 10 CFR-71.51 by the 10 hour stop duration.

Table 5-4 and Table 5-5 show collective dose risks in person-sieverts (person-Sv) for the ten-

hour stop that follows the accident. The conditional probability of this type of accident (this

accident scenario) is 0.99999 (Table 5-2), so that the results could be called “collective doses”
instead of “collective dose risks.” Collective dose risks are shown for rural, suburban, and urban
segments of each route, but an accident is only going to happen at one place on any route. Each

listed collective dose risk is thus the collective dose risk that residents on that route segment

could receive if the accident happened at a spot on that particular route segment.

Table 5-4. Collective dose risks to the public from a no-shielding loss, no-release accident

involving rail casks g)erson-Sv)

FROM TO Rail-Lead , , Rail-Steel ,
Rural | Suburban | Urban Rural Suburban Urban
MAINE ORNL 3.1E-06 | 5.3E-05 6.6E-06 | 2.3E-06 4.0E-05 5.0E-06
YANKEE DEAF SMITH 23E-06 | 5.7E-05 6.8E-06 1.7E-06 4.3E-05 5.2E-06
HANFORD 3.7E-06 | . 5.3E-05 6.4E-06 2.8E-06 4.0E-05 4.8E-06
, SKULL 2.8E-06 | 5.1E-05 5.3E-06 | 2.1E-06 3.9E-05 4.0E-06
KEWAUNEE ORNL 3.1E-06 | 5.7E-05 7.2E-06 2.3E-06 4.3E-05 5.4E-06
DEAF SMITH 1.5E-06 | 6.1E-05 7.2E-06 1.2E-06 4.6E-05 5.4E-06
HANFORD 1.5E-06 | S5.3E-05 6.6E-06 1.2E-06 4.0E-05 5.0E-06
SKULL 2.0E-06 | 6.2E-05 6.0E-06 1.5E-06 4.7E-05 4.5E-06
INDIAN ORNL 2.6E-06 | 7.2E-05 8.7E-06 | 2.0E-06 5.4E-05 | 6.6E-06
POINT DEAF SMITH 1.9E-06 | 5.9E-05 7.5E-06 1.4E-06 4.5E-05 5.7E-06
HANFORD 1.9E-06 | 5.6E-05 7.2E-06 1.4E-06 4.3E-05 5.5E-06
SKULL 2.2E-06 | 6.0E-05 6.6E-06 1.7E-06 4.6E-05 5.0E-06
IDAHO ORNL 1.9E-06 | 6.0E-05 5.8E-06 1.4E-06 4.6E-05 4.4E-06
NATIONAL DEAF SMITH 8.0E-07 | 6.0E-05 53E-06 | 6.0E-07 4.6E-05 4.0E-06
LAB HANFORD 1.0E-06 | 6.0E-05 6.7E-06 7.5E-07 4.6E-05 5.1E-06
SKULL 2.0E-06 | 5.9E-05 7.1E-06 1.5E-06 4.4E-05 5.4E-06
AVERAGE 2.1E-06 | S5.8E-05 6.7E-06 1.6E-06 4.4E-05 5.1E-06

' Includes police, incident command, fire fighters, EMTs, and any other emergency responders,
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Table 5-5. Collective dose risks to the public from a no-shielding loss, no-release accident

MAINE ORNL 3.8E-06 6.6E-05 8 1E-06
YANKEE DEAF SMITH 2.8E-06 7.0E-05 8.4E-06
HANFORD 4.5E-06 6.5E-05 7.9E-06

SKULL VALLEY 3.5E-06 6.3E-05 6.6E-06

KEWAUNEE ORNL 3 8F-06 7.1E-05 8.9E-06
DEAF SMITH 1.9E-06 7 AE-05 8.9E-06

HANFORD 1.9E-06 6.5E-05 8.2E-06

SKULL VALLEY 2.4E-06 7.6E-05 7 4E-06

INDIAN ~ ORNL 3 2E-06 8.8F-05 . 1.1E-05
POINT DEAF SMITH 2.3E-06 7.3E-05 9.2E-06
HANFORD 2.3E-06 6.9E-05 8.9E-06

SKULL VALLEY 2.7E-06 74E-05 8.2E-06

IDAHO ORNL 2.4E-06 7.4E-05 7.2E-06
NATIONAL DEAF SMITH 9.8E-07 7 4E-05 6.6E-06
LAB HANFORD 1.2E-06 7 4E-05 8.3E-06
SKULL VALLEY 2.4E-06 7.2E-05 8.8E-06

AVERAGE. 2 6E-06 72E-05 8 3E-06

These collective dose risks may be compared to the background dose that the exposed population
would sustain. The average individual U.S. background dose for ten hours is 4.1x 10 Sv.
Average background doses for the 16 routes analyzed, for ten hours, are therefore:

e Rural: 6.9 x 10° person-Sv
e Suburban: 1.9 x:107 person-Sv

e Urban: 0.011 person-Sv

If the Truck-DU cask, for example, is in a no-shielding loss, no-release accident, the average
collective dose (the sum of the background dose and the dose due to the accident) to residents for
the 10 hours following the accident would be:

e Rural: 7.2 x 10° person-Sv
* Suburban: 2.0 x 10 person-Sv

¢ Urban: 0.011 person-Sv

The urban collective doses from this type of accident would be indistinguishable from the urban
collective background dose. The rural and suburban collective doses from the accident add four
percent and five percent, respectively, to background dose on this particular route. Any dose to
an individual is well below the doses allowed by 10 CFR 71.51.
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5.4 Accidental Loss of Shielding

The details of the calculation of doses from shielding losses are provided in Appendix V, Section
V.3.1 (loss of gamma shielding) and Section V.3.2 (loss of neutron shielding).

5.4.1 Loss of Lead Gamma Shielding

Spent fuel transportation packages are designed to carry highly radioactive material and need
shielding in addition to that provided by the package shell. Spent nuclear fuel is extremely
radioactive and requires shielding that absorbs both gamma radiation and neutrons. The sum of
the external radiation doses from gamma radiation and neutrons cannot exceed 0. 1 mSv per hour
at two meters from the cask, by regulation (10 CFR 71 47(b)(3)) The three cask types analyzed
in this assessment meet this criterion.

Each spent fuel transportation cask analyzed uses a different gamma shield. The Rail-Steel cask
has a steel wall thick enough to attenuate gamma radiation to acceptable levels instead of the
relatively thinner walls of the other two casks. The Truck-DU cask uses metallic depleted
uranium (DU). Neither of these shields would be damaged, or even affected by, an accident. The
Rail-Lead cask has a lead gamma shield which could be damaged in an accident. Lead is
relatively soft compared to DU or steel, and melts at a considerably lower temperature (330 °C)
than either DU or steel. Thus, the only type of cask that could lose gamma shielding is a lead
shielded cask like the Rail-Lead cask.

In a hard impact, the lead shield could slump, and a small section of the spent fuel in the cask
would then be shielded only by the steel shells. Figure 5-2 and Figure 5-3 show the maximum
individual radiation dose to a receptor exposed for one hour at various distances from the
damaged cask, for a range of gaps. The gaps are equivalent to slumped fractions of the lead
shield. Figure 5-2 shows that one-hour doses larger than the external dose rate in 10 CFR 71.51
occur when the lead shielding gap is more than two percent of the shield.
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Figure 5-2. Radiation dose for one hour to the maximally exposed individual (MEI) from
loss of lead gamma shielding at distances from one to five meters from the cask carrying
spent fuel.
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Figure 5-3. Radiation dose to the maximally exposed individual from loss of lead gamma
shielding at distances from 20 to 100 meters from the cask carrying spent fuel. The vertical
axis is logarithmic, so that all of the doses can be shown on the same graph.

Table 5-2 shows that the probability of an impact accident causing loss of lead shielding is five
per million (5 x 10'6), or one in 200,000 accidents. “One in 200,000” is a conditional probability,
conditional on an accident happening. The total probability of such an accident includes both this
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conditional probability and the probability that there will be an accident. The probability of an
accident is shown in the right-hand column of Table 5-6. For example, the probability that an
accident resulting in lead shielding loss will happen on the route from Maine Yankee Nuclear
Plant to Hanford is:

(5 x 10%)*(0.00178) =8.9x 10”

or about one in 100 million per Main Yankee to Hanford shipment. The probablllty that the lead
shielding loss is significant is:

3 x 10'8)(0.00178) =534x 10"
or about one in 10 billion per Ma{n Yankee to Hanford shipment.

These very small probabilities indicate that such severe accidents, which are more traumatic to
the cask than the tests shown in Figure 1-1, are not likely to-happen. The conditions which can
cause significant loss of lead shielding are extreme conditions.
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Table 5-6. Average railcar accident frequencies and accidents per shipment on the -
routes studied '

ORIGIN DESTINATION AVERAGE AVERAGE
T ACCIDENTS PER [ ACCIDENTS
o . KM - PER SHIPMENT

MAINE ' ORNL 6.5x 107 0.00328
YANKEE DEAF SMITH 5.8x 107 . 0.00195
HANFORD 42x 107 0.00178
SKULL VALLEY 5.1x 107 0.00108
KEWAUNEE ORNL 43x 107 0.00328
DEAF SMITH 3.3x 107 0.00130
HANFORD 24x 107 0.00062.
SKULL VALLEY 3.7x 107 0.00066
INDIAN ORNL 8.8x10° 0.00052
POINT DEAF SMITH 6.2x 107 0.04206
HANFORD 5.1x 107 0.00190
SKULL VALLEY 5.5x 107 0.00203
INL ORNL 3.6x 107 0.00069
DEAF SMITH 3.5x 107 0.00038
HANFORD 3.2x 107 0.00067
SKULL VALLEY 2.8x 107 0.00015

The overall collective dose risks to the resident population from a lead shielding loss accident on
the sixteen routes studied, are shown in Table 5-7. These include accidents whose resultant dose
rates would be within regulatory limits. The expected dose to any member of the populations
along the routes, at least 10 m. from the cask, is within the limits of 10 CFR 71.51. The Indian
Point-to-ORNL collective dose risk is comparatively large, because the suburban and urban
populations along this route are about 20 percent larger than along the other routes and the rail
accident rate per km is an order of magnitude larger.

Table 5-7. Collective dose risks in person-Sv for a loss of lead shielding accident

SHIPMENT ORIGIN = | ORNL DEAF | HANFORD | = SKULL
o . SMITH | = |  VALLEY
MAINE YANKEE 4.4E-10 2.7E-10 2.4E-10 1.4E-10
KEWAUNEE 1.9E-10 9.1E-11 8.6E-11 7.7E-11
INDIAN POINT | 7.4E-09 2.8E-10 2.8E-10 1.0E-10
IDAHO NATIONAL LAB 5.6E-11 9.5E-11 2.1E-11 1.3E-10

The conditional probability that lead shielding will be melted and redistributed in a fire involving
the cask is about 107'°. The conditional probability is so small because the following has to
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happen before a fire is close enough to the cask, and hot enough, and burns long enough, to do
any damage to the lead shield:

e The train must be in an accident that results in a major derailment

e The train carrying the spent fuel cask must also be carrying at least one tank car of
flammable material.

o The derailment must result in a pileup because railcars carrying spent fuel casks are always
located between buffer cars and never located next to a railcar carrying hazardous or
flammable material.

e The flammable material must leak out so that it can ignite.
e The pileup must be such that the resulting fire is no further from the cask than a railcar width.

The event trees and probabilities for fire accident are discussed in detail in Appendix V.
5.4.2 Loss of neutron shielding

The type of fuel which can be transported in the three casks considered has relatively low
neutron emission but does require neutron shielding. This is usually a hydrocarbon or
carbohydrate polymer of some type that often contains a boron compound. All three of the casks
studied have polymer neutron shields. Table 5-8 shows the neutron doses to-individuals who are
about five meters from a fire-damaged cask for ten hours. The dose allowed by 10 CFR 71.51 is
provided for comparison.

Impacts, even those that cause breaches in the seals, will not damage the neutron shield
significantly. However, the neutron shielding on any of the three casks is flammable and could
be destroyed in a fire.

Table 5-8. Doses to an emergency responder or other individual five meters from

the cask
- Cask = |’ D’ose in Sv Ten-hour allo"‘eddose in Sv. from
; R R o - 10 CER 71.51(a)2)
Truck-DU 0.0073 0.10
Rail-Lead 0.0076 0.10
Rail-Steel 0.0076 0.10

The neutron doses do not exceed the dose cited in the regulation following an accident, so the
loss of neutron shield is not included in the overall risk assessment. Essentially, these are not
extra-regulatory accidents. The conditional probability of this neutron dose is 0.0063 for a truck
fire accident and 0.0000001 for a rail fire accident. The overall probability depends on the
accident rate on the particular route segment traveled by the shipment. Details are discussed in
Appendix V Section V.3.2.

\
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5.5 Accidental Release of Radioactive Materials

Radioactive materials released into the environment are dispersed in the air, and some deposit on
the ground. If a spent fuel cask is in a severe enough accident, spent fuel rods can tear or be
otherwise damaged, releasing fission products and very small particles of spent fuel into the
cask. If the cask seals are damaged, these radioactive substances can be swept from the interior
of the cask through the seals into the environment. Release to the environment requires that the
accident be severe enough to fail the bolts that hold the cask lid, dislodge the lid, fail the seals,
damage the fuel rods, and release the pressure in the rods. There must be positive pressure to
sweep material from the cask to the environment. Even if the bolts and seals fail, if the fuel is in
a closed canister in the transportation cask, no radioactive material will be released. As discussed
earlier, the only cask of the three studied that could release radioactive material in an accident is
the direct loaded Rail-Lead cask. The potential releases discussed in this section would be from
this cask. The potential accidents that could result in such a release are discussed in Chapter 3..
This chapter discusses the probability of such accidents and the consequences of releasing a
fraction of the radionuclide inventory.

5.5.1 Spent fuel inventory

Spent nuclear fuel contains a great many different radionuclides. The amount of each fission
product nuclide in the spent fuel depends on the type of reactor fuel and how much 25U was in
the fuel (the enrichment) when it was loaded into the reactor. The amount of each fission product
in the spent fuel also depends on how much nuclear fission has taken place in the reactor (the
burnup). Finally, the amount of each radionuclide in the spent fuel depends on the time that has
passed between removal of the fuel from the reactor and transportation in a cask (the cooling
time) because the fission products undergo radioactive decay during this time. Plutonium,
americium, curium, thorium, and other actinides produced in the reactor decay to a sequence of
radioactive elements which are the progeny of the actinide. These progeny increase in
concentration as the original actinide decays. However, there is never more radioactive material
as a result of decay than there was initially; mass and energy are conserved.

. The fuel studied in this analysis is PWR fuel that has “burned” 45 GWD/MTU and has been
cooled for nine years. The Rail-Lead cask is certified to carry 26 PWR assemblies in its direct
loaded configuration.

The spent fuel inventory for accident analysis was selected by normalizing the radionuclide
concentrations in the spent fuel by radiotoxicity. The resulting inventory is shown in Table 5-9.
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Table 5-9. Radionuclide inventory for accident analysis of the Rail-Lead cask (TBq)

‘Radionuclide TBq I |
, o 26 Assemblies j
240p, 7.82E+03
py, 1.84E+02
BTCs 4.38E+04
¥p, 7.18E+01
HBCm 2.50E+01
Co 4.02E+01
BTEu 9.01E+02
B4 4.03E+02
TRy 2.26E+03
“Am. 1.58E-01
*420m 1.00E+00
SEy 2.63E+02
231pg 3.12E-02
T6R U ~ 7.50E+00
3By 1.92E-01
235y 8.99E+02
Tp, 5.75E-01
TBme g 6.13E-01

The ®°Co inventory listed is not part of the nuclear fuel. It is the main constituent of CRUD, a
corrosion product that accumulates on the outside of the rods, and is formed by corrosion of
hardware in the fuel pool. It is listed here with the inventory because it is released to the
environment under the same conditions that spent fuel particles are released. A discussion of
CRUD release in a hypothetical accident is in Appendix V, Section V.5.4.1.

5.5.2 Conditional probabilities and release fractions

Seven accident scenarios involving the direct loaded Rail-Lead cask, described in Chapter 3,
could result in releases of material to the environment. The details of these scenarios that are
important to calculating the resulting doses are shown in Table 5-10. The total probabilities of
accidental release of radioactive material, the products of accident probabilities and conditional
probabilities of each type of accident, are shown for each route in Table 5-11. A detailed
description of the movement of radionuclide particles from fuel rods to the cask interior and

- from the cask interior to the environment is found in Appendix V Sections V.5.4.1 and V.5.4.2.
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Table 5-10. Parameters for determining release functions for the accidents that would
result in release of radioactive material

elastomer

Seal | elastomer
Cask to Gas 0.800 i 0.800
Environment Particles - 0.70 0.70 070 0.70
Release Volatiles S0 050 ] 050 050 [ 050
Fragtion Crud 0001 | 0001 | o000l | 0001 | 0001 | 0001 |
Rod to Cask Gas 0.005 0.005 0.005 0.005 | 0.005 | 0.005
Release Particles 4.80E-06 | 4.80E-06 | 4.80E-06 | 4.80E-06 | 4.80E-06 | 4.80E-0(
Fraction® Volatiles 3.00E-05 | 3.00E-05 | 3.00E-05 | 3.00E-05 | 3.00E-05 | 3.00E-05 |
Crud - 100 1.00 1.00 1.00 1.00 ooy
Conditional |, cp 08 | 1.61E-07 | 8.02E-08 | 8.02E-08 | 1.52E-06 | 1.52E-06
Probability B V

* The rod-to-cask release fraction is for the maximum burn-up fuel allowed in the Certificate of Compliance.

Appendix VI discusses the effect of high burn-up fuel on this release fraction.

Table 5-11. Total probability of accidental release of radioactive material for each route

for uncanistered fuel in the Rail-Lead cask

1.96E-07

MAINE ORNL 8.79E-11 | 5.28F-10 | 2.63E-10 | 2.63E-10 | 4.99€-09 | 4.99€-09 | 1.91E-07
YANKEE | DEAF SMITH 5.23E-11 | 3.14E-10 | 1.56E-10 | 1.56E-10 | 2.96E-09 | 2.96E-09 | 1.13E-07 1.17E-07
HANFORD 4.77E-11 | 2.87E-10 | 1.43E-10 | 1.436-10 | 2.71E-09 | 2.71E-09 | 1.03E-07 1.07E-07
SKULL VALLEY | 2.89€-11 | 1.74E-10 | 8.66E-11 | 8.66E-11 | 1.64E-09 | 1.64E-09 | 6.27E-08 6.47E-08
KEWAUNEE | ORNL 8.79E-11 | 5.28E-10 | 2.63E-10 | 2.63E-10 | 4.99-09 | 4.996-09 | 1.91E-07 1.96E-07
DEAF SMITH 3.48E-11 | 2.09E-10 | 1.04E-10 | 1.04E-10 | 1.98E-09 | 1.986-09 | 7.55E-08 7.79E-08
HANFORD 1.66E-11 | 9.98E-11 | 4.97E-11 | 4.97E-11 | 9.42E-10 | 9.42E-10 | 3.60E-08 3.71E-08
SKULL VALLEY | 1.77E-11 | 1.06E-10 | 5.29€-11 | 5.29-11 | 1.00E-09 | 1.00E-09 | 3.83E-08 3.95E-08
INDIAN ORNL 1.39E-11 | 8.37E-11 | 4.17E-11 | 4.17€-11 | 7.90E-10 | 7.90E-10 | 3.02E-08 3.11E-08
POINT DEAF SMITH 1.136-09 | 6.77E-09 | 3.37E-09 | 3.37E-09 | 6.39E-08 | 6.39E-08 | 2.44E-06 2.52E-06
HANFORD 5.09E-11 | 3.06E-10 | 1.52E-10 | 1.52E-10 | 2.89E-09 | 2.89E-09 | 1.10E-07 1.14E-07
SKULL VALLEY | 5.44E-11 | 3.276-10 | 1.63E-10 | 1.63E-10 | 3.09E-09 | 3.09€-09 | 1.18E-07 1.22E-07
IDAHO ORNL 1.856-11 | 1.11F-10 | 5.53F-11 | 5.53F-11 | 1.056-09 | 1.05E-09 | 4.01E-08 4.13F-08
NATIONAL | DEAF SMITH 1.02€-11 | 6.12E-11 | 3.05E-11 | 3.05E-11 | 5.78E-10 | 5.78E-10 | 2.21E-08 2.28E-08
LAB HANFORD 1.80E-11 | 1.08E-10 | 5.37E-11 | 5.37E-11 | 1.02E-09 | 1.02E-09 | 3.89E-08 4.01E-08
SKULL VALLEY | 4.02€-12 | 2.42E-11 | 1.20E-11 | 1.20E-11 | 2.28E-10 | 2.28E-10 | 8.72E-09 8.98E-09
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5.5.3 Dispersion

When material is swept from the cask and released into the environment, it is dispersed by wind
and weather. The dispersion is modeled using the accident model in RADTRAN 6, which is a

. Gaussian dispersion model. The release would be at approximately 1.5 meters above ground
level, since the cask is sitting on a railcar. The gas sweeping from the cask is warmer than
ambient, so that release is elevated. The maximum air concentration and ground deposition are
21 m downwind from the release. The dispersion was modeled using neutral weather conditions
(Pasquill stability D, wind speed 4.7 m/sec). It was repeated using very stable meteorology
(Pasquill stability F, wind speed 0.5 m/sec) but the difference was negligible, because of the
relatively low elevation of the release. The maximally exposed individual would be located
directly downwind from the accident, 21 meters from the cask.

Figure 5-4 shows air and ground concentrations of released material as a function of downwind
distance. These concentrations are along the plume centerline and are the maximum
concentrations in the plume. The figure shows the exponential decrease of airborne
concentrations as the downwind distance increases. The ground (deposited) concentration also
decreases in the downwind direction. The very rapid plume rise, compared to its decay, is
responsible for the non-linear scale on the x-axis'®.

'8 Forcing the x-axis to a linear or logarithmic scale distorts the plume.
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a. Airborne concentration of radioactive material released from the cask in an accident.
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b. Concentration of radioactive material deposited after release from the cask in an accident.

Figure 5-4. Air and ground concentrations of radioactive material following a release
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5.5.4. Consequences and Risks from Accidents Involving Release of Radioactive Material

The dose from each of the accidents that would involve a release is shown in Table 5-112.

Table 5-12. Doses (consequences) in Sv to the maximally exposed individual from accidents
that involve a release

Cask Inhalation | Resuspension Ground-

Orientation shine

End . 1.4E-02 9.4E-04
Corner . 1.4E-02 9.4E-04
Side . 1.4E-02 9.4E-04
Side . 1.4E-02 9.4E-04
Side . 1.4E-02 3.6E-05
Side . 1.4E-02 9.4E-04
Cormer . 6.3E-02 1.0E-04

The doses listed in Table 5-112 are consequences, not risks. The dose to the maximally exposed
individual is not the sum of the doses. Each cask orientation is a different accident scenario.
These are significant doses, but none would result in either acute illness or death (Shleien et al.,
1998, p. 15-3). The inhalation and groundshine doses are listed separately because they have
different physiological effects. External doses are exactly that, and the receptor would receive a
dose only as long as he or she is exposed to the deposited or airborne material. If people near the
accident are evacuated they can only receive an external dose for the duration they are in the
vicinity of the accident. '

Inhaled radioactive particles lodge in the body and are eliminated slowly through physiological
processes that depend on the chemical form of the radionuclide. The inhaled dose is called a
“committed” dose, because the exposure is for as long as the radionuclide is in the body, though
the activity of the nuclide decreases exponentially as it decays. The NRC uses the total effective
dose equivalent, the sum of the inhalation and external doses, as a measure of radiological
impact.

A pool fire co-located with the cask and burning for a long enough period of time, could damage
~ the seals severely. However, as has already been mentioned, and is discussed in detail in
Appendix V Section V.3.1.2, the conditional probability of the series of events required to
produce such a fire scenario is about 10", which is not a credible accident. Even a fire offset
from the cask but close enough to damage lead shielding has a conditional probability of
between 10" and 10°°. '

The total dose risk from the universe of release accidents is shown in Table 5-113. Of the three
casks in this study, only the Rail-Lead cask could result in a release in each kind of accident

considered. -~ y,
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Table 5-13. Total collective dose risk (person-Sv) per shipment for release accidents for
- each route

MAINE YANKEE | 36500 | 22000 | 9.6E.10
KEWAUNEE 1.5E-09 74E-10 5.1E-10
INDIAN POINT 6.16-08 2.3E-09 7.7E-10
i%}HO NATIONAL 3.7E-10 6.0E-10 1.1E-09

These dose risks are negligible by any standard.

The total dose risks from loss-of-lead shielding accidents is shown in Table 5-114, and the sum
of the two is shown in Table 5-115.

Table 5-14. Total collective dose risk (person-Sv) ber shfpment for each route from a loss of
shielding accident ‘

MAINE YANKEE 3.6E-10 2. 8E-10 2.5E-10 1.3E-10

KEWAUNEE 1.9E-10 9.1E-11 8.6E-11 77E-11
INDIAN POINT 7 4E-09 2.8E-10 3.4E-10 3.2E-10
&“ﬁﬂo NATIONAL 56E-11 9.5E-11 2.1E-11 1.3E-10

Table 5-15. Total collective dose risk (person-Sv) per shipment from release and loss of
shielding accidents

MAINE YANKEE 3.9E-00 2.5E-09 2.1E-09 1.1E-09
KEWAUNEE 1.7E-09 83E-10 8.1E-10 5.9E-10
INDIAN POINT 6.3E-08 2.6E-09 27E09 | LIE-09
3?31{0 NATIONAL “43E-10 6.9E-10 1.8E-10 1.2E-09

Table 5-116 shows the total collective dose risk for an accident involving the Rail-Lead cask in
which there is neither loss of lead shielding nor a release. Since the collective dose risk for this
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type of accident depends in the TI, the collective dose risk from an accident involving the truck
cask would be the same. For the Rail-All Steel cask carrying canistered fuel the collective dose
risk would be slightly less because the TI is smaller. For this analysis, the cask was assumed to

be immobilized for ten hours.

Table 5-16. Total collective dose risk (person-Sv) per shipment from no-release, no-loss of

shielding accidents
| o ORNL ‘DEAF . [ HANFORD SKULL

_ : ‘ SMITH. | | VALLEY

MAINE YANKEE 2.07E-07 1.29E-07 1.12E-07 6.42E-08

KEWAUNEE 2.22E-07 9.00E-08 3.80E-08 4.62E-08

INDIAN POINT 4.31E-08 ‘ 2.88E-06 1.24E-07 1.40E-07

IDAHO NATIONAL 4.71E-08 2.52E-08 4.56E-08 1.02E-08

LAB

Table 5-17 shows the collective accident risk for the 16 routes from loss of neutron shielding

Table 5-17. Total collective dose risk (person-Sv) per shipment from loss of neutron

shielding ‘

MAINE YANKEE 5.2E-09 3.5E-09 3.6E-09 1.5E-09
KEWAUNEE 3.3E-09 1.9E-09 2.2E-09 1.1E-09
INDIAN POINT 4.5E-09 2.9E-09 3.2E-09 1.1E-09
IDAHO NATIONAL 7.6E-10 1.9E-09 2.4E-10 2.9E-09
LAB
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5.6 Conclusions

The conclusions that can be drawn from the risk assessment presented in this chapter are:

The sixteen routes selected for study are an adequate representation of U.S. routes for spent
nuclear fuel. There was relatively little variation in the risks per km over these routes.

The probability of a severe accident for either truck or rail is one in 100,000 (or less).

The probability of a fire that would damage a cask on a railcar enough to cause loss of
gamma shielding is negligible.

~

The overall collective dose risks are extremely small.

The collective dose risks for the two types of extra-regulatory accidents, accidents involving
a release of radioactive material and loss of lead shielding accidents, are negligible compared
to the risk from a no-release, no-loss of shielding accident. There is no expectation of any
release from spent fuel shipped in inner welded canisters from any impact or fire accident
analyzed. ‘

The collective dose risk from loss of lead shielding is comparable to the collective dose risk
from a release, though both are very small. The doses and collective dose risks from loss of
lead shielding are larger than were calculated in NUREG/CR-6672 as a result of better
precision in the finite element modeling and a more accurate model of the dose from a gap in
the lead shield.

The conditional risk of loss of shielding from a fire is negligible.

The consequences (doses) of some releases and some loss of shielding scenarios are larger
than cited in the regulation of 10 CFR 71.51, and are significant, but are neither acute nor

~ lethal.

These results are not unexpected and are in agreement with previous studies. |
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CHAPTER 6

OBSERVATiONS AND CONCLUSIONS

The present document is an assessment (or evaluation) of the risks of transporting spent nuclear
fuel, updating the assessment performed for NUREG-0170, the 1977 Final Environmental
Statement on the Transportation of Radioactive Material by Air and Other Modes. Both
NUREG-0170 and this document provide a technical basis for the regulations of 10 CFR Part 71.

Regulations and regulatory compliance analyses are different from risk assessment. A regulation
must be conservative, because its purpose is to ensure safety, and 10 CFR Part 71, which
regulates transportation, requires a conservative estimate (i.e., over-estimate) of the damage to a
cask in an accident and the radiation emitted from the cask during routine transportation. The
original technical basis for 10 CFR Part 71, NUREG-0170, was also conservative, but for a
different reason: only limited data were available to perform the required assessment, so
NUREG-0170 deliberately used conservative parameter estimates. The NRC’s conclusion was
that NUREG-0170 showed transportation of radioactive materials to be safe enough, even with
conservative assumptions, to support the regulation.

However, assessments are not regulations; they serve a different purpose. An assessment should
be as realistic as possible so as to provide information needed to confirm, or to revise,
regulations. Realistic assessment depends on the data availability and accurate and precise
modeling techniques that have become increasingly available in the years since 1977.
Consequently, the Modal Study and NUREG/CR-6672 made good progress in assessing
transportation risks more realistically. As a result, both the calculated consequences and risks of
radioactive materials transportation decreased. The decrease in risk means that the regulations
provide a greater level of safety than previously recognized. )

The present study is closer to a “real world” analysis than the previous analyses. Certified spent
fuel cask types are analyzed, rather than generic designs. Recent (2005 or later) accident
frequency data and population data are used in the analyses, and the modeling techniques have
also been upgraded. This study, the Spent Fuel Transportation Risk Assessment, is another step
in building a complete picture of spent nuclear fuel transportation safety, and an addition to the
technical basis for 10 CFR Part 71. The results of this study are compared with preceding risk
assessments in the figures that follow.

6.1 Routine Transportation

Figure 6-1and Figure 6-2 show results of routine truck and rail transportation of a single
shipment of spent nuclear fuel; Figure 6-1 plots average collective radiation dose (person-Sv) -
from truck transportation and Figure 6-2 from rail transportation. These average doses include
the doses to the population along the route, doses to occupants of vehicles sharing the route,
doses at stops, and doses to vehicle crew.

Collective doses from routine transportation depend directly on the population along the route
and the number of other vehicles that share the route, and inversely on the vehicle speed. Doses
to occupants of vehicles that share the route depend inversely on the square of the vehicle speed.
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Collective Doses (person-Sv) From Routine Truck
Transportation

2.0E-03

1.64E-03

1.5E-03

1.0E-03

5.89E-04

4.41E-04

5.0E-04

Collective Dose (peson-Sv)

0.0E+00

NUREG 0170 NUREG/CR-6672 THIS STUDY

Figure 6-1. Collective doses (person-Sv) from routine truck transportation.

The NUREG-0170 results for truck transportation were based on a single long route, constant
values of rural, suburban, and urban population densities, on different and conservative vehicle
speeds on rural, urban, and suburban roads, on a fixed rate of vehicle stops, and on 1975
estimates of vehicle density (vehicles per hour), all of which led to conservative results.
NUREG/CR-6672 used more realistic distributed route lengths, population densities, vehicle
occupancy and density, vehicle dose rate, and stop times and used the means of the distributions
as parameters. As Figure 6-1 shows, the conservatism was decreased considerably.

The collective average dose in the present study is larger than the NUREG/CR-6672 result
because present populations are generally larger, particularly along rural routes, and the vehicle
densities are much larger (see Chapter 2). These increases were offset to some extent by the 20
percent greater vehicle speeds used in the present study.

Figure 6-2 and 6-3 show the difference between the present study’s calculation of average
collective dose to the public and doses to rail and yard crew, and NUREG/CR-6672 for rail
casks.
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Average Collective Doses (person-Sv) from Routine
Rail Transportation

4.0E-04

3.2E-04

3.0E-04

2.0E-04
1.4E-04

1.0E-04

-2.2E-18

Collective Dose (person- Sv)

NUREG 0170 NUREG/CR-6672 THIS STUDY Rail-Lead ~ THIS STUDY Rail-All Steel

Figure 6-2. Collective doses (person-Sv) from routine rail transportation

Collective Dose (person-Sv) to Train and
Railyard Crew in Routine Transportation

1.E-01
3.2E-02
2.0E-02

1.E-02

1.5E-03 1.1E-03
1.E-03
1.E-04 [
1.E-05 T T T

NUREG 0170  NUREG/CR-6672 THIS STUDY -Rail
Pb

Collective Dose (person-Sv)

THIS STUDY-Rail-
All Steel

Figure 6-3. Collective dose (person-sv) to train and railyard crew in routine transportation

The difference in dose between the Rail-Lead cask and the Rail-Steel cask occurs because the
latter cask has a smaller TI (Chapter 2). The differences in crew doses between the studies reflect
the considerable difference between the methods used in the different studies.
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The differences in the collective doses from routine transportation between the cited studies are
not the result of differences in external radiation from the spent fuel casks. The 1975 version of
10 CFR Part 71*° specified the same limit on external radiation (the transport index) as Part 71
specifies today. The differences in results are due primarily to vehicle speed, population and
vehicle densities, and differences in calculating crew and yard doses. These differences are
summarized below:

o Differences in vehicle speed. The faster the cask moves past a receptor, the less that receptor
is exposed. NUREG-0170 and NUREG/CR 6672 used 80 kph for all truck routes and 64 kph
on rural rail routes, 40 kph on suburban rail routes, and 24 kph on urban rail routes. The truck
speeds used in this study are 108 kph on rural routes, 102 kph on suburban routes, and 97 kph
on urban routes and the rail speed is 40 kph on rural and suburban routes and24 kph on urban
routes. Faster highway vehicle speeds results in lower individual doses from truck
transportation. The present speeds are based upon reported speed distributions for trucks and
trains instead of the estimated values used in the previous studies.

¢ Differences in populations along the routes. NUREG-0170 used six persons per km? for rural
populations, 719 per km? for suburban routes, and 3861 per km? for urban routes.
NUREG/CR-6672 used 1990 census data provided by the code WebTRAGIS and used the
mean values of Gaussian distributions of population densities on 200 routes in the United
States. This study uses 2000 census data, updated to 2009, for the rural, suburban, and urban
truck and rail route segments in each state traversed in each of the sixteen routes studied.

e Differences in vehicles per hour on highways. NUREG-0170 and NUREG/CR-6672 both
used the 1975 values of 470 vehicles per hour on rural routes, 780, on suburban routes, and
2800 on urban routes. This study used 2002 state vehicle density data for each state
traversed. The national average vehicle density is 1119 vehicles per hour on rural routes,
2464, on suburban routes, and 5384, on urban routes. This very large difference in vehicle
density probably explains the differences in truck doses between NUREG/CR-6672 and this
study. :

¢ Differences in calculating doses to rail crew. NUREG-0170 calculated doses to rail and
railyard crew by estimating the distance between the container carrying radioactive material
and the crew member. NUREG/CR-6672 used the Wooden (1986) calculation of doses to
railyard workers, and did not calculate a dose to the crew on the train. This study calculated
all doses using the formulations in RADTRAN 6, calculated an in-transit crew dose, used an
updated value for the time of a classification stop (27 hours instead of 30 hours), and used in-
transit stop times from WebTRAGIS rather than the stop dose formula, pegged to total trip
length, used in NUREG/CR-6672. The in-transit crew dose calculated in this study was small
enough that it contributed a negligible amount to these doses.

Dose to the maximally exposed individual is a better indication of the radiological effect of
routine transportation than collective dose. The dose to the maximally exposed individual is
shown in Figure 6-4 for NUREG-0170 and for the three cask types of this study. NUREG/CR-
6672 did not calculate this dose for routine transportation.

' A copy is provided in NUREG-0170.
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Figure 6-4. Maximum individual dose (Sv) from routine transportation.

6.2 Transportation Accidents

Radiological accident risk is expressed in units of “dose risk” that include the probability of an
accident and the conditional probability of certain types of accidents. The units used are dose
units (Sv) because probability is a unitless number. NUREG-0170, NUREG/CR-6672, and this
study all used the version of RADTRAN available at the time of the study to calculate dose risk,
but the input parameters differed widely. In addition, improvements in RADTRAN and in other
modeling codes described in earlier chapters resulted in a more accurate analysis of cask

behavior in an accident.

The results shown in Figure 6-5 and 6-6 for this study are averages over the 16 routes studied. As
was discussed in Chapters 3, 4, and 5, a lead-shielded rail cask, the Rail-Lead cask in this study,
is the only cask type of the three studied that can either release radioactive material or can lose
lead gamma shielding in a rail or highway accident.
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Figure 6-5. Accident collective dose risks from release and LOS accidents. The LOS bar
representing the NUREG/CR-6672 collective dose is not to scale.

Unlike the results for routine transportation, the results shown in Figure 6-5 depend on different
amounts of radioactive material released and different amounts of lead shielding lost. NUREG-
0170 used a scheme of eight different accident scenarios, four of which postulated release of the
entire releasable contents of the cask, two of which postulated no release, one postulated a ten
percent release, and one, a one percent release. The range of conditional probabilities was from

1 x 10 for the most severe (100 percent release) accident to 80 percent for the two no-release
accident scenarios. The NUREG-0170 “universe” of accidents and their consequences was based
primarily on engineering judgment and was clearly conservative.

NUREG/CR-6672 analyzed the structural and thermal behavior of four generic cask designs—
two truck and two rail casks—in great detail, and analyzed the behavior of the five groups that
best describe the physical and chemical nature of the radioactive materials potentially released
from the spent fuel through the casks. These five groups are: particulate matter, semi-volatile
substances, ruthenium, gas, and Chalk River Unidentified Deposits (CRUD). The spent fuels
considered were high burnup and low burnup PWR and BWR fuel. This analysis resulted in 19
truck accident scenarios and 21 rail accident scenarios, each with an attendant possibility,
including a no-release scenario with better than 99.99 percent probability.

The present study followed the analytical outline of the NUREG/CR 6672 analysis, but analyzed
the structural and thermal behavior of three certified cask designs loaded with the fuel that the
cask is certified to transport. Instead of the 19 truck scenarios and 21 rail scenarios that included
potential releases of radioactive material, the current study resulted in only seven rail scenarios
that included releases, as described in Chapters 3 and 5. The only parts of the cask structure that
could be damaged enough to allow a release are the seals. Release could take place through the
seals only if the seals fail and if the cask is carrying uncanistered fuel. No potential truck
accident scenario resulted in seal failure, nor did any fire scenario. In the present study, only the
Rail-Lead cask response to accidental conditions resulted in a release. A comparison of the
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collective dose risks from potential releases in this study to both NUREG-0170 and
NUREG/CR-6672, is appropriate, since the latter two studies considered only potential releases.
The collective dose risks decrease with each succeeding study as expected, since the overall
conditional probability of release and the quantity of material potentially released decreases with
each successive study.

The collective dose risk from a release depends on dispersion of the released material, which

then either remains suspended in the air, producing cloudshine, or is deposited on the ground,
producing groundshine, or is inhaled. All three studies used the same basic Gaussian dispersion
model in RADTRAN, although the RADTRAN 6 model is much more flexible than the previous
versions and can model elevated releases. NUREG-0170 calculated only doses from inhaled and
resuspended material. NUREG/CR-6672 included groundshine and cloudshine as well as inhaled
material, but overestimated the dose from inhaled resuspended material. The combination of
improved assessment of cask damage and improved dispersion modeling has resulted in the .
decrease in collective dose risk from releases shown in Figure 6-5.

Frequently, public interest in the transportation of spent fuel focuses on the consequences of
possible accidents (without regard to their likelihood). The average estimated consequences
(collective doses) from potential accidents involving release for the present study is 2 person-Sv.
This consequence is orders of magnitude less than the 110 person-Sv in NUREG-0170 and 9000
person-Sv estimated from Figure 8.27 in NUREG/CR-6672.

NUREG-0170 did not consider loss of spent fuel cask lead shielding, which can result in a
significant increase in the dose from gamma radiation being emitted by the cask contents.
NUREG/CR-6672 analyzed 10 accident scenarios in which the lead gamma shield could be
compromised and calculated a fractional shield loss for each. An accident dose risk was
calculated for each potential fractional shield loss. The present study followed the same general
calculation scheme, but with a more sophisticated model of gamma radiation from the damaged
shield and with 18 potential accident scenarios instead of 10. Much of the difference between the
NUREG/CR-6672 dose risks from shield loss and this study is the inclusion of accident scenarios
that have a higher conditional probability than any such scenarios in NUREG/CR-6672. The
consequence of loss of lead shielding estimated in NUREG/CR-6672 Table 8.13 is 41,200
person-Sv, about 100 times the 690 person-Sv estimated in this study. Lead shield loss clearly
affects only casks that have a lead gamma shield; casks using DU or thicker steel shielding
would not be affected. '

More than 99.999 percent of potential accident scenarios do not affect the cask at all and would
not result in either release of radioactive material nor increased dose from loss of lead shielding.
However, these accidents would result in an increased dose from the cask external radiation to
the population near the accident, because the cask remains at the location of the accident until it
can be moved. A nominal ten hours was assumed for this delay in this study. The resulting
collective dose risk from this accident is shown in Figure 6-5 for all three cask types studied.
Even including this additional consequence type, the collective dose risk from this study is less
than that reported in either NUREG-0170 or NUREG/CR-6672.

~ In conclusion, the three studies reviewed here show that the NRC regulation of trans'portation
_ casks ensures safety and health. The use of data in place of engineering judgment shows that
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accidents severe enough to cause loss of shielding or release of radioactive material are
improbable and the consequences of such unlikely accidents are serious but not dire. Moreover,
these consequences depend on the size of the population exposed rather than on the radiation or
radioactive material released. The consequences (doses) to the maximally exposed individual,
1.6 Sv from a release and 1.1 Sv from loss of lead shielding, are chronic rather than acute doses.

The most significant consequence of an accident, in addition to any non-radiological
consequence of the accident itself, is the external dose from a cask immobilized at the accident
location. Average collective doses from this type of accident for the 16 routes studied are shown
in Figure 6-9. The most significant parameters contributing to this dose are the accident
frequency and the length of time that the cask sits at the accident location. Even in this case, the
significant parameter in the radiological effect of the accident is not the amount or rate of
radiation released, but the exposure time.

Average Collective Dose Risk for
Accidents Having No Impact on Cargo
5.E-07
S 4.E-07
v
S 3.E-07
2
()
B 207 |
1.E-07 +
RAIL-LEAD CASK RAIL-STEEL CASK TRUCK CASK

Figure 6-9. Average collective dose from accidents that have no impact on the cargo.

This study demonstrates that risks of transporting spent nuclear fuel are extremely small, and are
essentially a tiny fraction of background radiation dose.

e Radiological risks to the public from routine transportation of spent fuel are very small
for all shipments.

e When spent fuel is transported in a canister inside a rail cask, the cask is not expected to
release radioactive material in an accident, even if the accident involves a fire.

e When spent fuel is transported in a truck cask, the cask is not expected to release
radioactive material in an accident, even if the accident involves a fire.
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e When spent fuel is transported in a rail cask without an inner canister, only extremely
severe and rare accidents can lead to any release of radioactive material—approximately
one accident in 100,000. '

e Even this extremely rare accident results in a relatively low dose consequence.

e An accidental fire that burns hot enough for long enough, and is close enough to either a
truck or rail cask to cause damage is highly unlikely — the probability that this situation
occurs is less than one in ten billion, and the accident would not result in any release of
radioactive material, only a loss of shielding.

e The regulation of spent fuel transportation guarantees that such transportation will have
no adverse impact on people or the environment. The regulation is effective and
accomplishes its purpose. '

Public perception of radiological risk of transportation may have been distorted by an emphasis
on the number of people exposed to a shipment and by failing to recognize that those same
people are exposed to background radiation, which is continuous and which delivers a much
larger dose. Transportation risk depends more on artifacts of calculation, parameter selection
(like the number of people along a route) and assumptions than on the amount of radiation
emitted. The conservative estimates of NUREG-0170 may have inadvertently contributed to this -
misperception The more realistic and less conservative the analysis, the greater the likelihood of
redirecting public perception to the more realistic result that spent fuel transportation is so well
regulated that it carries almost no risk.

In the nearly 40 years since the NRC published NUREG-0170, there have three reconfirmations
of the results—that regulations for spent fuel transport adequately protect the public. Each of
these subsequent studies has utilized more sophisticated analysis techniques and improved data
to obtain an improved estimate of the risks of transporting spent fuel, and each time the reported
risks have been less. While this study has used improved analysis techniques in place of
conservative estimates, it still retains conservatism. Some of these conservatisms are:

e Assuming the casks will transport the worst-case fuel they are certified for.

» Neglecting the protection provided by the trailer or railcar that is carrying the cask.

e Assuming the fire accidents happen after the cask has been exposed to extreme normal
conditions of transportation temperature.

e Not taking credit for operational controls, such as speed restrictions for trains
transporting spent fuel. ) ,

e Hard rock surfaces are assumed to be unyielding, but would have to be able to withstand
a force of more than 146 MN (33,000,000 pounds) in order to cause a release from any of
the casks studied.
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I.1  Cask Descriptions

This appendix provides a listing and brief description of the spent fuel transport casks that were
~ considered for evaluation in this risk analysis. Also provided are the certificates of compliance
for those casks selected for evaluation.

L.1.1 Truck Casks

GA-4

o Steel-DU-steel design — stiffer than lead casks, smaller deformations

o The 4 PWR assembly capacity of this cask makes it the likely workhorse truck cask for -
‘any large transportation campaign.

e Elastomeric seals (ethylene propylene) — allows larger closure deformations before
leakage

e Polymer neutron shielding ,

e Larger capacity means larger radioactive material inventory and larger possible
consequence from an accident that produces the same size of leak

o Design is from the late 80s — General Atomics used finite element analyses in
certification

e DU shielding is made from 5 segments — possible segment-to-segment problems

o Cask bbdy has a square cross-section — this provides more possible orientations

¢ Aluminum honeycomb impact limiter

NAC-LWT

o Steel-lead-steel design — relatively flexible — should have plastic deformation of body
before seal failure '

e Contains either a single PWR assembly or two BWR assemblies

e Both elastomeric and metallic seals — low compression of elastomeric seal (metallic is
primary) — allows little closure movement before leakage but may have better
performance in a fire.

o Lead shielding — could melt during severe fires (leads to loss of shielding)

o Licjuid neutron shielding — tank is likely to fail in extra-regulatory impacts

¢ Bottom end impact limiter is attached to neutron shielding tank — makes side drop
analysis more difficult ' '

o Aluminum honeycomb impact limiter _

o Cask is very similar to generic steel-lead-steel cask from 6672

e Cask is being used for FRR shipments
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L.1.2 Rail Casks

NAC-STC

Steel-lead-steel design — relatively flexible — should have plastic deformation of body
before seal failure

Certified for both direct loaded fuel and for fuel in a welded canister

Contains either 26 directly loaded PWR assemblies or 1 Transportable Storage Container
(3 configurations, all for PWR fuel)

Can have either elastomeric or metallic seals — must choose a configuration for ana1y51s
Lead shielding — could melt during severe fires (leads to loss of shielding)

Polymer neutron shielding '

Wood impact limiter (redwood and balsa)

Cask is similar to the steel-lead-steel rail.cask from 6672

Two casks have been built and are being used outside of the US

NAC-UMS

Steel-lead-steel design — relatively flexible — should have plastic deformation of body
before seal failure

Fuel in welded canister

24 PWR assemblies or 56 BWR assemblies

Elastomeric seals (EPDM) — allows larger closure deformations before leakage

Lead shielding — could melt during severe fires (leads to loss of shielding)

Polymer neutron shielding

Wood impact limiter (redwood and balsa)

Cask is similar to the steel-lead-steel rail cask from 6672

Cask has never been built

HI-STAR 100

Layered all-steel design

Fuel in welded canister

24 PWR assemblies or 68 BWR assemblies

Metallic seals — allows little closure deformatlons before leakage

Polymer neutron shielding

Aluminum honeycomb impact limiters

At least 7 have been built and are being used for dry storage, no impact limiters have
been built _

Is proposed as the transportation cask for the Private Fuel Storage facility (PFS)
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Layered all-steel design

Directly loaded fuel

68 BWR assemblies

Metallic seals — allows little closure deformations before leakage

Polymer neutron shielding ’ V

Wood impact limiter (redwood and balsa)

At least 24 have been built and are being used for dry storage, no impact limiters have
been built

MP-187 -~

Steel-lead-steel design — relatively flexible — should have plastic deformation of body
before seal failure '

Fuel in welded canister

24 PWR assemblies

Metallic seals — allows little closure deformations before leakage

Hydrogenous neutron'shielding

Aluminum honeycomb/polyurethane foam impact limiters (chamfered rectangular
parallelepiped)

Cask has never been built

MP-197

Steel-lead-steel design — relatively flexible — should have plastic deformation of body
before seal failure

Fuel in welded canister

61 BWR assemblies

Elastomeric seals — allows larger closure deformations before leakage

Hydrogenous neutron shielding -

Wood impact limiter (redwood and balsa)

Cask has never been built

Steel-lead-steel design — relatively flexible — should have plastic deformation of body
before seal failure :

Fuel in welded canister

21 PWR assemblies or 64 BWR assemblies ,

Metallic seals — allows little closure deformations before leakage

Polymer neutron shielding

Aluminum honeycomb impact limiters

Cask has never been built
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1S NUC.EAR REGULATCRY COMMISSION I

CERTIFICATE OF COMPLIANCE
FOR RADIOACTIVE MATERIAL PACKAGES

3 PACKAGE IDENTIFICA TN
CERTHICATE NUMBER o REVISION NUMBER ¢« DOCKET NUMBLR i“ MRE i

9261 7 71-9261 USA/9261/B(U)F-96

PREAMBI E

s+ This certificate is 1ssued to certify that the package (packaging and contents) descnbed in Item 5 below meets the applicable safety standards
set forthin Title 10 Code of Federal Regulations, Part 71, “Packaging and Transportation of Radioactive Matenat

This certificate does not reheve the consignor from compiiance with any requirement of the regutations of the U S Department ot
Transportation or other applicable regulatory agencies. including the government of any country through or into which the package will be

transported
“HIS CERTIFICATE IS ISSUED ON THE BASIS OF A SAFETY ANALYSIS REPORT OF THE PACKAGE DESIGN OR APPLICATION

ISSUED TO (Name and Adaress! o} TITLE AND IDENTIFICATION OF REPORT QR APPLICATION

Holtec International Holtec International Report No HI-851251..Safety
Holtec Center : Analysis Report for the Holtec International Siorage.
555 Lincoln Drive West Transport, And Repository Cask System (HI-STAR

Marlton, NJ 08053 . 100 Cask System) Revision 12, dated Qctober 9,
2006, as supplemented.

4 CONDITIONS
This certificate is conditional upon fwﬂifMQ the requirements of 10 CFR Part 71, as applicable, and the conditions specified below

A

(a) Packaging
(1)
(2)

——
"»
rome'

B
e

-

3 m‘pomp;asmg a Mum’Purpose Canister (MPC)
inside of an o%rpack de5|gned for bottf} orage *d}ransportallon (with impact limiters) of
irradiated nucléﬁ&hel The HIFSTAR: 10  Syst nsists of.1 lnterchangeable MPCs that
house the spent ndglear fuel and an OVerpack that prowdes the containment boundary, helium
retention boundary, ga’?xma and neutron radiation shleijg “and heat rejeclion capability. The
outer diameter of the overpagk of the HI- STAR 100-is approxnmately 96 inches without impact
limiters and approximately 128 lriﬁwes WJth pac? limiters. Maximum gross weight for
transporiation (including overpack, MPC fuel, and impact limiters) is 282,000 pounds.

Specific tolerances germane to the safety analyses are called out in the drawings listed below.
The HI-STAR 100 System includes the HI-STAR 100 Version HB (also referred to as the HI-

STAR HB).
Multi-Purpose Canister

There are seven Multi-Purpose Canister (MPC) models designated as the MPC-24, MPC-24E,
MPC-24EF, MPC-32,MPC-68, MPC-68F, and the MPC-HB. All MPCs are designed to have
identical exterior dimensions, except 1} MPC-24E/EFs custom-designed for the Trojan plant,
which are approximately nine inches shorter than the generic Holtec MPC design; and 2)
MPC-HBs custom-designed for the Humboldt Bay plant, which are approximately 6.3 feet
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1S NUCLEAR REGUL ATORY COMMISSION L

CERTIFICATE OF COMPLIANCE
FOR RADIOACTIVE MATERIAL PACKAGES

CLRTIF (LA TE NUMFRE T

c PACKAGE IDENTIFICATIOM
N IRARE B M

USA/9261/B(U)F-96

. DOCKE T NUMBL S

71-9261

¢ REVISION NUMBE &

7

9261

shorter than the generc Holtec MPC designs  The two digits after the-MPC designate the
number of reactor fuel assemblies for which the respective MPCs are designed. The MPC-24
series 1s designed to contain up to 24 Pressurized Water Reactor (PWR) fuel assemblies; the
MPC-32 is designed to contain up to 32 intact PWR assemblies; and the MPC-68 and MPC-
68F are designed to contam up to 68 Boiling Water Reactor (BWR) fuel assemblies. The
MPC-HB 1s designed to contain up to 80 Humboldt Bay BWR fuel assemblies

" The HI-STAR 100 MPC i1s a welded cylindrical structure with flat ends Each MPC s an

assembly consisting of a honeycombed fuel basket. baseplate, canister shell, hd, and closure
ring The outer diameter and cylindrical height of each generic MPC is fixed. The outer .
diameter of the Trojan MPCs 1s the same as the generic MPC, but the height is approximately
nine inches shorter than the generic MPE design. A steel spacer 1s used with the Trojan plant
MPCs to ensure the MPC-ovespack interface is:beunded by the generic design The outer
diameter of the Humboldt.Bay MPCs is the same as the.generic MPC, but the height is
approximately 6.3 feetshorter than the generic MPC design:- The Humboldt Bay MPCs are
transported in a shorter version of the HI-STAR overpack, desi:rgnated as the HI-STAR HB.

The fuel baskef?ggsigns vary based on the MPC model.

P
o

Overpack 7,

The HI-ST%; 00 overpacléé‘za multi-layer ste’gls:‘(;:'ylinger with a welded baseplate and bolted
lid (closuré®plate). The inpeg &hell ofghe overpack forms an internakcylindrical cavity for
housing tHe-MPC. The outskgurlgce of the tygeback inner shell ispbittressed with
intermediate’yteel shetls forratha OrY rm he ove':pg-zs:k cloﬂ)’z‘e plate incorporates a

"
ot

e

. - .
L %4 P

oAt AL

Ty

. . . Pyl S 4 .
dual O-ring design tdfghspre its'co foriction." The* containfiient system consists of
the overpa ner shellig ttom}fa{ inge, to sure platg, top closure inner O-ring
seal, vent poQg@Jug affd5¢8k: ahd-diir b _“bHJgha % O

_— “ 7.,‘1 ‘ . ;%;3 3 4..;,."";
Impact Limite\&,ﬂ’ 1 e
‘,-?;, L s

The HI-STAR 100 gvérﬁack is fitted with two impact Iinﬁtérs’fabricated of aluminum
honeycomb completely enclesed by an all-welded:austenitic stainless steel skin. The two
impact limiters are attached to thé‘bvefpackiwith 20 and 16 bolts at the top and bottom,

respectively.
Drawings

The package shall be constructed and assembled in accordance with the following drawings
or figures in Holtec Intemational Report No. HI-951251, Safety Analysis Report for the Holtec
International Storage, Transport, And Repository Cask System (HI-STAR 100 Cask System),

Revision 12, as supplemented:
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¢ PACKAGE IDENTIICA I
NI IMRF R

USA/9261/8(U)F-96

¢« DOCKFT NUMRFR

71-9261

el ATE MUMBE R L REVISION NUMBER

9261 ‘ 7

5(a)}3d) Drawings (contimued)

{a) HI-STAR 100 Overpack Drawing 3913, Sheets 1-9. Rev. 9
{b) MPC Enclosure Vessel Drawing 3923, Sheels 1-5, Rev 16
(c) MPC-24E/EF Fuel Basket Drawing 3925, Sheets 1-4. Rev. 5 -

) MPC-24 Fuel Basket .Assembiy Drawing 3926..Sheéets 1-4. Rev 5
(e) MPC-68/68F/68FF Fuel Basket Drawing 3928. Sheets 1-4. Rev 5
(f) HI-STAR 100 Impact Limiter - Drawing C1765, Sheet 1, Rev. 4; Sheet 2, Rev. 3;

’ S e -Sheet 3, Rev. 4, Sheet 4, Rev. 4; Sheet 5, Rev. 2,
Sheet 6:Rev. 3; and Sheet 7, Rev 1.
(g) HI-STAR '1OOAssemny for Transport  Drawing 3930, Sheets 1-3, Rev. 2
(h) Trolan MPC>24EIEF Spacer Ring Drawing 41 1, Shé'éts 1-2, Rev. 0
(i) Damaged Fuel Confalﬁ e Drawmgm 19; Sheer1-4 Rev. 1
for TrOJau Plant SNFL. %% j e g =
Tk, ..}:- Y L i P E ,l' fu—e
2 l\ ) “é K \ )} ?
(i) Spacerfor Tro;ari Fall 3. Dr,a\hlffg‘A122 Sheets¢2 Rev. 0
,;x?“, ’.'“ ‘Vj’ ‘_ Ny -
(k) Failed Fuel Caan&T;o;an T
5.) Ay 57
A
() MPC-32 FueL Basket Assembly
(m) HI-STAR HB Qverpack ‘ Drawmg 4082 Sheets 1- 7 Rev. 3
g
(n) MPC-HB Enclosure Vesgel _; Q’-avﬁ'ﬂg 4102, Sheets 1-4, Rev. 1
(o) MPC-HB Fuel Basket Drawing 4103, Sheets 1-3, Rev. 5
(p) Damaged Fuel Container HB Drawing 4113, Sheets 1-2, Rev. 1
5.(b) Contents

(1) Type, Form, and Quantity of Material
(a) Fuel assemblies meeting the specifications and quantities provided in Appendix A to

this Certificate of Compliance and meeting the requirements provided in Conditions
5.b(1)(b) through 5.b(1)1) below are authorized for transportation.
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5.(b)(1) Type. Form, and Quantity of Material (continued)

(b) The following definitions apply:

Damaged Fuel Assemblies are fuel assemblies with known or suspected
cladding defects, as determined by review of records. greater than pinhole
leaks or harrline cracks. empty fuel rod locations that are not filled with dummy
fuel rods, missing structural components such as grid spacers, whose structural
integrity has been impaired such that geometric rearrangement of fuel or gross
failure of the cladding 1s expected based on engineering evaluations, or that
cannot be handled by normal means. Fuel assembiies that cannot be handled
by normal means due to fuel cladd:ng damage are considered FUEL DEBRIS.

Damaged Fuel@ontamers-(onﬁamsters) (DFCs) are specially designed fuel
containers.for damaged fuel assemblies or fuel debris that permit gaseous and
IIQUId‘médla to escape while minimizing dvspersal of gross particulates.

™

The DFC designs authorized for use in the Hl STfAR 100 are shown in Figures
‘.4 2.10, 1.21, and 1.1.1 of the HI-STAR-100 Sysfém SAR Rev. 12, as

suppleme ’d < ’u’ }
T Py e

Fe Y y ’
..~ Fuel Debﬁsgs pturedfuel rods »s'e@eved rods, Ioosa fuel pellets, and fuel
ey assemblied vt or suspep ‘ defects which*ednnot be handled by
&n’

: normél.fneé,fri fo fuel'cla hage; includigg’containers and
(5 struc ‘, s suppOrtiskg the 3 & -Fuel debris alsodr i€ludes certain Trojan
planty cﬁc.fué'h{;) ¢ nt'hihed m’f'tm;an Falled“’Fuel Cans.
£ 2 ég et ) B
yipcore” Gnd‘%péc’e X f‘assem gnd spa"gers located within the active
uel regldn (i.ex:not mcl df[ng top bottom sgacers)

A R &
.ntaét’ el Assembliea are fuel aasembhesﬂ\wlthout known or suspected
claddlﬁg"defects greater than pinhole le3ks* or hairline cracks and which can be
handled by rj eans. Fyel agsemblies without fuel rods in fuel rod
locations shal not cT?s’sﬁ” as ntact fuel assemblies unless dummy fuel
rods are used to dlsplace an amount of water greater than or equal to that
displaced by the original fuel rod(s). Trojan fuel assemblies not loaded into
DFCs or FFCs are classified as intact assemblies.

Minimum Enrichment is the minimum assembly average enrichment. Natural
uranium blankets are not considered in determining minimum enrichment.

Non-Fuel Hardware is defined as Burnable Poison Rod Assemblies (BPRA),
Thimble Plug Devices (TPDs), and Rod Cluster Control Assemblies (RCCAs).

Planar-Average Initial Enrichment is the average of the distributed fuel rod
inittal enrichments within a given axial plane of the assembly lattice.
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Definitions (continued)

(c)

(d)

Trojan Damaged Fuel Containers (or Canisters) are Holtec damaged fuel
containers custom-designed for Trojan plant damaged fuel and tuel debris as
depicted in Drawing 4119, Rev. 1

Trojan Failed Fuel Cans are non-Holtec designed Trojan plant-specific
damaged fuel containers that may be loaded with Trojan plant damaged fuel
assemblies, Trojan fuel assembly metal fragments (e.g.. portions of fuel rods
and grid assemblies, bottom nozzles, etc.). a Trojan fuel rod storage container.
a Trojan Fuel Debris Process Can Capsule, or a Trojan Fuel Debnis Process
Can. The Trojan Failed Fuel Can s depicted in Drawings PFFC-001,
Rev. 8 and PFFC- 002 Rev.;7..
O e - R N
Trojan-Fuet Debris Process Cans are Trojan plant-specific canisters
contammg fuel debris (metal fragments} and'were used to process organic
megra removed from the Trojan plant spent fuel pool during cleanup
Operations in preparation for spent fuel pool decomrmssnomng Trojan Fuel
£-Bebris Progess Cans are loaded into Trojan Fuei 'Debns Process Can
Capsules Gfthwectly into Trojan Fallep ‘Fuel Cans. The Trojan Fuel Debris
Process C 1S depicted mF:gure 312“*108 of the HI-STAR100 System SAR,
- > Rev. 12, ei's bl men}é‘d AR 'S PN
.' \"‘"‘
)sules are anén plant-specific canisters
; ’bns Process Cans and are vacuumed,
{'ther! seat-welded-Blosed. The Trojan Fuel

B xs?depuctggm Figure.3 2.10C of the HI-STAR 100

L

aged Fuel Assimbl!es are fuel assemplies where all the exterior rods
in t fassembly are wsually inspected and shown to be intact. The interior
rods of the assembly are in place; however: the cladding of these rods is of
unknown com}mon Thl;§ defé:tnongoply applies to Humboldt Bay fuel assembly

array/class 6x6D aﬁﬁ 7¥IC

ZR means any zirconium-based fuel cladding materials authorized for use in a
commercial nuclear power plant reactor.

For MPCs partially loaded with stainless steel clad fuel assemblies, all
remaining fuel assemblies in the MPC shall meet the more restrictive of the
decay heat limits for the stainless steel clad fuel assemblies or the applicable

ZR clad fuel assemblies.

For MPCs partially loaded with damaged fuel assemblies or fuel debris, all
remaining ZR clad intact fuel assemblies in the MPC shall meet the more
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5.(b)(1)(b) " Definitions (continued)

restrictive of the decay heat mits for the damaged fuel assemblies or the intact
fuel assemblies

(e) For MPC-68s partially loaded with array/class 6x6A, 6x6B, 6x6C, or 8x8A fuel
assemblies, all remaining ZR clad intact fuel assemblies in the MPC shall meet
the more restrictive of the decay heat hmits for the 6x6A. 6x6B, 6x6C. and
8x8A fuel assemblies or the apphicable Zircaloy clad fuel assemblies

(N PWR non-fuel hardware and neutron sources are not authorized for
‘ transportation except as specifically provided for in Appendix A to this CoC.

(9) BWR stainless-steel channels and control blades are not authorized for
transportation. “

(h) Forsspent fuel assemblies to be loaded into MRC-32s, core average soluble
- boron; assembly average specific power, and aS$émbly average moderator
s 'f:_témperatug.égn which the fuel assemblies were irragiated, shall be determined
. "according-fa'Sestion 1.2.3.7.1 of the*SAR, and the values shall be compared

#= against the lilnils specifietfin Part Vipf Table A.1 ih  Appendix A of this

5;3{ Ceniﬁcate?{j:: : rp"pliamge.“' 1 j :{ 3 o
et AT 2 S RN - = =
(i) |, g Forspent fuei;% hlies to, b lpdted into MPC-328athe reactor records on
o spent fuel ass"erbéhp pyérhge bui allsbe corffimmed through physicai
s~purntp méasurementd 3
, uv, GO § ) 2
5(c) Criticality Safety Indé¥{CSl)= : -, 00 . '
A4 o o .'Vg' e N L W o
6. Inaddition to the requirémbts of Subpart G of. 10-CFR Paft 71: ¢
‘.’f“f} {\3:1..-

(a) Each package shall be both,prepared for shipment.and dperated in accordance with detailed
written operating proceduresy Ptpgied%fes fgr;;bdtﬁ preparation and operation shall be
developed. Al a minimum, those p'roceéure’s shall include the provisions provided in Chapter

7 of the HI-STAR SAR.

(b) All acceptance tests and maintenance shall be performed in accordance with detailed written
procedures. Procedures for acceptance testing and maintenance shall be developed and
shall include the provisions provided in Chapter 8 of the HI-STAR SAR.

7 The maximum gross weight of the package as presented for shipment shall not exceed 282,000
pounds, except for the HI-STAR HB, where the gross weight shall not exceed 187,200 pounds.

8. The package shall be located on the transport vehicle such that the bottom surface of the bottom
impact limiter is at least 9 feet (along the axis of the overpack) from the edge of the vehicle.
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FOR RADIOACTIVE MATERIAL PACKAGES

. . - o PACKAGE IDENTIFICATION
t REVISION NUMBER ¢ DOCKET NUMBEK VAR D

7 71-9261 USA/9261/B(U)F-96

CERTIICATE NUMBE R

9261

9 The personnel barner shall be installed at all imes while transporting a loaded overpack.

10 The package authorized by this certificate is hereby approved for use under the general license
provisions of 10 CFR 71 17

11 Transport by air of fissite matenal 1s not authorized

12 Rewvision No 6 of this certificate may be used until May 31. 2010

%
L

13 Expiration Date: March 31, 2014
Attachment Appendix A

REFERENCES:

Holtec International Report NO"HI 951251 Safety Analysis Report for the Heliec International Storage,
Transport, And Repos:tory Cask Sys!em (HI-STAR 100 Cask System) Revision 12, dated October 9, 2006.
A" .&
{ t—"
" Holtec International supplemems dateﬁ«idr{? 29, July 27, AuguskS;rSeptember z? October 5, and
December 18, 2007; Januavy 9, March 1%?d;3eptember 30 25@8~*and Febru‘ary 27, 2009.

%-EOR FHEU's, NUCEEAP REGULAgF@RY COMMISSION

‘5_,“_
55 P 0 e
- g..s~~ b e
L g S . g'{':;g . bt
i.-Encl Benden: Chief i@ ' o
= . Licensing! ranch ™ % L ‘
Yoy ) Dlvismri nf Spent F@Storage And Transportation
S Office”of-Nticlear Material SaTety
e and Safeguards s
XL %

& o LB
VOB R

»

Date: MAD g, 9-00%
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INDEX TO APPENDIX A

Page Table. Description:

Page A-1to A-23 Table A1 Fuel Assembly Limits |

MPC-24: Uranium oxide, PWR mtact fuel assemblies
listed in Table A.2.

Page A-1

A-2 MPC-68: Uranium oxide. BWR intact fuel assemblies
listed in Table A.3 with or without Zircaloy channels

A-3 MPC-68: Uranium oxide, BWR damaged fuel assemblies.
with or without Zircaloy channels, placed in damaged fuel
containers. Uranium oxide BWR damaged fuel assemblies
shall meet the critena specified in Table A.3 for fuel
assembly array/class 6x6A, 6X6C, 7x7A, or 8x8A

A-4 MPC-68: Mixed oxide (MOX), BWR inlact fue!
assemblies, with or without Zircaloy channeis. MOX BWR
intact fuel assemblies shall meet the criteria specified In
Table A.3 for fuel assembly array/class 6x6B.

A-5 ‘ MPC-68: Mixe: oxide (MOX), BWR damaged fuel
assemblies, with or without Zircaloy channels, placed in
damaged fuei containers. MOX BWR damaged fuel
assemblies shali meet the criteria specified in Table A.3
for fuel assembly array/class 6x6B.

A-6 MPC-68: Thoria rods (ThO; and UO,) placed in Dresden
Unit 1 Thoria Rod Canisters

A-7 MPC-68F: Uranium oxide, BWR intact fuel assemblies,
with or without Zircaloy channels. Uranium oxide BWR
intact fuel assemblies shall meet the criteria specified in
Table A.3 for fuel assembly array/class 6x6A, 6x6C, 7x7A,

or 8x8A.

A-8 MPC-68F: Uranium oxide, BWR damaged fuel
assemblies, with or without Zircaloy channels, placed in
damaged fuel containers. Uranium oxide BWR damaged
fuel assemblies shall meet the criteria specified in Table
A.3 for fuel assembly array/class 6x6A, 6x6C, 7x7A, or

8x8A.

A9 MPC-68F: Uranium oxide, BWR fuel debris, with or
without Zircaloy channels, placed in damaged fuel
containers. The original fuel assemblies for the uranium
oxide BWR fuel debris shall meet the criteria’ specified in
Table A.3 for fuel assembly array/class 6x6A, 6x6C,
7x7A, or Bx8A.

A-1144
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INDEX TO APPENDIX A N

Page:

Table:

Description.

A-10

Table A. 1
(Cont'd)

MPC-68F: Mixed oxide (MOX), BWR intact fuel
assemblies, with or without Zircaloy channels. MOX BWR
intact fuel assemblies shall meet the criteria specified in
Table A.3 for tuel assembly array/class 6x6B.

A-11

MPC-68F. Mixed oxide (MOX), BWR damaged fuel
assemblies, with or without Zircaloy channels, placed in
damaged fuel containers. MOX BWR damaged fuel
assemblies shall meet the criteria specified in Table A.3
for fuel assembiy array/class 6x6B.

A-12

MPC-68F: Mixed Oxide (MOX), BWR fuel debris, with or
without Zircaloy channels, placed in damaged fuel
containers. The original fuel assemblies for the MOX BWR
fuel debris shall meet the criteria specified in Table A.3 for
fuel assembly array/class 6x6B.

MPC-68F: Thoria rods (ThO; and UQ,) piaced in Dresden
Unit 1 Thoria Rod Canisters.

A-15

MPC-24E: Uranium oxide, PWR intact fuel assemblies
listed in Table A.2. .

A-16

MPC-24E: Trojan piant damaged fuel assemblies.

A-17

MPC-24EF: Uranium oxide, PWR intact fuel assemblies
listed in Table A.2.

A-18

MPC-24EF: Trojan plant damaged fuel assemblies.

A-19

MPC-24EF: Trojan pla'nt Fuel Debris Process Can
Capsules and/or Trojan plant fuel assemblies classified as

fuel debris.

A-20 to A-21

MPC-32: Uranium oxide, PWR intact fuel assemblies in
array classes 156X15D, E, F, and H and 17X17A, B, and C
as listed in Table A.2.

A-22 to A-23

MPC-HB: Uranium oxide, intact and/or undamaged fuel
assemblies and damaged fuel assemblies, with or without
channels, meeting the crileria specified in Table A.3 for
fuel assembly array/class 6x6D or 7x7C.

A-24 to A-27

Table A.2

PWR Fuel Assembly Characteristics

A-28 to A-33

Table A.3

BWR Fuel Assembly Characteristics

A-11145
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INDEX TO APPENDIX A

Page: Table Description:

A-34 Table A4 Fuel Assembly Cooling, Average Burnup, and initial
' Enrichment MPC-24/24E/24EF PWR Fuel with Zircaloy

Clad and with Non-Zircaloy In-Core Grid Spacers

A-34 - Table A5 Fuel Assembly Cooling, Average Burnup, and Initiai
Enrichment MPC-24/24E/24EF PWR Fuel with Zircaloy

clad and with Zircaloy In-Core Grid Spacers

A-35 Table A6 Fuel Assembly Cooling, Average Burnup. and Inihial
Enrichment MPC-24/24E/24EF PWR Fuel with Stainless
Steel Clad.

A-35 Table A7 Fuel Assembly Cooling, Average Burnup, and Inital

Enrichment-MPC-68.

A-36 ‘ Table A.8 Trojan Plant Fuel Assembly Cooling, Average Burnup, and
Inttial Enrichment Limits.

A-36 Table A.9 Trojan Plant Non-Fuel Hardware and Neutron Source
Cooling and Burnup Limits.

A-37 Table A.10  Fuel Assembly Cooling, Average Burnup, and Minimum
Enrichment MPC-32 PWR Fuel with Zircaloy Clad and
with Non-Zircaloy In-Core Grid Spacers.

A-37 Table A.11 Fuel Assembly Cooling, Average Burnup, and Minimum
Enrichment MPC-32 PWR Fuel with Zircaloy Clad and
with Zircaloy In-Core Grid Spacers.

A-38  Table A12 Fuel Assembly Maximum Enrichment and Minimum
Burnup Requirement for Transportation in MPC-32.

A-39 Table A.13  Loading Configurations for the MPC-32.

A-40 : References.
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Table A 1 (Page
Fuel Assembly Limils . e

MPC MODEL: MPC-24

A Allowable Contents

LR N AV L ST

T of 28

1. Uranium oxide, PWR intact fuel assemblies listed in Table A.2 and meeting the following

specifications

a. Cladding type-
b. Maximum initial ennichment.

c. Post-irradiation cooling time, average
burnup, and minimum initial
enrichment per assembly

i. ZR clad:
ii. SS clad:
d. Decay heat per assembiy:
i. ZR Clad:
ii. SS Clad:

e. Fuel assembly length:
f. Fuel assembly width:

g. Fuel assembly weight:

ZR or stainless steel (SS) as specified in Table A2
for the applicable fuel assembly array/class

As specified in Table A.2 for the applicable fuel
assembly array/class.

An assembly post-irradiation cooling time, average
burnup, and minimum initial enrichment as specified
in Table A.4 or A5, as applicable.

An assembly post-irradiation cooling time, average

burnup, and minimum initial enrichment as specified
in Table A.6, as applicable. ‘

<833 Watts

<488 Watts

< 176.8 inches (nominal design)
< 8.54 inches (nomina! design)

< 1,680 Ibs

B. Quantity-per MPC: Up to 24 PWR fuel assemblies.

o o

Fuel assemblies shall not contain non-fuel hardware or neutron sources.

Damaged fuel assemblies and fuel debris are not authorized for transport in the MPC-24.

E_ Trojan plant fuel is not permitted to be transported in the MPC-24.

A-1 ofidd



iable A1 (Page zof zo
_ _Fuel Assembly Limiis

I MPC MODEL  MPC-68

A Allowable Contents

1 Uranium oxide. BWR intact fuel assemblies listed in Table A.3, except assembly classes 6x6D and
7x7C. with or without Zircaloy channels, and meeting the following specifications’

a Cladding type

0o Maximum ptanar-average initial
enrnchment.

¢ lniial maximum rod enrichment:

~ d. Post-irradiation cooling time, average
burnup, and minimum initial
enrichment per assembly:

i. ZRclad:

ii. SS clad:

e.Decay heat per assembly:

i. ZR Clad:

a. SS Clad:

f. Fuel assembly length:
g. Fuel assembly width:

h Fuel assembly Weight:

ZR or stainless steel (SS) as specified iIn Table A.3
for the applicable tuel assembly array/class

As speciiied in Tabie A.3 for the applicable fuel
assembly array/class.

As specified in Table A.3 for the applicable fuel
assembly array/class

An assembly post-irradiation cooling time, average
burnup, and minimum initial enrichmen! as specified
in Table A.7, except for (1) array/class 6x6A, 6x6C,
7x7A, and 8x8A fuel assemblies, which shall have a
cooling time > 18 years, an average burnup <
30,000 MWD/MTU, and a3 minimum initial
enrichment > 1.45 wi% %°U, and (2) array/class
8x8F fuel assemblies, which shall have a cooling
time > 10 years, an average burnup < 27,500
MWD/MTU, and a minimum initial enrichment > 2.4
wi% 2°U.

An assembly cooling time after discharge > 16
years, an average burnup < 22,500 MWD/MTU, and

a minimum initial enrichment > 3.5 wt% *°U.

<272 Watts, except for array/class 8X8F fuel
assemblies, which shall have a decay heat <183.5
Watts. «

<83 Watts

< 176.2 inches (nominal design)
< 5.85 inches (nominal design)

< 700 Ibs, including channels
148
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Tabte A 1 (Page 3 of 23)
Fuet Assembly Limts o

I MPC MODEL MPC-68 (continued)

A Allowable Contents (continued)

2 Uranium oxide, BWR damaged fuel assemblies, with or without Zircaloy channels, placed in
damaged fuel containers. Uranium oxide BWR damaged fuel assemblies shall meet the critena
specified in Table A.3 for fuel assembly array/class 6x6A. 6x6C. 7x7A. or 8x8A. and meet the

following specifications.

oV]

—

Cladding type

Maximum planar-average mitial
enrichment:

. Initial maximum rod enrichment:
. Post-irradiation cooling time, average
burnup, and minimum initial

~ enrichment per assembly:

. Fuel assembly length:

. Fuel assembly width:

. Fuel assembly weight:

ZR

As specified in Table A.3 for the applicable fuel
assembly array/class.

As specified in Table A.3 for the applicable fuel
assembly array/class.

An assembly post-irradiation cooling time > 18
years, an average burnup < 30,000 MWD/MTU, and
a minimum initial enrichment > 1.45 wt% 2y,

< 135.0 inches (nominal design)

< 4.70 inches (nominal design)

<550 Ibs, including channels and damaged fueli
containers

149
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Table A.1 (Page 4 of 23)
Fuel Assembly Limits .

Il MPC MODEL" MPC-68 (continued)

A Allowable Contents (continued)

3 Mixed oxide (MOX), BWR intact fuel assemblies, with or without Zircaloy channels. MOX BWR
intact fuel assemblies shall meet the criteria specified in Table A.3 for fuel assembly array/class

6x6B and meet the following specifications.

a Cladding type ZR

b Maximum planar-average initial As specified in Table A.3 for fuel assembly
enrichment: array/class 6x6B.

c. Initial maximum rod enrichment: As specified in Table A.3 for fuel assembly

array/class 6x6B.

d. Post-irradiation cooling time, average  An assembly post-irradiation cooling time > 18

burnup, and minimum initial years, an average burnup < 30,000 MWD/MTIHM,
enrichment per assembly: and a minimum initial enrichment > 1.8 wt% U for
the UQ, rods.
e. Fuel assembly length: < 135.9 inches (nomiina. design)
f. Fuel assembly width: < 4.70 inches (nominal design)
g. Fuel assembly weight: < 400 Ibs, including channels

A-4 of 460
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‘Table A 1 (Page 5 of 23)
Fue! Assembly Limits L

Il MPC MODEL: MPC-68 {(continued)

A Allowable Contents (continued)

4 Mixed oxide (MOX); BWR damaged fuel assemblies, with or without Zircaloy channels. placed in
damaged fuel containers MOX BWR damaged fuel assembilies shall meet the criteria specified in
Table A.3 for fuel assembly array/class 6x6B and meet the following specifications

a Cladding type ¢ ZR

b. Maximum planar-average initial ~ As specified in Table A.3 for array/class 6x6B
enrichment:

c. Initial maximum rod enrichment. As specified in Table 4.3 for array/ciass 6x6B.

d. Post-irradiation cooling time, average  An assembly post-irradiation cooling time >18
burnup, and minimum initial ~ years, an average burnup < 30,000 MWD/MTIHM,
enrichment per assembly: and a minimum initial enrichment > 1.8 wi% 2*°U for

' the UO; rods.

e. Fuel assembly Ie"ngth: < 135.0 inches (nominal design)

f. Fuel assembly width: < 4.70 inches (nominal design)

g. Fuel assembly weight: < 550 Ibs, including channels and damaged fuel

' containers.

A-50f@g9
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Table A.1 (Page 6 of 23)
Fuel Assembly Limits

It MPC MODEL MPC-68 (continued)

A" Allowable Contents (continued)

5 Thonarods (ThO;and UO,) placed in Dresden Unit 1 Thoria Rod Canisters (as shown in Figure
12 11A of the HI-STAR 100 System SAR, Rewvision 12) and meeting the following specifications

Cladding type

[oV)

b Composition:

¢ Number of rods per Thoria Rod
Canister:

d. Decay heat per Thoria Rod Canister:

e. Post-irradiation fuel cooling time and
average burnup per Thoria Rod
Canister:

f. Initial heavy metal weight:

g. Fuel cladding O.D.:

h. Fuel cladding 1.D.:

- i. Fuel pellet 0.D.:

j- Active fuel length:

k. Canister weight:

ZR

98.2 wt % ThO;. 1.8 wt. % UO, with an enrichment
of 93.5wt % **°U.

<18

<115 Watls

A fuel post-irradiation cooling time > 18 years and an

average burnup < 16,000 MWD/MTIHM.

< 27 kg/canister
>0.412 inches
<0.362 inches
<0.358 inches
<111 inches

<550 Ibs, including fuel

B. Quantity per MPC: Up to one (1) Dresden Unit 1 Thoria Rod Canister plus any combination of
damaged fuel assemblies in damaged fuel containers and intact fuel assemblies, up to a total of 68.

C. Fuel assemblies with stainless steel channels are not authorized for loading in the MPC-68. -

D. Dresden Unit 1 fuel assemblies (fuel assembly array/class 6x6A, 6x6B, 6x6C, or 8x8A) with one
Antimony-Beryllium neutron source are authorized for loading in the MPC-68. The Antlmony-Berylllum

source material shall be in a water rod location.

A-6 of 3




Table A 1 (Page 7 of 23)
Fuel Assembly Limits

- MPC MODEL MPC-68F

A Aliowable Contents

1 Uranium oxide. BWR intact fuel assemblies, with or without Zircaloy channels. Uranium oxide BWR
intact fuel assemblies shall meet the criteria specified in Table A3 for fuel assembly array/class

6x6A. 6x6C. 7x7A. or 8x8A and meet the following specifications-

a Cladding type

b. Maximum planar-average initial
enrichment:

¢. Initial maximum rod enrichment

d. Post-irradiation cooling time, average
burnup, and minimum initial
enrichment per assembly:

e. Fuel assembly length:

f. Fuel assembly width:

g. Fuel assembly weight:

ZR
As specified in Table A.3 for the applicable fuel

assembly array/class.

As specified in Table A.3 for the applicable fuel
assembly array/class.

An assembly post-irradiation cooling time > 18
years, an average burnup < 30,000 MWD/MTU, and
a minimum initial enrichment > 1.45 wi% 2*°U.

< 176.2 inches (nominal design)

< 5.85 inches (nominal design)

< 400 Ibs, including channels

‘ A-7 of 4B
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Table A 1 (Page 8 of 23)
Fuel Assembly Limits

1 MPC MODEL" MPC-68F (continued)
A Allowable Contents (continued)
2 Uranium oxide, BWR damaged fuel assemblies, with or without Zircaloy channels. placed in

damaged fuel containers. Uranium oxide BWR damaged fuel assemblies shall meet the criteria
specified in Table A.3 for fuel assembly array/class 6x6A, 6x6C. 7x7A. or 8x8A. and meel the

following specifications:

a. Cladding type. ZR

b. Maximum planar-average initial As specified in Table A.3 for the applicable fuel
enrichment: assembly array/class.
¢. Initial maximum rod enrichment: As specified in Table A.3 for the applicable fuel

assembly array/class.

d. Post-iradiation cooling time, average  An assembly post-irradiation cooling time > 18

burnup, and minimum initial years, an average burnup < 30,000 MWD/MTU, and
enrichment per assembly: ~ a minimum initial enrichment > 1.45 wt% ?*°U.
e. Fuel assembly length: < 135.0 inches {nominal design)
f. Fuel assembly width: < 4.70 inches (nominal design)
g. Fuel assembly weight: < 550 Ibs, including channels and damaged fuel
containers

A-8 ofﬁ_)q
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Table A.1 (Page 9 of 23)
Fuel Assembly Limits

MPC MODEL MPC-68F (continued)

A Allowable Contents (continued)

3 Uranium oxide. BWR fuel debns, with or without Zircaloy channels, placed in damaged fuel
containers The original fuel assemblies for the uranium oxide BWR fuel debris shall meet the
criteria specified 1n Table A 3 for fuel assembly array/class 6x6A, 6x6C, 7x7A, or 8x8A, and meet

the following specifications

a. Cladding type-

b. Maximum planar-average initial
enrichment:

¢. Initial maximum rod ennchment:
d. Post-irradiation cooling time, average

burnup, and minimum initial
enrichment per assembly:

e. Fuel assembly length:
f. Fuel assembly width:

g. Fuel assembly weight:

ZR

As specified in Table A.3 for the applicable original
fuei assembly array/class.

-As specified in Table A.3 for the applicable origina!

fuel assembly array/class.
An assembly post-irradiation cooling time > 18

years, an average burnup < 30,000 MWD/MTU, and
a minimum initial enrichment > 1.45 wt% 2*°U for the

original fuel assembly.
< 135.0 inches (nominai design)
< 4.70 inches (nominal design)

< 550 Ibs, including channels and damaged fuel
containers . '
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Table A 1 (Page 10 of 23)
Fuel Assembly Limis

- MPC MODEL MPC-68F (continued)

A Allowable Contents (continued)

4  Mixed oxide (MOX), BWR intact fuel assemblies. with or without Zircaloy channels MOX BWR
intact fuel assemblies shall meet the criteria specified in Table A.3 for fuel assembly array/class
6x6B and meet the following specifications:

a Cladding type: ZR

b Maximum planar-average initial As specified in Table A.3 for fuel assembly
enrichment: array/class 6x68.

c. Initial maximum rod enrichment: As specified in Table A.3 for fuel assembly

array/class 6x6B.

d. Post-irradiation cooling time, average  An assembly post-irradiation cooling time > 18

burnup, and minimum initial years, an average burnup < 30,000 MWD/MTIHM,
enrichment per assembly: . and a minimum initial enrichment > 1.8 wt% 2**U for
the UO, rods.
e. Fuel assembly length: < 135.0 inches (nominal design)
f. Fuel assembly width: <470 inches (nominal design)
g. Fuel assembly weight: < 400 Ibs, including channels

A-10 ofl8)
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" Table A 1 (Page 11 of 23)
Fuel Assembly Limits -

Il MPC MODEL" MPC-68F (continued)

A Allowable Contents (continued)

5. Mixed oxide (MOX), BWR damaged fuel assemblies.-with or without Zircaloy channels, placed
in damaged fuel containers MOX BWR intact fuel assemblies shail meet the criteria specified in
Table A.3 for fuel assembly array/class 6x6B and meet the following spectfications:

a Cladding type ZR

b. Maximum planar-average intial As specified in Table A.3 for array/class 6x6B.
enrichment:

c. Initial maximum rod enrichment: As specified in Table A.3 for array/class 6x6B.

d. Post-irradiation cooling time, average  An assembly post-irradiation cooling time > 18
burnup, and minimum initial years, an average burnup < 30,000 MWD/MTIHM,
enrichment per assembly: and a minimum initial enrichment > 1.8 wt% U for

the UQ; rods.

e. Fuel assembly length: < 135.0 inches (nominal design)
f. Fuel assembly width: < 4.70 inches (nominal design)
g. Fuel assembly weight: <550 Ibs, including channels and damaged fuel
containers
A-11 of 40
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Table A.1 (Page 12 of 23)

Fuel Assembiy Limits \ -

" MPC MODEL' MPC-68F (continued)

A Allowable Contents (continued)

6 Mixed oxide (MOX), BWR fuel debris, with or without Zircaloy channels, placed in damaged fuel
containers The original fuel assemblies for the MOX BWR fuel debnis shall meet the critena
specified In Table A.3 for fuel assembly array/class 6x6B and meet the following specifications

a Cladding type

b Maximum planar-average nitial
enrichment:

c. Imtial maximum rod enrichment:

d. Post-irradiation cooling time, average
burnup, and minimum initial
enrichment per assembly:

e. Fuel assembly length:
f. Fuel assembly width:

g. Fuel assembly weight:

ZR

As specified in Table A.3 for original fuel assembly
array/class 6x6B.

As specified in Table A.3 for onginal fuel assembly
array/class 6x6B.

An assembly post-irradiation cooling time > 18
years, an average burnup < 30,000 MWD/MTIHM,
and a minimum initial enrichment > 1.8 wt% 2*°U for
the UO; rods in the original fuel assembly.

< 135.0 inches (nominal design)
< 4.70 inches (nominal design)

< 550 Ibs, including channels and damaged fuel
containers
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Table A 1 (Page 13 of 23)
Fuel Assembly Limits

I MPC MODEL- MPC-68F (continued)

A Allowable Contents (continued)

7 Thoria rods (ThO, and UQ;) placed in Dresden Unit 1 Thona Rod Canisters (as shown in Figure
1.2 11A of the HI-STAR 100 System SAR. Rewision 12) and meeting the following specifications

a

b

Cladding Type

Composition.

. Number of rods per Thoria Rod

Canister:

. Decay heat per Thoria Rod Canister:

. Post-irradiation fuel cooling time and

average burnup per Thoria Rod
Canister:

Initial heavy metal weight:

. Fuel cladding O.D.:

. Fuel cladding 1.D.;

Fuel pellet O.D.:

Active fuel length:

. Canister weight:

ZR

98.2 wt.% ThQO,, 1.8 wt. % UO, with an ennchment
of 93.5 wt. % 2**U.

<18
< 115 Watis

A fuel post-irradiation cooling time > 18 years and an
average burnup < 16,000 MWD/MTIHM.

< 27 kg/canister

>0.412 inches

<0.362 inches

< 0.358 inches

< 111 inches

< 550 Ibs, including fuel
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Table A 1 (Page 14 of 23}
Fuel Assembly Limits

I MPC MODEL MPC-68F (continued)

B Quantity per MPC.

Up to four (4) damaged fuel containers containing uranium oxide or MOX BWR fuel debrnis - The
remaining MPC-68F fuel storage locations may be filled with array/class 6x6A. 6x6B. 6x6C, 7x7A. and

8x8A fuel assemblies of the following type, as applicable

Uranum oxide BWR intact fuel assemblies

MOX BWR intact fuel assemblies;

Uranium oxide BWR damaged fuel assemblies placed in damaged fuel containers:
MOX BWR damaged fuel assemblies placed in damaged fuel containers; or

Up to ocne (1) Dresden Unit 1 Thoria Rod Canister

b wr

C Fuel assemblies with stainless steel channels are not authorized for loading in the MPC-68F .
D. Dresden Unit 1 fuel assemblies (fuel assembly array/class 6x6A, 6x5B, 6x6C or 3x8A) with one

Antimony-Beryllium neutron source are authorized for loading in the MPC-68F. The Antimony-
Beryllium neutron source material shall be in a water rod location.
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Table A 1 (Page 15 of Z3,

IV MPC MODEL MPC-24E

A Allowable Contents

Fu_e_l/\gembl&gr_qﬂs . o

1 Uramum oxide. PWR intact fuel assemblies listed in Table A .2 and meeting the following

specifications

a Cladding type
b Maximum imtial enrichment

c. Post-irradiation cooling time. average
burnup, and minimum nitial enrichment

per assembly

1. ZR clad:

ii. SS clad:
iii. Trojan plant fuel

iv Trojan plant non-fuel hardware and |
neutron sources

d. Decay heat per assembly

i. ZR Clad:
il. SS Clad:

e. Fuel assembly length:
f. Fuel assembly width:

g. Fuel assembly weight:

ZR or stainless stéel {(SS) as specified in Table A.2
for the applicable fuel assembly array/class

As specified in Table A.2 for the applicable fuel -
assembly array/class

Except for Trojan plant fucl, an assembly post-
irradiation cooling time, average burnup, and
minimum initial enrichment as specified in Table A 4
or A5, as applicable.

An assembly post-irradiation cooling time, average
burnup, and minimum initial enrichment as specified
in Table A.6, as applicable.

An assembly post-irradiation cooling time, average
burnup, and minimum initial enrichment as specified
in Table A.8.

Post-irradiation cooling time, and average burnUp as
specified in Table A.9

Except for Trojan plant fuel, decay heat < 833 Watts.
Trojan plant fuel decay heat: < 725 Watts

< 488 Watts

< 176.8 inches (nominal design)
< 8.54 inches (nominal design)

< 1,680 Ibs, including non-fuel hardware and neutron
sources \
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Table A 1 (Page 16 of 25)
Fuel Assemlelelts o o

V. MPC MODEL" MPC-24E

A Allowable Contents (continued)

2 Trojan plant damaged fuel assemblies meeting the applicable critenia listed in Table A.2 and
meeting the following specifications

a Cladding type : ZR

5 Maximum initial ennchment 3 7% U

¢ Fuel assembly post-irradiation cooling An assembly post-irradiation cooling ime, average
time, average burnup, decay heat, and burnup, and initial ennchment as specified in Table
minimum initial enrichment per A8 '
assembly : .

Decay Heat: < 725 Watts

d. Fuel assembly length: < 169.3 inches (nominal design)

e. Fuel assembly width: < 8.43 inches (nominal design)

f. Fuel assembly weight: < 1,680 Ibs, including DFC or Failed Fuel Can

B. Quantity per MPC: Up to 24 PWR intact fuel assemblies. For Trojan plant fuel only, up to four (4)
damaged fuel assemblies may be stored in fuel storage locations 3, 6, 19, and/or 22. The remaining
MPC-24E fuel storage locations may be filled with Trojan plant intact fuel assemblies.

C. . Trojan plant fuel must be transported in the custom-designed Trojan MPCs with the MPC spacer
installed. Fuel from other plants is not permitted to be transported in the Trojan MPCs.

D. Except for Trojan plant fuel, the fuel assemblies shall not contain non-fuel hardware or neutron sources.
Trojan intact fuel assemblies containing non-fuel hardware may be transported in any fuel storage
location. '

E. Trojan plant damaged fuel assemblies must be transported in a Trojan Failed Fuel Can or a Holtec

damaged fuel container designed for Trojan Plant fuel.

F. One (1) Trojan plant Sb-Be and /or up to two (2) Cf neutron sources in a Trojan plant intact fuel
assembly (one source per fuel assembly) may be transported in any one MPC. Each fuel assembly
neutron source may be transported in any fuel storage location.

G. Fuel debris is not authorized for transport in the MPC-24E.

H. Trojan plant non-fuel hardware and neutron sources may not be transporied in the same fuel storage
location as a damaged fuel assembly.
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Table A 1 (Page 17 of 23)

V. MPC MODEL- MPC-24EF

A Allowable Contents

Fuel Assembly Limits

1 Uramum ox:dé. PWR intact fuel assemblies listed in Table A.2 and meeting the following

specifications

a. Cladding type

b Maximum initial ennchment

c. Post-irradiation cooling time, average
burnup, and minmum initial ennchment

per assembly

i. ZR clad:

ii. SS-clad:

i Trojan plant fuel:

iv_ Trojan plant non-fuel hardware and
neutron sources:

d. Decay heat per assembly:

'a. ZR Clad:

b. SS Clad:

e. Fuel assembly length:
f. Fuel assembly width:

g. Fuel assembly weight:

© ZR or stainless steel (SS) as specified in Table A.2

for the applicable fuel assembly array/class

As specified in Table'A.2 for the applicable iue
assembly array/class.

Except for Trojan plant fuei, an assembly post-
irradiation cooling time, average burnup, and
minimum initial enrichment as specified in Table A.4

-or A.5, as applicable.

An assembly post-irradiation cooling time, average
burnup, and minimum initial enrichment as specified
in Table A.6, as applicable.

An assembly post-irradiation cooling time, average
burnup, and minimum initial enrichment as specified
in Table A.8.

Post-irradiation cooling time, and average burnup as
specified in Table A.9.

Except for Trojan plant fuel, decay heat < 833 Watts. \
Trojan plant fuel decay heat: < 725 Watts.

< 488 Watts

< 176.8 inches {(nominal design)
< 8.54 inches (nominal design)

< 1,680 Ibs, including non-fuel hardware and neutron
sources.
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Tabie A 1 (Page 18 of 25

Fuel Assembly Limits

V. MPC MODEL: MPC-24EF

A Allowable Contents {continued)

2 TrOJan plant damaged fuel assemblies meeting the applicable cniteria listed in Table A.2 and

meeting the following specifications-

a Cladding type
b Maximum initial enrichment

¢ Fuel assembly post-irradiation cooling
time, average burnup, decay heat, and

minimum initial enrichment per assembly:

d. Fuel assembly length:
e. Fuel assembly width:

f. Fuel assembly weight:

ZR
37% U

An assembly post-irradiation cooling time, average
burnup, and initial ennchmem as specified in Table
A8

Decay Heat: < 725 Walts
< 169.3 inches (nominal design)
< 8.43 inches (nominal design)

< 1,680 Ibs, including DFC or Failed Fuel Can.
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Tabie A 1 {Page 19 of 25,
Fuel Assembly Lirits -~~~ .

vV MPC MODEL MPC-24EF

A Allowable Contents (continued)

3 Trojan Fuel Debris Process Can Capsules and/or Trojan plant fuel assemblies classified as fuel
debris. for which the onginal fuel assemblies meet the applicable critena listed in Table A.2 and

meet the following specifications

a Cladding type ZR
b Maximum initial enrichment. 3.7% **U
c. Fuel debris post-irradiation cooling time, Post-irradiation cooling time, average burnup, and

average burnup, decay heat, and inital ennchment as specified in Table A.8.

minimum initial enrichment per ‘
Decay Heat: £ 725 Watts

assembly:
d. Fuel assembly length: < 169.3 inches (nominal design)
e. Fuel assembly width: < 8.43 inches (nominal design)

f. Fuel assembly weight: < 1,680 Ibs, including DFC or Failed Fuel Can.

B. Quantity per MPC: Up to 24 PWR intact fuel assemblies. For Trojan plant fuel only, up to four (4)
damaged fuel assemblies, fuel assemblies classified as fuel debris, and/or Trojan Fuel Debris Process
Can Capsules may be stored in fuel storage locations 3, 6, 19, and/or 22. The remaining MPC-24EF
fuel storage locations may be filled with Trojan plant intact fuel assemblies. -

C. Trojan plant fuel must be transported in the custom-designed Trojan MPCs with the MPC spacer
installed. Fuel from other plants is not permitted to be transported in the Trojan MPCs.

D. Except for Trojan plant fuel, the fuel assemblies shall not contain non-fuel hardware or neutron sources.
Trojan intact fuel assemblies containing non-fuel hardware may be transported in any fuel storage
location.

E. Trojan plant damaged fuel assemblies, fuel assemblies classified as fuel debris, and Fuel Debris

Process Can Capsules must be transported in a Trojan Failed Fuel Can or a Holtec damaged fuel
container designed for Trojan Plant fuel.

F. One (1) Trojan plant Sb-Be and /or up to two (2) Cf neutron sources in a Trojan plant intact fuel
assembly (one source per fuel assembly) may be transported in any one MPC. Each fuel assembly
neutron source may be transported in any fuel storage location.

G. Trojan plant non-fuel hardware ‘and neutron sources may not be transporied in the same fuel storage
location as a damaged fuel assembily. :
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Appendix A - Certificate of Compliance 9261. Revision 7

Table A.1 (Page 20 of 23)
Fuel Assembly Limits

Vvl MPC MODEL MPC-32

A Allowable Cont_ems

1

b. Maximum initial enrichment:

c. Post-irradiation cooling time, maximum

Uranium oxide. PWR intact fuel assemblies in array/classes 15x15D, E. F, and H and 17x17A. B.

and C listed in Table A.2 and meeting the following specifications

ZR

a Cladding type.

As specified in Table A.2 for the applicable fuel
assembly array/class.

An assernbly post-irradiation cooling time, average
burnup, and.minimum’initial enrichment as specified

average burnup. “and minimum initial
in Table A.10“or A1, as appllcable

- enrichment penassembly

e"m., ‘é« -

Minimum average burnup per as}s‘embly g Calculateévalue asa functlon of initial enrichment. -

(Assembly Burh%p shall be conﬁnned per See TabieAj? :

Subsection 1.2:3.7.2 of the SARZWhIchH is . Lo

hereby mclude‘d by referehce) A TEYE . = ;
| g
o e Al

Decay heat per ag§embly . *“w: o :;% ﬁ = j,fj‘;

Fuel assembly Iengthk Y ' < i76. 8‘mches (nommal design)

Fuel assembly width: ",r* <8.54 mches (pommal design)

Fuel assembly weight: e 4 < 14680 s

Operéting parameters during irradiation of the assembly (Assembly operating parameters shall
be determined per Subsection 1.2.3.7.1 of the SAR, which is hereby included by reference)

Core ave. soluble boron concentration: < 1,000 ppmb

Assembly ave. moderator temperature: < 601 K for array/classes 15x15D, E, F, and H
<610 K for array/classes 17x17A, B, and C

< 47.36 kW/kg-U for array/classes 15x15D, E, F, and

H
< 61.61 kW/kg-U for array/classes 17x17A, B, and C

Assembly ave. specific power:

A-20 of148




Appendix A - Certificate of Compliénce 9261. Revision 7

VI

Table A 1 (Page 21 of 23)
Fuel Assembly Limits

MP C MODEL. MPC-32 (continued)

B

~
)

Quantity per MPC  Up to 32 PWR intact fuel assemblies
Fuel assemblies shall not contain non-fuel hardware
Damaged fuef assemblies and fuel debris are not authorized for transport in MPC-32

Trojan plant fuel 1s not permitted to be transported in the MPC-32.

A-21 of 40
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Appendix A - Certificate of Compliance 9261. Revision 7

Table A1 (Page 22 of 23)
Fuel Assembly Limits

VIl MPC MODEL MPC-HB

‘ A Allowable Contents _

1 Uranium oxide. INTACT and/or UNDAMAGED FUEL ASSEMBLIES. DAMAGED
FUEL ASSEMBLIES. and FUEL DEBRIS. with or without channels. meeting the
criternia specified in Table A 3 for fuel assembly array/class 6x6D or 7x7C and the

~ following specifications:

a. Cladding type: ZR

b. Maximum planar-average enrichment: As specified in-Table A.3 for the applicable
fue}assembly array/class.

PR

c. Initial maximum rod éﬁémment: N As%pemfled in Tabie A.3 for the appllcable

;A'ﬁ* ssembly post_madlatlon cooling time 2

_n avegage burnup < 23,000

. Post- lrradlatson coohng'yme,”dv g
?t:k\ 29 yegf,s
. . , and*a‘minimum initial

burnup nd mlmmum lmlhafe}

Q

ar

per assembly

[¢]

. Fuel assempTy,lengfh: - ; <
‘A3, RS oy
. Fuel assemblyﬂﬁdt‘ta: <4, 70.mc\hes nominal design)

—

g. Fuel assembly weight: nd.. 5400 Ibs, including channels and DFC

. Decay heat per assembly: . <50W

=

h. Decay heat per MPC: < 2000 W

A-22 of 40
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Appendix A - Certificate of Compliance 9261. Revision 7

Table A 1 (Page 23 of 23) _
Fuel Assembly Limits e

VI MPC MODEL. MPC-HB (continued)
B Quantity per MPC-HB Up to 80 fuel assemblies

C Damaged fuel assemblhes and fuel debrns must be stored in a damaged fuel container
Allowable Loading Configurations: Up to 28 damaged fuel assemblies/fuel debris in
damaged fuel containers, may be placed into the-peripheral fuel storage locations as
shown in SAR Figure 6.1.3, or up to 40 damaged fuel assemblies/fuel debris. in damaged
fuel containers, can be placed in a checkerboard patternras shown in SAR Figure 6.1.4.
The remaining fuekloeations may be filled with intact and/or undamaged fuei assemblies
meeting the aboveapphcable specifications, or with intact and/or undarnaged fuel
assemblies placed in damaged fuel containers.

\

NOTE 1: The tata’l:’quantlty aﬁfamaged fuel or fuel debn5fpermmed in a single damaged
fuel container is'timited to the}eq:l%afent welght and sgé@al nuclear matenal quantity of one

intact assemblysz

x .
Laer o

vi'f
J-;«k

; sé debris consﬁgng of zirconium
Eror rpd 'ségmentswp 10 a maximum of

6f staj ;{ é§s steekelad is allowed per
s -

NOTE 2: Fuelz ris an!pdes el
clad pellets, stainiess st S6] )
one equivalent fugl asset

b}

cask.
W 5
’ G
{r’:a J_,_;*m >
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Appendix A - Certificate of Compliance 9261. Revision 7

Table A.2 (Page 1 of 4)

PWR FUEL ASSEMBLY CHARACTERISTICS (Note 1)

Thickness (in.)

Fuel Assembly 14x14A 14x14B 14x14C 14x14D 14x14E
Arrayi/Class
Clad Material .
(Note 2) ZR ZR R SS Zr
Design Initiat U . -
(o/oeay ) (Note 31 <407 < 407 < 425 < 400 <206
Initial Enrnchment . . - . . .
(MPC-24. 24E. and < 4.6 (24) <4.6(24) <4.6(24) < 3.0(24) 50
(2\:‘E(,'/:)235U) < 5.0 (24E/EF) | <5.0 (24E/EF) | <5.0 (24E/EF) | < 5.0 (24E/EF)
No. of Fuel Rod
Locations ] 179 179 176 180 173
Fuel Clad O.D. (in.) - >0.400 > 0.417 > (0.440 >0.422 >0.3415
Fuel Clad 1D. (in.) [ <0.3514% %} <0.3734 < 0.3880" - < 0.3890 <0.3175
= 's . - = X P
Fuel Pellet Dia. (in.) oy = 0.3444 *~ i F<0.3659 " =< Gé]‘* 5f; < 0.3835 <0.3130
: i 3 i = -
Fuel Rod Pitch (in.) s} <0556 S, <0556 |-+ -50.580° < 0.556+ Note 6
. a N
Active Fuel 9 = T, <102
Length (in.) . = h
No. of Guide Tubes “’:’f 0
Guide Tube N/A
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Appendix A - Certificate of Compliance 9261. Revision 7

Table A 2 (Page 2 of 4)
PWR FUEL ASSEMBLY CHARACTERISTICS (Note 1)

17

Fuel Assembly 15x15A 15x15B 15%15C 15x15D 15x15E 15x15F
Array/Class . ) A
Clad Matenal . .
(Note 2) ZR ZR ZR ZR ZR ZR
Design Inmal L < 4pd < 464 < 464 < 475 < a7¢ < 475
(kg/assy ) (Note - - o - : -
Initia! Enrichment < 41(24) <4.1(24) <4.1(24) <41(24) <4124 <41(24)
(MPC-24. 24E . and
24EF) <45 <45 <45 - <45 <45 <45
(Wt % 2*°U) (24E/EF) (24E/EF) (24E/EF) (24E/EF) (24E/EF) (24E/EF)
Initial Ennchment
(MPC-32 ‘
(Wi, o, 2 U) N/A N/A N/A (Nole 5) {Note 5) (Note 5)
(Note 5) - .
. Sy : .

No. of Fuel Rod 2B SV r’@ ;
Locations 2 5 gg} A 204 3, 208 T208 208

: . kil {‘ R - :* g
Fuel Clad O.D. (in.) |-=> 0.418 50% > 0.417_“,‘-:»a £.2'0.430 >07228 >0.428

) ‘ P TET oo N

Fuel Clad 1D (in.) |« <0.3660 33-<0.3736.7 §b§§4§s‘,~ < 93800 £0:8790 <0.3820
. . T .", 2 ;i :\} = c'_/: "~~:;:,
Fuel Pellet Dia. ) & 157 o
iy e <03580 -|SKma6a A ¢ (&gﬁ 0:33) . 03735 | 20707 | <0742

. (R - SN g. -, e M N Ti?

o - PN Y ) .
Fuef Rod Pitch (in.) | <550 <0563 “[:/y<0563 87<0.568 -, |+ <0.568 <0.568
P R i

. / N
Qrf';"e FuelLength <150 " % <150 <150 <150 | <150 <150
No. of Guide Al e ke
and/or Instrument 21 21 21T 17 17 17
Tubes ’ ’
Guide/lnstrument :
Tube Thickness >0.015 >0.015 >0.0165 > (.0150 >0.0140 >0.0140
(in.)

/
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Appendix A - Certificate of Compliance 9261. Revision 7

Table A.2 (Page 3 of 4)

PWR FUEL ASSEMBLY CHARACTERISTICS (Note 1)

Fuel Assembly 15x15G 15x15H 16x16A 17X17A 17x17B 17x17C
Arrayl/ Class
Clad Matenal - .
(Note 2) SS ZR /R : ZR ZR ZR
Design initial U e e < aan 5 - .
(kg/assy.) (Note & < 42 < 47¢ < 44 < 4R7 < 467 <474
Initial Ennchment < 4.0(24) < 3.8(24) < 4.6 (24) <4.0(24) $£4.0(24) < 4.0 (24)
{MPC-24, 24E. and ‘ <44
24EF) <45 <42 <50 <44 - (ZEE/FF) <44
(W % %) (24E/EF) (24E/EF) (24E/EF) (24E/EF) (Note 7) | (24E/EF)
Initial Enrichment :
(MPC-32 :
(W % 23 U) N/A h - .,-(Note 5) . {Note 5) (Note 5)
(Note 5) i
No. of Fuel Rod N
Locations 1264 264
Fuel Clad 0.D. (in.) ; 3 02372 >0.377
Fuel Clad 1.D. (in.) =£#0.3310 <0.3330
Fuel Peliet Dia. (in.) :"‘f_ 0.3232 <0.3252
Fuel Rod Pitch (in.) < 0:506 488 < 0.496 “ ¥ <0.496 <0.502
" rl
. N F
Active Fuel 6 e
Length (in.) <150 ' 5_1450 <150 <150
%o : Y
No. of Guide and/or e e ol CHY
Instrument Tubes 21 1755 }5.5 (Note 4) 25 25 25
Guide/instrument
Tube >0.0145 >0.0140 > 0.0400 >0.016 >0.014 >0.020
Thickness (in.)
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Appendix A - Certificate of Compliance 9261. Revigion 7

Table A2 (Page 4 of 4)
PWR FUEL ASSEMBLY CHARACTERISTICS (Note 1)

Notes:

1

All dimensions are design nominal values. Maximum and mmimum dimensions are
specified to bound vanations in design nominal values among fuel assemblies within a given

array/class

ZR Designates cladding matenal made of Zircomum or Zirconium alloys

Design initial uranium weight is the nominal uranium-weight specified for each assembly by
the fuel manufacturer or reactor user. For each PWR fuel assembly, the total uranium
weight limit specified in this-table may be increased up to 2.0-percent for comparnson with
users’ fuel records to.aocount for manufacturer tolerances.

Each guide tube replaces four fuel rods

Minimum burnup and mammun’t%;ﬁ;al ennchment as- s;ec;ﬁed in Table A 12.

This fuel asserﬁﬁi} array/class;i_- des o;\Iy the Indiaa oift Unit 1 fueLassemny This fuel
HEron) dors*of theaé f’_‘_\mbly These pitches are 0.441

cmw

. ! \ '_ e

A i} % L "' {."b-‘

Trojan plant- spemf' fue § eve 1% { ',_sgecnfre%ifeparrayld s 17x17B and will
be transported mt customRle eSigriedFmapd PG 24E canlstefs:‘The Trojan MPC-
24E/EF design is atit nzedﬂto 'f’ran§port6hj 1roj antfuel with- a rhaximum initial
enrichment of 3.7 Wﬁ%’mu ”,: f .‘{}4,‘?" R e

. 3

:x d } ) :.:?j}é“.-r
AT Yo mlye e ’2” "
..'z'r-,; ;35: z. M
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Appendix A - Certificate of Compliance 9261. Revision 7

Table A.3 (Page 1 of 6) ‘
BWR FUEL ASSEMBLY CHARACTERISTICS (Note 1)

174

Fuel Assembiy R .
ArrayiClass 6§6A 6x6B .GxBC . TxTA 7x78B 8x8A
Clad Matenal -
(Note 2) ZR . ZR ZR ZR ZR ZR
Design Initial U . .
(kg/assv.) (Note 3) <110 <110 <110 <100 <195 <120
< 2 7 for the

Maximum planar- —U02 rods
average niial <27 See Note 4 <27 <27 <42 <27
ennchment - for MOX - - - -
(W% 235U) " rods
Initial Maximum Rod
Ennchment <40 <40 <4.0 <55 <50 <40
(wt.% 2*%U)
No. of Fuel Rod o
Locations B -.:39 630réd
FuelClad O.D. (in.) [, >0:5630 >.0.4120
Fuel Clad 1.D. (in.} ;‘“50.4990 <0.3620

B )
Fuel Pellet Dia. (in.) <0.4910 < 0.3580
Fuel Rod Pitch (in.) <0.738 <0.523
Active Fuel '
Length (in.) <150 =120
No. of Water Rods
(Note 11) 10r0 lor0 0 0 0 1or0
Water Rod :
Thickness {in.) 20 20 NIA NIA N/A 20
Channel <0.060 <0060 | <0060 <0.060 <0.120 <0.100
Thickness (in.)
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Appendix A - Certificate of Compliance 9261, Revision 7

Table A.3 (Page 2 of 6)
BWR FUEL ASSEMBLY CHARACTERISTICS (Note 1)

}

Fuel Assembly - 8x8B 8x8C 8x8D 8x8E 8x8F 9x9A
Array/Class

Clad Matenal 7R 7R 7R 7R . 7R 7R
(Note 2) ’

Design Imtial U < 1acL < 185 < 188 < 185 1 < 177
(kgrassy.) (Note 3; < 185 & = - =185 ’
Maximum planar-

average initial <42 <42 <42 <42 <4.0 <42
enrlchznent - - - -

(wt % “*U)

initial Maximum Rod

Enrichment <50
(W% 25U

No. of Fuel Rod 74/66
Locations (Note 5)
Fuel Clad 0.D. (in.) }f > 0.4400
Fuel Clad 1.D. (in.) <0.3840
Fuel Pellet Dia. (in.) <0.3760

o N

Fuel Rod Pitch (in.) < 0.642 < 0.641 k- 57.19;640';}2 < 0.640 <0.609 <0.566
Design Active Fuel

Lonaih () <150 <150 <150 <150 <150 <150
No. of Water Rods : 1-4 : N/A
(Note 11) 1ord 2 (Note 7) 5 (Note 12) 2
Water Rod ' ' '
Thickness (in.) >0.034 > 0.00  > 0.00 > 0..034 2 0.0315 > 0.00
Channel ‘

Thickness (i) <0.120 <0.120 <0120 | <0.100 <0.055 £0.120
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Table A.3 (Page 3 of 6)
BWR FUEL ASSEMBLY CHARACTERISTICS (Note 1)

Fuel Assembly
Array/Class

9x9B

9x9C

9x9D

9x9E
(Note 13)

9x9F
(Note 13)

9Ix9G

Clad Matenal
{Note 2)

ZR

ZR

ZR

ZR

ZR

ZR

Design Iniat U
(kgrassy ) (Note &

¢ 177

Maximum planar-
average initial
enrichment

1 (w2 20y

Initial Maximum
Rod Enrichment
(Wt.% 2°U)

No. of Fuel Rods

72 -

Fuel Clad O.D. (in.}

o

igguAsso:;?:

p #
L,

>0:4240

Fuel Clad 1.D. (in.)

< 0.3640

Fuel Pellet Dia.
(in.)

<0.3565

Fuel Rod Pitch (in.)

<0.572

Design Active Fuel
Length (in.)

<150

<150

No. of Water Rods
{Note 11)

(Note 6)

1
(Note 6)

Water Rod
Thickness (in.)

> 0.00

>0.020

>0.0300

>0.0120

>0.0120

>0.0320

Channel
Thickness (in.)

<0.120

< 0.100

<0.100

<0.120

<0.120

<0.120
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Table A.3 (Page 4 of 6)
"BWR FUEL ASSEMBLY CHARACTERISTICS (Note 1

177

Fuel Assembly 10x10A 10x108B 10x10C 10x10D 10x10E
Array/Class _
Clad Matenal (Note 2} ZR ZR ZR S8 SS
Design Initial U N He .
(kg/assy.) (Note 31 <186 < 186 < 186 < 125 < 125
Maximum pianar-
average initial <42 <42 <4.2 <40 <40
enrichment (Wt.% “**U)
Initial Maximum Rod .
Enrichment (wt.% 2°U) 250 <50 £>.0 <50 550
No. of Fuel Rod 92/78 ‘
Locations (Note 8) 91/83 (Note 9) 96 100 96
-y ey v
FuelClad O.D. (in.) , | 20.4040:% >0.3957 . /> 0:3780 > 0,3960 > 0.3940
Fuel Clad 1.D. (in) ;-7 ' 524 <0.3500
Fuel Pellet Dia. (in.) fomes <0.3430
I
Fuel Rod Pitch (in.) & < 0.557
Design Active Fuel C
Length (in.) 1 =83
No. of Water Rods (Note
11) 4
. 3 P :'\\.,-
x‘:‘a)‘e' Rod Thickness 200500 | >000 >0.031 " N/A >0.022
- i (SN ) 3
_ A S
Channel Thickness (in.) <0.120 %"0.1 . a <0.055 < 0.080 <0.080
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Table A.3 (Page 5 of 6)
BWR FUEL ASSEMBLY CHARACTERISTICS (Note 1)

Fuel Assembly Array/Class 6x6D xic
Clad Material j Zr Zr
| gNot.e 2L___ o b | -
1 Design Initial U <78 ; <78
| (kg/assy.)(Note 3) | o
| Maximum planar-average <26 | <26
Linttial enrichment (wt % “"Uy o
* Initial Maximum Rod <4.0 £40
Enrichment (wt.% “=* U) (Note 14) 3 .
No. of Fuel Rod Locations 36 I} 49
Fuel Clad O.D. (in.) > 0.5585 >0.486 |
Fuel Clad 1.D. (in.) < 0.505 <0.426
Fuel Pellet Dia. (in.) < 0.488 <0.411
Fuel Rod Pitch (in.) <0.740 <0.631
Active Fuel Length (in.) < 80 <80
No. of Water Rods (Note 11) 0 0

Water Rod Thickness.(in.)

Channel Thickness. (in.)
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Table A.3 (Page 6 of 6)
BWR FUEL ASSEMBLY CHARACTERISTICS (Note 1)

Notes

1

10.

1.

12.

13.

14.

All dimensions are design nominal values

Maximum and mintmum dimensions are
specified to bound variations in design nominal values among fuel assemblies within a given

array/class

ZR designates cladding material made from Zircomum or Zirconium alloys

Design initial uranium weight is the uranium weight specified for each assembly by the fuel
manufacturer or reactor user. For each BWR fuel assembly, the total uranium weight limit
specified in this table maybe increased up to 1.5% for comparison with users’ fuel records

to account for manufacturer’s tolerances.

< 0.635 wt. % 2°U and < 1.578 wt. % total fissile plulomum (**Pu and "“Pu) (wt. % of total
fuel weight, i.e., UQO; plus PUOZ)

This assembly class contams 74°total fuel rods; 66 full lehgth rods and 8 partlal length rods.

Square replacmg nine fuel rods

2™ " “gx
Varrable ' i § § Bl x N
~ §5§§; , L
This assembly classcontalnsgztotal fuel asf; 178 full length rods and 14 partial length
rods. : oo :".,_‘f‘ %3
o b ' - . ‘ﬂf

): ’ r
This assembly class comams 91 total fuel rods 83 full Iength rods and 8 partial length rods.

One diamond-shaped water rod- replacmg the four center fuel rods and four rectangular
water rods dividing the assembly into, four quadrams . :

These rods may be sealed at both ends and contain Zr material in lieu of water.

. . . N
This assembly is known as "QUAD+" and has four rectangular water cross segments
dividing the assembly into four quadrants.

For the SPC 9x9-5 fuel assembly, each fuel rod must meet either the 9x9E or 9x9F set of
limits for clad O.D., clad I.D., and peliet diameter.

o’my two assemblies may contain one rod each with an initial maximum enrichment up to
5.5 wt%. .
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Table A4

. FUEL ASSEMBLY COOLING, AVERAGE BURNUP, AND INITIAL ENRICHMENT’ :
MPC-24/24E/24/EF PWR FUEL WITH ZIRCALOY CLAD AND

WITH NON-ZIRCALQY IN-CORE GRID SPACERS

Post-irradiation Assembly Burnu Asseinbly Initial
Cooling Time (MWD)/’MTU) P Enrichment
(years) (wt. % U-235)
>9 < 24,500 >23
> 1 <29,500 >26
> 13 < 34,500 >29
> 15 < 39,500 >.3.2
_>18 T >34,
B T N
- . 2 ,;;,ft\?
FUEL ASSEMBLY COOIING, 4D INITIA* ENRICHMENT
MPG.24/24E/24EF P\ LOY CLADAND
="WITH ZIRCA&OY IN’ b 2 PACERS’*
a";r.l i (—w\
tion Assembly Initial
Post-irradiation sem y Initia
Cooling Time ”5;4 Assercvlg)lMBrtg; ugﬁ' Enrichment
(years) "w A (wt. % U-235)
>6 < 24,500 >23
>7 < 29,500 >26
>9 < 34,500 >29
> 11 < 39,500 >32
> 14 < 44,500 >34
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Table A6

FUEL ASSEMBLY COOLING, AVERAGE BURNUP. AND INITIAL ENRICHMENT
MPC-24/24E/24EF PWR FUEL WITH STAINLESS STEEL CLAD

Post-irradiation Assembly Burnu Assembly Initial
Cooling Time (MWD);MTU) P Enrichment
(years) (wt. % U-235)
>19 < 30,000 >31
>24 < 40,000 >31
_ ;"
FUEL ASSEMBLY CO@I‘?N

i RS i

-f\ ‘*_}. Ldf&i s
E s -l ey

Post- |rradlat|on S Assembly Initial
Cooling Ti"{ne Ass(;nvbb[l)yh%uay up Enrichment

(years) > {wt. % U-235)
>5 U @<agoogy >07
>7 < 20,000 >1.35
>8 < 24,500 >21
>9 < 29,500 >24

> 11 < 34,500 >26

> 14 < 39,500 >29

>19 < 44,500 >30

A-350f40
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Table A.8

TROJAN PLANT FUEL ASSEMBLY COOLING, AVERAGE BURNUP.

AND INITIAL ENRICHMENT LIMITS (Note 1)

Post-irradiation Cooling

Assembly Burnup

Assembly Initial

Time (years) (MWD/MTU) Enrichment

: (wt.% ***U)

216 <42,000 23.09 |
216 '+ <37,500 22.6
216 <30,000 22.1

NOTES:

1. Each fuel assembly must only meet one set of limits (i.e., one row)

TROJAN PLANT NOM -

,_‘ .- (’? <:
3%
'-E»

- ;
TabléAg P 3

S,

HARDWAREA B NEUTRON SQURCES

-v_,.h

¢ ‘;""}" T J.:COOU
" o <=
Type of Hardwaré or L".; Post?Tnadlatlon Cooling
Neutron Source’ X v Time
\'d 7 (Years)
BPRAs 7 <15,998 | 224
TPDs <13§“674 , 211
RCCAs <125 515 =9
Cf neutron source <£15,998 224
Sb-Be neutron source with 4
source rods, 16 burnable y
poison rods, and 4 thimble =45,361 219
plug rods
Sb-Be neutron source with 4
source rods, 20 thimble plug <88,547 29
rods
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Table A 10

FUEL ASSEMBLY COOLING. AVERAGE BURNUP. AND MINIMUM ENRICHMENT MPC-32
PWR FUEL WITH ZIRCALOY CLAD AND WITH NON-ZIRCALOY IN-CORE GRID SPACERS

Post-irradiation

" Assembly burnup

Assembly Initial

cooling time {MWD/MTU) Enrichment
(years) (wt. % U-235)
212 <24 500 223
514 <29.500 526
>16 <34,500 529
219 <39,500 532
220 <42,500 >3 4
1 &y
Lo - . :
- . .~~; Ta‘b:e Al _jﬁL;.
FUEL ASSEMBLY«@OOUNG,@AVER%@% a\&r{jﬁp,\?\no MINIMUM ENRICHMENT MPC-32

PWR FUEL WITHAZIRC’ ____ ELADA ITH szCALoYJN COREYGRID SPACERS
U Sk g i~
Post-lrradlatlov . Assembly burnu ::,1 r;rAssemny initial
cooling time *." 4 (MWDIMTU) " Enrichment
(years) &N (wt.% U-235)

>8 | s s24500, 223

29 £29,500 22.6

212 <34,500 22.9

214 £39,500 23.2

219 <44,500 234
A-37 0f 40
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Table A.12

FUEL ASSEMBLY MAXIMUM ENRICHMENT AND MINIMUM BURNUP REQUIREMENTS
FOR TRANSPORTATION IN MPC-32

Configur | Maximum Minimum Bufnup (B) as a Function of
Fuel Assembly ation Enrichment | Initial Enrichment (E) (Note 1) (GWD/MTU)
Array/Class (Note 2) (wt.% U-
235)
15x15D, E. F. H A 4.65 B = (1.6733)*E’-(18.72)*E*+(80.5967)E-88.3
B 438 B = (2.175)*E*{23.355)*E*+(94.77)*E-99.95
C 4.48 B = (1.9517)*E*-(21.45)*E*+(89.1783)*E-94.6
D 4.45 = (1.93)*E*(21. 095)‘E2+(87 785)*E-93.06
17x17A,B,C A = (1. 08):5,?"-(12 25)* Ez+(60 13)*E-70.86
B = (1. 11:%3{'11 56)*E*+ (56 6)'E-62.59
C gt Lfsa & -(14. 83)*E2{~(67 27)*E-72.93
S B %"@”A@'!?);Ei 16. 26)"53;*(72 9883)*E-79.7
NOTES: St _ o 5@‘
1. E = Initial ennchment (e g., for 4. 05 wi. % E 4D5) R %‘::Z’:i}

s
L7 e
LA

2. See‘Table A.13.

e %o 5 Lor
3. Fuel Assemblies must be coole‘d% years oRmores,
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Table A 13

LO ADING CONFIGURATIONS FOR THE MPC-32

CONFIGURATION

ASSEMBLY SPECIFICATIONS

A

e Assemblies that have not been located in any cycle under a
control rod bank that was permitted to be inserted during full
power operation (per plant operating procedures); or

» Assemblies that have been located under a control rod bank
that was permitted to be inserted during full power operation
(pec plant operating procedures), but where it can be
_demonstrated based on operating records, that the insertion
never exceeded 8 inches from the top of the active length
during full power operation.

H ne 32 assemblies in a. basket up to 8 assemblies can be
ogkcore locations where they ‘were located under a control
i to be msertedmore than 8
Eration. There'is no limit on the

e

bi€s in the basket mus't satisfy the
wified fornf gurﬁb nA.
‘ A

Na.,
.

; rod bank, that \vassepermmed to be{ifserted more than 8

mches during full power operanaa “Location under such a

I rod bank is hmn go 20 BWD/MTU of the assembly.
bh in the baskel must satisfy the

. Th n%x
itions as specuf ied for configuration A.

same co

e Of the 32 assemblies in a basket, up to 8 assemblies can be
from core locations where they were located under a control
rod bank, that was permitted to be inserted more than 8
inches during full power operation. Location under such a
control rod bank is limited to 30 GWD/MTU of the assembly.

e The remaining assemblies in the basket must satisfy the
same conditions as specified for configuration A.
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REFERENCES:

Holtec International Report No HI-851251. Safety Analysis Report for the Holtec International
Storage, Transport. And Repository Cask System (HI-STAR 100 Cask System), Revision 12
dated October 6. 2006. as supplemented
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SAFETY EVALUATION REPORT

Docketl No. 71-9261
Model No. HI-STAR HB
Certificate of Compliance No 9261
Rewvision No 7

SUMMARY

By application dated October 5. 2006, as supplemented June 29. July 27. August 3, September
27. October 5. and December 18, 2007; January 9, March 19 and September 30, 2008; and
February 27. 2009. Holtec International (Holtec or the applicant) requested a revision to the 10
CFR Part 71 Certificate of Compliance (CoC) No. 9261 for the Model No HI-STAR 100 system
The spent fuel cask that 1s the subject of this amendment request 1s contained In a site specific
icense granted by NRC to PG&E for storage of specific tuel at the Humboldt Bay Power Station
(HB) site (Docket No. 72-27). Additional supporting changes also requested include
incorporating Metamic as an approved neutron absorber and updating the cask identification to
B(U)F-96 in accordance with 10 CFR 71.19(e). The staff informed Holtec of the acceptance of
the transportation application for technical review by letter dated November 9. 2006.

Based on the statements and representations in the application, as supplemented, and Revision
12 of the SAR, the staff concludes, per its evaluation described in this Safety Evaluation Report
(SER), that the requested changes do not affect the ability of the package toc meet the :
requirements of 10 CFR Part 71.

1.0 GENERAL INFORMATION

The following sections summarize the applicant’'s change requests with respect to the
packaging and its contents. '

1.1 Packaging
With respect to the packaging, the applicant is proposing to:
. add the HI-STAR 100 Version HB (HI-STAR HB) for use at HB,

. change the Safety Analysis Report (SAR) and licensing drawings to add Metamic as a
neutron absorber for use in the HI-STAR HB, and -

change the Package !dentification Number of the HI-STAR 100 System from B(U)F-85 to
B{U)F-96 in the CoC and Chapter 1 of the SAR.

A new shorter version of HI-STAR 100 was designed specifically for use at HB because the fuel
assemblies are shorter than typical Boiling Water Reactor (BWR) fuel assemblies. The design
includes a HI-STAR HB overpack, the multiple-purpose canister for HB (MPC-HB), and the
impact limiters. The shorter design results in a reduced gross weight. Additionally, a HB
specific Damaged Fuel Container (DFC) has been designed.

For the addition of Metamic as a neutron absorber for the HI-STAR HB, the drawings specified
Metamic and the minimum B-10 loading, Metamic was added to SAR text, a description of the
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materna) was added. an updated criticality analysis was provided and the acceplance testing
requirements were provided in SAR Chapter 8

To support the request to change the Package Identification Number of the HI-STAR 100
System from B(U)F-85 to B(U)F-96 in the CoC. staff reviewed the nineteen issues considered in
the rulemaking process that resulted in the revised 10 CFR Part 71 dated January 26, 2004

The staff evaluated the applicant’s request, as described below.

Issue 1. Changing Part 71 to the International Systems of Units (SI) Only

This proposal was not adopted In the finai rule, and therefore no changes are needed in
the package application or the CoC to conform 1o the new rule .

Issue 2. Radionuchide Exemption Values

The final rule adopted radionuclide activity concentration values and consignments
activity limits in TS-R-1 for the exemption from regulatory requirements for the shipment
or carriage of certain radioactive low-level materials. In addition, the final rule adopted
an exemption from regulatory requirements for certain natural materiai and ores
containing naturally occurring radionuclides. Based on the design purpose of the
package and the allowed contents specified in the certificate, this change is not
applicable to the HI-STAR 100 package. Thus, no changes are needed to conform to

the new rule.

Issue 3, Revision of A; and A,.

The final rule adopted changes in the A, and A; values from TS-R-1, with the exception
of two radionuclides. The A, and A; values were modified in TS-R-1 based on refined
modeling of possible doses from radionuclides, and the NRC agreed that incorporating
the latest in dosimetric modeling would improve transportation regulations. The
applicant provided an updated containment analysis in Chapter 4 of the application

~ incorporating the revised A, values, which are for radioactive material in normat form. In
" general, the A; values for radionuclides important to the containment requirements for

spent fuel shipments were increased. Although the calculated maximum allowable
leakage rates were increased, the applicant retained the maximum ailowable leakage
rate that is demonstrated for the cask through leak testing (4.3 E-6 atm cm®/sec He).
The staff agrees that the package meets the containment requirements of 10 CFR 71.51
considering the changes in the A, and A; values in Appendix A, Table A-1, of the revised

10 CFR Part 71.
Issue 4, Uranium Hexafluoride (UFg) Package Requirements.

These changes are not applicable, since the package is not authorized for the transport
of uranium hexafluoride. Therefore, no changes are needed to conform to the new rule.

Issue 5, Criticality Safety Index (CSl).

The final rule adopted the CSl requirement from TS-R-1. The applicant revised .
Chapters 1 and 6 to clearly distinguish between the CS| and the Transport Index (T1).
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issue 6. Type C Packages and Low Dispersible Material

This proposal was not adopted for the final rule. Thus. no changes are necessary.

ssue 7. Deep Immersion Test

The final rule adopted an extension of the previous version of 10 CFR 71.61 from ’
packages for iradiated fuel 1o any Type B package contaming activity greater than 10°
A, Because the Model No. HI-STAR 100 package Is designed to transport irradiated
fuel, the applicant already complies with the deep immersion requirements of 10 CFR
71 61 Thus. no changes are necessary 1o conform to the new rule.

Issue 8. Grandfathering Previously Approved Packages

The final rule adopted a process for allowing continued use, for specific penods of time.
of a previously approved packaging design without demonstrating compliance to the final
rule. The applicant has decided in accordance with 10 CFR 71.19(e) to submi
information demonstrating compliance with the final rule. Thus, grandfatherlng the

design of the package is not necessary.
Issue 9, Changes to Various Definitions.

The final rule adopted several revised and new definitions. These changes were
adopted to provide clarity to Part 71. No change is necessary to conform to the new

. rule.

Issue 10, Crush Test for Fissile Material Packages.

The revised 10 CFR 71.73 expanded the appiicability of the crush test to fissile material
packages. The crush test is required for packages with a mass not greater than 500
kilograms (1100 pounds). Since the Model No. HI-STAR 100 package has a mass
greater than this, the crush test is not applicable. Therefore, no change is necessary to

conform to the new rule.

Issue 11, Fissile Material Package Design for Transport by Aircraft.

The final rule adopted a new section, Section 71.55(f), which addresses packaging
design requirements for packages transporting fissile material by air. The package is not
authorized for shipment by air, and this requirement is not applicable to the Model No.

HI-STAR 100 package.
Issue 12, Special Package Authorizations.

The final rule adopted provisions for special package authorization that will apply only in
limited circumstances and only to one-time shipments of large components. This
provision is not applicable to the Model No. HI-STAR 100 package. Thus, no change is

necessary to conform to the new rule.

Issue 13, Expansion of Part 71 Quality Assurance (QA) Requirements to Certificate
Holders. '
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The final rule expanded the scope of Part 71 QA requirements to apply to any person
holding or applying for a CoC. QA requirements apply to design, purchase, fabrication,
handling, shipping. storing, cleaning, assembly, inspection, testing, operation.

maintenance, repair. and modification of components of packaging that are important to

' safety. The applicant must meet the QA program requirements of 10 CFR 71 101(ai.

(b), and (c). No change is needed to conform to the new rule.
Issue 14, Adoption of the American Soclety of Mechanical Engineers (ASME) code

This proposal was not adopted in the final rule. Thus, no change is needed to conform
to the new rule

Issue 15. Change Authonty for Dual-Purpose Package Certificate Holders

This proposal was not adopted for the final rule. Thus, no.change ts necessary to
conform to the new rule.

Issue 16, Fissile Material Exemptions and Generai License Provisions.

The final rule adopted various revisions 1o the fissile material exemptions and the
general license provisions in Part 71 to facilitate effective and efficient regulation of the
transport of small quantities of fissile material. The criticality safety of the Model No. HI-
STAR 100 package does not rely on limiting fissile materials to exempt or generally
licensed quantities. Chapter 6 of the package application demonstrates criticality safety
of the package with the authorized fissile contents. Therefore, no change is necessary

to conform to the new rule.
Issue 17, Double Containment of Plutonium.

The final rule removed the requirement that packages with plutonium in excess of 0.74
terabecquerel (20 curies) have a second separate inner container. Holtec revised the
package application to remove references and discussions related to the second inner
container requirement. Additionally, the requirement for helium leak testing has been
removed, since the MPC is no longer a containment boundary. Further, the CoC has
been revised to delete the limits based on previous double containment requirement in

the following condition:

Condition 5(a)(2), deleted the words “BWR fuel debris may be shipped only in the MPC-
68F;” “PWR spent fuel assemblies classified as fuel debris may be loaded only in MPC-
24-EF;” and “For the HI-STAR 100 System transporting fuel debris in a MPC-68F or
MPC-24EF, the MPC provides the second inner container, in accordance with 10 CFR
71.63. The MPC pressure boundary is a welded enclosure constructed entirely of a
stainless steel alloy.” :

Issue 18, Contamination Limits as Applied to Spent Fuel and High Level Waste

Packages.

This proposal was not adopted for the final rule. Thus, no change is needed to conform
to the new rule.

192



issue 19, Modification of Events Reporting Reguirements

The final rule adopted modified reporting requirements. While the final rule 1s applicable
to the package, no change is needed to either the CoC or the package application to

conform to the new rule

*.96" Conclusion

Based on the statements and representations in the application. the staff concludes that the
design has been adequately described and meets the requirements of the revised 10 CFR Part
71 Thus. the staff agrees that including the designation "-96" in the identification number 1s
warranted To allow time to modify the packaging markings to include the "-96" designation n
the package identification number. the cenrtificate has been conditioned to allow use ot
packagings marked with the “-85" designation for a period of approximately one year. After May
31, 2009, the packaging musi be marked with the package identification number including the -

96" designation.

1.2 Contents

The applicant has requested the following additions or changes to the contents to:

. add the HB fuel as authorized contents,
. change the definition of Damaged Fuel Assembly, and
. add a definition of Undamaged Fuel Assembly.

Changes were made to incorporate the fuel specific to the HB plant into the CoC.

The damaged fuel definition is changed to:

Damaged Fuel Assemblies are fuel assemblies with kriown or suspected cladding
defects, as determined by review of records, greater than pinhole leaks or hairline

cracks, empty fuel rod locations that are not filled with dummy fuel rods, missing
structural components such as grid spacers, whose structural integrity has been impaired
.such that geometric rearrangement of fuel or gross failure of the cladding is expected
based on engineering evaluations, or that cannot be handled by normal means. Fuel
assemblies that cannot be handled by normal means due to fuel cladding damage are

considered FUEL DEBRIS.

The undamaged fuel definition added is:

Undamaged Fuel Assemblies are fuel assemblies where all the exterior rods in the
assembly are visually inspected and shown to be intact. The interior rods of the
assembly are in place; however, the cladding of these rods is of unknown condition. This
definition only applies to Humboldt Bay fuei assembly array/class 6x6D and 7x7C.

These changes were made for consistency with the corresponding definitions in the HI-STORM
Storage CoC (72-1014).
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13 Generic Changes

The applicant has proposed the following generic changes that are not specific to the HI-STAR
HB:

delete the contents of CoG Section 6.(a) and replace with a direct reference to SAR
Chapter 7.

in the revised Chapter 7. a change was made to the closure plate bolt torque-from 2895
ft.-Ibs to 2000 ft.-Ibs.

delete the contents of CoC Section 6.(b) and replace with a direct reference 1c SAR
Chapter 8

. in the revised Chapter 8, dimensional and B-10 loading requirements that are already
specified on the licensing drawings are not repeated. :

. change the minimum enrichment from 1.8 wi%2%U to 1.45 w1%23*U in CoC Appendix A,
Sections LA 1.d.i, ILA.2d, ILA1.d, 1LA2.d, and Il.A3.d,

. add two assembly cooling times, burnups, and initial enrichments in CoC Appendix A,
Table A.7, ' '
. change drawing to allow the use of SA 350 LF3 as an alternate material to SA203A for

the HI-STAR Inner Containment Shell and Port Cover.

The modification of CoC Conditions 6.(a) and 6.(b) to reference SAR Chapters 7 and 8 were
made to remove unnecessary duplication and details from the CoC and SAR and provide
consistency with other 10 CFR Part 71 CoCs. The structural evaluations in SAR Chapter 2

have been revised to support the closure plate bolt torque..

The changes to cooling times, burnups, and initial enrichments are in response to client needs.
SAR Chapter 5 was updated to reflect these changes.

The structural evaluations were updated to show that the Safety Factors remain acceptable for
both Normal Conditions of Transport (NCT) and Hypothetical Accident Conditions (HAC) for the
alilowance of SA 350 LF3 as an alternate material to SAZ03A for the HI-STAR Inner

Containment Shell and Port Cover.

There were other SAR changes that reflected a need to update the SAR and did not réquire a
CoC change.

1.4 Drawings

The applicant has requested approval of changes to Drawing Nos. 3913, 3923, 3930, and 5014-
C1765 and added Drawing Nos. 4082, 4102, 4103, and 4113. Drawing 3927 was updated to

change its title.
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The changes to Drawing No 3913 consist of specifying all necessary detalls of the buttress
plate attachment holes in one callout on sheet 5 rather than spread throughout the drawing.
The tolerance on the attachment bolt circle was corrected from +/- 1/8" on Sheet 5 to +/-0.06".
The drawing changes corrected an editonal error in detailing the closure plate bolt threads as
UNC. The drawing now reflects the actual threads (UN) that are used. The drawing also now
reflects the allowance of the use of SA 350 LF3 as an alternate materiaf to SA203A for the HI-

STAR Inner Containment Shell and Port Cover.

The changes to Drawing No 3923 include replacing the thru hole in the upper fuel spacer plate
‘with a threaded hole; making the lower plate optional for PWR fuel with control components:
changes to eliminate the potential for an undersized condition in the shell. baseplate, and hd
assembly; change to the optional ild diameter for the MPC-68 as justified in the structural
evaluation; delete the requirements for a secondary containment on plutonium shipments (as
allowed by the 10 CFR Part 71 rule change in 2004); and eliminate some redundancy

The changes to Drawing No. 5014-C1765 include changes to update the current licensing
drawing to allow for the use of the HI-STAR HB impact limiters as supported in the structural

evaluation-and editorial changes.

Drawing Nos. 4082, 4102, 4103, and 4113 were added to inciude the needed packaging
specifications for HB fuel.

The staff reviewed the revised set of licensing drawings and finds that the information on the
drawings provides an adequate basis for its evaluation against 10 CFR Part 71 requirements.
The information on the drawings is consistent with the package as described and evaluated in

the SAR.

2.0 STRUCTURAL

Supplement 2.1 to the application provides a structural evaluation of the HI-STAR HB package,
a shortened version of HI-STAR 100. The organization of the supplement mirrors the format
and content of Chapter 2 of the application for the approved HI- STAR 100 package, except it
only contains material directly pertinent to the HI-STAR HB

The staff reviewed the application to revise the Model No. HI-STAR 100 package structural
design and evaluation to assess whether the package will remain within the allowable values or
criteria for normal conditions of transport (NCT) and hypothetical accident conditions (HAC) as
required in 10 CFR Part 71. This application was also reviewed to determine whether the
package fulfills the acceptance criteria listed in Section 2 (Structural Review) of NUREG-1617,
"Standard Review Plan for Transportation Packages for Spent Nuclear Fuel."

2.1 Structural Design
2.1.1 Design Feature Changes

The HI-STAR HB package consists of three principal structural components: (1) the HI-STAR
HB overpack, (2) the MPC-HB, and (3) the impact limiters. '

The HI-STAR HB overpack, including materials, configurations of inner and intermediate shelis,
top and bottom forgings, and closure lids, is structurally identical to those of the HI-STAR 100
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except for the shorter overall length. iower package weight, reduced strength of impact imiter
crush materials. and smaller-diameter threads on lifting trunnions. Other exceptions, which are
determined to have insignificant adverse effects on the structural performance, include the
optional use of the stacked SA350 LF3 ring forgings to replace the 2.5-inch thick inner shell and
the decreased number and length of enclosure shell radial gussets, which connect the outer and
intermediate shells to form the cavity for the placement of Holtite-A neutron shield material

The MPC-HB. which consists of an enclosure vessel (EV) and a fuel basket, 1s configured to
hold up to 80 Humboldt Bay fuel assemblies Except for shorter length, the structural features
of the EV are identical to those with the other HI-STAR 100 MPCs. including materials, shell
diameters, and dimensions of base plate, lid. and penetrations. The MPC-HB fuel basket. as a
honeycombed structural weldment. is similar in construction to other approved HI-STAR 100
MPC basket assemblies. It 1s held inside the EV cavity against the angle and bar spacers

welded to the EV shell

The impact limiters of the HI-STAR HB package maintain identical design in form and
dimensions to that of the HI-STAR 100 demonstrated structurally adequate for the 60-g design
basis deceleration limits. The crush strengths of the aluminum honeycomb material are
reduced, however, to accommodate lighter weight of the HI-STAR HB to ensure that the
maximum cask decelerations remain to be bounded by the 60-g design basis limits for the 30-ft,

free-drop, hypothetical accident conditions.
2.1.2 Design Criteria and Performance Overview

Section 2.1.0 of the supplement notes that the applicable codes, standards, and design criteria,
including the design basis maximum cask decelerations of 60 g for the HI-STAR HB, are
identical to those for the HI-STAR 100.

For overpack structural components other than the enclosure shell, the application argued that
the reduced length and weight of the HI-STAR HB ensure that all stress-based evaluations
performed on the HI-STAR 100 produced lower bound safety factors compared to those that
would have been calculated for the HI-STAR HB. Sections 2.1.6.1 and 2.1.6.3 evaluate the
modified enclosure shell for the heat and reduced external pressure conditions, respectively.
The evaluation concluded and the staff agrees that there exist large stress safety factors against
an internal pressure developing from off-gassing of the neutron shield material. The staff also
concurs that the change associated with the radial gussets will have minor effects on the global

response of the overpack subject to a lateral drop.

Recognizing that the MPC-HB has been demonstrated capable of withstanding a side impact
deceleration of 60 g for the Part 72 license for the Humboldt Bay ISFSI, the application
concluded, and the staff agrees that no new analyses of the MPC-HB are required as long as
other design and test conditions, such as the heat and cold pressure/temperature design bases,
remain unchanged from those for the HI-STAR 100 enclosure vessel.

~ On the basis of the above, the staff focuses its review primarily on the impact limiter crush
strengths modification for ensuring that maximum cask decelerations remain to be bounded by

the design bases.
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22 Weights and Centers of Grawvity

Table 2.1.2.1 of the supplement lists weights of the impact limiters at 26,000 Ibs, the loaded
MPC-HB at 59,000 Ibs, the combined weight at 161,200 Ibs for the overpack plus loaded MPC-
HB, and the total package weight at 187.200 Ibs. The center of gravity of the loaded package 1S

61 4 inches above the base of the cask.

2.3 Mechanical Properties of Matenals

This Matenals Evaluation Report s part of an NRC certification review of Holtec's Model No. HI-
STAR 100 as a spent nuclear fuel transportation package under requirements specified in
accordance with 10 CFR Part 71

The changes proposed are changes that introduce the HB version of the HI-STAR system {HI-
STAR HB and MPC-HB), generic changes that are necessary to support the HI-STAR HB
(Metamic neutron absorber), but also apply to the other HI-STAR versions and minor changes
not directly related to the HI-STAR HB. These minor changes do not affect the materials
currently approved in the HI-STAR 100 System. Fuel assemblies for HB are shorter than typical
BWR fuel assemblies; therefore, a shorter version of HI-STAR 100 was designed specifically for
use at HB (i.e., one time transportation for use at HB only). The shorter design results in a
reduced gross weight. Additionally, a HB specific DFC has been designed and fuel class arrays
6x6D and 7x7C have been characterized and analyzed for the HI-STAR HB.

The staff's materials evaluation of the proposed FSAR revisions is based on whether the
applicant meets the applicable requirements of 10 CFR Part 71 for packaging and transportation
of radioactive material. The evaluation focused on a brief review of the previously approved Hl-
STAR 100 System and the specific material modifications requested in the application. The
objectives of this material review are to ensure adequate material properties exist.

2.3.1 Description

The following is a discussion of the HI-STAR 100 System (generic), the HI-STAR HB design,
materials, and the changes proposed that introduce the HB version of the HI-STAR 100 system
(HI-STAR HB and MPC-HB). Table 1.3.3 of the application, “Materials and Components of the
HI-STAR 100 System,” lists the specific material specifications. The HI-STAR 100 System was
briefly reviewed for materiai properties generic to all components followed by a material review
of specific material changes proposed that introduce the HB version HI-STAR HB and MPC-HB.
No new determination on the adequacy of material properties was made unless it was used as

the basis for the proposed revisions.

The HI-STAR 100 System in general consists of three primary components as follows: the multi-
purpose canister (MPC), the overpack (HI-STAR) assembly and a set of impact limiters. The
overpack confines the MPC and provides the containment boundary for transport conditions.
The MPC is a hermetically sealed, welded cylinder with flat ends and an internal honeycomb
fuel basket for storing and shipping spent nuclear fuel (SNF) within the overpack containment
boundary. A set of impact limiters attached at both ends of the overpack provide energy

absorption capability for NCT and HAC.

There are seven MPC models, all are designed to have similar exterior dimensions, one
exception is custom designed for the HB plant (MPC-HB), which is approximately 6.3 feet
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shorter than the generic Holtec MPC designs Each corresponding fuel basket design vanes
based on the MPC model

2.3.2 HI-STAR 100 Overpack (generic):
The HI-STAR 100 overpack is a heavy-walled steel cylindrical vessel

The overpack containment boundary i1s formed by an inner shell welded to a bottom plate and to
a heavy top flange with a bolted closure plate (all SA 350-LF3. 34% nickel alloy steel with good
impact toughness for use at low temperatures). The closure plate 1is machined with two
concentric grooves for seals (Alloy X750 — NiCrFe).

The outer surface of the overpack inner shell 1s reinforced with intermediate shells (SA 516-70
carbon steel for moderate and low temperature service with improved notch toughness) of
gamma shielding that are installed to ensure a permanent state of contact between adjacent
layers. These layers provide additional strength to the overpack to resist puncture or
penetration. Radial channels (SA 515-70, carbon steel intended for intermediate or high
temperature service) are vertically welded to the outside surface of the outermost intermediate
shell at equal intervals around the circumference acting as fins improving heat conduction to the
overpack outer enclosure shell surface and as cavities for retaining and protecting the neutron
shielding (Holtite-A). An enclosure shell (SA 515-70) is formed by welding panels between each
of the radial channels forming additional cavities. These panels together with the exterior flats
of the radial channels form the overpack outer enclosure shell. The Holtite-A is placed into each
of the radial cavity segments formed, the outermost intermediate shell, and the enclosure shell
panels. Pressure relief devices (rupture disks) are positioned in a recessed area on top of the
outer enclosure to relieve internal pressure that may develop as a result of a fire accident and
subsequent off-gassing of the neutron shield material. A layer of silicone sponge is positioned
within each radial channel acting as thermal expansion foam to compress as-the neutron shield

expands in the axial direction.

The exposed steel surfaces, except seal seating surfaces, of the overpack and the intermediate
shell layers are coated with Thermaline 450 and Carboline 890 to prevent corrosion based on
expected service conditions. The inner cavity of the overpack is coated with a material
appropriate to its high temperatures and the exterior of the overpack is coated with a material
appropriate for fuel pool operations and environmental exposure. The coating applied to the
intermediate shells acts as a surface preservative and is not exposed to the fuel pool or ambient

environment.

Lifting trunnions are manufactured from a high strength alloy (SB 637 - NiCrFe) and instailed in
threaded openings to the overpack top flange for lifting and rotating the cask body between
vertical and horizontal positions. Pocket trunnions were eliminated from the original design and
are no longer considered qualified tie-down devices. For transportation, the HI-STAR 100
System is engineered to be mounted on a transport frame secured to the transporter bed.
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2 3.3 Multi-Purpose Canisters (generic)

The HI-STAR 100 MPCs are welded cylindrical structures with flat ends. Each MPC s an
assembly consisting of a honeycombed fuel basket, a basepiate, a canister shell, a hd with
vent/drain porls and cover plates, and a closure ring (all from Alloy X) Generic MPCs are
interchangeable. which have identical exterior dimensions. MPC baskets are-formed from an
array of plates (Alloy X) welded to each other, such that a honeycomb structure is created.

A series of basket supports {Alloy X) are welded to the inside of the shell position and support
the MPC fuel basket Optional aluminum (Alloy 1100) heat conduction elements are installed in
some early production models in the peripheral area formed by the basket, the MPC shell, and
the basket supports A refined thermal analysis has allowed making this alummum design

feature "optional ’

The MPC lid (Alloy X} is a circular plate (fabricated from one piece, or two preces - split top and
bottom) that 1s edge-welded to the MPC shell. Only the top piece is analyzed as part of the
enclosure vessel pressure boundary if the two piece lid design is employed. The bottom piece
acts primarily as a radiation shield and is attached to the top piece with a non-structural, non-
pressure retaining weld. The MPC lid is equippec with vent and drain ports that are used to
remove moisture and gas from the MPC and backfill the MPC with a specified pressure of inert

helium gas.

Holtec states that the free volume of the MPC and the annulus between the external surface of
the MPC and the inside surface of the overpack containment boundary are filled with 99.995%
pure helium gas during fuel loading operations. Following MPC drying operations, the MPC is
backfilled with a pre-determined amount of helium gas. The helium backfill ensures adequate
heat transfer and provides an inert atmosphere for fuel cladding integrity. The helium gas also
provides conductive heat transfer across any gaps between the metal surfaces inside the MPC
and in the annulus between the MPC and the overpack containment boundary. Metal
conduction transfers the heat throughout the MPC fuel basket, through the MPC aluminum heat
conduction elements (if installed) and sheil, through the overpack inner steel shell, intermediate
steel shells, steel radial connectors, and finally, to the outer neutron shield enclosure steel shell.

The closure ring (Alloy X) is a circular ring edge-welded to the MPC shell and MPC lid. The lid
provides sufficient rigidity tc allow the entire MPC loaded with SNF to be lifted by the threaded
holes in the MPC lid during transfer from the storage only HI-STORM 100 System to the HI-
STAR 100 overpack for transportation. Threaded insert plugs (Alloy X) are installed to provide
shielding when the threaded holes are not in use.

MPCs are designed to store and transport intact fuel assemblies, damaged fuel assemblies, and
-fuel classified as fuel debris. Intact SNF can be placed directly into the MPC. Damaged SNF
and fuel debris must be placed into a Holtec DFC for transportation inside the MPC and the Hl-

STAR 100 overpack.

.HB damaged fuel and fuel debris will be transported in the MPC-HB.

All MPCs are constructed entirely from stainlesé steel alloy materials except for the neutron
absorber and aluminum vent and drain cap seal washers with no carbon steel parts. All
structural components in a HI-STAR 100 MPC will be fabricated of Alloy X. For the MPC design
and analysis, any steel part in an MPC may be fabricated from any of the acceptable Alloy X

199



a~
- ota

materials listed as follows, except that all steel pieces comprising the MPC shell must be
fabricated from the same Alloy X stainless steel type- Type 316, Type 316LN, Type 304 and
Type 304LN. Holtec states that the Alloy X approach is accomplished by qualifying the MPC for
all mechanical, structural, neutronic, radiological, and thermal conditions using material
thermophysical properties that are the Ieast favorable and bounding for the entire group for the

analysis in question

2.3.4 Impact Limiters (generic)

Once the HI-STAR 100 overpack 1s positioned and secured i the transport frame the overpack
is fitted with (ALSTAR) aluminum honeycomb impact hmiters. one at each end Impact limiters
ensure the inertia loadings during NCT and HAC are maintained below design levels

235 Shielding (generic)

To minimize personnel exposure the HI-STAR 100 System 1s provided with shielding. Initial
attenuation of gamma and neutron radiation emitted by the radioactive SNF is provided by the
MPC fuel basket structure built from inter-welded plates (Ailoy X) and Boral neutron poison
panels with sheathing (Alloy X) attached to the fuel cell walis. The MPC canister shell,
baseplate, and lid provide additional thicknesses of stee! to further reduce gamma radiation and
to a lesser extent, neutron radiation at the outer MPC surfaces.

Primary HI-STAR 100 shielding is located in the overpack and consists of neutron shielding
(Holtite-A) and additional layers of steel for gamma shielding. Gamma shielding is provided by
the overpack inner, intermediate and enclosure steel shells with additional axial shielding
provided by both the bottom steel plate and top closure steel plate. iImpact limiters provide an
increase in gamma shielding and provide additional distance from the radiation source at the
ends of the package during transport. A circular segment of neutron shielding is contained
within each impact limiter to provide neutron attenuation.

Both Boral and Metamic are neutron absorber materials made of B,C and Alummum Metamxc
and Boral are both approved materials for the HI-STAR HB only.

2.3.6 Holtite-A Neutron Shielding (Overpack, generic):

Holtec International states Holtite-A is a poured-in-place solid borated synthetic neutron-
absorbing polymer. Holtite-A may be specified with a B,C content of up‘to 6.5 wt%, however,
Holtite-A is specified with a nominal B,C loading (finely dispersed powder form) of 1 wt%
percent for the HI-STAR 100 System. The nominal specific gravity of Holtite-A is 1.68 g/cm®
and is reduced for shielding analysis by 4% to 1.61 g/cm” to conservatively bound and account
for any potential weight loss at the design temperature and any inability to reach theoretical
density. The nominal weight concentration of hydrogen is 6.0%. However, all shielding
analyses will conservatively assume 5.9% hydrogen by weight in the calculations.
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2 37 Gamma Shielding Matenal (Overpack. generic)

Carbon steel 1s used In successive layers of piate stock form with each layer of the intermediate
shells constructed from two halves. Both halves of the shell are sheared, beveled, and rolled to
the required radii. The two halves of the second layer are wrapped around the first shell. Each
shell half 1s positioned in its location and while applying pressure using a uniquely engineered
fixture, the halves are tack welded. The second layer 1s made by joining the two halves using
two longrtudinal welds. Successive layers are installed by repeating this process. The welding
of every successive shell provides a certain inter-layer contact

2.3.8 Coolants {generic).

No coolants are used. however. helium is sealed within the MPC internal cavity The annuius .
between the MPC outer surface.and overpack containment boundary 1s purged and filied with
helium gas. The overpack annulus is backfilled with hellum gas for heat transfer and seal
testing. Concentric (Alloy X750 — NiCrFe) metallic seals in the overpack closure plate prevent
leakage of the helium gas from the annulus and provide the containment boundary for the

release of radioactive materials.
2.3.9 Chemical and Galvanic Reactions (generic):

Holtec states that no plausible mechanism exists for significant chemical or galvanic reactions in
the HI-STAR 100 System during loading operations. The MPC, filled with helium, provides a
non-aqueous and inert environment. Corrosion is a long-term time-dependent occurrence. The
inert gas environment in the MPC precludes the incidence of corrosion during transportation.
Additionally, the only dissimilar material groups in the MPC are (1) the neutron absorber
material and stainless steel and (2) aluminum and stainless steel. Neutron absorber materials
and stainless steel have been used in close proximity in wet storage for over 30 years. Many
spent fuel pools at nuclear plants contain fuel racks, which are fabricated from neutron absorber
materials and stainless steel materials, with geometries similar to the HI-STAR 100 MPC. Not
one case of chemical or galvanic degradation has been found in fuel racks built by Holtec. This
service experience provides a basis to conclude that corrosion will not likely occur in these
materials. Furthermore, aluminum rapidly passivates in an aqueous environment, leading to a
thin ceramic (Al,O,) barrier, which renders the material essentially inert and corrosion-free over

long periods of application. ‘ .

The HI-STAR 100 overpack combines low-alloy and nickel alloy steels, carbon steels, neutron
and gamma shielding, thermal expansion foam, and bolting materials. All of these materials
have a history of non-galvanic behavior within close proximity of each other. The internal and
external carbon steel surfaces of the overpack and closure plates are sandblasted and coated
to preclude surface oxidation. The coating does not chemically react with borated water.
Therefore, chemical or galvanic reactions involving the overpack materials are unlikely and are
not expected. Furthermore, the interfacing seating surfaces of the closure plate metallic seals
are clad with stainless steel to assure long-term sealing performance and to eliminate the

potential for localized corrosion.
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2 3 10 Design Code Applicability (generc)

The ASME Boiler and Pressure Vessel Code (ASME Code), 1995 Edition with Addenda through
1997, is the governing code for the construction of the HI-STAR 100 System The ASME Code
1s applied to each component consistent with the function of the structure, system. and
components (SSCs) of the HI-STAR 100 System that are labeled Important to Safety (ITS).
Some components perform multiple functions and in those cases, the most restrictive code 1s

applied.

The HI-STAR overpack top flange. closure plate. inner shell. and bottom plate are designed and
fabricated in accordance with the requirements of ASME Code, Section Ill, Subsection NB, to
the maximum extent practical The remainder of the HI-STAR overpack steel structure 1s
designed and fabricated in accordance with the requirements of ASME Code. Section il

Subsection NF. to the maximum extent practical
2.3 11 Acceptance Tests and Maintenance Program (generic).

Weld examinations shall be performed in accordance with written and approved procedures, by
qualified personnel. All results, including relevant indications, shall be made a permanent part
of the quaiity records by video, photographic, or other means providing an equivalent retrievable

record of weld integrity.

ASME Code Section Il and Regulatory Guides 7.11 and 7.12 require that certain materials be
tested in order to assure that these materials are not subject to brittle fracture failures. Charpy
V-notch testing shall be performed on each plate or forging for the HI-STAR 100 Package
containment boundary (overpack inner shell, bottom plate, top flange, and closure plate) in
accordance with ASME Code Section ill, Subsection NB, Article NB-2300. Weld material used
in fabricating the containment boundary shall be Charpy V-notch tested in accordance wnh
ASME Section Ill, Subsection NB, Articles NB-2300 and NB-2430.

Non-containment portions of the overpack, as required, shall be Charpy V-notch tested in
accordance with ASME Section lll, Subsection NF, Articles NF-2300, and NE-2430. The non-
containment materials to be tested include the intermediate shells, overpack port cover plates,

and applicable weld materials.
2.3.12 HI-STAR 100 System, Version for HB:

Holtec states that the HI-STAR 100 System has been expanded to include options specific for -
use at PG&E's HB plant for dry storage and future transportation of SNF.

HB fuel has a cooling time of more than 25 years and relatively low burnup. Heat load and
nuclear source terms of this fuel are substantially lower than the design basis fuel. Peak
cladding temperatures and dose rates are below the regulatory limits with a significant margin.
All major dimensions and features, such as diameter, wall thickness, flange design, top and
bottom thicknesses, are maintained identical to the standard (generic) design.

The HI-STAR HB overpack is a heavy-walled, steel cylindrical vessel identical to the standard
(generic) HI-STAR 100 overpack, except that the outer height is approximately 128 inches and
the inner height is approximately 115 inches. The HI-STAR HB overpack does not contain
radial channels vertically welded to the outside surface of the outermost intermediate shell as

)
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installed on the HI-STAR 100 overpack (genernc) The HI-STAR HB overpack utilizes neutron
shielding (Holtite-A) placed in the annulus region between the multi-layered shells and
enclosure shell without connecting ribs. This feature is unique to the "HB" version. The annuiar
shield, a thick layer of a low conductivity material, Hollite-A, retards the lateral transmission of
fire heat during hypothetical accidents, which minimizes the heating of the HI-STAR HB

package Internals and the stored fuel during fires.

MPC-HB 1s similar to the generic MPC-68F, except it is approximately 114 inches high The
MPC-HB is designed to transport up to 80 HB BWR SNF assemblies Damaged HB fuel and
fuel debnis must be transported in the Holtec custom designed HB DFC

Holtec considers that almost all of the HB fuel assemblies not classified as damaged are intact.
however. the inspection records of the HB fuel assemblies precludes classifying the assemblies
as intact fuel since the interior rods of the assembly are in an unknown condition These rods
are classified as undamaged and can perform all fuel specific and system related functions.
even with possible breaches or defects.

Applicable design codes, standards and criteria for the HI-STAR HB are identical to HI-STAR
- 100 except that the internal surfaces of the intermediate shellis will not be coated with a silicone
encapsulate due to its lower heat loads.

Differences between the HI STAR HB and HI-STAR 100 are limited to: shorter overall length,
lower package weight, reduced strength of impact limiter crush materials, smaller diameter
threads on lifting trunnions, and MPC-HB neutron absorber material as follows:

Holtec states that Metamic is a neutron absorber material developed by the Reynolds Aluminum
Company for spent fuel reactivity control in dry and wet storage applications. Metamic is
requested to be used in the HI-STAR HB. Metallurgically, Metamic is a metal matrix composite
(MMC) consisting of a matrix of 6061 aluminum alloy (precipitation hardening, with magnesium
and silicon as its major alloying elements) containing Type 1 ASTM C-750 boron carbide.
Metamic is characterized by extremely fine aluminum (325 mesh or better) and boron carbide
powder. Typically, the average B,C particle size is between 10 and 15 microns. ngh
performance and reliability of Metamic is derived from the particle size distribution of its
constituents, rendered into a metal matrix composite by the powder metallurgy process. This
yields uniform homogeneity. For the Metamic sheets used in the MPCs, the extruded form is

rolled down into the required thickness.

Metamic has been subjected to an extensive array of qualification tests sponsored by the
Electric Power Research Institute (EPRI) which evaluated the functional performance of the
material at elevated temperatures (900°F) and radiation levels. Test resuits, documented in an
EPRI report, indicate that Metamic maintains its physical and neutron absorption properties with
little variation in its properties from the unirradiated state.

Time required to dehydrate a Metamic equipped MPC is expected to be less when compared to
an MPC (generic) containing Boral, due to the absence of interconnected porosities. Analyses
performed by Holtec show that the streaming due to particle size is virtually non-existent in
Metamic. Metamic is a solid material, therefore, no capillary path through which spent fuel pool
water can penetrate Metamic panels can chemically react with aluminum in the interior of the
material to generate hydrogen. Chemical reaction of the outer surfaces of the Metamic neutron
absorber panels that may occur with walter to produce hydrogen transpires rapidly and reduces
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o an insignificant amount In a short period of time  Nevertheless. combustible gas monitoring
for Metamic equipped MPCs and purging or exhausting. the space under the MPC lid during
welding and cutting operations is required until sufficient field experience is gained that confirms
that little or no hydrogen 1s released by Metamic during these operations.

Holtec states that each manufactured lot of neutron shield matenal shall be tested to verify that
the material composition (aluminum and hydrogen). boron concentration, and neutron shield
density (or specific gravity) meel specified requirements Testng and installation shall be
performed in accordance with written and approved procedures and/or standards and shall
become part of the QA record. The material manufacturer's QA program and its implementation
shall be subject to review and ongoing assessment. including audits and surveillances.
Procedures shall ensure that mix ratios and mixing methods are controlled in order to achieve
proper material composition, boron concentration and distribution, and that pours are controlled
In order to prevent gaps or voids from occurring in the material  Neutron shield integnty shall be
venfied via measurements either at first use or with a check source over the entire surface of

the neutron shield, including the impact limiters

2.3.13 Conclusion

For the purposes of the this review, the staff did revisit previously approved material properties
used in the original HI-STAR 100 Cask System application and no new determination on the
adequacy of those material properties was made unless it was used as the basis for the

proposed revision requested in this application.

Furthermore, staff finds that the HI-STAR HB is composed of materials with a service proven
history of use. The staff concludes that the materials and manufacture of Metamic as stated in
the application for use in the HI-STAR HB are sufficient. The staff's conclusion regarding the
manufacture, qualification, and use of Metamic, for the purposes of this review, is applicable to
the HI-STAR HB. Definitions for Fuel Debris, Damaged Fuel Assemblies and Undamaged Fuel
Assemblies, added to address the HB fuel assembly limited inspection records for packaging
and transportation, are acceptable based on structural, containment, and criticality reviews.

The staff determined that, based on review of the application and supplements, that all material
properties used by the applicant for the Model No. HI-STAR 100 for use at HB continue to meet

the requirements of 10 CFR Part 71.
24 General Standards for All Packages

Section 2.1.4 of the supplement notes that the HI-STAR HB is a shorter and lighter version of the
HI-STAR 100, and the design features presented in Section 2.4 of the application continue to
apply to the HI-STAR HB. Therefore, the staff finds that the HI-STAR HB package meets the 10
CFR 71.43 requirements for the general standards for all packages.
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25 Lifting and Tie-Down Standards

Section 2.1.5.1 of the supplement considers a bounding lifing weight of 161,200 Ibs of the HI-
STAR HB to recalculate the governing section moment and stresses for the trunnions with a
shightly smaller diameter at the threaded portion of the trunnion than that for the HI-STAR 100.
Considering the NUREG-0612 load multipliers of 6 and 10 for the yield and ulimate section load
capacities, respectively, the application determines that all safety margins are greater than 1.0
This meets the 10 CFR 71.45(a) provision, which requires that lifting devices be sized to resist
three imes the design load without reaching material yield strength

Section 2.1.5.2 notes that the tie-down devices and the reaction loads in Section 2 5 of the
application bound those for the HI-STAR HB, which 1s shorter and highter than the HI-STAR 100
On this basis. the staff agrees with the applicant’'s conclusion that no new analysis needs to be
performed for the tie-down devices for satisfying the requirements of 10 CFR 71 45 (b)(1)

Section 2.1.5.3 determines that the ultimate bearing capacity at the trunnion-to-top forging
interface 1s greater than the trunnion load limit. The ultimate moment capacity at and beyond
the interface is also greater than the trunnion moment limit. This demonstrates that the trunnion
shank reaches ultimate structural capacities prior to the top forging reaching its corresponding
ulimate load capacities. Therefore, the staff agrees with the applicant’'s conclusion that failure
of the external shank of the lifting trunnion will not cause loss of any other struclural or shielding
function of the overpack. This satisfies the excessive load requirements of 10 CFR 71.45(a)

and 10 CFR 71.45(b)3).
2.6 Normal Conditions of Transportation

Heat and Free-Drop. Section 2.1.6.1 of the suppiementi notes that the operating temperatures
for the Humboldt Bay fuel, which are at or below comparable temperatures for the HI-STAR 100
analyses, give relatively higher at-temperature stress allowables for the HI-STAR HB. |t
includes a bounding stress evaluation of the cask enclosure shell. On this basis, the applicant
argued and the staff agrees that, for the same cask free-drop deceleration limits and design
pressures/temperatures, all other stress analyses of the HI-STAR HB would have resulted in
additional margins.compared to those for the HI-STAR 100. Section 2.1.6.7 notes that, as part

- of the Section 2.1.7 impact limiter drop analyses, the cask decelerations for the 1-ft free drops
for the HI-STAR HB are shown to be less than the HI-STAR 100 design basis limits. Hence, the
applicant’s evaluations satisfy the requirements of 10 CFR 71(c)(1) and 10 CFR 71(c)(7) for the

heat condition and free drop tests, respectively.

Cold, Reduced External Pressure, Increased Internal Pressure, and Vibration. Section 2.1.6.3 of
the supplement refers to the Section 2.1.6.1, “Bounding Evaluation of the Enclosure Shell,”
which is also applicable to the reduced external pressure condition. As a result, Sections 2.1.6.2
through 2.1.6.5 note and the staff agrees that no new analyses or other calculations need to be
performed for the normal conditions of transport cold, reduced external pressure, increased
external pressure, and vibration, respectively, to satisfy the requirements of 10 CFR 71(c)(2),

(3), (4), and (5).

Water Spray, Corner Drop, and Compression. The HI-STAR HB is identical to the HI-STAR 100
in all respects except for the length of the overpack. As such, Sections 2.1.6.6, 2.1.6.8, and
2.1.6.9 note and the staff agrees that the respective 10 CFR 71(c)6), (8), and (9) conditions of
water spray, corner drop, and compression are not applicable to the HI-STAR HB package.

205



27 Hypothetical Accident Conditions

30-Ft Free Drop. Section 2.7 of the application provides an evaluation of 10 CFR 71.73
hypothetical accident conditions for the HI-STAR 100. which is being modified with limited
design feature changes for the HI-STAR HB  Since the applicable design criteria and safety
analyses for the HI-STAR 100 remain to be bounding for the HI-STAR HB, the staff focuses its
review primarily on the Holtec approach of using analysis alone o establish the design basis
cask decelerations assocrated with the impact limiter modifications.

Drawing No. C1765. sheet 2 of 7. of the apphlication lists reduced nominal crush strengths of
aluminum honeycomb materials for the five section types. which range from about 50% to 60%
of the corresponding strengths of the HI-STAR 100 The configuration, including overall
geometry and attachment to the overpack of the HI-STAR HB impact limiter. is identical to that
of the HI-STAR 100. with the sole difference being the impact limiter crush material strengths

There is no scale mode! drop testing of the HI-STAR HB. Contrary to the common practice of
qualifying impact limiters of spent fuel transportation packages by drop tests, the applicant
adapted the HI-STAR 100 differential equation method for evaluating the HI-STAR HB free-drop
accidents only by analysis. Section 2.1.7.1 of the supplement provides a summary description of
the method as used for the HI-STAR 100. Essentially, the method entails a combined analysis
and testing approach in three steps: (1) the 1/8-scale quasi-static tests of the impact limiter to
establish its load-deflection characteristics; (2) the Y-scale cask drop tests to demonstrate that
the experimentally obtained cask rigid body decelerations were below the design bases; and (3)
the development of analytical models capable of correlating the observed and calculated

results.

The HI-STAR 100 analytical modeis involve either a single second-order differentiai equation for
end drops or a set of three differential equations for side and slap-down drops. There exist, in
each equation, one or two resistive force terms each formulated as product of the impact limiter
-static deformation and dynamic mulliplier, also called dynamic correlation function. To
implement the method for the HI-STAR HB, given that all other relevant physical attributes of
the cask system can be incorporated into the differential equations directly, the dynamic
correlation function remains the only parameter that is updated, at each time integration step, as
a linear function of the concomitant crush velocity of the impact limiter. In a September 30,
2008, letter the applicant addressed the staff RAl on appropriate selection of the dynamic
multipliers for the HI-STAR HB without relying on scale model drop tests. As discussed in
Section 2.1.7.1, Revision 13c, of the supplement, the applicant further clarified it by noting that,
based on manufacturer’'s catalog, no information suggesting that the dynamic multipliers in the
differential equation method are a function of crush material strength. Therefore, the staff has
reasonable assurance to agree with the applicant that the dynamic multipliers originally
determined for the HI-STAR 100 remain valid for the HI-STAR HB analytical method, as

discussed below.

The numerical simulation analysis of the HI-STAR HB impact limiters uses the same dynamic
multipliers as those for the HI-STAR 100, for which, anaiysis results correlate adequately with
the drop test results. Compared to the HI-STAR 100 impact limiters, the staff notes that the Hi-
STAR HB aluminum honeycomb sections are identically configured, constrained, and supported
by an essentially rigid backbone structure. This ensures development of similar load paths for
the resistive forces in both the HI-STAR 100 and HI-STAR HB impact limiters for same dynamic
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multipliers Thus. the staff has reasonable assurance that the HI-STAR 100 ditferential equation
method 1s an acceptable predictive tool for determining HI-STAR HB cask decelerations and
impact hmiter crush depths. The staff also agrees with the applicant’s assessment that the HlI-
STAR HB impact limiters will continue to remain attached to the cask if the calculated maximum
“cask decelerations are below 60 g, given that the HI-STAR 100 lmpact limiters remained

attached to the overpack during the scale model drop tests

Tabie 2.1 7.1 of the supplement lists calculated maximum cask decelerations and impact hrmiter
crush depths for the 30-ft free drop accidents. With nominal strengths of the crush matenal. the
maximum decelerations are 56.5 g, 45.6 g, 34.8 g. 33.8 g, and 45.9 g for the top-end. bottom-
end. side, C.G.-Over-Corner, and slapdown drops. respectively. Table 2.1.7.3 lists the crush
strength sensitivity analysis results for ten drop cases. For a crush strength increase of 15%
over the nominal, the maximum decelerations are 59 g, 38.5 g. and 49.2 g for the respective
top-end, side. and slapdown drops, which are all below the design basis imit of 60 g For the
30-ft side drop, for a decrease of crush strength by 15%, the calculated crush depth of 15.2 inch
indicates that the impact limiters experience some material lockup. This resuits in a cask side-
drop deceleration incrrease from the nominal 34.8 g rise t0 43 g, as it would be. However, the
impac! limiters still provide acceptable protection for the cask subject to a maximum side-drop

deceleration far less than the 60 g design basis limits.

On the basis of the review above, the staff concludes that ‘the HI-STAR HB design basis
decelerations are bounded by the 60 g used also for the HI-STAR 100 package evaluation. As
such, all relevant Section 2.7.1 evaluations for the HI-STAR 100 remain to be applicable to the

HI-STAR HB in demonstrating its structural capabilities for meeting the 10 CFR 71.73 (c)(1 )
free-drop requirements.

Puncture. Section 2.1.7.2 of the supplement notes and the staff agree that the structure at the
puncture locations is unchanged from the HI-STAR 100. Hence, no new or modified
calculations need be performed for the HI-STAR HB for meeting the puncture test requirements

of 10 CFR 71.73(c)3).

Thermal. Section 2.1.7.3 of the supplement notes the thermal evaluation of fire accident. The
staff agrees with the applicant’s assessment that no new or modified structural calculations
need be performed to qualify the HI-STAR HB for the 10 CFR 71.73(c)(4) fire test requirements.

Immersion - Fissile Material and Immersion — All Packages. The staff evaluated the structural
feature differences between the HI-STAR HB and HI-STAR 100 packages and concurs that no
new or modified calculations need be performed to qualify the HI-STAR HB for the subject
immersion requirements of 10 CFR 71.73(cX5) and (6).

2.8 Fuel Rods

The Humboldt Bay fuel is shorter than the design basis fuel carried by the HI-STAR 100 and
will, therefore, exhibit larger structural margins against the side- and end-drop accidents. Thus,
the staff concurs with the applicant’s conclusion that the performance of the HI-STAR HB fuel
rods is bounded by that of the HI-STAR 100, and is, therefore, acceptable. Table 1.0.1 of the
CoC defines undamaged fuel assemblies as those where all exterior rods in the assembly are
visually inspected and shown to be intact even if the cladding of interior rods are of unknown
condition. Seclion 2.1.9 of the suppiement notes that the exterior fuel rods serve to confine the
interior fuel rods, thereby preventing interior fuel rods from dislocating and falling to the bottom
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of the fuel basket This potential -but hmited. reconfiguration of interior fuel rods of undamaged
fuel assembly will result in neglhgible change of fuel mass and center of gravity height, which
has insignificant effects on the structural response of the HI-STAR HB. Furthermore, as
reviewed in Section 6.4 of this safety evaluation, reconfigured interior fuel rods are acceptable
based on the conditions analyzed for criticality control  This justifies loading the "undamaged
fuel assemblies” into the MPC-HB directly without placing them in the HI-STAR HB damaged

fuel containers. :
29 Review Findings

The staff reviewed the statements and representations in the application by considering the
regulations. appropriate Regulatory Guides. applicable codes and standards. and acceptable
engineering practices The staff concludes that the structural design has been adeguately
described and evaluated for meeting the requirements of 10 CFR Part 71

3.0 THERMAL

The staff reviewed the application 1o revise the Model No. HI-STAR 100 package thermal
design and evaluation to assess whether the package temperatures will remain within their
allowable values or criteria for NCT and HAC as required in 10 CFR Part 71. This application
was also reviewed to determine whether the package fulfills the acceptance criteria listed in
Section 3 (Thermal Review) of NUREG-1617, "Standard Review Plan for Transportation
Packages for Spent Nuclear Fuel."

3.1 Thermal Review Description

The purpose of this Revision is to facilitate the transport of HB reactor spent fuel; however,
some of the changes are generic in nature and apply to the entire family of contents of the Hl-
STAR 100. Besides the fuel type change, other changes impacting the thermal evaluation are:
the addition of Metamic as a neutron absorber material, the addition of a higher emissivity value
for stainless steel plates, and the request to remove the thermal acceptance test along with the

thermal periodic test. B

3.2 Thermal Evaluation

The fuel from KB is low burnup fuel that has been sitting in the spent fuel pool and/or dry cask

storage for many years, and as a consequence, the decay heat limit for this physically smaller

package is only 2 kW for its associated 80 fuel assemblies. The cumrent approved HI-STAR 100
thermal design limit for BWR fuel is 18.5 kW for 68 fuel assemblies.

Additionally, the applicant has chosen to add Metamic as an additional neutron absorber in the
SAR. Since Metamic is made of the same materials as Boral, it exhibits the same thermal
conductivity, even though the manufacturing process is different. As a consequence, the same
values of thermal conductivity for Boral are used.

A higher value emissivity (0.587) for stainless steel plates was provided, but it was stated, for
conservatism, that a lower value of 0.36 continues to be used in the thermal calculations. The
staff was concerned that this higher emissivity value may not be conservative for the HAC fire.
However, after reviewing the Holtec response, the staff agrees that the starting point for the
temperature distribution within the cask would be lower, and as a consequence, the impact of
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the 30 minute HAC fire would be alleviated by this and the thermal inertia of the massive’
transportation cask.

From the thermal analysis for HB, the NCT maximum temperature for the fuel cladding is 419°F
and the overpack top plate 1s 129°F These values are considerably less than the design basis
-HI-STAR 100 BWR fuel of 713°F for the fuel cladding and 162°F for the overpack closure plate
Also, since the decay heat load of the fuel for HB 1s significantly lower than the design basis
heat load of the HI-STAR 100 and the HB overpack utilizes a heat shield. the HB thermal
loading 1s bounded by the current design basis of the HI-STAR 100 for NCT-and HAC

At the request of the staff, a description of the heat shield (referred to in Table 3 1.5) was added
1o SAR supplement Section 3.1.1. The heat shield 1s another term for the neutron shield where
the previous radial support channels for the cuter enclosure shell of the neutron shield were
replaced with gussets at the top and bottom of the shield - so that only neutron shield matenal
would be at the radial centerline of the cask to further inhibit heat input to the fuel dunng the

HAC fire

Additionally, the applicant initially requested that the thermal acceptance test and the thermal
periodic test be removed for all package configurations. Since the thermal acceptance test was
“limited to the first fabricated HI-STAR overpack, and that tesi was completed satisfactorily, the
staff has no objection in removing this commitment. For the perodic thermal test, the staffis
confident in the time dependent thermal performance of the HI-STAR 100 packaging materials
except for the shielding material Hollite-A, and requestad that its time dependent thermal
characteristics be evaluated since Holtite-A is a polymer and, as such, is typically susceptible to
heat and radiation degradation. - In response to the staff’s request HOLTEC submitted two

reports entitled:

1) “Holtite-A: Results of Pre- and Post- Irradiation Tests and Measurements,” HI-2002420, Rev.
1, dated 4/8/03, and

2) “Holtite-A Development History and Thermal Performance Data,” HI-2002396,
. Rev. 3, dated 4/10/03. '

The former report documents irradiation aging and performed physical observations; weight and .
density determinations; dimensional measurements; and neutron aftenuation testing or chemical
analyses on the Holtite-A samples. The latter report docurnents that the thermally aged
samples of Holtite-A were free of large voids and gaps; visual examination confirmed material
was stable (no warping, swelling, or cracking); and that weight loss results were less than 4%.
Also, these tests were performed independently and did not evaluate the synergistic effects of
dose and temperature The staff did not find a direct correlation between these reports
measurements/conclusions and providing assurance that the thermal conductivity of Holtite-A

- does not change with time. As a result, the staff requested Holtec to provide additional data of
Holtite-A to determine the time dependent effect of radiation and heat on Holtite-A, or continue -
performing the periodic thermal test. Holtec chose to continue performing the periodic thermal
test. This commitment is included in the CoC since the CoC requires that all procedures for '
acceptance testing and maintenance be developed from the provisions of SAR Chapter 8.

From a review of the proposed application of HB, the staff concludes that adequate justification
has been presented to conclude that the material temperature limits of the HI-STARHB  ~
transportation package have been satisfied considering the large design margins stemming

209



-

- Ze -

" from the relatvely lower decay heat load and the approximate 300°F difference between the
- HAC cladding temperaturé and its limit of 1058°F :

3.3 ' Conclusion

Based on the review of the application. the staff found reasonable assurance that the apphcant

_has demonstrated that the HI-STAR HB package meets the thermal requirements for NCT and

HAC as required by 10 CFR Part 71

4.0 CONTAINMENT

The staff reviewed the application to revise the. Model No HI-STAR 100 package to verify that
the package containment design has been described and evaluated under NCT and HAC as
required in 10 CFR Part 71 This application was also reviewed to determine whether the
package fulfills the acceptance critena listed in Section 4 (Containment Review) of NUREG-
1617, "Standard Review Plan for Transportation Packages for Spent Nuclear Fuel."

41 Containment System Design

The purpose of this Rewvision request is to facilitate the transport of HB reactor spent fuel.
Besides the-fuel type change, other changes that could impact the containment evaluation are:
the revised A, values from 10 CFR Part 71, the removal of the MPC as a secondary -
containment (including the commitment to leak test it), updated procedures to change the

closure bolt torque to 2000 ft-Ibs from 2895 ft-ibs, and the changed definition of “damaged fuel
assembly.”

4.2 Containment Evaluation

The HB spent fuel is bounded by the design basis fuel for source term, and consequently, its
reference leak rates are more than that of the design basis fuel and result in no impact on the
previously approved HI-STAR 100 package. Furthermore, the reference leak rate calculations,
presented in Table 4.1.1, “Summary of Containment Boundary Design Specifications,” of the
SAR continue to justify a leakage rate acceptance criterion of 4.3 E-6 atm cm3/sec, He. This
leakage rate acceptance criterion has been verified to be valid for the HB fuel, as well as for the

changes in the A; values.

Since the double containment requirement for plutonium shipments has been removed from the
regulations (ref. 10 CFR 71.63 dated 1/26/2004), the requ:rement to have the MPC serve as a
second containment boundary and be leak tested is no Ionger required and that information has

been removed from the SAR.

The lessening of the closure bolt torque values has been reviewed in the structural section and
staff agrees that these new torque values still provide an adequate closure force to ensure
integrity of the containment boundary.

The change in the definition of a damaged fuel assembly has no effect upon the containment
evaluation because lt has no effect on the source term.
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Also. the latest version of ANSI N14.5 (1.e . 1997) was reterenced by the applicant al the
request of staff

43 Conclusion

Based on the statements and representations in the application, staff agrees that the applicant
has shown that the use of the Model No. HI-STAR 100 for use at HB continues to meet the

containment requirements of 10 CFR Part 71

5.0 SHIELDING

The staff reviewed the application to revise the Model No HI-STAR 100 package 1o verify that |
the shielding design has been described and evaluated under NCT and HAC. as required in 10
CFR Part 71 This application was also reviewed to determine whether the package fulfills the
acceptance cniterta listed in Section 5 {Shielding Review) of NUREG-1617. "Standard Rewew

Plan for Transportation Packages for Spent Nuclear Fuel "
51 Description of Shielding Design

5.1.1 Packaging Design Features

Staff reviewed the changes to the design features proposed in the amendment request. The
following changes were proposed that affect the shielding design:

Authorization of Metamic as a neutron absorber material was added to the application for use in
the HI-STAR HB. The shielding analysis takes credit for the presence of the absorber plates.
The currently approved design uses Boral as the neutron absorber.

Addition of the HB overpack, MPC, and basket (and HB-specific DFC). The design for the HB
system differs from the standard HI-STAR 100 system in a few parameters. A significant
difference is the reduced axial height of the overpack and the MPC. The shielding materials are
unchanged. An additional difference is the lack of radial channels weided to the outermost
intermediate steel shell of the HB overpack; thus, the neutron shield is not penetrated by steel
channels that will result in neutron streaming paths through the neutron shield. Additionally, the
HB overpack neutron shield thickness is a minimum of 4 inches, while the minimum thickness is
4.3 inches for the standard overpack. The MPC-HB basket holds 80 HB fuel assembilies

(versus the 68 assemblies of the standard BWR MPC baskets).

No other proposed changes affect the shielding design. The staff reviewed the licensing
drawings and descriptions of the HI-STAR 100 system as modified in the proposed amendment
and finds there is sufficient detail to perform a shielding evaluation. The staff reviewed the
proposed changes and finds them to be described in sufficient detail to perform an evaluation of

the shielding design.

5.1.2 Codes and Standards

The applicant continues to use the flux-to-dose conversion factors from ANSI 6.1.1-1977. The
staff finds use of these conversion factors to be acceptable. .
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513 Summary Table of Maximum Radiation Levels

The summary dose rate tables for the MPC-24, MPC-32, and MPC-68 are provided 1n Section
5.5 of the amended SAR Some of the dose rates for all three MPCs were modified due to a
modification of the impact hmiter model used in the analyses. Dose rates for the MPC-68 were
modified to account for the proposed additional contents at dose locations where the proposed
additional contents result in higher dose rates. The tables show maximum dose rates for the
side, top, and base of the HI-STAR 100 to be below the 10 CFR Part 71 regulatory dose rate
limits. Staff reviewed the dose rates presented in Section 5.5 of the SAR and finds they are
consistent with those reported in the rest of the analysis and are the maximum dose rales

52 Source Specification

The staff reviewed the specifications for the contents proposed Iin the amendment request No
changes were proposed {o the allowable PWR contents. Proposed changes to the BWR
contents include a decreased minimum allowable enrichment for intact and damaged 6x6A,
6x6C, 7x7A, and 8x8A assembly arrays/classes and fuel debris from these assembly classes
{the proposed minimum enrichment is 1.45 wt.%) and two new maximum burnup, mimmum
cooling time, and minimum enrichment combinations for the remaining ZR-clad BWR assembly
arrays/classes. One new combination is a maximum buinup of 10,000 MWd/MTLU and a
minimum of 5 years cooling for assemblies with a minimum enrichment ot 0.7 wt. %, and the
other combination is a maximum burnup of 20,000 MWd/MTU and a minirmum of 7 years cooling
for assemblies with a minimum enrichment of 1.35 wt.%.

The amendment also proposes to remove the HB assembly arrays/classes from the aliowable
contents of the MPC-68 and MPC-68F and allow transportation of these assemblies in the
MPC-HB. The amendment proposes to allow transportation of the HB assemblies, 6x60 and
7x7C assembly arrays/classes, as intact, undamaged and damaged assemblies and. fuel debris.
Damaged fuel assemblies and fue! debris must be loaded in HB Damaged Fuel Canisters
(DFC). The applicant proposes to load either 28 damaged assemblies in the peripheral basket
locations or 40 damaged assemblies in a checkerboard pattern. These two configurations are

illustrated in SAR Figures 6.1.3 and 6.1.4.

Based upon HB fuel records, there are no more than 337 linear inches of fuel fragments
remaining at the HB reactor site. This fuel debris may include loose zirconium-clad pellets,
stainless steel-clad pellets, unclad pellets and rod segments. Assuming all the fragments are
clad with stainless steel and considering the cladding dimensions, the amount of stainless stee!
cladding that could be loaded is 1.25 kilograms. Therefore, the applicant proposed a limit for
fuel debris of 1.5 kilograms of stainless steel cladding per cask. This limit is included in Section
VIl of Table A.1 in Appendix A to the CoC. The shielding analysis also includes the contribution
of the steel cladding to the source terms used to demonstrate compliance with the regulatory
dose rate limits. The design-basis HB assembly is the 6x6D class assembly with the
characteristics provided in Table 5.1.1 of the SAR.

A definition for undamaged fuel was proposed to be added to the CoC. This definition is strictly
limited in application to HB fuel assembly classes/arrays. Undamaged assemblies are those HB
assemblies for which the condition of the assembly could not be completely verified to meet the
CoC definition of intact fuel; however, visual examinations of these assemblies supported the
determination that the outer rods of the assembilies are intact. These examinations also
confirmed that the assembly interior rods are in place but could not confirm the condition of the
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cladding of the interior rods  Thus. any changes to the assembly configuration due to accident
conditions would only take place in the assembly interior and be confined by the outer rods to .
the assembly envelope (see Section 2.3.12 of this SER). The shielding analysis considers

assemblies of this condition (see Section 5.4 of this SER).

5.21 Gamma Source

The applicant used the SAS2H and ORIGEN-S modules of the SCALE suite of codes to
calculate the source terms. both neutron and gamma, for the proposed contents. SAR Tabie
5.2.5 lists the gamma source strength for design-basis ZR-clad BWR assembiies for the
different maximum burnup, mimmum cooling time. and mimmum ennchment combinations
analyzed. Table 5.2.6 lists the gamma source strength for the Dresden 1 assembly
arrays/classes Table 5.1.3 lists the gamma source strength for the HB assembly
arrays/classes Table 5.2.10 Iists the Cobalt-60 source strength per assembly from assembly
hardware, with Table 5.1.4 as the equivalent table for the HB assembly hardware. The staff
reviewed the gamma source strengths provided n these tables and also performed confirmatory
calculations of the gamma sources. Based upon its review and calculations, the staff finds the
calculated source strengths to be acceptable for the proposed contents. - '

5.2.2 Neutron Source

The neutron source strengths for the design-basis ZR-clad BWR assemblies, the Dresden 1
assemblies, and the HB assemblies are provided in SAR Tables 5.2.13, 5.2.14, and 5.1.2,
respectively. The staff reviewed these neutror source strengths and performed confirmatory
calculations of the neutron sources. Based upon its review and calculations, the staff finds the
calculated source strengths to be acceptable for the proposed contents.

5.3 Model Specification .

The applicant uses the same shielding models as for analyses performed in the previously
approved amendment, with the exception of a correction to the thickness of the impact limiter
ribs. Sections 2 and 3 of this SER describe staff’s evaluations of the structural and thermal
performance of the HI-STAR 100 system as proposed in the amendment. None of the
proposed changes were found to exceed the bounding conditions affecting shielding as
evaluated in the previeusly approved amendment. Additionally, the shielding configuration of
the HI-STAR HB is generally bounded by the shielding configuration of the design-basis HI--
STAR 100. The neutron shield is 0.3 inches thinner for the HB overpack than it is for the
standard HI-STAR 100 overpack, a condition which increases the neutron dose rates by about
30%. The applicant addressed this difference in the neutron shield in its evaluation of the HB
system. Also, while the amendment proposes to allow use of Metamic as a neutron absorber, in
addition to Boral, the models continue to use Boral. The modeled Boron-10 areal densities are
the same and the plate thicknesses are essentially the same for the two absorbers; thus, the
amount of aluminum and B,C are essentially the same, resulting in no distinction between the
two materials from a shielding perspective. Based on its review of these proposed changes, the
staff finds that the shielding models, with the correction to the impact limiters, remain

appropriate.
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54 Evaluation

The applicant performed the shielding analysis with MCNP-4A, the same code the applicant
used for the shielding analyses in the previously approved amendment. The applicant
calculated the dose rates for design-basis BWR fuel with the proposed maximum burnup and '
minimum cooling time and enrichment combinations. These dose rates are presented in SAR
Tables 5.4.9, 5.4 11. and 5.4.13 for the surface dose rates and two-meter dose rates for normal
conditions and one-meter dose rates for accident conditions. The correction of the impact
imiter thickness in the model affected the normal conditions dose rates at the cask base and
top (surface and two-meter distance).therefore. updated dose rates for normal conditions are
provided for all the MPCs in SAR Tables 5.4.8-11, 19, 20, 22-24, 26. 27. 29, 30. 32, and 33
These changes also necessitated updates to the summary tables. SAR Tables 5.5.1-3. used by
the applicant to show compliance with the 10 CFR Part 71 regulatory dose hmits. The
maximum dose rates. however. continue to remain below the regulatory hmits

Dose rates were not calculated for the Dresden 1 assemblies with the proposed minimum
enrichment. Instead, the assembly neutron and gamma source strengths were compared on a
source strength per inch basis.with the source strengths of the design-basis BWR fuel
assemblies (39,500 MWd/MTU and 14 years cooling). The comparison was made for damaged
Dresden 1 assemblies that had reconfigured under accident conditions and was initially done
using only the total neutron and gamma source strengths. This comparison showed that the
design-basis BWR fuel source bounds the Dresden 1 fuel source. The applicant then a!so
compared the source strengths on an energy-group basis. This second compariscn showed
that the design-basis neutron and gamma source strengths bound those of the damaged
Dresden 1 assemblies over all energy groups except the 1.0 to 1.5 MeV gamma source.
However, dose rate calculations showed that the dose rates (on the overpack side) from the
damaged Dresden 1 assemblies are significantly lower than those from the design-basis intact
BWR assemblies (by about 20%). The applicant concludes, therefore, that the dose rates from
the Dresden 1 fuel assemblies will always be bounded by the dose rates from the design basis
BWR fuel assemblies. The staff reviewed this information and performed a confirmatory
analysns and finds that the dose rates from the design-basis intact BWR assemblies bound the

dose rates from the Dresden 1 fuel assembly arrays/classes.

‘The applicant used a similar source term comparison (on an energy-group basis) between the
design-basis intact BWR assemblies and the HB assemblies. In this case, however, since the
MPC-HB and MPC-68 hold different numbers of assemblies, the source per inch was multiplied
by the number of assemblies in the respective MPC. For accident conditions, the MPC-HB
source per inch accounted for reconfiguration of the damaged HB assemblies. The comparison
was made with design-basis intact BWR assemblies having a burnup of 24,500 MWd/MTU and
8 years cooling. The applicant’'s comparison indicated that the MPC-HB source strength over all
~ energy groups (both neutron and gamma) is bounded by the source strength of the design-basis
intact BWR assemblies, meaning the HI-STAR HB dose rates are bounded by the HI-STAR 100
containing a MPC-68 loaded with design-basis intact fuel.

This initial comparison looked solely at comparisons for the entire cask loading. However, staff
questioned whether this comparison was sufficient given the different loading schemes for
-damaged fuel in the HB overpack and the relative importance of different MPC basket zones on
the dose rates (interior versus exterior basket locations). For example, for side dose rates, fuel
assemblies in the outermost rings of basket locations tend to dominate the gamma dose rates.
This configuration will provide a better indication of the impact on dose rates of the 28 damaged
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assembly pattern in the HB overpack. Inresponse to staff's questions. the applicant modified its
evaluation to account for the relative importance of the different MPC basket zones to dose
rates. The modified evaluation continued to indicate that the HI-STAR HB dose rates aré
bounded by the HI-STAR 100 containing the MPC-68 The modified evaluation also accounts
for the difference in neutron shield thickness, increasing the neutron source by 30%. the
assembly hardware, and the stainless steel cladding of fuel debris in the DFCs For accident
conditions, the apphcant performed further comparisons with the assumption that all assemblies
in the HI-STAR HB are damaged. This latter comparison was performed as a bounding
approach for addressing the condition of assemblies where the condition of the cladding could
not be verified for fuel rods interior to the assembly lattice These assemblies are classified as
undamaged. which classification applies only to the HB fuel arrays/classes. This comparison
also indicates the dose rates from the HI-STAR HB are bounded by the dose rates from the HI-

STAR 100 contammg the MPC-68

The staff reviewed this information and also performed 1is own comparisons of the source
terms. The comparisons included accident conditions for both allowable loading configurations
of damaged fuel and the presence of undamaged fuel as well as a comparison of the source
terms for assemblies loaded in equivalent outer basket cell regions, under both normal and
_ accident conditions. Based on its review of the appiicant’s analysis and its own comparisons,
the staff finds that the dose rates from the HI-STAR HB will be bounded by the dose rates from
a HI-STAR 100 loaded with design-basis intact BWR fuel since the HI-STAR HB source
strength, on a per inch basis, is bounded by that of the HI-STAR 100 containing design-basis

intact BWR fuel in all the evaluated comparison scenarios.

55 ° Conclusion

Based on its review of the information and representations provided by the applicant in the
amendment request and the SAR and independent analyses, the staff has reasconable
assurance that the changes to the package design and contents satisfy the shielding
requirements and dose limits in 10 CFR Part 71.

6.0 CRITICALITY

The purpose of this review is to verify that the proposed amendment meets the criticality safety
requirements under normal conditions of transport and hypothetical accident conditions. The
objectives include a review of the criticality design features and fuel specifications; review of the
configuration and material properties for the HI-STAR HB Overpack; and a review of the
methodology and results found in the criticality evaluation.

The staff reviewed the criticality safety analysis to ensure that all credible normal, off-normal,
and accident conditions have been identified and their potential consequences on criticality
considered such that the HI-STAR HB with the MPC-HB basket configuration meets the
following regulatory requirements: 10 CFR 71.31, 71.33, 71.35, and 71.59. The staff’s review
also involved a determination on whether the cask system fulfills the acceptance criteria listed in
Section 6 of NUREG-1617, “Standard Review Plan for Transportation Packages for Spent

Nuclear Fuel.”
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6 1 Description of Criticality Design

6.1.1 Packaging Design Features

The MPC-HB 1s a fuel basket with an increased capacity to accommodate up to 80 assemblies
while maintaining the same MPC outer diameter. The criticality safety design continues to rely
on the geometry of the fuel basket, fuel enrichment limits. and poison plates for criticality
control, but has added Metamic as an alternative to the Boral poison plates

Results of the structural and thermal analyses show that the packaging design features
important to criticality safety are not adversely affected by the tesis specified iIn 10 CFR 71 71
and 71.73. The staff reviewed the description of the package design and found that the
important features were appropriately identified and adequately described The engineenng
drawings -and other information are sufficient to permit an independent evaluation

)

6.1.2 Summary Tabile of Criticality Evaluations

A summary of the criticality evaluation results for-the HB fuel is reported in Table 6.1.1 of the
SAR. The tabie includes results for a single package and arrays of undamaged and damaged
packages including damaged fuel and fuel debris being transported in the MPC-HB.

The results show that the package design meets the reqdirements of 10 CFR Part 71 for
criticality safety. All values of k.q, after being adjusted for uncertainty and biases, fall below the
acceptance limit of 0.95 given in the Standard Review Plan (SRP).

6.1.3 Ciriticality Safety Index

The applicant’'s analyses considered an infinite array of packages under both normal conditions
of transport and hypothetical accident conditions and showed that they were below the
acceptable limit. Therefore, the Criticality Safety Index is 0.0 for the package.

6.2 . Spent Nuclear Fuel Contents

The applicant requested the addition of the 6x6D and 7x7C fuel assembly types with or without
channels in the MPC-HB for transport in a modified (shorter) HI-STAR HB. The maximum
assembly average enrichment is 2.6% for intact fuel, undamaged fuel, damaged fuel. and fuel
debris. Undamaged fuel assemblies are assemblies where all of the exterior rods are shown to
-be intact; while the interior rods of the assembly are in place the condition of the cladding on
these rods cannot be verified. Damaged fuel and fuel debris must be canned in a Holtec
designed Damaged Fuel Container (DFC). Damaged fuel and fuel debris may be loaded into
the 28 peripheral cell locations in the basket or into 40 cell locations in a checkerboard pattern

in the basket.

The staff has reviewed the description of the spent fuel contents and concludes that it provides
an adequate basis for the criticality evaluation.
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63 General Consideravtlons for Criticality Evaluations

6.3 1 Model Configuration

The applicant used the same general assumptions and modeling methods as previously
reviewed for intact fuel, damaged fuel, and fuel debns "Notable modeling features used for this
application are: (1) modeling the MPC-HB with 80 fuel assemblies and a shorter length than the
current canister and transportation overpack, (2) analyzing variations of assembly positioning
within the fuel basket cells where the fuel assemblies are shifted toward the basket center as
well as centered in the fuel cells, (3) analyzing the damaged fuel and fuel debris as bare rods of
fuel. (4) modeling undamaged fuel assemblies in place of intact assemblies to analyze the
effects on reactivity for both approved basket configurations (peripheral and checkerboard). (5)
‘modeling cases with Metamic and Boral plates separately to assess their analytic similanty. and
{6) simuiating fabrication damage to the poison plates as a hole up to 1-inch diameter

(‘5‘32 Matenal Properties

Thé material properties remained the same as previously reviewed except for the addition of
Metamic where 90% credit was taken for the minimum boron content in this type of absorber

plate.
6.3.3 Computer Codes and Cross Section Libraries

The applicant used the three-dimensional continuous energy code Monte Carlo N-Particle
(MCNP4a) for the criticality analysis. The staff agrees that the codes and cross-section sets
used in the analysis are appropriate for this application and fuel system.

6.3.4 Demonstration of Maximum reactivity

In the safety analysis, the applicant. used fuel and basket dimensions within the tolerance limits
which maximize k.y as were found in previous analyses. These optimum conditions are:
maximum active fuel length, maximum fuel pellet diameter, minimum cladding outside diameter,
maximum cladding inside diameter, minimum guide type thickness, maximum channel
- thickness, minimum cell pitch, minimum cell inner dimensions, and nominal cell wall thickness.

The applicant performed a sensitivity analysis for the HB fuel and found that a package was
more reactive when all fuel assemblies are shifted toward the center of the basket versus being
centered in each cell but found no statistically significant difference between the cases of each
poison plate being damaged with a 1 inch diameter hoie in its middle versus an undamaged
plate. In the final safety analyses, the applicant assumed 2ii fuel assemblies were shifted
toward the basket center and that all poison plates were damag\ed with a 1 inch diameter hole in

the center.

Staff found.the methods used to identify the parameters values which maximize ke to be
appropriate and found the set of parameters used in the analysis to be acceptable. ’

6.3.5 Analysis Approach

The applicant performed comparative calculations for the two different HB fuel types and
determined that the 6x6D was more reactive than the 7x7C assembly type. Subsequently, the
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6x6D was used as the intact fuel type when analyzing a transpertation package loaded with
bounding combinations of intact, undamaged. and damaged fuel assemblies

In addition to analyses to support the inclusion of HB fuel in the HI-STAR 100, the applicant also
analyzed the acceptability of the alternative poison plate matenal. Analyses were performed
with Metamic poison plates and then compared to a cask fabricated with Boral poison plates In
the criticality analysis, 75% of the mimmum B-10 content is credited for Boral while 90% of the
B-10 content 1s credited for the Metamic. The B-10 content in Metamic 1s chosen to be lower.
and s chosen as the B-10 content so that both matenals are the same in the analysis The

difference in kes was not statistically significant

64 Single Package Evaluation

The applicant performed calculations for the MPC-HB which show the design 1s more reactive
when internally flooded with full density water versus flooding with lower density water. Thus. &
fully flooded package was used in the subsequent single package analyses. The applicant then
perfermed a series of calculations for single HI-STAR HB packages containing the MPC-HB
with 6x6D and 7X7C fuel for each case of an unreflected package, {uil reflection by water, and
full reflection of the containment only. This was performed for two different cases: one with
either all intact or undamaged assemblies; and one with damaged assemblies loaded with intact
or undamaged assemblies. The bounding case was for the model with the damaged fuel (7x7
rod array) and the 6x6D undamaged fuel (in intact assembly positions) in an eccentric assembly
positioning with assumed poison plate damage. The subsequent single package calculations
used the results for a single unreflected package with full internal moderation but without the
assumed poison damage. All of the applicant’s results were below the acceptance level of 0.95

for kes.
6.5 Evaluation of Package Arrays Under Normal Conditions of Transport

The applicant performed calculations for an infinite array of undamaged packages containing
the MPC-HB with intact and undamaged assembilies. All of the applicant’s results were below
the acceptance level of 0.95 for ks In these calculations, the packages were internally dry and

had no moderator between packages.

6.6 Evaluation of Package Arrays Under Hypothetical Accident Conditions

The applicant performed calculations for an infinite array of damaged packages containing the
MPC-HB with the limiting case of full internal moderation as found for the single package. All of
the applicant’s results were below the acceptance level of 0.95 for keg.

6.7 Benchmark Evaluations

The applicant’s benchmarking procedures and methods have not changed and staff's evaluation
is provided in a previous SER.

6.8 Evaluation Findings .

The staff has reviewed the criticality description and evaluation of the package and concludes
that it addressed the criticality safety requirements of 10 CFR Part 71.
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The applicant analyzed the reactivily involving approved loading scenanos. The evaluation
analyzed the effects of intact fuel, undamaged fuel, and damaged fuel loaded into peripheral
and checkerboard loading configurations within the MPC-HB. A number of conservatives were
used when determining the bounding condition. Reactivity results were evaluated for both
approved loading configurations (peripheral and checkerboard) having bounding combinations

of intact, undamaged. and/or damaged fuel.

Section 6.1.4.1 of the application states that assemblies with defects are considered damaged.
and need to be placed into damaged fuel containers (DFCs). Calculations were performed in
the application to ensure that assemblies with intact rods In the outermost rods but which may
also have defects in the inner rods_could be loaded without being placed into DFCs  As part of
the evaluation the rod pitch was varied inside the assembly to analyze the effects of reflection
py water. The application shows that loading the MPC-HB with undamaged assembiies {in
place of intact assemblies) along with damaged assemblies still yields results which are below
the acceptance level of 0.95 for key. Staff agree that the undamaged fuel assemblies with
parameters described in the SAR report are acceptable to be loaded in the MPC-HB without
being placed in a DFC as long as the overall integrity of the assembly (outer intact rod
positioning, guide plates, etc.) remains structurally intact (See Section 2.3.12 of this SER).

- Staff identified a minor error in the criticality evaluation regarding a supplemental report
provided by the ‘applicant (Holtec Report No: HI-2033010). Table C-1 stated that the bounding
condition used for the 6x6 array with full water reflectior: came from C-55, which corresponds to
a case where the model is centered. This is not consistent with the criticality evaluation found in
Chapter 6 of the SAR, which states that the bounding case included the assembly being
modeled in an eccentric manner. A telephone conference was conducted in which the applicant
verified the assumption of NRC staff that it was merely a typographicai error, and the applicant
plans to correct this in the next revision of the repont.

It should be noted that staff finds the 6x6D and 7x7C fuel assembilies, having parameters listed
in the SAR, acceptable for loading into the MPC-HB. This is based on the conservatisms used
in the analysis as well as the bounding reactivity in relation to the acceptance level of 0.95.

6.9 Conclusion

Based on the review of the presentations and information supplied by the applicant, staff finds
reasonable assurance that the proposed amendment meets the criticality safety requirements of

10 CFR Part 71. :
7.0  Package Operations

As part of the amendment, the applicant proposed a significant revision of the package
operations. Instead of including the package operations explicitly in the CoC, the applicant
proposed to place this information in Chapter 7 of the SAR and incorporate this chapter into the
CoC by reference. Several items in Chapter 7 were modified as part of the proposed change in
addition to inclusion of operations for the HI-STAR HB. Initially, the chapter included operations
descriptions for dry loading as well as wet loading operations. However, due to concerns such
as how dry loading operations would be performed and/or limited to prevent fuel oxidation, the

applicant removed these operations.
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The operations chapter aiso inciuded a statement that indicated that HI-STAR 100 users could
modify the sequence of. add or remove operations as necessary This statement introduces
uncertainty into what constitutes the essential package operations. the delineation of which is
the purpose of Chapter 7. In response to staff's questions. the applicant removed the
statement Also. for operations for which the sequence does not impact the package
preparation. the applicant modified Chapter 7 1o explicilly indicate the operations which may be
performed in any sequence in relation to each other. Staff also noted several important
operations and the completion/acceptance critena for other operations were removed from the
descriptions in Chapter 7 as part of the proposed amendment. The applicant restored these

descriptions In response to staff's questions

Based upon tts review of the descriptions in the application. the staff finds that the package
operations meet the requirements cof 10 CFR Part 71 and that the operations are adequate o
assure the package will be operated in a manner consistent with 1ts evaluation for approval

8.0 Acceptance TeSts and Maintenance Programs

As part of the amendment, the applicant proposed a signtficant revision of the acceptance test
and maintenance program. Instead of including this information expiicitly in the CoC, the
applicant proposed to place this information in Chapter 8 of the SAR and incorporate this
chapter into the CoC by reference. A number of items in Chapter 8 were modified as part of the
proposed change. The acceptance tests and maintenance program is fully applicable tc the Hi-

STAR HB without modification.

In its review of the Chapter 8 descriptions, the staff found that certain important acceptance
criteria and tests related to shielding materials and shielding effectiveness had been removed or
modified. In particular, the requirements for gamma shielding materials were not included in the
proposed Chapter 8. However, staff considers that acceptance tests and criteria for all shielding
materials‘should be included in the Chapter 8 program descriptions. The applicant modified the
neutron shield acceptance test and periodic neutron shield integrity verification test to consist
only of the radiation surveys performed prior to transport {and upon package receipt, for the
periodic test) as described in Chapter 7 of the SAR. Staff considers that these surveys do not
meet the purposes of the acceptance test and periodic integnty verification test of the neutron
shield. The pre- and post-transport surveys only serve to ensure the 10 CFR Part 71 dose rate
limits are not exceeded for a particular shipment. The acceptance and periodic verification tests
ensure that the as fabricated neutron shield performs as designed, by comparing dose rates for
_given contents with the dose rates estimated by analysis for the same contents. Survey results
that differ from estimated results, accounting for uncertainties in the measurements and the
calculations, would indicate a problem with the as fabricated neutron shield. The tests in the
currently approved CoC, fulfill these conditions. Based upon staff's considerations, the
applicant included the acceptance tests and criteria for all shielding materials and modified the
proposed acceptance and periodic neutron shield tests to retain the currently approved tests.

For the neutron shielding acceptance tests, the applicant describes two tests. The first test
verifies shield integrity and is performed with either a check source (prior to first use) or the
loaded contents at first use. This test examines the entire surface of the neutron shield,
including the impact limiters. The measurements are compared with calculated values that are
representative of either the check source or the loaded contents at first use. The second test,
described as a shielding effectiveness test, is performed after the first fuel loading in a similar
manner to the-first test, except that the test does not cover the entire shield surface. This
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second test 1s performed when a check source 1s used for the shield integnty test  Staff has
reviewed these acceptance tests and finds that these tests are acceptable. This finding 1s
based upon the verification of the performance of the cask’s entire neutron shield, with the test
measurements being compared versus calculated values for the respective test source

The applcant. in response to staff's questions, also modified the proposed visual inspections in
the acceptance tests in a manner that clanfied the tests and their acceptance criteria

Based upon its review of the descriptions in the application, the staff finds that the acceptance

tests for the packaging meet the requirements of 10 CFR Part 71 and that the maintenance
program 1s adequate to assure packaging performance during its service life.

CONDITIONS
The CoC has been revised-as follows
Condition No. 5(a)(2): |
A packaging description HI-STAR HB was addad. .
Condition Nos. 5(a)(3):
Nine drawings were revised.

Condition No. 5(b)(1):

The definitions of damaged fuel, damaged fuel containers, and fuel debris were
modified. The definition of undamaged fuel was added to account for the fuel specific to

HB.
Condition Nos. 6.(a) and 6.(b):

Revisions were made to reference SAR Chapters 7 and 8 in the CoC.

Condition No. 7:

Revision to add the maximum gross weight of the HI-STAR HB to the CoC.

Appendix A:

Revisions were made 1o add some cooling times, burnups, and initial enrichments, add
the fuel specifications for the HB fuel, and provide some clarifications.

Condition No. 20: -

Allows the use of Revision 6 of this certificate for one year.
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CONCLUSION

The staff has reviewed the requested amendment to Certificate of Comphance No. 9261

Based on the statements and representations in the application. as supplemented. and Revision
12 of the SAR, the staff concludes that the requested changes do not affect the ability of the
package to meet the requirements of 10 CFR Pant 7t1. Certificale of Comphance No. 9261 for
the HI-STAR 100 transport package has been amended as requested by Holtec International

Issued with Certificate of Compliance No 9261. Revision No 7
on_May 8, 2009
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NRC FORM 612 ’ U'S NUCLEAR REGULATORY COMMISSION

g | CERTIFICATE OF COMPLIANCE

FOR RADIOACTIVE MATERIAL PACKAGES

© & CERTIFACATE NUMBER ' t REVISION NUMBER ¢ DOCKET NUMBER ¢ PACKAGE IDENTIFICATION NUMBER

(%)

9235 ' 11 71-9235 USA/9235/B(U)F-96

PREAMBLE

A

a This certificate is issued to certify that the package (packaging and contents) described in Item 5 below meets the apphcable safety standards set
forth in Tltle 10. Code of Federal Reguiations. Part 71 "Packaging and Transportation of Radioactive Matenal ~

b This certificate does not relieve the consignor from compliance with any requirement of the regulations of the U.S Department of Transportation or
other applicable regulatory agencies. including the government of any country through or into which the package will be transported

THIS CERTIFICATE IS ISSUED ON THE BASIS OF A SAFETY ANALYSIS REPORT OF THE PACKAGE DESIGN OR APPLICATION

ISSUED TO (Name and Address) b TITLE AND IDENTIFICATION OF REPORT OR APOLICATION

NAC International - NAC International, Inc.. application dated
3930 East Jones Bridge Road, Suite 200 February 19, 2009
~ Norcross, Georgia 30092

CONDITIONS

" This certiticate is conditional upon fulfilling the requirements ot 10 CFR Part 71. as applicable, and the conditions specified below

{ay Packaninn

(1) Model No.: NAC-STC

(2) Description:  For descriptive pufposes, all dimensions are approxihate nominal values.
Actual dimensions with tolerances a're'f-as‘“indicated on the Drawings.

A steel, lead and polymer (NS4FR) shielded shlpplng cask for (a) dlrectly loaded irradiated
PWR fuel assemblies, (b) intact, damaged and/or the fuel debris of Yankee Class or
Connecticut Yankee lrradlated PWR fuel'assemblies in g.canister, and (c) non-fissile, solid
radioactive materials (refetred to hereafter as Greater Tﬁ“an Class C(GTCC) as defined in-

10 CFR Part 61) waste in a canister. The cask body is a right circular cylinder with-an impact
limiter at each end. The package has approximate dimensions as foAllows.

Cavity diameter 71 inches
Cavity length 165 inches
Cask body outer diameter 87 inches
Neutron shield outer diameter 99 inches
Lead shield thickness 3.7 inches
Neutron shield thickness 5.5 inches
Impact limiter diameter , 124 inches
. Package length:
without impact limiters 193 inches
with impact limiters ‘ 257 inches

The maximum gross weight of the package is about 260,000 Ibs.

The cask body is made of two concentric stainless steel shells. The inner shell 1s 1.5 inches
thick and has an inside diameter of 71 inches. The outer shell is 2.65 inches thick and has
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| NRC FORM 618 : U.S NUCLEAR REGULATORY COMMISSION
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CERTIFICATE OF COMPLIANCE ’ 1

FOR RADIOACTIVE MATERIAL PACKAGES

s CERTIFICATE NUMBER o REVISION NUMBER ¢ DOCKET NUMBER d PACKAGE IDENTIFICATICN NUMBFR

9235 11 - 71-9235 USA/9235/B(U)F-96

5(a)2) Description (Continued)

an outside diameter of 86.7 inches. The annulus between the inner and outer shetls'is filled
with lead

The inner and outer shells are welded to steel forgings at the top and bottom ends of the
cask. The bottom end of the cask consists of two stainless steel circular plates which are
welded to the bottom end forging. The inner bottom plate 1s 6.2 inches thick and the outer
bottom plate 1s 5.45 inches thick. The space between the two bottom plates 1s filled with a
2-inch thick disk of a synthetic polymer (NS4FR) neutron shielding matenal

The cask Is closed by two steel lids which are bolted to the upper end forging The inner hd
(containment boundary) is 9 inches thick and is made of Type 304 stainless steel. The outer
lid 1s 5.25 inches thick and is made of SA-705 Type 630, H1150 or 17-4PH stainless steel.
The inner Iid 1s fastened by 42, 1-1/2-inch diameter bolts and the outer lid 1s fastened by 36,
1-inch diameter bolts. The inner lid is sealed by two O-ring seals. The outer lid is equipped
with a single O-ring seal. The inner lid is fitted with a vent and drain port which are sealed by
O-rings and cover plates. The containment system seals may be metallic or Viton. Viton
seals are used only for dlrectly -loaded fuel that is to be shipped without long-term interim
storage. .

The cask body is surrounded by a 1/4-inch thick jacket shell constructed of 24 stainless steel
plates. Thejacket shell is 99iinches in diameter-and is supported by 24 longitudinal stainless
steel fins which are connected to the outer- shell of:the cask body.Copper plates are bonded
to the fms The space between the fins i |s fllléd wrth NS4FR sh|eldrng material.

Four I|ftmg trunnrons are welded to the top end forglng The package is shipped in a
horizontal orientation and:is supported bya cradle under the top forgmg and by two trunnion
sockets Iocated near the bottom end of the cask

The package is ‘equrpped at each end with an |mpact limiter made of redwood and balsa.
Two impact limiter designs consisting of a combination of,redwood and balsa wood, encased
in Type 304 stainless steel are provided to limit the g-loads acting on the cask during an
accident. The predominantly balsa-wood impact limiter is designed for use with all the
proposed contents. The predominately redwood impact limiters may only be used with
directly loaded fuel or the Yankee-MPC configuration.

The contents are transported either directly loaded (uncanistered) into a stainless steel fuel
basket or within a stainless steel transportable storage canister (TSC).

The directly loaded fuel basket within the cask cavity can accommodate up to 26 PWR fuel
assemblies. The fuel assemblies are positioned within square sleeves made of stainless
steel. Boral or TalBor sheets are encased outside the walls of the sleeves. The sleeves are
laterally supported by 31, Vz-inch thick, 71-inch diameter stainless steel disks. The basket
also has 20 heat transfer disks made of Type 6061-T651 aluminum alloy. The support disks
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Description (Continued)

and heat transfer disks are connected by six, 1-5/8-inch diameter by 161-inch long threaded
rods made of Type 17-4 PH stainless.steel.

The TSC shell. bottom plate. and welded shield and structural lids are fabricated from
stainless steel. The bottom i1s a 1-inch thick steel plate for the Yankee-MPC and 1:75-inch
thick steel plate for the CY-MPC The shell is constructed of 5/8-inch thick rolled steel plate
and is 70 inches in diameter The shield lid is a 5-inch thick steel plate and contains drain
and fill penetrations for the canister The structural Iid is a 3-inch thick steel plate The
canmister contains a stainless steel fuel basket that can accommodate up to 36 intact Yankee
Class fuel assemblies and Reconfigured Fuel Assemblies (RFAs), or up to 26 intact
Connecticut Yankee fuel assemblies with RFAs, with a maximum weight limit of 35,100 Ibs.
Alternatively, a stainless steel GTCC waste basket is used for up to 24 containers of waste.

One TSC fuel basket configuration can store up to 36 intact Yankee Class fuel assemblies or
up to 36 RFAs within square sleeves made of stainless steel. Boral sheets are encased
outside the walls of the sleeves. The sleeves are laterally supported by 22 Y-inch thick ,
69-inch diameter stainless steel disks, which are spaced about 4 inches apart. The support
disks are retained by split spacers on eight 1.125-inch diameter stainless steel tie rods. The
basket also has 14 heat transfer disks made of Type 6061-T651 alummum alloy.

The second fuel basket is deSigned to store up to 26 Connectlcut Yankee Zirc-clad
assemblies-enriched to 3.93 wt. percent, stalnless steel clad assembhes enriched up to 4.03
wt. percent; RFAs, or damaged fuel in CY-MPG* damaged fuel cans’ (DFCs). Zirc-clad fuel
enriched to between 3.93 and 461 swtipercent; such as Westmghouse Vantage 5H fuel,
must be stored in the: 24~assembly b‘asket ' Assemblies. approvedfor transport in the 26-

~ assembly configuration may also beshlpped in.the 24-assembly configuration. The
construction of the two basket confi guratrons is identical except that two fuel loading
positions of the 26-assembly basket are blocked to form the 24-assembly basket.

RFA>s can accommodate up to 64 Yankee Class fuel rods-or up to 100 Connecticut Yankee
fuel rods, as intact or damaged fuel or fuel debris, in an-8x8 or 10x10 array of stainless steel
tubes, respectively. Intact and damaged Yankee Class or Connecticut Yankee fuel rods, as
well as fuel debris, are held in the-fuel-tubes: The RFAs have the same external dimensions
as a standard intact Yankee Class, or Connecticut Yankee fuel assembly.

The TSC GTCC basket positions up to 24 Yankee Class or Connecticut Yankee waste
containers within square stainless steel sleeves. The Yankee Class basket is supported
laterally by eight 1-inch thick, 69-inch diameter stainless steel disks. The Yankee Class
basket sleeves are supported full-length by 2.5-inch thick stainless steel support walls. The
support disks are welded into position at the support walls. The Connecticut Yankee GTCC
basket is a right-circular cylinder formed by a series of 1.75-inch thick Type 304 stainiess
steel plates, laterally supported by 12 equally spaced welded 1.25-inch thick Type 304

stainless steel outer ribs. The GTCC waste containers accommodate radiation activated and’

surface contaminated steel, cutting debris (dross) or filter media, and have the same external
dimensions of Yankee Class or Connecticut Yankee fuel assemblies.
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5.(a)(2) Description (Continued)

The Yankee Class TSC is axially positioned in the cask cavity by two aluminum honeycomb
spacers. The spacers, which are enclosed in a Type 6061-T651 aluminum alloy shell,
positton the canister within the cask during normal conditions of transport. The bottom

" spacer is 14-inches high and 70-inches in diameter, and the top spacer is 28-inches high and
also 70-inches in diameter.

The Connecticut Yankee TSC i1s axially positioned in the cask cavity by one stainless /steel
spacer located in the bottom of the cask cavity.

5.(a)3) Drawings

(i) The cask Is constructed and assembled in accordance with the following Nuclear Assurance
Corporation (now NAC International) Drawing Nos.:

423-800, sheets 1-3, Rev. 14 423-811, sheets 1-2, Rev. 11

423-802, sheets 1-7, Rev. 20 423-812, Rev. 6
423-803,-sheets 1-2, Rev. 8 423-900, Rev. 6
423-804, sheets 1-3, Rev. 8 423-209, Rev. 0
423-805, sheets 1-2, Rev 6 423:210, Rev. 0
423-806, Rev. 7 % 423-901, Rev. 2

423-807, sheets 1-3, Rev 3 _ oy

(i) Forthe dlrectlyJoaded conf:gurathn the basket is ponstructed and assembled in accordance
with the followmg Nuclear AssurancesCorporatlon (nowéNAC Internatlonal) Drawmg Nos.:
423873, Rev. 2.

42&874 Rev. 2

-423-875, sheets 1-2, Rev. 7

,»,W;E

423-870, Rgvv.g5
423-871, Rev; 5
423-872, Rev. 6 .

(iii) For the Yankee CIassi[SC configuration, the canister, and the fuel and GTCC waste baskets
are constructed and assembled in accordance with the following.NAC International Drawing Nos.:

455-800, sheets 1-2, Rev. 2 . 455-888, sheets 1-2, Rev. 8
455-801, sheets 1-2, Rev. 3 455-891, sheets 1-2, Rev. 1
455-820, sheets 1-2, Rev. 2 ~ 455-891, sheets 1-3, Rev. 2P0’
455-870, Rev. 5 455-892, sheets 1-2, Rev. 3
455-871, sheets 1-2, Rev. 8 455-892, sheets 1-3, Rev. 3P0" -
455-871, sheets 1-3, Rev. 7P2’ 455-893, Rev. 3

455-872, sheets 1-2, Rev. 12 455-894, Rev. 2

455-872, sheets 1-2, Rev. 11P1" 455-895, sheets 1-2, Rev. 5
455-873, Rev. 4 455-895, sheets 1-2, Rev. 5PQ'
455-881, sheets 1-3, Rev. 8 455-901, Rev. OP0'

455-887, sheets 1-3, Rev. 4 455-902, sheets 1-5, Rev. 0P4’

455-919, Rev. 2

'Drawing defines the alternate configuration that accommodates the Yankee-MPC damaged fuel can.

)
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5.(a)(3) Drawings (Continued)

(iv) For the Yankee Class TSC configuration, RFAs are constructed and assembled in accordance
with the following Yankee Atomic Eiectric Company Drawing Nos.. :

YR-00-060, Rev. D3 YR-00-063, Rev. D4
YR-00-061, Rev. D4 YR-00-064, Rev. D4
YR-00-062, sheet 1, Rev D4 YR-00-065, Rev. D2
YR-00-062, sheet 2, Rev D2 YR-00-066, sheet 1, Rev. D5
YR-00-062, sheet 3, Rev. D1 YR-00-066, sheet 2, Rev. D3

(v) The Balsa Impact Limiters are constructed and assembled 1n accordance with the following NAC
International Drawing Nos..

423-257, Rev. 2 423-843, Rev. 2
423-258, Rev. 2 . 423-859, Rev. 0

(vi} For the Connecticut Yankee TSC configuration, the canister and the fuel and GTCC waste
baskets are constructed and assembled 1n accordance with the following NAC International Drawing

Nos.:
414-801, sheets, 1-2 Rev. 1 414-882, sheets 1-2, Rev. 4
414-820, Rev. 0 . 414-887, sheets 1-4, Rev. 4
414-870, Rev. 3 - 414-888, sheets-1-2, Rev. 4
414-871, sheets 1-2, Rev. & = , .. »414-889, sheets-1-3, Rev. 7

,,;' -414-891, Rev. 3: -
v 414-892, sheets™1-3, Rev. 3
- 414893, sheets1 -2, Rev. 2
414-894 Rev..0'
414—895 shegts 1 -2, Rev. 4

414-872, sheets 1-3, Rev.6 &
414-873,Rev.2  «  «
414-874,Rev. 0 .75" -
414-875, Rev;0 i LT
414-881, sheets 1-2, Rév:'4. "o

(vii) Forthe Connecticuth,ankee TSC configuration, DFCs and RFAs ére constructed and
assembled in accordance.with the following NAC International Drawing Nos.:

414-901, Rev. 1 w 414-903, sheets 1-2, Rev. 1
414-902, sheets 1-3, Rev. 3 414-904, sheets 1-3, Rev. 0
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5.(b) Contents

(1)

b REVISION NUMBER

11

Type and form of material

¢ DOCKET NUMBER

71-9235

d PACKAGE IDENTIFICATION NUMBER

USA/9235/B(U)F-96

(i) Irradiated PWR fuel assemblies with uranium oxide peliets. Each fuel assembly may have
a maximum burnup of 45 GWD/MTU. The mimimum fuel cool time is defined in the Fuei Cool
Time Table, below. The maximum heat load per assembly 1s 850 watts Prior to irradiation,
the fuel assemblies must be within the following dimensions and specifications:

Assembly'Type

Cladding Matenial

Maximum Initial
Uranium Content
(kg/assembly)

Maximum Initial
Enrichment (wt% 2*°U).

Minimum Initial
Enrichment (wt% 2*°U),

Assembly Cross-
Section (inches)

Number of Fuel
Rods per Assembly

Fuel Rod OD (inch)

Minimum Cladding
Thickness (inch)

Pellet Diameter (inch)

Maximum Active Fuel
Length (inches)

Notes:

14x14 15x15
Zirc-4 Zirc-4
407 469
4.2 4.2
1.7
7.76
to 8.11

176
. o179

0422 0418
t00.440 10 0.430
0.023  0.024
0.344  0.358
t00.377  100.390
146 144

£ 7

10216 .

v

TR

¥
3

B

16x16

Zirc-4

402.5

t0 8114

0.382

0.025
0.325

137

23

Framatome-

17x17 1717 gema
(OFA) 17x17

Zirc-4 Zirc-4 Zirconium
Alloy

464 426 464

4.2 4.2 45

’ 1.7 1.7 1.7
'8.43 8.425
108.54 843 (08518
264 264 264"
0.374 0.3714

to 0.379 0-360 45 0.3740
0.023 0.023 0.0204
0.3225 0.3224
003232 03088 53530
144 144 144.25

" . Fuel rod positions may also be occupied by solid poison shim rods or solid zirconium alloy or

stainless steel fill rods.
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5.(b)1)1) Contents - Type and Form of Material - irradiated PWR fuel assemblies (Continued)

FUEL COOL TIME TABLE
Minimum Fuel Cool Time in Years

Fuel Assembly Burnup (BU)

Uranium BU < 30 30<BU< 35 35<BU< 40 40 < BU < 45
m;l/:rb”:‘zegé) GWD/MTU GWD/MTU GWD/MTU GWD/MTU

Fuel Type [|14x14|15x15[16x16{17x17| 14x14{15x15|16x16] 17x17(| 14x14[ 15x15 | 16x16 | 17x17|[ 14x14| 15x15 | 16x16 | 17x17
17<<19 | 8 | 7|6 | 71w 7|9 -] ~| || ~-|~]|-=]-
19<k<21 | 7|7 5|79 9ol 7|8 f2]13|o]u]|~|~]|~-]|-
b1<e<23| 7| 75| 69|86 |8 |11|1]s|1wof-]|-~-]|-=-]-=
ba<E<25| 6 | 6 | 5 | 6| 8|8 |6 8 | 9| 14]15]12] 14
p5<E<27|| 6| 6 | 5| 6| 8|76 719 13|1a]10]12
7<e<29 6| 6 | 5157|175 7 8 f12]12] 9 |1
po<E<3t | 6 | 5 | 557 |2s 6 |8 f11]11] 8|10
31<E<33 | 5 | 5 | 5 (57| 6F5.| 6 | 74~10]| 10| 8| 9
33<E<3s5| 5| 5 | 51 5 |66 | 5] 7101079
35<E<37| 5 | 5 | 5|5 6]6 |5 EAEKEERRAR
37<E<39( 5 | 5 | 5 | 5.6 |6 |5 701 9flao| 7|09
39<E<41 | 5 | 5 | 5 | 5 hf 6|6 |5 7189|709
41<E<42| 5| 5 | 5| 55| 6] 5 7188|709
42<E<a3 | — | — | - |50 - | - | - AL (N I B W)
43<E<45 | - | - | - [ - | - | - [ - - | - |7 -] ~ | -~ |87

Notes:

). Framatome-Cogema 17x17 fuel only.
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5.(b)(1) Contents - Typé and Form of Material (Contlnued)

(i} Irradiated intact Yankee Class PWR fuel assembilies or RFAs within the TSC. The
maximum initial fuel pin pressure is 315 psig. The fuel assemblies consist of uranium
oxide pellets with the specifications, based on design nominal or operating history record
values, listed below:

Assembly UN CE'. West. Exxon® .Yankee Yankee
Manufacturer/Type 16x16 16x16 18x18 16x16 RFA DFC
Cladding Material Zircaloy  Zircaloy SS Zircaloy  Zirc/SS - Zirc/SS
Maximum Number of Rods 237 931 . 305 231 64 305
per Assembly

Maximum Initial

Uranium Content 246 240 287 240 70 287

(kg/assembly)

Maximum Initial

Enrichment 4.0 494  497°
(Wt% 235u)
Minimum Initial Enrichment 3.5 . 35 353

(M% 23ﬁu)

Maximum Assembly
Weight (ibs)

: 53
Ry

£950,+ <950 <950 <950

Maximum Burnup ! : : :
(MWD/MTU) 32_?;0,00 36,000 36,000 36,000

Maximum Decay Heat pe}"
Assembly (kW) 1028 0.347 0.28 0.34 0.11 0.347

Minimum Cool Time )
g 11.0 8.1 22. 10. ) .
(yrs) 0 0.0 8.0 8.0

Maximum Active Fuel :
Length (in) 91 91 92 91 92 N/A

Notes: .
' Combustion Engineering (CE) fuel with a maximum burnup of 32,000 MWD/MTU, a minimum enrichment of
3.5 wt. percent U, a minimum cool time of 8.0 years, and a maximum decay heat per assembly of 0.304
kW is authorized.
2 -2 Exxon assemblies with stainless steel in-core hardware shall be cooled a minimum of 16.0 years with a
maximum decay heat per assembly of 0.269 kW.
% Stated enrichments are nominal values (fabrication tolerances are not included).
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5.{bX1) Contents - Type and Form of Matenal (Continued)

(i) Sohd, irradiated, and contaminated -hardware and solid, particulate debris (dross) or filter
media placed in a GTCC waste container, provided the quantity of fissile material does not
exceed a Type A quantity, and does not exceed the mass limits of 10 CFR 71.15

(iv) Irradiated intact and damaged Connecticut Yankee (CY) Class PWR fuel assemblies
(including optional stainless steel rods inserted into the CY intact and damaged fuel assembly
reactor control cluster assembly (RCCA) guide tubes that do not contain RCCAs), RFAs. or
DFCs within the TSC. The maximum initial fuel pin pressure is 475 psig. The fuel assemblies
consist of uranium oxide pellets with the specifications, based on design nominal or operating
history record values, listed below: '

PWR' PWR ¢ CY-MPC CY-MPC

. 3

Assembly Manufacturer[rype 15x15 15x15 PWR RFA* DFCS
Cladding Material SS  Zircaloy Zircaloy  Zirc/SS  Zirc/SS
Maximum Number of Assemblies 26 26 24 4 4
Maximum Initial Uranium : .

Content (kg/assembly) 390 212 433.7
Maximum [nitial Enrichment 6 6
(wi% 2°U) it 461 .- 4.61 4.61’

c 2 ST o ‘ o
Minimum Initial Ennchment(wt/o _ . 295 - 295 295

235u)
Maximum AssembI; Weight’(fgé)
Maximum Burnup (MWD/MTU)

<1500 <1600 <1600
43,000 43,000 43,000

Maximum Decay Heat ber _ ' ’

Assembly (kW) 0.654 O.}6(54 0.654 0.321 0.654
Minimum Cool Time (yrs) ~10.0 - 10.0 10.0 10.0 10.0
Maximum Active Fuel Length (in) ~ 121.8 121.35 120.6 121.8 121.8

‘Notes:

1

DO s W

Stainless steel assemblies manufactured by Westinghouse Electric Co., Babcock & Wilcox Fuel Co., Gulf Gen. Atomics, Gulf
Nuclear Fuel, & Nuclear Materials & Man. Co.

- Zircaloy spent fuel assemblies manufactured by Gulf Gen. Atomics, Gulf Nuclear Fuel, & Nuclear Materials & Man. Co., and
Babcock & Wilcox Fuel Co.

" Westinghouse Vantage 5H zircaloy clad spent fuel assemblies have an initial uranium enrichment > 3.93 % wt. U?*.
Reconfigured Fuel Assemblies (RFA) must be loaded in one of the 4 oversize fuel loading positions.

" Damaged Fuel Cans (DFC) must be loaded in one of the 4 oversize fuel loading positions.
Enrichment of the fuel within each DFC or RFA is limited 1o that of the basket configuration in which it is loaded.
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Contents (Continued)

(2)

Maximum quantity of material per package

(i)

(i)

(iii)

(i)

.- maximum defa'f) heat of 5.0 K

For the contents described in Item 5.(b)(1)(1) 26 PWR fuel assemblies with a
maximum total weight of 39,650 Ibs. and a maximum decay heat not to exceed 22.1

kW per package.

For the contents described in Item 5.(b)(1)(i1) Up to 36 intact fuel assembilies to the
maximum content weight imit of 30,600 Ibs with a maximum decay heat of 12.5 kW
per package. Intact fuel assemblies shall not contain empty fuel rod positions and any
missing rods shall be replaced by a sohd Zircaloy or stamless steel rod that displaces
an equal amount of water as the original fuel rod Mixing of intact fuel assembly types
is authorized.

For intact fuel rods, damaged fuel rods and fuel debris of the type described in Item
5.(b)(1)(ii): up to 36 RFAs, each with a maximum equivalent of 64 full iength Yankee
Class fuel rods and within fuel tubes. Mixing of directly loaded intact assemblies and
damaged fuel (within RFAs) is authorized. The total weight of damaged fuel within
RFAs:or mixed damaged RFA and intact assemblies shall not exceed 30,600 Ibs. with
a maximum decay heat of 12.5 kW per package.

For the contents descnbed Insitem 5.(b)( 1)(m) for Connecticut Yankee GTCC waste up
to 24 contamers of GECC:-waste. The:total cobalt-60 activity. shall not exceed 196,000
curigs: The tofal weight of thé Wasité containers shall not exceed 18,743 Ibs. with a
For all others,: up o 24 containers of GTCC waste.
The total cobalt—60 actlwty shalf not’ exceed 125,000 curies. The total weight of the
waste-and containers:shall nat. exceed 12, 340 Ibs. W|th a maximum decay heat of 2.9

kW.

For the contents. described in Item 5.(b)(1)(iv): up to 26 Connecticut Yankee fuel
assemblies, RFAs or damaged fuel in CY-MPC DFCs for stainless steel clad
assemblies enriched tp t0.4.03 wt. percent and Zirc-clad assemblies enriched up to
3.93 wt. percent. Westinghouse Vantage 5H fuel and other Zirc-clad assemblies
enriched up to 4.61 wt. percent must be installed in the 24-assembly basket, which
may also hold other Connecticut Yankee fuel types. The construction of the two
basket configurations is identical except that two fuel loading positions of the 26
assembly basket are blocked to form the 24 assembly basket. The total weight of
damaged fuel within RFAs or mixed damaged RFAs and intact assemblies shall not
exceed 35,100 Ibs. with a maximum decay heat of 0.654 kW per assembly for a
canister of 26 assemblies. A maximum decay heat of 0.321 kW per assembly for
Connecticut Yankee RFAs and of 0.654 kW per canister for the Connecticut Yankee
DFCs is authorized.

Criticality Safety Index: 0.0
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Known or suspected damaged fuel assemblies or rods (fuel with cladding defects greater than pin
holes and hairline cracks) are not authorized, except as described in item 5.(b)(2)(iii)

For contents placed in a GTCC waste container and described 1n Item 5.(b){(1)(iii): and which contain
organic substances which could radiolytically generate combustible gases, a determination must be
made by tests and measurements or by analysis that the following criteria are met over a period of
time that is twice the expected shipment time:

The hydrogen generated must be limited to a molar quantity that would be no more than 4% by

volume (or equivaient limits for other inflammable gases) of the TSC gas void if present at STP (1.e.,

no more than 0.063 g-moles/ft*at 14.7 psia and 70°F). For determinations performed by analysis, the
amount of hydrogen generated since the time that the TSC was sealed shall be considered.

For damaged fuel rods and fuel debris of the quantity described in Item 5.(b)(2)(iii) and 5.(b)(2)(v): If
the total damaged fuel plutonium content of a package is greater than 20 Ci, all damaged fuel shall be
enclosed in a TSC which has been leak tested at the time of closure. For the Yankee Class TSC the
leak test shall have a test sensitivity of at least 4.0 X 10" cm?¥sec (helium) and shown to have a leak
rate no greater than 8.0 X 10® cm®¥sec (hehum) For the Connecticut Class TSC the leak test shall
have a test sensmwty of at least1, 0 X 107 cm3/sec (hellum) and shown to have a leak rate no greater

than 2.0 X 107 cm®sec (helium). oo 0y

In addition to the requvrements of Subpart G:of 10 CFR Part 71 ,

e,,; e o \f* * o :

(a) The package.must be- prepared fof ‘SHipmeént: andoperated in accordance with the Operating
Procedures in Chapter? of the apphé’at’ as supplerr;;ented

§ PR o .

(b) Each packaglng must be acceptance _ _ed and mamtamed in accordance with the
Acceptance Tests and Maintenance Program in Chapter 8 of the application, as
supplemented, except that the thermal testing of the package (including the thermal
acceptance test and periodic thermal tests) must be pen‘ormed as described in NAC-STC

Safety Analysis Report.

.

(c) For packaging Serial Numbers STC 1 and S't'C 2, only one of these two packagings must be
subjected to the thermal acceptance test as described in Section 8.1.6 of the NAC-STC Safety

Analysis Report.

Prior to transport by rail, the Association of American Railroads must have evaluated and approved
the railcar and the system used to support and secure the package during transport.

“Prior to marine or barge transport, the National Cargo Bureau, inc., must have evaluated and

approved the system used to support and secure the package to the barge or vessel, and must have
certified that package stowage is in accordance with the regulations of the Commandant, United

States Coast Guard.
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Transport by air is not authorized.
Packagings must be marked with Package Identification Number- USA/9235/B(U)F-96. -

The package authorized by this certificate is hereby approved for use under the general license
provisions of 10 CFR 71.17. ”

Rewvision No. 9 of this certificate may be used until May 31. 2010.

Expiration date: May 31, 2014

REFERENCES

NAC International, Inc., application dated: February 19, 2009.

As supplemented June 3, 2009.

FOR THE U.S. NUCLEAR REGULATORY COMMISSION

Licensing Branch
Division of Spent Fuel Storage and Transportation
Office of Nuclear Material Safety

and Safeguards

Date: June 12, 2009
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UNITED STATES
NUCLEAR REGULATORY COMMISSION
A WASHINGTON D.C 20555-0001

SAFETY EVALUATION REPORT -

Docket No. 71-9235
Model No. NAC-STC Package
Certificate of Compliance No. 9235
Revision No. 11.

SUMMARY

}

On May 29. 2009, the U.S. Nuclear Regulatory Commission, issued Revision 10 to Certificate of
Compliance {CoC) No. 9235 for the Model No. NAC-STC package. After issuing Revision 10

of CoC No. 9235, four typographical errors were identified in the title headings by the applicant in
an e-mail dated June 3, 2009. On pages 3, 4, and 9, the Revision number in block b. was
incorrectly left as 9. It should have been 10. Also, page 4 of 12 is incorrectly identified as page
4 of 122. The errors have been corrected. Changes made to the enclosed CoC are mdlcated
by vertical lines in the margin.

CONDITIONS

No Conditions were changed. The typographical errors in the title headings have been
corrected. The references were changed to add the June 3, 2009, supplement.

CONCLUSION

These changes do not affect the ability of the package to meet the requirements of 10 CFR Part
71.

Issued with Certificate of Compliance No. 9235, Revision No. 11, on June 12, 2009.
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a CERTIFICATE NUMBER b REVISION NUMBER < DOCKET NUMBER d PACKAGE IDENTIFICATION NUMBER

9226 © 71-9226 USA/9226/B(U)F-85

2 PREAMBLE

a This certficate 1s issued to certity that the package (packaging and contents) described m ltem 5 below meets the applicable safety standaris set

forth in Title 10. Code of Federal Regulations, Part 71, “Packaging and Transportation of Radioactive Matenal

b This certificale does not relieve the consignor trom compliance with any requirement of the regulations of the U.S Department of Transpo tation or
other appiicable regulatory agencies including the government ot any country through or into which the package will be trarsported

3 THIS CERTIFICATE IS ISSUED ON THE BASIS OF A SAFETY ANALYSIS REPORT OF THE PACKAGE DESIGN OR APPLICATION

b TITLE AND IDENTIFICATION OF REPORT OR APPLICATION

2 ISSUED TO (Name and Adadress)
General Atomics General Atomics application dated
3550 General Atomics Court January 6. 2009

San Diego, Califorma 92121-1122

4 CONDITIONS
This certificate is conditional upon fulfilling the requirements of 10 CFR Part 71, as applicable, and the conditions specified below.

a. Packaging
(1) Model No.- GA-4

(2) Descriplion

The GA-4 Legal Weighl Truck Spent Fuel Shipping Cask consists of the packaging (cask and
impact limiters) and the radioactive contents. The packaging is designed o transport up to
four intact pressurized-water reactor (PWR) irradiated spent fuel assemblies as authorized
contents. The packaging includes the cask assembly and two impact limiters, each of which
is attached 1o the cask with eight boits. The overall dimensions of the packaging are
approximately 90 inches in diameter and 234 inches long ‘

The containment system includes the cask body (cask body wall, flange, and bottom plate);
cask closure; closure bolts; gas sample valve body; drain valve; and prnimary O-nng seals for
the closure, gas sample valve, and drain valve.

Cask Assembly

The cask assembly includes the cask, the closure, and the closure bolls. Fuel spacers are
also provided when shipping specified short fuel assemblies to limit the movement of the
fuel. The cask is constructed of stainless steel, depleted uranium, and a hydrogenous
neutron shield. The cask exiernal dimensions are approximately 188 inches long and 40
inches in diameter. A fixed fuel support structure divides the cask cavity into four spent fuel
compartments, each approximately 8.8 inches square and 167 inches long. The closure is
recessed into the cask body and is attached to the cask flange with 12 1-inch diameter bolis.
The closure is approximately 26 inches square, 11 inches thick, and weighs about 1510 Ibs.
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5.a. (2) {continued)

The cask has two ports allowing access to the cask cavity. The closure hd has an integral
half-inch diameter port (hereafter referred to as the gas sample valve) for gas sampling,
venting, pressurizing, vacuum drying, leakage testing, or inerting. A 1-inch diameter port in
the botlom plate allows draining, leakage testing, or filling the cavity with water. A separate
drain valve opens and closes the port  The primary seals for the gas sample valve and dran
valve are recessed from the outside cask surface as protection from punctures The gas
sample valve and the drain valve also have covers to protect them during transport

Cask :
The cask includes the containment {flange, cask body, bottom plate and drain valve seals),

the cavity liner and fuel support structure; the impact limiter support structure; the trunnions
and redundant lift sockets; the depleted uranium gamma shield; and the neutron shield and
ils outer shell. The cask body is square, with rounded corners and a transition to a round
outer shell for the neutron shield. The cask has approximately a 1.5 inch thick stainless ste«l
body wall, 2.6 inch-thick depleted uranium shield (reduced at'the corners), and 0.4 inch thick

stainless steel fuel cavity liner.

The crucnfonn fuel support-structure consists of stainless steel panels with boron-carbide
(B.C) pellets for criticality tontrol. A continuous seriés of holes in éach panel, at right angles
with the fuel support structtire-axis, provides cavifigs for the B,C pellets. The fuel support
structure is welded 1o the cavity liner and i1s approximately 18 inches square by 166 inches

long and weighs about 750 Ibs.

The flange connects the cask body wall and fuel cavity liner at the top of the cask, and the
bottom plate connects them at the bottom. The gamma shield is made up of five rings, whic
are assembled with zero axial tolerance clearance within the depleted uranium cavity, to
minimize gaps. The impact limiter support structure is a slightly tapered 0.4 inch thick shell
on each end of the cask. The sheli mates with the lmpact imiter’s cavity and is connected Ic

the cask body by 36 ribs

The neutron shield is located between the cask body and the outer shell. The neutron shielc
design maintains conlinuous shielding immediately adjacent {o the cask body under normal

conditions of transport  The details of the design are proprietary The design. in conjunction
with the operating procedures, ensures the availability of the neutron shield to perform its

function under normal conditions of transponi.

Two lifting and tie-down trunnions are located about 34 inches from the top of the cask body,
and another pair is located about the same distance from the bottom. The trunnion outside
diameter is 10 inches, increasing to"11.5 inches at the cask interface. Two redundant lift
sockets are located about 26 inches from the top of the cask body and are flush with the

outer skin.
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5.a. (2) {(continued)

‘Materials ,
All major cask components are stainless steel, except the neutron shield, the depleted

uranium gamma shield, and the B,C peliets contained in the fuel support structure. All O-ring
seals are fabricated of ethylene propylene

Impact Limiters
The impact limiters are fabricated of alummum honeycomb, completely enclosed by an all-

welded austenitic stainless steel skin. Each of the two identical impact limiters 1s attached &
the cask with eight bolts. Each impact imiter weighs approximately 2,000 Ibs -

(3) Drawings
The packaging is constructed and assembled in accordance with 1he following GA Drawing

Number:

Drawnng No. 031348,
sheets 1 through 19, Revision D (Propnetary Version)

GA-4 Spent Fuel Shipping Cask Packaging Assembly

5.(b) Contents
(1) Type and Form of Matenal

(a) Intact fuel assemblies. Fuel with known or suspected cladding defects greater than hairline
cracks or pinhole leaks is not authorized for shipment.

(b) The fuel authorized for shipment in the GA-4 package is irradiated 14x14 and 15x15 PWR fud
- assemblies with uranium oxide fuel pellets. Beforeﬂadlalnon the maximum enrichment of any
assembly 1o be transported is 3.15 percent by weight of uranium-235 ( *°°U). The total initial
uranium content is not to exceed 407 Kg per assembly for 14x14 arrays and 469 Kg per

assembly for 15x15 arfays.

Fuel assemblies are authornzed to be transported with or without control rods or other non-fuel
assembly hardware (NFAH) Spacers shall be used for the specific fuel types, as shown on

sheet 17 of the Drawings

o)

(d) The maximum burnup for each fuel assembly is 35,000 MWdJ/MTU with @ minimum cooling
time of 10 years and a minimum enrichment of 3.0 percent by weight of 2°U or 45,000
MWdJ/MTU with a minimum cooling time of 15 years (no minimum enrichment).

(e) The maximum assembly decay heat of an individual assembly is 0.617 kW. The maximum
total allowable cask heat load is 2.468 kW (including control components and other NFAH

when present).
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5.b. (1) (continued)

(f) The PWR fuel assembly types authorized for transpori are lisled in Table 1 All parameters ae
design nominal values. :

(2) Maximum Quantily of Material per Package
(a) For material described in 5.b.(1): four (4) PWR fuel assemblies
(b) For material described in 5.b.(1): the maximum assembly weight (including control
components or other NFAH when present) 1s 1,662 Ibs The maximum weight of the cask

contents (including control components or other NFAH when present) 1S 6,648 Ibs., and the
maximum gross weight of the package is 55,000 Ibs.

Table 1 - PWR Fuel Assembly Characteristics

Fuel Type Design No. of | Fuel Rod Pellet Zr Clad | Active Fuel
Mir.-Array initial U Fuel | Pitch (in.) | Diameter | Thickness Length
(Versions) (kg/assy.) { Rods ' (in.) (in.) (in.) -
W-15x15 469 | 204 | 0563 | .03859 | 0.0242 144
(Std/ZC) Do .5 ‘
W-15x15 463 204 0.563 0.3659 0.0242 144
(OFA) '
BW-15x15 464 208 | 0568 | 03686 | 0.0265 142
(Mk.B,BZ,BGD) 7
Exx/A-15x15 | 432 204 0.563 ‘| 0.3565 0.030 144
(WE)
CE-15x15 413 204 0.550 0.358 0.026 144
(Palisades) o
CE-14x14 376 176 0.580 0.3765 0.028 - 128
(Ft.Calhoun) ‘ :
W-14x14 397 176 0.580 0.3805 0.026 137
(Model! C) »
CE-14x14 386 | 176 0.580 0.3765 0.028 137
(Std/Gen.)
Exx/A-14x14 381 176 0.580 0.370 0.031 137
(CE) .
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5.b(2)(b)(continued)
Fuel Type - Design No. of | Fuel Rod Pellet Zr Clad | Active Fuel
Mfr.-Array Initial U Fuel | Pitch (in.) | Diameter | Thickness Length
(Versions) (kg/assy.) | Rods in.) {in) (in.)
W-14x14 358 179 0556 | 0.3444 | 0.0243 144
(OFA) -
W-14x14 407 179 0.556 0.3674 0.0225 145.5
(Std/ZCA,/2CB) '
Exx/A-14x14 379 179 0.556 0.3505 0.030 142
(WE),
5.c. Criticality Safety Index (CSl): 100
6. Fuel assemblies with missing fuel pins shall not be shipped uniess dummy fuel pins that displace ar
equal amount of water have been installed in the fuel assembly.
7. In addilion to the requirements of Subpart G of 10 CFR 71:

a. Each package shall be both prepared for shipment and operated in accordance with detailed

written operating procedures. Procedures for both preparation and operation shall be developec

using the specifications cohitalped.withinithe application. ; At a minimum, those procedures shall
require the following provisions: ;

. {1) Identification of the fuel to be loaded and independeﬁt verification that the fuel meets the
specifications of Condition 5.b of the CoC.

(2) That before shipment the licensee shall:

(a) Perform a measured radiation survey to assure complance with 49 CFR 173.441
and 10 CFR 71.47 and assure that the neutron and gamma measurement
instruments are calibrated for the energy spectrums being emitted from the
package.

{b) Verify that measured dose rates meet the following correlation to demonsirate
compliance with the design bases calculated hypothetical accident dose rates:
3.4 x (peak neutron dose rate at any point on cask surface at its midlength) +
1.0 x (gamma dose rate at that location) < 1000 mR/hr. '

(c) Verify that the surface removable contamination levels meet the requirements of 49
CFR 173.443 and 10 CFR 71.87.
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7.a.(2) (continued)

(d) Inspect all containment seals and closure sealing surfaces for damage. Leak test
all containment seals with a gas pressure rise test after final closure of the package.
The leak test shall have a test sensitivity of at least 1 x10° standard cubic
centimeters per second of air (std-cm*/sec) and there shall be no detectable
pressure rise. A higher sensitivity acceptance and maintenance test may be
required as discussed in Condition 7.b.(5), below

(3) Before leak testing, the following closure boit and valve torque specifications-

(a) The cask lid bolts shali be torqued to 235 + 15 fi-Ibs. ‘
{b) The gas sample valve and drain valve shall be torqued to 20 * 2 ft-lbs.

(4) During wel loading operations and prior to leak testing, the removal of water and residual
moisture from the containment vessel in accordance with the following specifications:

(a) Cask evacuation to a pressure of 0.2 psia {10 mm Hg) or léss for a minimum of 1 hour.
(b) Verifying that the cask pressure rise is less than 0.1 psi in 10 minutes.

(5) Before shipment, independent :veriﬁcalion of the material condition of the neutron shield a's_
described in SAR Section 7.1.1.40r7.1.2.4.

b. All fabrication acceptance tests and maintenance shall be performed in accordance with detailed
written procedures. Procedures for fabrication, acceptance lesting, and maintenance shall be
developed using the specifications contained within the application and shall include the

following provisions:

(1) All containment boundary welds, except the final fabrication weld joint connecting the cask body
wall o the bottom plate, shall be radiographed and liquid-penetrant examined in accordance with
ASME Code Section Il Division 1, Subsection NB. Examination of the final fabrication weld joint
connecting the cask body wall to the bottom plate may be ulirasonic and progressive liquid
penetrant examined in lieu of radiographic and liquid penetrant examination. '

{2) The upper lifting trunnions and redundant lifting sockets shall be load tested, in the cask axial
direction, to 300 percent of their maximum working load (79,500 Ibs. minimum) per trunnion and
per lifling socket, in accordance with the requirements of ANSI N14.6. The upper and lower
lifting trunnions shall be load tesied, in the cask transverse direction, to 150 percent of their
maximum working load (20,625 Ibs. minimum) per trunnion, in accordance with the requirements

of ANSIN14.6.
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7.b.(continued)

(3) The cask containment boundary shall be pressure tested to 1.5 times the Maximum Normal
Operating Pressure of 80 psig.  The minimum test pressure shall be 120 psig.

(4) All containment seals shall be replaced within the 12-month period prior to each shipment.

(5) A fabrication leakage test shall be performed on all containment components including the O-ring
seals prior to first use. Additionally, all containment seals shall be leak tested after the third use
of each package and within the 12-month pertod prior to each shipment. Any replaced or
reparred containment system component shall be leak tested. The leakage tests shall venfy that
the containment boundary leakage rate does not exceed the design leakage rate of 1 x10” std-
cm?/sec. The leak tests shall have a test sensitivity of at least 5 x 10°® std-cm?¥/sec.

(6) The depleted uranium shield shall be gamma scanned with 100 percent inspection coverage
during fabrication to ensure that there are no shielding discontinuities. The neutron shield
supplier shall certify that-the shield material meets the minimum specified requirements
(proprietary) used inthe applicant’s shielding analysis.

(7) Qualification and verification tés_ts to demonstrate the crush strength of each aluminum
honeycomb type and lot to be utilized in the impact limiters shall be perfoermed.

(8) The boron carbide peilets, fuel support structure and fuel cavity dimensions, and **U content in
the depleted uranium shall be fabricated and verified 1o be within the specifications of Table 2 to

ensure criticality safety.
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Table 2

Specified Parameter | Mimmum | Maximum
B,C boron enrichment 96 W% °B N/A
Diameter of each B,C pellet - 0.426 i | - 0430in
Height of each B,C pellet stack 7.986 1n 8.046 in
Mass.of B in each B,C pellet stack 315¢g N/A
Mass of each B,C pellet stack ~43.0g 450¢g
girir;itg r?; |t:ach fuel support | 0.432in 0.44 iq
‘Fuel support structure nominal hole pitch N/A - 0585in

Fuel support structure hdle depth minus N ‘
B.C pellet-stack height - - 0:009 in 0.129 in
(at room temperature) )

Thlcknes§ of each fuel support .0.600in - 0;520 in
structure panel ] N »
Fuel cavity width - N/A 9.135in
p cpmenl m,(_iepleted uranium N/A 0.2 W%
shielding material
8. Transport of fissile material by air is not authorized.
9. The package authorized by this certificate is hereby approved for use under the generél license

provisions of 10 CFR 71.17.

10. Expiration Date: Oclober 31, 2013.
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REFERENCES

General Atomics Application for the GA-4 Legal Weight Truck Spent Fuel Shipping Cask, January 6, 2009.

FOR THE U.S NUCLEAR REGULATORY COMMISSION

%Chief

Licensing Branch
Division of Spent Fuel Storage and Transportation

Office of Nuclear Material Safety
and Safeguards

Date _@/EH9
=1
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