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Abstract: Motor vehicles in urban areas are the main source of ultrafine particles
(diameters < 0.1 µm). Ultrafine particles are generally measured in terms of particle
number because they have little mass and are prolific in terms of their numbers. These
sized particles are of particular interest because of their ability to enter deep into the human
respiratory system and contribute to negative health effects. Currently ultrafine particles
are neither regularly monitored nor regulated by ambient air quality standards. Motor
vehicle and bus fleet inventories, epidemiological studies and studies of the chemical
composition of ultrafine particles are urgently needed to inform scientific debate and guide
development of air quality standards and regulation to control this important pollution
source. This article discusses some of the many challenges associated with modelling and
quantifying ultrafine particle concentrations and emission rates for developing inventories
and microscale modelling of motor vehicles and buses, including the challenge of
understanding and quantifying secondary particle formation. Recommendations are made
concerning the application of particle emission factors in developing ultrafine particle
inventories for motor vehicle fleets. The article presents a précis of the first published
inventory of ultrafine particles (particle number) developed for the urban South-East
Queensland motor vehicle and bus fleet in Australia, and comments on the applicability of
the comprehensive set of average particle emission factors used in this inventory, for
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developing ultrafine particle (particle number) and particle mass inventories in other
developed countries.
Keywords: buses; emission factors; mobile sources; motor vehicle emission inventories;
on-road vehicles; particle mass; particle number; particulate matter; traffic;
ultrafine particles

1. Introduction
UFP (ultrafine particles) have diameters less than 0.1 µm and are generally measured in terms of
particle number due to their insignificant contributions to particle mass and prolific numbers. They
have the ability to enter deep into the human respiratory system and contribute to negative health
effects, making them a pollution source of particular interest. As the size of a particle decreases, its
biological interaction in the human respiratory tract increases [1] and particles with diameters less than
5 µm which are inhaled can reach a large proportion of alveoli in the human lung [2].
Many studies have shown that motor vehicles are the main source of ultrafine particles in urban
areas [3-7] and for this reason ultrafine particles continue to be the subject of ongoing research in
urban areas. However, as yet only limited data on long term trends in concentrations of ultrafine
particles is available [8].
A pollutant plume of vehicle emissions is highly dynamic and consists of a reactive mixture of
particles and hot gases. As the plume is diluted by ambient air its physical characteristics and chemical
composition are significantly altered. New particles are formed through nucleation and existing
particles grow from the condensation of semi-volatiles within seconds of dilution [8,9]. The particle
distribution continues to evolve in the near-road environment by the evaporation and condensation of
condensable material [9]. Hence emission factors derived immediately upon particle plume formation
are likely to exhibit different characteristics to those measured some period of time after emission, and
will also be subject to physical and chemical influences at the measurement site.
Nanoparticles are a subset of UFP. These particles have diameters less than 0.05 µm and, like
ultrafine particles, their airborne concentration is generally measured in terms of particle number
concentrations per unit volume of air [8]. Close to traffic sources, nanometer sized-particles dominate
total particle number concentration and these decrease with distance from the traffic source [10,11].
Although substantial toxicological evidence exists of the harmful effects of exposure to ultrafine
particles, current epidemiological evidence is insufficient to enable a conclusion to be reached on an
exposure-response relationship [12], impeding development of ambient air quality standards. Hence
detailed epidemiological studies are needed of the effect of ultrafine particle exposure on human
health, and these studies will be complemented and informed by the development of motor vehicle
inventories and measurement campaigns of ultrafine particles.
Most motor vehicle particle emissions are in the ultrafine size range; and ultrafine particles often
have a greater biological effect than an equal mass of larger-sized particles comprised of the same
substance [13]. Ferin et al. [14] in their study of the increased pulmonary toxicity of ultrafine particles
found these smaller particles can evoke higher inflammation and overall toxicity. Exposure to fine
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particulate matter (particles with aerodynamic diameters less than 2.5 µm) have been found to have
adverse effects on cardiopulmonary health, and many population studies have linked exposure to fine
particulate matter with increases in hospital admissions and a range of cardiovascular and respiratory
diseases and mortality [15].
An association has been implied between particulate matter exposure and effects such as lung
cancer [16] and heart attacks [17]. Research has shown that particles can even enter the bloodstream
and reach the brain [18]; and there are some indications they can induce inheritable mutations [19].
UFPs are not currently regulated by ambient air quality standards, however modelling and
quantification of these particle emissions have been undertaken in a number of microenvironments
influenced by traffic emissions, such as near major roads, at busways and in tunnels and street
canyons, as well as in laboratories in dynamometer studies. Factors researchers need to consider in
these studies range from the structure of local microenvironments and meteorological effects for
studies conducted in outdoor locations, to issues such as the dilution of vehicle aerosol in laboratories.
Monitoring campaigns of ultrafine particles (particle number) can be complex to carry out, and the
equipment needed for measurement is expensive, and so these factors remain major obstacles to
monitoring ultrafine particles [1]. Hence such campaigns tend to be short term in nature.
This article discusses a number of current challenges researchers are facing in the development of
motor vehicle and bus emission inventories and in measurement campaigns of UFPs, and makes some
suggestions concerning the development of regional inventories (which utilize average emission
factors) and microscopic inventories (which consider speed and vehicle-mode related emission factors
and characteristics of microenvironments). The first, and only, ultrafine particle (particle number)
inventory of tailpipe particle emissions published in the international literature is also précised. This
inventory was prepared for the urban South-East Queensland motor vehicle and bus fleet in
Australia [20-22] and derived a comprehensive set of average particle emission factors which have
application for use in developing ultrafine particle (particle number) and particle mass inventories in
other developed countries.
2. Methods and Models
The analysis in this work comprises two parts. Firstly, relevant findings on modelling and
quantifying UFP emissions generated by motor vehicles are discussed; including those identified in an
extensive review and analysis of the characteristics, ambient processing and implications on human
exposure of ambient nanoparticle and ultrafine particles by Morawska et al. [8]. Secondly, issues
relating to the development of an UFP inventory for a motor vehicle and bus fleet in Australia are
discussed. This inventory combined knowledge from two distinctly different disciplines, from aerosol
science and transport modelling [20-22]. Current progress in the development of emission inventories
for bus fleets is also discussed. The focus of this work is to relate the findings of the review and
inventory development to current issues facing researchers and practitioners developing inventories
and conducting measurement of ultrafine particles for vehicles and bus fleets, and to present some
possible approaches for developing UFP inventories for consideration.
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3. Results and Discussion
This section discusses (i) important factors influencing quantification of UFPs generated by motor
vehicles and buses and (ii) issues related to the development of an UFP inventory prepared for an
urban vehicle fleet in urban South-East Queensland, Australia, to identify current issues facing the
development of UFP inventories and measurement campaigns and to discuss some possible approaches
for inventory development.
Three classifications commonly used to describe atmospheric aerosol size distribution in terms of
modal diameters are nucleation mode (<0.1 µm), accumulation mode (0.1–1 µm) and coarse particle
mode (>1 µm) [23]. These modal classifications are not strictly defined upon particle size, but are
based primarily on the production mechanisms [23]. Recent studies with instruments extending the
small size limit to 0.003 µm have shown that the nuclei mode needs to be separated into a nucleation
mode (<0.01 µm) and an Aitken nuclei mode (0.01–0.1µm) [24]. In this paper, the term nuclei mode
will be used to refer to the particle mode size range <0.1 µm.
The term mode can also be used to describe a peak in the lognormal function of the mass or number
distribution of an atmospheric aerosol [25]. An extensive worldwide review of modal locations within
particle number size distributions in anthropogenic environments revealed that modes in the ≤0.05 µm
size ranged from 0.008 µm–0.05 µm for suburban and urban environments, and for the >0.05 µm
≤0.1 µm size range modes were between 0.050 µm–0.065 µm in suburban, traffic and
urban-influenced environments, and at around 0.08 µm in urban and traffic-influenced
environments [8,20]. Additional modes were found in suburban environments in the range
0.092 µm–0.1 µm [8,20].
The focus of this paper is on ultrafine particles (diameters less than 0.1 µm) which reside in the
nuclei mode; and in this mode even greater numbers of particles may be found in the nanoparticle size
range (< 0.05 µm). In many cases, the nuclei mode composes over 90% of the total particle number of
diesel exhaust, while in other cases they may not be detected [26-28].
3.1. Factors Influencing Development of UFP Inventories and Measurement Campaigns
The primary consideration in developing inventories and measurement campaigns is to quantify or
estimate UFP concentrations or emission rates to assess potential human exposure. Research objectives
may focus on exposure as it relates to sensitive populations, such as young children at their schools, or
the aged or sick housed in facilities located close to busy roads. Alternatively, studies may focus on
exposure of the general public, e.g., public transport commuters or residents living close to busy traffic
routes. Hence potential population exposed, study location, meteorological conditions, distance from
the traffic source, and the temporal and spatial distribution of exposure are major study design
considerations. Researchers need to consider many important factors, and a number of current issues
with respect to quantification and modelling of UFPs are discussed below.
3.1.1. Lack of consistency of measuring equipment
Currently no standard methods exist for carrying out size-classified measurements of particle
number, and a review of differences found between instrumentation measuring ultrafine particles may
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be found in Morawska et al. [8]. Such lack of standardization has impeded progress in developing
particle number standards.
Most on-road studies of vehicle-source ultrafine particles relate to average driving or steady-state
conditions [29,30]; and difficulties can be experienced when attempting to replicate real-world
emissions in chassis dynamometer studies in laboratories. For example, in laboratories, measured
nuclei mode concentrations are usually substantially lower than those measured in real-world
conditions, by around a factor of 2–10, and these are partly explained by parameters relating to dilution
[31]. These observed differences provide critical challenges for researchers undertaking dynamometer
measurements to derive emission factors, and may lead, in some cases, to an underestimation of
particle number emissions, particularly in the nanoparticle size range.
Instrumentation can be set with different lower size window settings, based on instrumentation
capability and operator choice, which may mean that the full size range of nanoparticles
(i.e., 3 nm–50 nm) is not being measured, leading to differing results. For example, an extensive
review by Keogh et al. [22] which identified 156 emission factors in the international published
literature for particle number found statistically significant differences between mean emission factors
derived from Scanning Mobility Particle Sizer (SMPS) measurements, compared to Condensation
Particle Counter (CPC) measurements (2 and 23 × 1014 particles per vehicle per kilometre,
respectively). The SMPS focuses on estimating particle size distribution (as opposed to total particle
count) and does not measure the lower size range of the nuclei mode, less than 0.01 μm, its lower size
window is generally set higher than it is for the CPC, usually in the range 0.01–0.02 μm, as compared
to the CPC which is usually set in the range 0.002–0.01 μm, which means that generally the CPC
measures the lower size range of the nuclei mode and the SMPS does not [22].
For example, Rönkkö et al. [30] concluded that instruments that only measure down to 0.01 μm
could miss or seriously underestimate the lower size range of nuclei mode particles. Studies which
have reported particle number emission factors for nanoparticle and ultrafine particle size ranges for
heavy and light duty vehicles per vehicle per kilometer using SMPS and Differential Mobility Sizer
(DMPS) [32-35] show that particle number emission factors tends to be higher in the size
range < 18 nm as compared to emission factors derived for the 18–50 nm and 18–100 nm size ranges,
highlighting the importance of measuring particles in the < 18 nm size range [8,20].
These findings referred to above highlight differences in sets of instrumentation commonly used to
measure UFPs, and point to the possible underestimation of the lower size range of nuclei mode
particles depending on the setting of the lower size window.
The review of particle number emission factors in the international literature by Keogh et al. [22]
found no statistically significant differences between the means of particle number emissions for
studies conducted in Australia, Austria, Germany, Sweden, Switzerland, United Kingdom and the
USA. This finding lends weight to the relevance and applicability of particle number emission factors
derived in the statistical analysis by Keogh et al. [22] for use in developing inventories and air quality
assessments in developed countries. The review found few speed-related emission factors for particle
number, and derivation of such emission factors are needed for modelling motor vehicle and bus fleets
traveling at lower speeds, such as under congested conditions.
Spark ignition gasoline and compression ignition diesel engines have very different combustion
environments that yield large differences in the chemical composition, size distribution, and numbers
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of ultrafine particles. The particle number emission rates for heavy-duty diesel vehicles are one to two
orders of magnitude higher than gasoline-fueled passenger cars [8]. In urban areas heavy duty diesel
vehicles, including buses, are major sources of exposure for UFP. However, Keogh et al.’s [22] review
found no relevant emission factors for buses for particle number where instrumentation had estimated
total particle count down to the smaller size range of 3 nm.
Future studies are needed to provide more robust estimates of UFP emission rates from individual
vehicle classes and instrumentation methods for measurement.
3.1.2. Particle dynamics and secondary particle formation
Most primary particles generated by the engine range in size from 30–500 nm and reside mainly in
the accumulation mode, with secondary particles generally in the nanoparticle size range below 30 nm
(in the lower size range of the nuclei mode), and particle number concentration in the accumulation
mode tends to be substantially more stable and predictable than in the nuclei mode [8].
Nuclei mode particles are formed from the condensation and nucleation of volatile species upon
dilution and cooling of the exhaust, and their formation is highly dependent on dilution
conditions [27,36]. Because nuclei mode particles form upon dilution, they can also be referred to as
secondary particles. The formation of secondary particles is a complex process that relies on the
dynamic interactions with other particles and multiple aspects of dilution conditions, including dilution
rate, temperature, residence time, and relative humidity. The nuclei mode particles are composed of
semi-volatile organics, sulfates, and in certain conditions can be composed of solid particles such as
metallic ash [29]. Regardless, due to the small size of the particles, the nuclei mode only constitutes a
minor fraction of the total particulate mass from diesel engines [37]. However, due to the very
significant contribution of nuclei mode particles in terms of particle number to ambient airsheds it is
vital these sized particles be characterized as part of emission inventories.
Secondary particles in the nanoparticle size range have been found near busy roads, particularly
those with large numbers of heavy duty diesel vehicles [38-46], as well as in on-road studies,
e.g., mobile on-road laboratories [11,29,47-51]. However, individual UFP measurements from
dynamometer tests may differ substantially from road-side and on-road measurements. Secondary
particles can sometimes be present, but are not commonly found in dynamometer measurements that
use dilution tunnels to dilute and cool exhaust gases [28,52-55] which has implications for the use of
dynamometer-derived emission factors in inventories quantifying secondary particles.
Kittelson et al. [55] and Rönkkö et al. [50] measured UFP emissions from individual diesel vehicles
in both on-road emission studies and using chassis dynamometers equipped with artificial dilution
tunnels. Both studies consistently measured high concentrations of nuclei mode particles below
0.02 or 0.01 µm that had peak concentrations one to two orders of magnitude higher than the
accumulation mode particles. By adjusting the dilution ratio and residence time these researchers were
able to replicate on-road particle size distribution measurements. Nevertheless, the lower size range of
nuclei mode for particles tended to be underestimated, occasionally by an order of magnitude, when
comparing laboratory measurements to on-road measurements [50,55].
The estimation and quantification of secondary particles in motor vehicle emission inventories
presents an interesting and complex challenge for researchers, as does the task of measuring secondary
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particles in dynamometer studies. To develop a method that is comparable and reproducible in
different laboratories located around the world the UNECE-GRPE Particulate Measurement Program
(PMP) was formed and, based on their recommendation, a particle number limit has been added to the
proposed Euro 5/6 emission standards for light duty vehicles, whereby volatile material is removed
from a sample in accordance with the PMP procedure and only solid particles are counted [8]. The
PMP removes the volatile fraction of the exhaust, which is responsible for the formation of the nuclei
mode particles, in order to maintain repeatable results [8].
Real-world UFP inventories should account for the true magnitude of nuclei mode particles that
exist in the exhaust plume from vehicles driving in real-world conditions, however such measurement
methods are still evolving. No protocol has been established for measuring nuclei mode particles and
measurements can be substantially different based on sampling conditions and the sampling
equipment. When using UFP measurements, investigators should be attentive to the details of the
experimental design (i.e., sampling equipment, dilution systems, and ambient conditions) which drive
the formation mechanisms for secondary particles. It has been suggested that using source emission
factors for estimating pollutant concentrations in ambient areas will likely reflect primary particle
emissions and that secondary particle formation needs to be predicted [8].
3.1.3. Roadside distance and dilution conditions
Many vehicle-related and meteorological factors can influence the results of on-road particle
emission studies. Vehicle emissions consist of hot gases and particles which are highly dynamic, and
the prevailing wind is the major determinant in relation to the direction and speed of the plume of
pollutants away from the emission source [8]. This can be a very complex phenomenon to model and
quantify, particularly given the multiplicity of variations in the micro and macro environment
structures of areas, their topography, climatic and weather conditions and vehicle mixes.
For example, under specific night-time and winter inversion conditions, the nuclei mode can persist
and grow above 30 nm through vapor condensation [56], while in day-time conditions, the nuclei mode
decays rapidly as the plume disperses in the near-road environment [57]. The nuclei mode particles
evaporate or coagulate with larger particles leading to short residence time in typical atmospheric
conditions [36]. Colder temperatures significantly increase the concentration of UFP in motor vehicle
exhaust measured from the roadside [58], on-road [37] and on-board vehicle dilution tunnels [59].
Concentrations of UFPs generated by motor vehicle fleets tend to be higher within 100 metres of
the emission source under typical meteorological conditions. Studies have shown that particle
concentration decreases with distance from the road up to around 300 metres, beyond which size
distributions and concentration levels are similar to local urban background [5,60-62]. A recent study
of the evolution of particle size distribution and particle number concentration decay at different
distances from a highway in Italy found their results similar to US and Australian studies, despite
differences in diesel vehicle percentages and mean speed velocities [63].
The distance from a major roadway and traffic pollution source that children or adults with
pre-existing conditions such as asthma, respiratory and cardiovascular disease are housed (or attend
school for example) is important, as these populations may be more sensitive to the effects of
particulate matter pollution. In the US environmental justice concerns have been raised because
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minority and low-income populations are more likely to live in urban areas with high levels of motor
vehicle traffic [64]. This situation is likely to be mirrored in other countries throughout the world.
Hitchins et al. [61] found when measuring total particle number concentration in the size range
15–697 nm that at around 100–150m from the road (where the wind below directly from the road)
concentrations reduced to around half the maximum found at 15 m from the road (the closest point of
measurement to the road). Zhu et al. [57] in their study of particle number concentration (6–220 nm)
using a CPC and SMPS at a site close to a Los Angeles freeway found particle number concentration
dropped substantially with increased distance from the road due to atmospheric dilution, dropping to
around half the original value at 30 metres at around 90–150 metres, and that downwind of the freeway
ultrafine particle concentration was similar to the background location measured 300 metres upwind of
the study site.
The importance of distance from traffic source suggests that not only are regional airshed
inventories of UFPs important to give a broad picture of particle number emissions in a region, but
microscale inventories are also needed. Microscale inventories can be tailored to both sensitive
populations and also the general population (particularly considering distance from heavy traffic
sources for sensitive populations, especially where there are high concentrations of heavy duty
vehicles) to account for the high concentration of particles adjacent to the roadways. Project-level
inventories of UFPs for pre and post-new infrastructure construction would also be informative
(e.g., construction of tunnels, busways, and transit oriented development sites near public transport) for
understanding their public and environmental health impacts. Inventories of UFPs at various scales are
also needed to inform scientific debate and development of ambient air quality guidelines and
standards and which consider both primary and secondary particle formations.
3.2. Compiling UFP Inventories Using Emission Factors
Methods for compiling particulate matter inventories generated by motor vehicle fleets range from
combining performance-related emissions factors with transport data, fuel consumption [65] or
remotely sensed data [66]. Choice of approach is very often dependent upon available data, and the
scale of inventory required for decision-making such as road-link, local, regional, state or country
specific. As mentioned previously, conducting measurement campaigns of UFPs can be very
expensive and complex, which can often prevent countries that do not have access to sufficient finding
from being able to develop these inventories.
3.2.1. First published UFP motor vehicle emission inventory
Currently only one published inventory of ultrafine particles (particle number) generated by a motor
vehicle fleet (which includes buses) exists in the international literature. This inventory was prepared
for urban South-East Queensland (the study area was 4,600 square kilometers in the Brisbane
metropolitan area), Australia [20-22]. The inventory quantified both ultrafine particles (particle
number) and particle mass emissions for the motor vehicle fleet (for light and heavy duty vehicles and
buses) for particle number (particles with diameters 3 nm–1 µm) and PM1, PM2.5, PM10 (particles with
aerodynamic diameters less than 1 µm, 2.5 µm and 10 µm respectively).
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The inventory developed for urban SEQ engaged a cost-effective approach for quantifying a
comprehensive particle emission inventory covering the full size range of particles emitted by motor
vehicles, and quantified emission rates for different vehicle types and road links. It combined relevant
average particle emission factors with transport modelling data, and included 95% confidence intervals
for each particle metric and vehicle type [21]. To develop the inventory, average particle number and
particle mass emission factors (and their 95% confidence intervals) were derived using statistical
analysis of more than 600 emission factors identified in the international published literature and
combined with travel demand model data for the study region relating to 22,985 model links
representing roads in the study region [for more detail [20-22].
To derive the average particle emission factors to use in developing the particle number (UFP)
inventory, statistical analysis of published particle number emission factors was undertaken [22]. This
statistical analysis included emission factor data from studies of different vehicle types under different
measurement conditions (in laboratories on dynamometers, in tunnels and in the vicinity of roads) and
studies where particles were measured down to 0.003 µm (the nuclei mode). Hence, the developed
inventory quantified both primary and secondary particles. However, the specific focus of the
inventory was not on secondary particle formations and it is likely that the inventory quantified a
higher proportion of primary particles.
Study characteristics considered in this statistical analysis of published emission factors included
country of study, study location (dynamometer, tunnel, vicinity of the road), road type, speed limit on
the road, road class (classed according to speed limits of ≤60, >60, <80, ≥80 k/h), vehicle type, fuel
type, drive cycle, average vehicle speed, engine power, size range measured and instrumentation used
and for fleet emission factors (average number of vehicles per day and percent of heavy duty vehicles
traveling in the fleet) [22]. The extensive review identified 156 particle number emission factors
published in the international literature and statistical analysis revealed that 85% of the variation in
these published emission factors could be explained by the study characteristics vehicle type and
instrumentation used in the measurement campaign [22]. This finding reinforces the importance of
choice of instrumentation used in measurement studies of ultrafine particles.
Scenario modeling was also undertaken in the urban SEQ inventory study to test the impact of shifts
in travel modes in different travel times, average vehicle occupancy rates and anticipated future levels
of particle emissions [21].
3.2.2. Relevance of the derived average particle emission factors used in the urban SEQ inventory for
developing particle inventories in other developed countries
The average particle number and particle mass emission factors (and their 95% confidence
intervals) derived in the statistical analysis by Keogh et al. [22] for different vehicle classes for particle
number, PM1, PM2.5 and PM10 are considered suitable for use in other developed countries for
quantifying particle inventories [20,22].
This assumption is based on the finding in the statistical analysis that relatively few statistically
significant differences were found between the mean values of published emission factors for different
particle metrics for different countries of study and study location (measured on a dynamometer, in a
tunnel or in the vicinity of a road) [20,22]. Hence, the Keogh et al. [22] published average particle
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emission factors for particle number and subsets of particle mass have particular application for
regions that do not have particulate matter measurement data, have insufficient funding to undertake
measurements, or where experimental data is available but is of insufficient scope.
3.2.3. Implications of the urban SEQ UFP inventory
Annual particle number emissions generated by the urban SEQ fleet were found to be 1.08 × 1025
(with 95% confidence intervals of 0.54–1.97) [21]. This quantification makes an interesting
comparison when comparing it to findings of a study by Mazaheri [67] at the Brisbane international
and domestic terminals which estimated annual particle number emissions due to aircraft operations
(aircraft landing and takeoff cycles and aircraft engine ground running procedures) of 2.43 × 1024 per
annum, thereby identifying airports as significant generators of UFPs.
A major finding of the urban SEQ inventory development was that although heavy duty vehicles
contributed only 6% of total vehicle kilometers traveled in the study region, this vehicle class
contributed more than half the region’s particle number (ultrafine particle) and PM1 emissions due to
their high emission rates. This finding is significant as the SEQ region’s freight task is expected to
double in the next 20 years [68], and highlights the need to carefully monitor and regulate population
exposure to busy routes used by heavy duty vehicles, especially where they are close to
sensitive populations.
UFP emission inventories have the potential to provide impetus to drive emission reduction
policies. For example, particle number emission factors for heavy duty diesel trucks or buses are
generally one to two orders of magnitude higher than those for a typical petrol car [28,69-70]; and
most heavy duty vehicles (HDVs) are diesel-fuelled. Diesel particle filter after-treatments have been
reported to reduce UFP emissions by 90–99% [71-73]. These results are consistent for accumulation
mode particles in laboratory and real-world testing. Instances can occur where diesel particle filters can
produce higher particle number emissions through the formation of sulfate nuclei mode particles [74],
however reductions have been observed both in laboratory [71-73] and on-road studies [74]. Future
scenario modelling in terms of the particle number inventory for SEQ could model the estimated
impact of future projected rates of diesel retrofits and vehicle replacements for the SEQ fleet.
4. Modeling Motor Vehicle UFP Emissions for Microscale Inventories
The SEQ UFP emission inventory quantified UFP emissions for three general vehicle classes—
light-duty gasoline, heavy duty diesel, and buses (Compressed Natural Gas (CNG) and diesel-fuelled),
and general operating conditions (in the vicinity of a road, steady state, and driving cycles on chassis
dynamometers). To estimate microscale emission inventories to inform construction projects, UFP
emission rates need to be modeled from specific vehicle classes and operating conditions. Several
recent studies have developed UFP vehicle emission models to quantify the effect of vehicle
technologies, vehicle operation, and other factors that influence UFP at the microenvironment, and
these are discussed below.
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4.1. Modeling UFP Bus Emissions
Conventional diesel buses can be important sources of UFP emissions due to their high UFP
emission rates (compared to filter-equipped diesel buses), and their operation in highly congested and
urbanized areas. Several studies which have developed particle number emission models for urban
buses are discussed.
Holmén et al. [75] conducted the first known study that measured particle number emissions in
real-world driving conditions using an on-board dilution tunnel. Four Connecticut Transit buses were
studied over the course of a year in real-world driving conditions in Hartford, USA. Particle number
emissions from the conventional diesel buses were highly dependent on the bus route and the
driver [59]. A follow-up study found that three engine parameters (engine load, engine speed, and
exhaust temperature) could be used to effectively model UFP emissions across road-way links in a
wide-variety of driving conditions, including rural, urban, and restricted highway roads [76]. When
engine operation is not known, vehicle speed and vehicle specific power are useful surrogates for
engine speed and engine load, and that when only the average vehicle speed on the link is available,
information on road grade can significantly improve predictions of particle number. Hence,
information on road grade for different road links may substantially improve link-level inventories for
areas with substantial elevation changes.
To better estimate the variability of particle number emissions within roadway links for hot-spot
analysis, emission models can be developed that are sensitive to instantaneous vehicle emission mode
(such as idling and acceleration).
A composite line source emission (CLSE) model developed by Wang et al. [77] quantified vehicle
emissions in a traffic-influenced microenvironment. The spatial variability of motor vehicle emissions
considered queuing, different driving conditions and multirepresentative segments for the capture of
emission distribution in terms of real vehicle flow. The researchers applied this model to estimate
particle number emissions at a two-directional busway used by CNG and diesel buses. They found
acceleration distance was critically important in estimating particle number emissions. Higher particle
emissions occurred where buses were accelerating, as compared to idling. By spatially allocating the
emissions, the particle emissions were found to be 43 times greater at the front end of the platform as
compared to the rear end.
The large influence of acceleration from CNG and diesel buses corroborate findings by Sonntag
[78] on diesel Connecticut Transit buses. Sonntag [78] found particle number emission rates (particle
number/second) were highest for the buses on high-speed freeway driving conditions. When the bus
route was divided into 50-meter segments, the segments in which the bus emitted the most particles
occurred near bus stops and intersections where the bus was accelerating from stop. Thus, UFP
hot-spots in urban areas are likely occur in areas with high density of pedestrians and travelers.
Although, acceleration events were the dominant sources of particle emissions for the bus, idling can
become the dominant source if the bus were to idle for more than two minutes [78]. These findings
have very important implications for busway design and waiting passenger exposure.
It is important to consider vehicle types in modeling microscopic UFP emissions. For example,
CNG buses have significantly lower particulate mass emission rates than conventional diesel buses.
Similarly, CNG buses have lower particle number emissions than diesel buses at low loads. However,
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in their on-road and dynamometer studies Jayaratne et al. [79] found that during acceleration under
heavy load, conventional diesel bus particle number emissions were an order of magnitude lower than
CNG buses.
4.2. Implications for Future Microscale UFP Inventories
Microscale emission inventories have different data needs than regional emission inventories. For
planning local transportation projects the accuracy of the final estimates may be less important than the
sensitivity of the inventories to design factors. For example, if inventories are used to compare several
roadway designs, the inventory would need to quantify the change in UFP emissions according to
varying vehicle volumes and operating conditions. However, accurately estimating the effect of local
meteorological conditions on the results may not be necessary. As in any modeling exercise,
understanding the objectives in estimating UFP emission inventories is critical for producing
achievable and usable results.
Recent research by Buonanno et al. [80] of particle number concentration in different urban
microenvironments has confirmed that street geometry is the most important factor affecting
concentrations, and that spatial variability of particle emissions has a large impact on exposure in
microenvironments. Specifically, they found that the path chosen by pedestrians in urban
microenvironments strongly influences exposure—those walking kerbside close to the emission source
can be exposed to double the average exposure of pedestrians choosing a path close to buildings.
Thus, microscopic inventories can be useful tools to make inferences about the exposure of
populations, and can be used to inform policies relating to roadway design (i.e., placement of bus
platforms), bus operation (i.e., idling reduction strategies) and bus technologies (fuel technologies).
5. Conclusions
Motor vehicles and buses are a major source of UFPs in urban areas and these particle emissions
pose health risks due to their ability to enter deep into the human respiratory system. More information
is needed on UFP concentrations and emission rates in urban areas in the form of UFP inventories and
long term monitoring data to inform urban planning, scientific debate and to develop relevant ambient
air quality guidelines and standards to control this major pollution source.
This article has highlighted some of the complex factors that need to be taken into account in
modelling and quantifying UFP inventories at various scales, and measurement studies of motor
vehicles and buses.
The issue of specifically quantifying secondary particle formation in inventory development
presents a major challenge for researchers and, in particular, for dynamometer studies which frequently
underestimate the nuclei size range. Additionally, major differences can occur in measurements even
amongst the same vehicle types.
Lack of standardization of measuring equipment for particle number emissions is a global challenge
for developing particle number standards, and this study has reported that statistically significant
differences have been found between measurements of particle number emissions by the SMPS and
CPC instrumentation which require further investigation.
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The relevant approach for developing UFP inventories is very dependent upon the objectives of the
study, which can range from quantifying emissions at the microscale to regional or country scale, and
the data and measurement instrumentation available.
For some inventories it may not be necessary to employ speed-related UFP emission factors and, in
fact, few speed-related emission factors are currently available in the international published literature.
The high cost of conducting individual particle number measurement campaigns and acquiring the
instrumentation needed in these campaigns pose as substantial impediments, and suggest that more
cost-effective approaches are needed for developing UFP inventories, such as the regional inventory
approach outlined below.
Based on the findings in this study, two suggested recommendations for developing UFP
inventories in terms of choice of emission factors and approach include:
-

The regional inventory approach (where average particle emission factors are
used). Applications could include quantifying the impact of changes in vehicle fleets,
such as retrofits, proposed introduction of new technology and alternate fuels, and
changes in emissions resulting from shifts in travel mode choice (such as from
passenger cars to buses and other forms of public transport).

-

The microscopic inventory approach (where factors such as vehicle operating
mode e.g., acceleration and characteristics of the microenvironment e.g., road grade
are considered). Applications could include quantifying congested traffic conditions in
different microenvironments (e.g., tunnels, freeways, canyons), and the effect of
changes in vehicle flow rates and vehicle types as a result of major, new construction
in study regions, such as the construction of new busways and highways, and
investigating the exposure of specific population groups.

Suggestions for researchers in developing UFP inventories include:
-

The regional inventory approach was used to develop the particle emissions
inventory for the urban SEQ fleet to quantify annual fleet emissions for UFP (particle
number), PM1, PM2.5 and PM10 précised in this article. This inventory highlighted the
substantial contribution of HDVs in the region which, although only contributing only
6% of total vehicle kilometers traveled in the region, were found to contribute more
than 50% of UFP (particle number) and PM1 regional emissions. This finding
highlights the need to vigilantly monitor HDVs in urban areas due to their very high
particle number emission rates and the carcinogenic nature of diesel exhaust.

In the urban SEQ inventory average particle emission factors were applied to traffic count data for
different vehicle and fuel types (and for PM10 average emission factors were also derived for different
road types). Scenario modeling was undertaken to model changes in travel behaviour (travel mode
choice), fleet composition, and the possible effect of likely future changes in technology on emission
rates in the study region.
Application of the regional inventory approach for the urban SEQ inventory involved:
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-

Average emission factors were derived for different particle metrics, vehicle and
fuel types. These were derived based on statistical analysis of more than 600 emission
factors in the international published literature. A small number of local bus emission
factors were also identified. .

-

Travel data was sourced from an average speed travel demand model that utilized
weekday travel data, where vehicle kilometers traveled assigned to each model link
(representing different roads) was calculated by multiplying the number of vehicles in
each vehicle class by the length of the model link in kilometers for different four travel
times.

-

Particle emissions in the four different travel times were calculated by
multiplying the relevant average particle emission factor by the relevant VKT and
summed to quantify 24 hour emissions, then scaled up to annual emissions using a
scaling factor.

-

Scenario modeling included estimating likely regional emissions in 2026 based
on anticipated technological advances, and analysis of bus timetable and occupancy
rate data to model varying shifts in travel modes (such as shifts from cars to buses) in
different travel times, and corresponding average vehicle occupancy rates, to estimate
their impact on regional particle emissions.
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A second approach, depending on the objectives of the inventory and budget available for the
project, is the microscopic inventory approach for different vehicle and fuel types. This approach
would be particularly useful for quantifying UFP emissions under localized changes to the
transportation system, and for estimating exposure of specific populations. Such inventories
could consider:
-

Vehicle operating mode-related UFP emission factors are needed for different
microenvironments (e.g., canyons, highways, tunnels etc.) at different distances for
exposure assessment, that should take into account street or microenvironment
geometry, temporal and spatial factors, as well as distance from the source and
changing driving conditions.

-

UFP inventories are needed that quantify emissions at different distances from
the traffic source to reflect the ageing process of particle size distributions and particle
number concentrations, e.g., at <15m, 15–50m, 50–100m, 100–150m, 150–300m (or
similar), where background levels are generally expected at 300 m, and which quantify
emissions for two distinct groups – for sensitive and general populations.

-

Use of vehicle operating mode and/or speed-related emission factors. Particle
number emission factors are highly dependent on vehicle operating mode for both
gasoline vehicles [81] and heavy-duty diesel engines [78]. Emission factors could be
estimated according to engine operating parameters, and/or vehicle operating
parameters such as vehicle specific power, vehicle speed, acceleration, and road grade.
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-

Implementation of vehicle-technology specific factors. As stated, there is
substantial variability among particle emission rates across vehicle classes and
operating modes. In some cases (i.e., bus terminals, truck terminals, and passenger car
expressways) it may only be necessary to quantify emissions from one source.
However, in most cases, particle number emission rates should be modeled separately
between heavy-duty diesel vehicles and light-duty gasoline vehicles.

-

Derivation of UFP emission factors for different motor vehicle and fuel types
using instrumentation capable of measuring down to the lower size range of 3nm,
which includes the nucleation mode (<0.01 µm) and Aitken nuclei modes (0.01–
0.1µm), such as for subsets in the ranges:
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0.003 µm to <0.01 µm;
0.01 µm to <0.03 µm;
0.03 µm to <0.05 µm and
0.05 µm to 0.1 µm.
-

These size ranges take into account the observed higher emission rates in the
lower size ranges, and consider the common size ranges for UFP primary particles
(0.03 µm to 0.1 µm), and secondary particles ( <0.03 µm).

-

Factors such as bus idling time need to be considered as emission hot spots can
occur where heavy-duty diesel vehicles idle for extended periods (typically more than
several minutes), and how close the path chosen by (or available to) pedestrians is to
the traffic source or to accelerating buses and acceleration distances.

-

Due to measurement difficulties, it is unlikely that it will be possible to quantify
the variation of secondary particles in terms of operating modes. Particle
measurements will likely be derived from dynamometer studies, or other studies that
employ the use of artificial dilution conditions. The limitations of the particle
measurements (including size range measured, dilution conditions, and physical
characteristics of the particle size distribution) should be presented together with
particle
number
inventory data.

-

UFP exposure studies need to contribute to the development of emission
inventories that accurately reflect the contribution of secondary particles, however
currently mode-specific emission rates are not available that include these particles
(only for general operating conditions). In such cases, it is unlikely that particle
emission rates will be sensitive to second-by-second operating modal changes.
However, these secondary particle emission rates should be applicable to the vehicle
fleet composition, fuel type, meteorological conditions, and general traffic conditions.

The comprehensive set of average UFP (particle number) and particle mass (PM1, PM2.5 and PM10)
emission factors derived for the urban SEQ inventory are suitable for use in developing motor vehicle
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fleet inventories and air quality assessments in other developed countries, and provide a simple and
cost-effective source of emission factor values for modelers and researchers.
The discussion in this paper has highlighted some of the complexities and challenges faced by
researchers in developing UFP inventories. The first published inventory of ultrafine particles for a
motor vehicle fleet was introduced, and recommendations for developing UFP inventories at varying
temporal and spatial scales were presented.
Acknowledgements
Partial funding was provided under Cooperative Agreement No. X3-83459201 awarded by the U.S.
Environmental Protection Agency (US EPA) to the American Association for the Advancement of
Science. It has not been formally reviewed by the US EPA. The views expressed in this document are
solely those of Diane Keogh and Darrell Sonntag, and do not necessarily reflect those of the Agency.
The US EPA does not endorse any products or commercial services mentioned in this publication.
References
1.

Kwasny, F.; Madl, P.; Hofmann, W. Correlation of air quality data to ultrafine particles (ufp)
concentration and size distribution in ambient air. Atmosphere 2010, 1, 3-14.
2. Ferron, G.A. Aerosol properties and lung deposition. Eur. Resp. J. 1994, 7, 1392-1394.
3. Harrison, R.; Jones, M.; Collins, G. Measurements of the physical properties of particles in the
urban atmosphere. Atmos. Environ. 1999, 33, 309-321.
4. Shi, J.; Harrison, R.M. Investigation of ultrafine particle formation during diesel exhaust dilution.
Environ. Sci. Technol. 1999, 33, 3730-3736.
5. Shi, J.P.; Khan, A.A.; Harrison, R.M. Measurements of ultrafine particle concentrations and size
distribution in the urban atmosphere. Sci. Total Environ. 1999, 235, 51-64.
6. Shi, J.; Evans, D.; Khan, A.; Harrison, R. Sources and concentration of nanoparticles
(<10 nm diameter) in the urban atmosphere. Atmos. Environ. 2001, 35, 1193-1202.
7. Wåhlin, P.; Palmgren, F.; Van Dingenen, R. Experimental studies of ultrafine particles in streets
and the relationship to traffic. Atmos. Environ. 2001, 35, S63-S69.
8. Morawska, L.; Ristovski, Z,; Jayaratne, E.R.; Keogh, D.U.; Ling, X. Ambient nano and ultrafine
particles from motor vehicle emissions: Characteristics, ambient processing and implications on
human exposure. Atmos. Environ. 2008, 42, 8113-8138.
9. Zhang K.M.; Wexler, A.S.; Evolution of particle number distributions near roadways Part I:
Analysis of aerosol dynamics and its implications for engine emission measurement. Atmos.
Environ. 2004, 38, 6643-6653.
10. Ketzel, M.; Wahlin, P.; Berkowicz, R.; Palmgren, F. Particle and trace gas emission factors under
urban driving conditions in Copenhagen based on street and roof-level observations. Atmos.
Environ. 2003, 37, 2735-2749.
11. Kittelson, D.B.; Watts, W.F.; Johnson, J.P. Nanoparticle emissions on Minnesota highways.
Atmos. Environ. 2004, 38, 9-19.

Atmosphere 2011, 2

52

12. WHO. Air Quality Guidelines for Particulate Matter, Ozone, Nitrogen Dioxide and Sulfur
Dioxide—Global Update 2005—Summary of Risk Assessment; World Health Organization:
Geneva, Switzerland, 2006.
13. Lighty, J.S.; Veranth, J.M.; Sarofim, A.F. Combustion aerosols: factors governing their size and
composition and implications to human health. J. Air Waste Manage. Assoc. 2000, 50, 1565-1618.
14. Ferin, J.; Oberdoerster, G.; Penney, D.P.; Soderholm, S.C.; Gelein, R.; Piper, H.C. Increased
pulmonary toxicity of ultrafine particles I. Particle clearance, translocation, morphology.
J. Aerosol Sci. 1990, 21, 381-384.
15. Pope, C.A.; Dockery, D.W. Health effects of fine particulate air pollution: lines that connect.
J. Air Waste Manage. Assoc. 2006, 56, 709-732.
16. Pope, C.A.; Burnett, R.T.; Thun, M.J.; Calle, E.E.; Krewski, D.; Ito, K.; Thurston, G.D. Lung
cancer, cardiopulmonary mortality, and long-term exposure to fine particulate air pollution.
J. American Med. Assn. 2002, 287, 1132-1141.
17. Brook, R.D.; Brooke, J.R.; Urch, B.R.; Vincent, R.; Rajagopalan, S.; Silverman, F. Inhalation of
fine particulate air pollution and ozone causes acute arterial vasoconstriction in healthy adults.
Circulation 2000, 105, 1534-1536.
18. Oberdoerster, G.; Sharp, Z.; Atudorei, V.; Elder, A.; Gelein, R.; Kreyling, W.; Cox, C.
Translocation of inhaled ultrafine particles to the brain. Inhal. Toxicol. 2004, 16, 437-445.
19. Somers, C.M.; McCarry, B.E.; Malek, F.; Quinn, J.S. Reduction of particulate air pollution lowers
the risk of heritable mutations in mice. Science 2004, 304, 1008-1010.
20. Keogh, D.U. Development of a Particle Number and Particle Mass Emissions Inventory for an
Urban Fleet: A Study in South-East Queensland; PhD Thesis. Queensland University of
Technology, Brisbane, Australia, 2009.
21. Keogh, D.U.; Ferreira, L.; Morawska, L. Development of a particle number and particle mass
vehicle emissions inventory for an urban fleet. Environ. Modell. Softw. 2009, 24, 1323-1331.
22. Keogh, D.U.; Kelly, J.; Mengersen, K.; Jayaratne, R.; Ferriera, L.; Morawska, M. Derivation of
motor vehicle tailpipe particle emission factors suitable for modelling urban fleet emissions and
air quality assessments. Environ. Sci. Pollut. Res. 2010, 17, 724-739.
23. Jaenicke, R.; Tropospheric Aerosols. In Aerosol-Cloud-Climate Change Interactions;
Hobbs, P.V., Ed.; Academic Press: San Diego, CA, USA, 1993; pp. 1-31.
24. US EPA. Air Quality Criteria for Particulate Matter 2004; US Environmental Protection Agency:
Washington, DC, USA, 2004.
25. John, W. The Characteristics of Environmental and Laboratory Generated-Aerosols. In Aerosol
Measurement: Principles, Techniques and Applications; Willeke, K., Baron, P.A. Eds.; Van
Nostrand Reinhold: New York, NY, USA, 1993; p. 55.
26. Kittelson, D.B. Engines and nanoparticles: A review. J. Aerosol Sci. 1998, 29, 575-588.
27. Burtscher H. Physical characterization of particulate emissions from diesel engines: A review.
Aerosol Sci. 2005, 36, 896-932.
28. Ristovski, Z.; Jayaratne, E.R.; Lim, M.; Ayoko, G.A.; Morawska, L. Influence of diesel fuel
sulphur on the nanoparticle emissions from city buses. Environ. Sci. Technol. 2006, 40,
1314-1320.

Atmosphere 2011, 2

53

29. Kittelson, D.B.; Watts, W.F.; Johnson, J. P. On-road and laboratory evaluation of combustion
aerosols—Part 1: Summary of diesel engine results. Aerosol Sci. 2006, 37, 913-930.
30. Rönkkö, T.; Virtanen, A.; Vaaraslahti, K.; Keskinen, J.; Pirjola, L.; Lappi, M. Effect of dilution
conditions and driving parameters on nucleation mode particles in diesel exhaust: Laboratory and
on-road study. Atmos. Environ. 2006, 40, 2893-2901.
31. Keskinen, J.; Ronkko, T. Can real-world diesel exhaust particle size distribution be reproduced in
the laboratory? A Critical Review. J. Air
Waste Manage. Assoc. 2010, 60,
1245-1255.
32. Gidhagen, L.; Johansson, C.; Strom, J.; Kristensson, A.; Swietlicki, E.; Pirjola, L.; Hansson, H.
Model simulation of ultrafine particles inside a road tunnel. Atmos. Environ. 2003, 37, 2023-2036.
33. Imhof, D.; Weingartner, E.; Ordonez, C.; Gerhig, R.; Hill, M.; Buchmann, B.; Baltersperger, U.
Real world emission factors of fine and ultrafine aerosol particles for different traffic situations in
Switzerland. Environ. Sci. Technol. 2005, 39, 8341-8350.
34. Imhof, D.; Weingartner, E.; Prevot, A.; Ordonez, C.; Kurtenbach, R.; Wiesen, P.; Rodler, J.;
Sturm, P.; McCrae, I.; Sjodin, A.; Baltersperger, U. Aerosol and NOx emission factors and
submicron particle number size distributions in two road tunnels with different traffic regimes.
Atmos. Chem. Phys. Discuss. 2005, 5, 5127-5166.
35. Jones, A.; Harrison, R. Estimation of the emission factors of particle number and mass fractions
from traffic at a site where mean vehicle speeds vary over short distances. Atmos. Environ. 2006,
40, 7125-7137.
36. Sienfield, J.H.; Pandis S.N. Atmospheric Chemistry and Physics: From Air Pollution to Climate
Change; John Wiley & Sons, Inc.: Hoboken, NJ, USA, 2006.
37. Kittelson, D.B.; Watts, W.F.; Johnson, J.P. Nanoparticle emissions on Minnesota highways.
Atmos. Environ. 2004, 38, 9-19.
38. Harrison, R.; Jones, M.; Collins, G. Measurements of the physical properties of particles in the
urban atmosphere. Atmos. Environ. 1999, 33, 309-321.
39. Kittelson, D.B.; Watts, W.F.; Johnson, J. Diesel Aerosol Sampling Methodology—CRC E-43:
Final Report; Report for the Coordinating Research Council; University of Minnesota:
Minneapolis, MN, USA, 2002.
40. Charron, A.; Harrison, M. Primary particle formation from vehicle emission during exhaust
dilution in the roadside atmosphere. Atmos. Environ. 2003, 37, 4109-4119.
41. Sturm, P.; Baltensperger, U.; Bacher, M.; Lechner, B.; Hausberger, S.; Heiden, B.; Imhof, D.;
Weingartner, E.; Prevot, A.; Kurtenbach, R.; Wiesen, P. Roadside measurements of particulate
matter size distribution. Atmos. Environ. 2003, 37, 5273-5281.
42. Gramotnev, G.; Ristovski, Z. Experimental investigation of ultrafine particle size distribution near
a busy road. Atmos. Environ. 2004, 38, 1767-1776.
43. Zhu, Y.; Hinds, W.; Shen, S.; Sioutas, C. Seasonal trends of concentration and size distribution of
ultrafine particles near major highways in Los Angeles. J. Aerosol Sci. Technol. 2004, 38, 5-13.
44. Rosenbohm, E.; Vogt, R.; Scheer, V.; Nielsen, O.; Drieseidler, A.; Baumbach, G.; Imhof, D.;
Baltensperger, U.; Fuchs, J.; Jaeschke, W. Particulate size distributions and mass measured at a
motorway during the BAB II campaign. Atmos. Environ. 2005, 39, 5696-5709.

Atmosphere 2011, 2

54

45. Westerdahl, D.; Fruin, S.; Sax, T.; Fine, P.; Sioutas, C. Mobile platform measurements of ultrafine
particles and associated pollutant concentrations on freeways and residential streets in Los
Angeles. Atmos. Environ. 2005, 39, 3597-3610.
46. Ntziachristos, L.; Ning, Z.; Geller, M.D.; Sioutas, C. Particle concentration and characteristics
near a major freeway with heavy duty diesel traffic. Environ. Sci. Technol. 2007, 41, 2223-2230.
47. Vogt, R.; Scheer, V.; Casati, R.; Benter, T. On-road measurement of particle emissions in the
exhaust plume of a diesel passenger car. Environ. Sci. Technol. 2003, 37, 4070-4076.
48. Pirjola, L.; Parviainen, H.; Hussein, T.; Valli, A.; Hameri, K.; Aalto, P.; Virtanen, A.;
Keskinen, J.; Pakkanen, T.; Makela, J.; Hillamo, R. Sniffer—A novel tool for chasing vehicles
and measuring traffic pollutants. Atmos. Environ. 2004, 38, 3625-3635.
49. Gieshaskiel, B.; Ntziachristos, L.; Samaras, Z.; Scheer, V.; Casati, R.; Vogt, R. Formation
potential of vehicle exhaust nucleation mode particles on-road and in the laboratory. Atmos.
Environ. 2005, 39, 2191-2198.
50. Ronkko, T.; Virtanen, A.; Vaaraslahti, K.; Koskinen, J.; Pirjola, L.; Lappi, M. Effect of dilution
conditions and driving parameters on nucleation mode particles in diesel exhaust: laboratory and
on-road study. Atmos. Environ. 2006, 40, 2893-2901.
51. Casati, R.; Scheer, V.; Vogt, R.; Benter, T. Measurement of nucleation and soot mode particle
emission from a diesel passenger car in real world and laboratory in situ dilution. Atmos. Environ.
2007, 41, 2125-2135.
52. Rickeard, D.J.; Bateman, J.R.; Kwon, Y.K.; McAughey, J.J.; Dickens, C.J. Exhaust Particulate
Size Distribution: Vehicle and Fuel Influence in Light Duty Vehicles; In SAE International
Technical Paper Series, Society of Automobile Engineers, SAE Papers 961980; SAE: Warrendale,
PA, USA, 1996; pp. 97-111.
53. Khalek, I.A.; Kittleson, D.; Brear, F. The Influence of Dilution Conditions on Diesel Exhaust
Particle Size Distribution Measurements. In SAE International Technical Paper Series, Society of
Automobile Engineers, No. 1999-01-1142; SAE: Warrendale, PA, USA, 1999.
54. Khalek, I.A.; Kittleson, D.; Brear, F. Nanoparticle Growth during Dilution and Cooling of Diesel
Exhaust: Experimental Investigation and Theoretical Assessment. In SAE Technical Paper Series,
Society of Automobile Engineers, No. 2000-01-0515; SAE: Warrendale, PA, USA, 2000.
55. Kittelson, D.; Watts, W.; Johnson, J. On-road and laboratory evaluation of combustion aerosols—
Part1: summary of diesel engine results. J. Aerosol Sci. 2006, 37, 913-930.
56. Kerminen, V-M.; Pakkanen, T.A.; Makela, T.; Hillamo, R.E.; Sillanpaa, M.; Rönkkö, T.;
Virtanen, A.; Keskinen, J.; Pirjola, L.; Hussein, T.; Hameri, K. Development of particle number
size distribution near a major road in Helsinki during an episodic inversion situation. Atmos.
Environ. 2007, 41, 1759-1767.
57. Zhu, Y.; Hinds, W.C.; Kim, S.; Sioutas, C. Concentration and size distribution of ultrafine
particles near a major highway. J. Air Waste Manage. Assoc. 2002, 52, 1032-1042.
58. Zhu, Y.; Kuhn, T.; Mayo, P.; Hinds, C.W. Comparison of daytime and nighttime concentration
profiles and size distributions of ultrafine particles near a major highway. Environ. Sci. Technol.
2006, 40, 2531-2536.

Atmosphere 2011, 2

55

59. Sonntag, D.B.; Gao, H.O.; Holmén, B.A. Variability of particle number emissions from diesel and
hybrid diesel-electric buses in real driving conditions. Environ. Sci. Technol. 2008, 42, 56375643.
60. Morawska, L.; Thomas, S.; Gilbert, D.; Greenaway, C.; Rijnders, E. A study of the horizontal and
vertical profile of submicrometer particles in relation to a busy road. Atmos. Environ. 1999, 33,
1261-1274.
61. Hitchins, J.; Morawska, L.; Wolff, R.; Gilbert, D. Concentrations of submicrometre particles from
vehicle emissions near a major road. Atmos. Environ. 2000, 34, 51-59.
62. Zhu, Y.; Hinds, W.; Kim, S.; Shen, S.; Sioutas, C. Study of ultrafine particles near a major
highway with heavy duty diesel traffic. Atmos. Environ. 2002, 36, 4323-4335.
63. Buonanno, G.; Lall, A.A.; Stabile, L. Temporal size distribution and concentration of particles
near a major highway, Atmos. Environ. 2009, 43, 1100-1105.
64. National Research Council. Air Quality Management in the United States; National Academies
Press: Washington, DC, USA, 2004.
65. Goodwin, J.W.L.; Salway, A.G.; Eggleston, H.S.; Murrells, T.P.; Berry, J.E. National
Atmospheric Emissions Inventory, UK Emissions of Air Pollutants 1970 to 1996; National
Environmental Technology Centre on behalf of the Department of the Environment, Transport
and the Regions: London, UK, 1999. Available online: http://uk-air.defra.gov.uk/reports/empire/
naei/annreport/annrep96/report96.htm (accessec on 22 March 2011).
66. Shifter, I.; Diaz, L.; Mugica, V.; Lopez-Salinas, E. Fuel-based motor vehicle emission inventory
for the metropolitan area of Mexico city. Atmos. Environ. 2005, 39, 931-940.
67. Mazaheri, M. Investigation into Submicrometer Particle and Gaseous Emissions from Airport
Ground Running Procedures; PhD Thesis. Queensland University of Technology, Brisbane,
Australia, 2009.
68. Sinclair Knight Merz (SKM). Twice the Task: A Review of Australia’s Freight Transport Tasks;
National Transport Commission: Melbourne, Australia, 2006.
69. Morawska, L.; Jamriska, M.; Thomas, S.; Ferreira, L.; Mengersen, K.; Wraith, D.; McGregor, F.
Quantification of particle number emission factors for motor vehicles from on-road
measurements. Environ. Sci. Technol. 2005, 39, 9130-9139.
70. Ristovski, Z.D.; Jayaratne, E.R.; Morawska, L.; Ayoko, G.A.; Lim, M. Particle and carbon
dioxide emissions from passenger vehicles operating on unleaded petrol and LPG fuel. Sci. Total
Environ. 2005, 345, 93-98.
71. Zervas, E.; Dorlhène, P.; Daviau, R.; Dionnet, B. Repeatability of Fine Particle Measurement of
Diesel and Gasoline Vehicles Exhaust Gas; In SAE International Technical Paper Series, Society
of Automobile Engineers, 2004-01-1983; SAE: Warrendale, PA, USA, 2004.
72. Mathis, U.; Mohr, M.; Forss, A. Comprehensive particle characterization of modern gasoline and
diesel passenger cars at low ambient temperatures. Atmos. Environ. 2005, 39, 107-117.
73. Khalek, I.A., Bougher, T.L.; Merritt, P.M. Advanced Collaborative Emissions Study, Phase 1;
Coordinating Research Council: Alpharetta, GA, USA, 2009.
74. Kittelson, D.B.; Watts, W.F.; Johnson, J.P.; Rowntree, C.J.; Goodier, S.P.; Payne, M.J.;
Preston, W.H.; Warrens, C.P.; Ortiz, M.; Zink, U.; Goersmann, C.; Twigg, M.V.; Walker, A.P.

Atmosphere 2011, 2

75.

76.

77.

78.

79.

80.
81.

56

Driving Down On-Highway Particulate Emissions. In SAE International Technical Paper Series
2006-01-0916; Presented at the 2006 SAE World Congress, Detroit, MI, USA, April 2006.
Holmén, B.A.; Chen, Z.; Davila, A.C.; Gao, O.H.; Vikara, D.M. Particulate Matter Emissions
from Hybrid Diesel-Electric and Conventional Diesel Transit Buses: Fuel and Aftertreatment
Effects; JHR 05-304, Project 03-8; Joint Highway Research Advisory Council: Hartford, CT,
USA, 2005.
Sonntag, D.B.; Gao, H.O. Developing link-based particle number emission models for diesel
transit buses using engine and vehicle parameters. Transp. Res. Part D. Transp. Environ. 2009,
14, 240-248.
Wang, L.; Jayaratne R.; Heuff, D.; Morawska, L. Development of a composite line source
emission model for traffic interrupted microenvironments and its application in particle number
emissions at a bus station, Atmos. Environ. 2010, 44, 3269-3277
Sonntag, D.B. Modeling Size-Resolved Particle Number Emissions from Advanced Technology
and Alternative Fueled Vehicles in Real-Operating Conditions. PhD Thesis. Cornell University,
Ithaca, NY, USA, 2010.
Jayaratne, E.R.; Meyer, N.K.; Ristovski, Z.D.; Morawska, L.; Miljevic, B. Critical analysis of
high particle number emissions from accelerating compressed natural gas buses. Environ. Sci.
Technol. 2010, 44, 3724-3731.
Buonanno, G.; Fuoco, F.C; Stabile, L. Influence parameters on particle exposure of pedestrians in
urban microenvironments, Atmos. Environ. 2011, 45, 1434-1443.
Kittelson, D.B.; Watts, W.F.; Johnson, J.P.; Schauer, J.J.; Lawson, D.R. On-road and laboratory
evaluation of combustion aerosols—Part 2: Summary of spark ignition engine results. Aerosol Sci.
2006, 37, 931-949.

© 2011 by the authors; licensee MDPI, Basel, Switzerland. This article is an open access article
distributed under the terms and conditions of the Creative Commons Attribution license
(http://creativecommons.org/licenses/by/3.0/).

