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Abstract: To optimize the lighting design of urban roads in China and improve traffic safety, the
present study conducted a 10-year longitudinal experiment on urban asphalt roads in Zhejiang
Province, China, and analyzed variations of the road surface’s reflective properties and lighting
quality with different service lengths, surface areas, and observation angles. The results showed
that these roads were R2 roads with low resilience and strong directional reflection. The average
luminance coefficient Q0 reached maximum and minimum at the beginning and after around one
year of service, respectively. After four years of service, Q0 was about 80% of its initial value and
remained stable. The specularity factor S1 reached a maximum of around two years of service. The
average luminance Lav was approximately 35%, and overall luminance uniformity U0 was 31%, lower
than that of R3 roads during the toughest period of the service life. If the lighting design follows
the 1◦ observation angle r-table recommended by the specification, high Lav and low U0 occur for
roads like expressways, leading to a significant increase in traffic safety risks; collector roads may
suffer from insufficient Lav. Urban asphalt roads in Zhejiang Province, China, should use the R2 road
standard and increase the design value of Lav by 35–45%, and high-level roads should increase the
design value of U0 by 40%. The present study will provide scientific references for the design of
lighting for urban roads in China, thus promoting long-term sustainable traffic safety in cities.

Keywords: Chinese urban roads; reflective properties of road surface; full-service cycle; lighting
quality; observation angle; risk assessment; sustainable safety

1. Introduction

More than 50% of road traffic accidents happen at night [1]. Good road lighting quality
can reduce night-time traffic injury accidents by 30%, fatal accidents by 64%, and property
damage accidents by 17% [2]. The quality of road lighting is influenced significantly by the
luminance of the road surface. Road surfaces can absorb and reflect light that falls on them.
The luminance of the road surface refers to the intensity of reflected light that the human
eye perceives at a specific observation angle. Therefore, the reflective properties of the road
surface play a vital role in determining both its luminance and luminance distribution.

The reflective properties of the road surface represent the road surface’s capacity to
reflect light from various incident angles. In the 1980s, the International Commission
on Illumination (CIE) and the Permanent International Association of Road Congresses
(PIARC) jointly established a classification system using the average luminance coefficient
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(Q0) and the specular factor (S1) to describe the reflectivity and specularity of the road
surface, respectively. According to the intensity of the specularity, the roads are divided into
four types, i.e., R1, R2, R3, and R4. On this basis, the CIE proposed the standard reduced-
luminance coefficient tables (standard r-tables) of each type of road and the corresponding
standard Q0 and S1 values (Q0standard and S1stardard) [3,4]. The CIE road surface reflection
classification system has been widely used around the world. For example, the standard
r-table for the R3 road is used in China to represent the reflective properties of asphalt
pavements [5,6].

However, it is worth noting that the classification system proposed by the CIE for
road surface reflectance has quite a long history of approximately 40 years. With the rapid
development of the design, construction, and material technology for asphalt pavement,
the reflective properties of the road surface change as well [7]. In 2007, Chain tested S1 and
Q0 of the asphalt pavement in France and found that S1 was between 0.45 and 0.9 and the
road belonged to R2 or R3 roads [8]. But, the Q0 of these pavements ranged from 0.052
to 0.09, with a difference of −25.7% to 28.6% from the Q0standard of R2 or R3 roads. And,
the difference between the actual average luminance of the road surface and the result
calculated according to the standard Q0standard reached 50%. In 2019, Gildlund conducted
measurements of Q0 and S1 on 138 road surface samples from Switzerland, France, and
Finland [9]. Most of the measurements were found to be significantly different from the
standard values of the CIE road surface reflection classification system. For instance, most of
the measured Q0 of the R2 roads were 0.03~0.046 and 0.89~0.17, with a maximum difference
of more than 70% from the Q0standard of R2 roads. If the standard r-tables recommended
by the CIE are still adopted to calculate the luminance of the road surface, the difference
between the average luminance (Lav) and the actual measurement results, and between the
longitudinal luminance uniformity (UL) and the actual measurement results, is 43.6% and
50%, respectively.

The reduction in the luminance level of the road surface will increase the reaction time
of the driver and thus increase the potential risk of a traffic accident [10,11]. Additionally,
low overall luminance uniformity on road surfaces results in a substantial difference
between the darkest area’s luminance and the road surface’s average luminance. Since
the human eye’s adaptation depends on the average luminance, drivers usually face more
challenges in detecting dangerous obstacles within the darkest areas when they adapt
to a higher average luminance, thus increasing the possibility of collision accidents [12].
Therefore, the CIE standard r-tables, Q0standard and S1stardard, can no longer accurately
represent the reflective properties of the current road surface. Consequently, there exists a
substantial disparity between the actual lighting quality and safety requirements, which
significantly increases the risk to road safety.

Apart from the pavement structure and materials that affect the reflective properties
of the road surface, the reflective properties of the pavement also change along its service
period due to complex external factors such as service environment and traffic load change.
Rice et al. measured r-tables of the most commonly used asphalt pavements in the United
States under 40 incident angles [13]. They found that the reflectivity of the road surface
increased by about 30% after 1.5 years of service, returned to its initial level after 4 years of
service, and remained stable later. Nevertheless, Bodmann’s 36-month tracking study of
the reflective properties of German road surfaces showed that Q0 recovered to its initial
level and remained stable after one year of service [14]. In addition, Ylinen et al. further
explored the impact of wheel crushing on the reflective properties of the road surface in
Finland [15]. They collected and measured samples from areas between wheel paths and
from areas of the wheel path on the road surface, which had been in use for over two years.
Results showed that the maximum difference of Q0 and S1 between the two areas reached
80% and 73%, respectively. The reflective properties of the wheel path area were similar
to those of the standard R2 roads, but the reflective properties of the area between the
wheel path were similar to those of standard R1 roads, indicating that the reflectivity and
specularity of the wheel path area are stronger. Urban roads in China differ from roads
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abroad in terms of the construction technology, and have larger traffic volumes and heavier
traffic load [16]. However, research on the changes in reflective properties of Chinese urban
road pavements over the service life has been scarcely seen.

Additionally, the CIE road surface reflection classification system utilizes 1◦ as the
observation angle α for collecting the reflectance data, which corresponds to a driver’s point
of view at a height of 1.5 m and a driver’s attention area from 60 m to 160 m ahead. But, with
the rapid development of urban road construction and vehicle manufacturing technology,
the range of the driver’s attention area has increased up to 20 m~450 m ahead [17], and
the height of vehicles has expanded to 1.4 m~3 m [18]. Meanwhile, due to the need for
the seat recline angle [19] and the distance between the driver’s eyes and the interior
rear-view mirror [20], the height of the driver’s viewpoint can reach 1.2 m~2.5 m. As a
result, the range of the actual observation angle α for contemporary drivers can be extended
to 0.15◦~7.12◦. Gibbons et al. conducted a measurement of the luminance of road surfaces
in Europe, where α was set at 1◦ to 10◦ [21]. Their findings demonstrated that increasing α
results in an increase in road surface luminance, with a maximum increase of approximately
50%. This is also verified by Strbac-Hadzibegovic et al. [22]. However, according to the
European SURFACE project in recent years [23], an increase in α from 1◦ to 5◦ resulted
in a reduction in the road surface luminance by 50%. In brief, the reflective properties of
road surfaces under various observation angles have not reached a consensus, and relevant
research on roads in China can be merely seen.

The present study employed a self-constructed measurement platform to gauge the
variations in the reflective properties of asphalt pavements with time. Samples of road
surfaces from different urban roads located in Zhejiang Province, China, were collected
throughout a ten-year service span. DIALux was used to simulate the spatial distribution
of luminance of road surfaces with varied service lengths. The present study analyzed the
impacts of the observation angle on reflective properties and variation in lighting quality,
aiming to provide references for the design of lighting and sustainable safety of urban
roads in China.

2. Evaluation System for Reflective Properties

Road surfaces’ reflective properties are generally characterized by a set of luminance
coefficients, q [12]. q represents the luminance-to-illuminance ratio at a spot on the road
surface that is exposed to a single light source. q is influenced by the surface material, the
relative positions of the observer, the light source, and the road surface. q can be calculated
using Formula (1).

q(α, β, γ) =
L
E

(1)

where α is the angle between the observation direction and the horizontal plane (◦), β is the
supplementary angle of the angle between the horizontal projection line in the observation
direction and the horizontal project of the incident light (◦), γ is the angle of incidence
measured from the vertical to the direction of illumination (◦), L is the luminance of the
road surface (cd/m2), and E is the illuminance on the road surface (lx).

When illuminated from varied directions, the distribution of q does not remain ho-
mogenous across all directions, manifesting in an elliptical spatial distribution, as illustrated
in Figure 1.

To simplify calculations of road surface luminance, the CIE created a table of luminance
coefficient q, which was then converted to reduced-luminance coefficient r, as demonstrated
in Equation (2).

r(α, β, γ) = q(α, β, γ) cos3 γ (2)

Projecting the spatial distribution of r onto the plane with γ = 0◦ and β = 0◦ can create
a “scattering ellipsoid” (also known as the r projection map) [24]. Figure 2 presents the
scattering ellipsoids corresponding with the standard r-table of R1~R4 roads. The size of
the scattering ellipsoid indicates the reflectivity of the road surface; larger ellipsoids display
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a stronger reflection capacity. The flatness of the scattering ellipsoid reflects the specularity
of the road surface; the larger the protrusion on the right side, the higher the specularity.
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Figure 2. Scattering ellipsoid of the standard r-table of R1~R4 roads.

To assess the reflective properties of a road surface, the CIE also suggests using the
evaluation metrics of the average luminance coefficient (Q0) and specular factor (S1). Q0
represents the solid angle-weighted average of q, encompassing a range of 60 m~160 m
ahead of the driver at a 1◦ observation angle. S1 is the ratio of two r. The calculation
formulas are shown in Equations (3) and (4).

Q0 =

∫ Ω0
0 q(α, β, γ)dω

Ω0
(3)

where Ω0 is the solid angle containing all those directions of light incidence at the point on
the road under consideration that are taken into account in the averaging process (◦), q is
the luminance coefficient (cd/m2·lx), and ω is the solid angle (◦).

S1 =
r(0, 2)
r(0, 0)

(4)

where r (0,2) is the reduced-luminance coefficient at β = 0◦ and tanγ = 2, and r (0,0) is the
reduced-luminance coefficient at β = 0◦ and tanγ = 0.
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3. The Measurement of r and Lighting Simulation
3.1. The Measurement of r
3.1.1. Platform

Figure 3 displays the measurement platform utilized to obtain the reduced-luminance
coefficient r, consisting of a light source module, a control module, a measurement module,
and a dark room. The light source module comprised a fiber light source and a collimating
lens fixed at R = 1 m above the sample via a vertical arm. It projected a collimated beam
toward the sample, achieving a collimation accuracy of 0.1◦. The control module comprised
two motors (motor 1 and motor 2), a vertical arm, a horizontal arm, and a controller. The
motors drove the rotation of the horizontal arm, the vertical arm, and the collimating lens.
The controller was utilized to manage the motors. The measurement module consisted of
the LM-3 luminance meter, the ST520 illuminance meter, and the light-limiting aperture.
The LM-3 luminance meter was located at least 2R from the center of the sample and
had a measurement field of view of 0.1◦. Its observation angle relative to the sample
can be adjusted from 0.1◦ to 10◦. The lens of the luminance meter had a 4 mm light-
limiting aperture to prevent stray light from entering. The ST520 illuminance meter had a
measuring range of 0~80,000 lx. The measurement error for luminance and illuminance
was less than 1%. The dark room was built with brackets and black velvet cloths, with a
size of 3 m × 3 m × 2 m, and the luminance of the dark indoor environment was lower
than 0.001 cd/m2, meeting the CIE requirements for the testing environment [4].
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3.1.2. Measurement Process and Measured Conditions

Road surface samples were measured using the measurement platform at different
service lengths, areas on the road surface, and observation angles α. Initially, the mea-
surement needs to be prepared by adjusting the α between the luminance meter and the
road surface sample, activating the collimated light source, and verifying the surface lumi-
nance stability of the sample after 30 min. Calibration of the ambient luminance in a dark
room is also required. The measurement commences with the control module controlling
the collimation light source to sequentially irradiate the sample at 396 incident angles
specified in the standard r-table [4]. Meanwhile, the sample’s luminance and illuminance
are measured using a luminance meter and an illuminance meter, respectively, and the
reduced-luminance coefficient r is computed for each incident angle. Finally, once all angles
of incidence have been measured and recorded, the measurement platform should be reset
and recalibrated before carrying out further measurements.

A total of 5 × 3 × 7 = 105 sets of measured conditions were included for the test,
taking the service length of the road, area on the road surface, and observation angle α
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into full account. Each set of conditions contains three parallel measured conditions to
avoid measurement errors due to individual differences in the road surface samples. The
measured conditions are shown in Table 1.

Table 1. The measured conditions.

Length of Service (Year) Areas on Road Surface Observation Angle α (◦)

0, 1, 2, 3, 4, 6, 8 Curb, Center, Wheel path 0.2, 0.5, 1, 2, 3, 4, 7

3.1.3. Sample Collection

The road surface samples were taken from the urban roads constructed around 2012
in Zhejiang Province. Each test road’s samples were categorized into a sample group, as
indicated in Table 2.

Table 2. The group of road surface samples.

Sample
Group Sample 1 Sample 2 Sample 3 Sample 4 Sample 5

Road name Meilin Binjianger Qingliu Linhongdong Jiangdongwu

The samples were collected from three areas of the road’s surface, specifically each test
road’s edge, center, and wheel path, at various stages throughout its 10-year service life from
2012 to 2022. These stages included 0 year (within 3 months), 1 year, 2 years, 3 years, 4 years,
6 years, and 8 years. The samples obtained in 2012 were collected 2–3 months after the road
was built, representing the initial period of the road’s service. The connection between the
three sampling areas is perpendicular to the direction of travel. The sampling method follows
the Standard Practice for Sampling Bituminous Materials GB/T 11147-2010 [25]. The size of each
individual sampling area was 0.3 m × 3 m. Every sample was a cylinder with d = 0.15 m and
h = 0.2 m~0.3 m, as specified. Since the sampling process results in wet samples, drying them
at a constant temperature before testing is necessary to maintain consistency with the actual
road conditions. Figure 4 illustrates the sampling process and partial samples.
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3.2. Lighting Simulation

The DIALux light-environment simulation model was established based on the actual
lighting conditions of the sampled roads. The lane width is 3.5 m, and the shoulder width
is 1.5 m. For lighting, LED lamps with a symmetrical light distribution, a color temperature
of 4500 K, a luminous flux of 10,000 lm, an arm length of H/8 (where H is the height of the
lamp pole, H = 10 m), and an elevation angle of 5◦ were used.
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Three types of r-tables were used to simulate the luminance distribution of the road
surface: (a) standard r-tables, which contain R2 and R3 roads; (b) measured r-tables with
different service lengths and road areas. The service lengths include 0~8 years. The road
surface areas include the edge, center, and wheel path, which are composed according to
their original spatial arrangement on the road surface and their respective area proportions
of 20%, 60%, and 20%; and (c) Measured r-tables with 4 years’ service lengths and different
road areas were used to simulate the luminance distribution under each observation angle.
The road surface areas include the edge, center, and wheel path, which are composed
according to their original spatial arrangement on the road surface and their respective
area proportions of 20%, 60%, and 20%. The observation angles include 0.2◦, 0.5◦, 1◦, 2◦, 3◦,
4◦, and 7◦.

To validate the DIALux light-environment simulation mode’s accuracy, the present
study compares the calculation results with the field measurements. Following the recom-
mendations in Lighting Measurement Methods GBT 5700-2008 [26], the field measurements
were conducted using an imaging-type luminance meter. The longitudinal area of the
measurement was between two lighting poles on the same side, with 12 measuring points
evenly spaced in the longitudinal direction. The transverse area encompassed a single
lane’s width, and 10 measurement points were equally spaced. The luminance meter was
placed at a longitudinal distance of 60 m from the first row of points, and the lens was
1.5 m above the ground. Figure 5 demonstrates the calculation results of the DIALux
light-environment simulation model and its verification. Data in Figure 5b refer to the
average luminance of all the transverse points at each longitudinal position. Figure 5 shows
that the luminance difference between results obtained from field measurements and those
obtained from the model is within 5%, indicating good accuracy of the model.
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4. Results and Discussion
4.1. Changes in Road Surface Reflective Properties
4.1.1. Effects of the Service Length

The reflective properties of a road surface can be imaged by scattering ellipsoids. The
size of the ellipsoid reflects the road surface’s reflectivity, while the ellipsoid’s flatness
reflects its specularity [24]. Figure 6 displays the scattering ellipsoid of the central road
area during different service periods, and the data in the figure were representative mea-
surements under identical parallel testing conditions. It becomes apparent that both the
size and shape of the ellipsoid change as the service length increases. At the beginning
of the road service (0 years), the ellipsoid size is the largest, and its right side is slightly
protruding, indicating that the road surface is the most reflective at this time and has a
certain degree of specularity. After roughly one year’s service, the ellipsoid size declines
considerably to around 60% of its initial size, evincing a remarkable decrease in road surface
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reflectivity. Subsequently, the ellipsoid size exhibited an increase, suggesting a gradual
restoration of the reflectivity of the road surface. The reflective capacity of the road surface
stabilizes after around 4 years of use. The protrusion on the right side of the ellipsoid was
most noticeable at the two-year service point, indicating that the road surface’s specularity
was at its strongest.

Sustainability 2023, 15, x FOR PEER REVIEW 8 of 16 
 

area during different service periods, and the data in the figure were representative meas-
urements under identical parallel testing conditions. It becomes apparent that both the 
size and shape of the ellipsoid change as the service length increases. At the beginning of 
the road service (0 years), the ellipsoid size is the largest, and its right side is slightly pro-
truding, indicating that the road surface is the most reflective at this time and has a certain 
degree of specularity. After roughly one year’s service, the ellipsoid size declines consid-
erably to around 60% of its initial size, evincing a remarkable decrease in road surface 
reflectivity. Subsequently, the ellipsoid size exhibited an increase, suggesting a gradual 
restoration of the reflectivity of the road surface. The reflective capacity of the road surface 
stabilizes after around 4 years of use. The protrusion on the right side of the ellipsoid was 
most noticeable at the two-year service point, indicating that the road surface’s specularity 
was at its strongest. 

 
Figure 6. The scattering ellipsoid for different service lengths. 

Figure 7 shows the variation of the average luminance coefficient Q0 and specular 
factor S1 with road service length, and the data in the figure refer to the mean measure-
ments of several samples under identical parallel testing conditions. Figure 7a demon-
strates that as the service length increases, Q0 decreases first, then increases, and finally 
becomes stable. At the beginning of the service, due to the shiny surface of the asphalt 
road, its reflection ability is strong, and thus, Q0 reaches a maximum value over the whole 
service life, with Q0 between 0.075 and 0.08. After about one year of service, a large 
amount of dust adheres to the road surface, and the oil sheen on the surface of the asphalt 
road gradually dissipates. At this time, Q0 decreases by about 30% compared to the be-
ginning of service, reaching its minimum value (0.06 ± 0.002) over its entire service period. 
In the subsequent service, the continuous friction between the vehicle tires and the road 
surface gradually thinned the asphalt [15], causing the more reflective light-colored ag-
gregates to be continuously exposed, resulting in a gradual increase in Q0. Until the road 
has been in service for 3 to 4 years, Q0 reaches a stable stage, and its value was about 80% 
of that at the beginning of the service. It can be seen that, except at the beginning of the 
service, the Q0 of Chinese urban roads is lower than the Q0standard of R2 and R3 roads. 
Further comparing the roads of Germany and the United States with Chinese urban roads, 
it can be found that after 4 years of service, the Q0 of German and United States roads can 
be restored to the level at the beginning of the service [13]. However, due to the large 
traffic volume, the high proportion of heavy traffic, and the low frequency of road mainte-
nance [27], the recovery capacity of Chinese urban roads is poor, and Q0 can only recover 
to about 80% of that at the beginning of the service after stabilization. 

Figure 6. The scattering ellipsoid for different service lengths.

Figure 7 shows the variation of the average luminance coefficient Q0 and specular
factor S1 with road service length, and the data in the figure refer to the mean measurements
of several samples under identical parallel testing conditions. Figure 7a demonstrates that
as the service length increases, Q0 decreases first, then increases, and finally becomes stable.
At the beginning of the service, due to the shiny surface of the asphalt road, its reflection
ability is strong, and thus, Q0 reaches a maximum value over the whole service life, with
Q0 between 0.075 and 0.08. After about one year of service, a large amount of dust adheres
to the road surface, and the oil sheen on the surface of the asphalt road gradually dissipates.
At this time, Q0 decreases by about 30% compared to the beginning of service, reaching
its minimum value (0.06 ± 0.002) over its entire service period. In the subsequent service,
the continuous friction between the vehicle tires and the road surface gradually thinned
the asphalt [15], causing the more reflective light-colored aggregates to be continuously
exposed, resulting in a gradual increase in Q0. Until the road has been in service for 3 to 4
years, Q0 reaches a stable stage, and its value was about 80% of that at the beginning of
the service. It can be seen that, except at the beginning of the service, the Q0 of Chinese
urban roads is lower than the Q0standard of R2 and R3 roads. Further comparing the roads
of Germany and the United States with Chinese urban roads, it can be found that after
4 years of service, the Q0 of German and United States roads can be restored to the level
at the beginning of the service [13]. However, due to the large traffic volume, the high
proportion of heavy traffic, and the low frequency of road maintenance [27], the recovery
capacity of Chinese urban roads is poor, and Q0 can only recover to about 80% of that at
the beginning of the service after stabilization.

For the design and calculation of road lighting, the current Chinese specifications
utilize the R3 standard r-table. The S1 ranges for R2 and R3, according to the CIE road
surface reflection classification system, are 0.42 ≤ S1 < 0.85 and 0.85 ≤ S1 < 1.35, respectively.
However, it can be seen from Figure 7b that the S1 of Chinese urban roads varies from 0.6
to 0.83 during its service period, which actually belongs to the R2 roads. Therefore, the
standard r-table for R3 roads adopted in the current specification will overestimate the
reflectivity and specularity of the road surface.
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In addition, with the increase in road service length, the S1 of Chinese urban roads
increases first and then decreases. The S1 peaks at about 2 years of service, ranging from
0.7 to 0.83, which is about 1.2 times that at the beginning of service. This is because, during
service, the tire rolling can make the road reveal a small amount of aggregate and make the
surfaces of these aggregates more polished. The specularity of these aggregate surfaces is
strong, resulting in an increase in the specularity of the road surface. Subsequently, under
the long-term effects of traffic loads, asphalt on the surface of the road further decreases,
and more aggregates are exposed or even lost, leading to a rough road surface and a
gradual decrease in S1. It should be noted that CIE considers the S1standard,R2 = 0.58 for R2
roads, while the actual specularity of urban roads in Zhejiang province, China, is higher
than that of R2 throughout the service period, and thus these roads belong to the R2 road
with strong directional reflections. It is clear that a direct application of the R2 r-table will
underestimate the specularity of the road surface throughout its service life.

4.1.2. Effects of Area on Road Surface

Figure 8 shows the scattering ellipsoid of different areas on the road surface (served
4 years), and data in the figure were the representative measurements under identical
parallel testing conditions. After 4 years of service, the reflective properties of the road
surface have basically entered a stable stage. However, Figure 8 shows that the ellipsoid
size of the edge, center, and wheel path area on the road surface increases in sequence,
indicating sequential increases in the reflectivity of these areas. At the same time, the
flatness of the ellipsoid gradually intensifies, indicating that the specularity of these areas
increases in sequence.

Furthermore, statistical results of Q0 and S1 were used to quantitatively analyze the
differences in reflective properties of different areas on road surfaces, as shown in Figure 9.
Groups 1, 2, and 3 denote the road samples with service lengths of 1~2 years, 3~4 years,
and 6~8 years, respectively. As shown in Figure 9a, the variation of Q0 with road surface
area is consistent with the variation of the ellipsoid with road surface area, i.e., Q0wheel >
Q0center > Q0curb. Taking Group 1 as an example, compared to Q0curb and Q0center, Q0wheel
increased by 40% and 14.8%, reaching 0.07. Compared to Groups 1 and 2, Group 3 exhibited
a potential increase of up to 62.3% and 32.3% for Q0wheel compared to Q0curb and Q0center,
respectively, along with a significantly larger dispersion of the data. As the service period
lengthens, there is an increasing divergence in the reflective properties of different areas on
the road surface.
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From Figure 9b, it can be seen that S1wheel and S1center are significantly higher than
S1curb, and S1wheel has the greatest dispersion, which is consistent with previous re-
search [9]. This can be attributed to the fact that the center of the road surface is more
heavily trafficked than the edges, resulting in a greater number of bright glossy aggregates
in the center, which are more reflective and have a higher specularity. For the wheel path
area with greater traffic load, wheel traces or ruts will make the road surface uneven or
even aggregate missing or strip-like grooves, making S1 more discrete.

4.1.3. Effects of the Observation Angle

Figure 10 shows the scattering ellipsoid under different observation angles α. α reflects
the angular relationship between the driver’s attention area, s, and the viewpoint height,
h [23]. Data in Figure 10 were the representative measurements under identical parallel
testing conditions. The CIE standard r-tables are all based on α = 1◦ (s = 60~160 m, h = 1.5 m),
but with the upgrading of the road classes and the diversification of vehicle types, the α
range has been gradually extended to 0.2◦~7◦ (s = 20 m~450 m, h = 1.2 m~2.5 m). Compared
to α = 1◦, the ellipsoid size of α = 0.2◦ and 0.5◦ is larger, while the ellipsoid size of α = 2◦~7◦

is significantly reduced. The ellipsoid size under each α differs by a factor of nearly
20, indicating that the reflectivity of the road surface varies greatly. Furthermore, when
comparing the shape of each ellipsoid, it can be seen that as α increases, the protrusion of
the right side of the ellipsoid decreases slightly, indicating that the specularity of the road
surface also decreases.
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Figure 10. The scattering ellipsoid under different observation angles.

Figure 11 illustrates the alterations of Q0 and S1 with the α. The data in the figure refer
to the mean measurements of several samples under identical parallel testing conditions. It
can be seen that Sample 1~Sample 5 all show a similar alteration pattern: as α increases, both
Q0 and S1 gradually decrease, indicating that both the reflectivity and specularity of the
road surface decrease. It is noteworthy that the changes in Q0 and S1 are more substantial
when α is ≤1◦ and the maximum variations can attain 40% and 20%, respectively. For
high-level highways (s ≈ 80 m~450 m [17]) with high vehicle speed v (v ≥ 80 km/h) and
an extended driver-attention area, it is evident that the reflection conditions of the road
surface within the driver’s attention area vary considerably.
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4.2. Changes in Road Lighting Quality during the Full-Service Life

Over the lifespan of a road, changes in the reflective properties of the road surface
due to service length and area location will directly impact the road lighting quality, as
illustrated in Figure 12. The average luminance (Lav) and overall luminance uniformity
(U0) displayed in the figure were calculated via the measured r-tables over the road’s entire
service life and the CIE standard r-tables for R2 and R3 roads. The actual road lighting
quality includes three stages, as shown in Figure 12. Specifically, the first stage refers to the
initial period of service (0 years), the second the middle period of service (about 2 years),
and the third the stabilization period (after 4 years). The luminance distribution of the road
surface in each of these periods is plotted as a 3D greyscale map on the right-hand side of
Figure 12.
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The reflection of the road surface is at its highest upon the initial period of service,
with a Q0 of approximately 0.075~0.08. As a result, the average luminance of the road
surface (Lav,actual) exceeds 2 cd/m2, which is greater than the luminance calculation results
(Lav,R2, Lav,R3) attained through the standard r-tables for R2 and R3 roads. The 3D greyscale
map of road surface luminance distribution reveals that the road surface’s high luminance
area is located below the lighting fixtures, causing poor luminance uniformity. The U0, actual
is merely 0.45, which accounts for approximately 65% of U0,R3 for the R3 road.

After a year or two of use, as the asphalt starts to lose its shine, the road’s reflectivity
decreases considerably, leading to a minimal Lav,actual throughout its lifespan, typically
around 1.55 cd/m2. This decline coincides with a significant reduction in the luminance
contrast between the light and dark areas of the surface, resulting in a maximum U0, actual
of roughly 0.7. During this period, although the overall luminance uniformity improved
significantly, the driver’s reaction speed slowed down, and the ability to detect dangerous
obstacles was weakened due to the obvious decrease in average luminance, which resulted
in a significant increase in the probability of collision accidents.

After 4 years of service, the road lighting quality stabilizes with an increase in Lav,actual
to 1.8 cd/m2, slightly lower (≤10%) than that of standard R2 and R3 roads. Notably,
differences in luminance between different areas of the road surface emerge at this stage
due to prolonged vehicle rolling. The central area of the road, in particular, is prone
to forming wheel traces or minor ruts, which create randomly bright areas. Hence, the
luminance uniformity undergoes a decline with a U0,actual of approximately 0.5. This value
is 30% lower than that of the standard R3 road but 12.5% higher than that of the standard
R2 road. Despite the improvement in the average luminance during the stabilization
period, the luminance can only be restored to approximately 80% of that at the initial period
of service. Additionally, owing to the significant deterioration in luminance uniformity,
drivers usually encounter more difficulties detecting obstacles under the actual lighting
conditions. Hence, the road is exposed to certain driving safety hazards when it enters the
stabilization period.

In summary, for urban roads in Zhejiang, China, significant discrepancies between the
actual lighting and that proposed by Chinese specifications often occur when the CIE R3
road standard to design the road lighting is used. This is because the reflective properties
of the urban roads in Zhejiang, China, are very different from those of the R3 roads at
all service stages. Specifically, the average Lav and U0 for Chinese roads throughout the
service are approximately 20% lower than those of R3 roads. This leads to a significant
traffic safety risk throughout the entire life cycle of the road. Furthermore, the minimum
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values of Lav and U0 over the entire service deviate from those of the R3 roads by 35% and
31%, respectively. The analysis showed that the roads in Zhejiang, China, belong to the CIE
R2 road and exhibit strong directional reflection. However, directly adopting the R2 road
standard for lighting design will result in a 30% lower Lav than the recommended value,
even though the overall luminance uniformity U0 meets the standard. Thus, to ensure
safety throughout the entire service lifespan of the road, the design criteria for Lav should
be increased by 35% based on the CIE R2 road standard.

4.3. Lighting Quality under Different Observation Angles

Figure 13 shows the variation in road lighting quality with the observation angle α.
In the range of 0.2◦~7◦, as α increases, the average luminance Lav decreases rapidly, and
the overall luminance uniformity U0 and longitudinal luminance uniformity UL increase
gradually. Psychological evidence shows that drivers tend to perceive the road further
ahead as being brighter and safer [28]. This is because when drivers look at the road
ahead, α decreases as the line of sight extends. Notably, when α ≥ 4◦, Lav is less than
0.78 cd/m2, which is about 50% of that for α = 1◦. This is in line with the results of
the European SURFACE project [23] (Lav,α=5◦ ≈ 50%Lav,α=1◦ ) and shows that there is no
significant difference between urban roads in the Zhejiang region of China and roads in
European countries in terms of the influence of α on the road lighting.
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For urban expressways (i.e., roads that can facilitate fast traffic movement and with the
characteristics of long distances and high traffic volumes), major roads (i.e., roads that con-
nect the primary sub-districts of the city, incorporating both motorized and non-motorized
forms of transport segregation), and other high-level urban roads, the observation angle is
often much less than 1◦ because the vehicle speed can reach 60~100 km/h on these roads.
Under the same road lighting conditions, the Lav perceived by the driver will be about 40%
higher than that at α = 1◦, but the U0 and UL will be 30% lower or more. Suppose road
lighting is still designed according to the normative standard (α = 1◦). In that case, drivers
will be continuously exposed to high luminance but low luminance uniformity, i.e., they
will be exposed to large and high-frequency light and dark stimuli for long periods of time,
leading to a significant reduction in their reaction speed and ability to detect obstacles [29],
thus decreasing driving safety [30]. Therefore, for high-level urban roads such as urban
expressways and major roads, it is recommended that the design criteria for U0 in the
current road lighting specification should be increased by 40%, i.e., reach 0.65.

On collector roads (i.e., roads that combine with major roads to form a network for the
collection and distribution of traffic) and local roads (i.e., roads that connect the collector
roads and residential roads), vehicles usually travel at relatively slow speeds, and the
height of the driver’s viewing point h is usually high. For example, for a truck driver, h is
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2 m or higher, and the corresponding α often reaches more than 4◦. If the road lighting is
still designed on the basis of α = 1◦, it may result in insufficient Lav (around 45% lower),
making it difficult for drivers to detect road obstacles clearly, thus leading to significantly
higher traffic safety risks. Therefore, it is recommended to increase the design criteria of
Lav in the current road lighting specification by 45% for collector roads, local roads, and
other roads.

5. Conclusions

The urban asphalt road in Zhejiang Province, China, is an R2 road that exhibits low
resilience and strong directional reflection. The average luminance coefficient Q0 reaches a
maximum value (0.077 ± 0.002) and a minimum value (0.06 ± 0.002) at the beginning of the
road service (within 3 months) and around 1 year, respectively. After four years of service,
Q0 stabilizes at about 80% of its initial value. The maximum value of the specular factor
S1 (0.07–0.83) is reached after two years of road service, which is about 1.2 times that at
the beginning of service or during the stabilization period. The Q0 varies in different areas
of the road surface, with Q0wheel being larger than Q0center and Q0curb. Both S1wheel and
S1center are significantly larger than S1curb, and the dispersion of the S1wheel is the largest
due to the irregular reflections caused by rutting.

The average luminance Lav and the overall luminance uniformity U0 correspond well
with the Q0 and S1, respectively. The minimum Lav was observed before and after one year
of road usage when the reflective capacity of the road surface was the weakest. During this
period, Q0 was reduced by approximately 30% compared to its initial value. The minimum
U0 was recorded after around four years of road service. Throughout the entire lifespan of
the road, the Lav,actual and U0,actual during the most adverse period, are approximately 35%
and 31%, respectively, lower than those of the R3 road standard proposed by the current
Chinese specification. If the R3 road standard is used directly for the lighting design, the
road will be exposed to traffic safety risks during any period of service.

As the observation angle α increases, Lav descends hastily while U0 and UL elevate
gradually. For urban expressways and major roads with vehicle speeds of 60 km/h to
100 km/h, the actual α of the driver is often less than 1◦. If the road lighting is designed
according to the current Chinese specification’s standard r-table (where α = 1◦), it can result
in consistently high luminance and low luminance uniformity, bringing about a safety
hazard. On collector roads and local roads, as well as other lower-speed roads, the actual α
of truck drivers is much larger than 1◦, which makes it difficult to clearly identify obstacles
due to insufficient road surface luminance.

Taking into account the impact of road surface reflectiveness on lighting quality
throughout the life of the road, it is recommended that urban asphalt roads in Zhejiang
Province, China, should adopt the R2 standard and increase the design standard for the
average luminance, Lav, by 35~45%. Furthermore, for urban expressways, major roads,
and high-level roads, it is necessary to increase the design standard of overall luminance
uniformity U0 by an additional 40%.

The major findings reveal the long-term variation of reflective properties of the urban
road surface and potential impacts on driving safety. Meanwhile, the proposed study
also provides scientific references for the design of lighting for urban roads in China, thus
paving the way for a traffic-safe, sustainable city.
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