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• A multilayer urban network co-evolution approach is proposed.
• The relative neighbourhood graph (RNG) and Gabriel graph (GG) are used to simulate the structure of upper and lower networks,

respectively.
• The cooperation strength and operation speed ratio are considered in depth in different layers and in impact of the user behaviour on

the change of network structures.
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a b s t r a c t

The design of urban transportation networks plays a key role in the urban planning process,
and the coevolution of urban networks has recently garnered significant attention in
literature. However,most of these recent articles are based on networks that are essentially
planar. In this research, we propose a heuristic multilayer urban network coevolution
model with lower layer network and upper layer network that are associated with growth
and stimulate one another. We first use the relative neighbourhood graph and the Gabriel
graph to simulate the structure of rail and road networks, respectively.With simulationwe
find that when a specific number of nodes are added, the total travel cost ratio between
an expanded network and the initial lower layer network has the lowest value. The
cooperation strength Λ and the changeable parameter average operation speed ratio Θ

show that transit users’ route choices change dramatically through the coevolution process
and that their decisions, in turn, affect the multilayer network structure. We also note that
the simulated relation between the Gini coefficient of the betweenness centrality,Θ andΛ

have an optimal point for network design. This research could inspire the analysis of urban
network topology features and the assessment of urban growth trends.

© 2017 Elsevier B.V. All rights reserved.

1. Introduction

Studies of urban transportation networks have significant implications for urban policies and private investment and are
generally important in the urban planning chain. In addition to transport planners and engineers, there is a distinguished
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tradition of architects, urban designers, planners and landscape architects who have recognized the significance of transport
for structuring cities. This recognition is particularly undeniable in the modernist era in which transportation efficiency
is considered as one of the ‘prime shaper of urban space’ and the reflection of traffic flow is the direct representation
of the quality of traffic network design and optimization. The transportation network plays a vital role in regions and
societies, research on the transportation network and topological structure characteristics provides relevant references for
transportation network planning, design and maintenance [1–6].

Meanwhile, more people are clustering closer together in finite and large metropolitan areas in which growing
populations are accompanied by increasing traffic. Population distribution is the most frequently considered mechanism
and is shown to have the most significant effect on the evolution of urban road network, and in some points, the influence
of population growth can be treated as the most important driving factors during the urban sprawl process [7,8]. However,
the network evolution studies normally ignore the influence of population growth [9]. Hence we believe that it have an
enormous potential for further discussion.

Analysing and modelling the evolution of transportation networks has been a subject of scholarly interest for more than
50 years, with the relevant studies tracking the following research streams. Based on the foregoing, evolutionary studies
of urban networks have garnered more attention recently, as researchers have mainly considered the traditional effects of
the structure of subway networks, the evolutionary process of urban networks and the robustness of these networks. The
effects of network evolution include the influence of nearby nodes on traffic diversion, costs in terms of time, the push of
local populations and surrounding land prices [8,10–13]. Barthélemy and Flammini [14] used the optimization principles of
traffic networks to propose a spanning tree simulation model, in which tree structures change with their defined numerical
value parameters. Whether or not the studies consider the spatial constraints, some critical qualitative features of these
networks can be imitated using the simulated optimized network structures by varying only one parameter in the cost
function. Levinson&Yerra demonstrated a travel demandmodel coupledwith revenue, cost and investmentmodels of a grid
network to investigate the self-organization of surface transportation networks [15,16], they showed that a transportation
network with a fixed structure can be distinguished as a random or a uniform state, and they revealed that roads and
hierarchies, which are often thought to be the products of conscious design, can also be self-organized. Gao, Sun, Wu et al.
investigated and analysed an optimal traffic network structure for resisting traffic congestion featuring different volumes of
traffic, they introduced a cost function and user equilibrium (UE) assignment that ensured the flow balance of traffic systems
and expanded both the bi-level programmingmodel and its solution algorithms [17–19]. However, most of related research
has disregarded the continuous interaction betweendecision-makers, suppliers anduserswith independent interests,which
is critical for determining and shaping the fundamental structure of transportation networks.

Other researchers have noted the importance and advantages of coevolution models. Focusing on the coevolution model
of population distribution, land use and the transportation network of the 19th and 20th century London, Levinson and
Xie found that population density and network density are positively correlated. They validated a simulation model to
better fit the empirical evidence and noted that evolution is an iterative process of interaction, investment and divestment.
Moreover, they illustrated how surface transportation networks can grow and decline spontaneously over time, providing
further evidence for the property of self-organization [20–23]. The coevolution of road expansion and urban traffic growth
grounded on the case of Beijing is described [24], and a coevolution model is suggested, conducting a stability analysis and
numerical simulation. Subsequently, Li,Wu [25] proposed an integrated coevolution general bi-level programmingmodel of
land use and traffic network design. They analysed and simulated the relationship between two types of economic agents –
government investment decisions vs. household and company locations – to show that average accessibility for employment
and population rises in the evolution process. Ding, Ujang [26] suggested that constrained measures of general network
efficiency should be considered as another effect. Based on a network topological structure and related indices, the effects of
four typical growth styles were considered, revealing that different strategies have uneven effects on network optimization
and the growth process. Zhao et al. built on the research of Levinson et al. and revealed the interactions between population
distribution andurban roadnetwork evolution based on simulationmodels. Using a relative neighbourhood graph (RNG) and
a Fermat–Weber location problem as the connection mechanism, these authors revealed that the population distribution in
a city is the leading cause of heterogeneity in a network topology structure [27–29]. Given the evolution of urban form,
the most intuitive parts of the urban system are the divisions of the highway and railway networks, followed by the
intensive forms of building representation. From the perspective of economics and land use, building density is determined
by population distribution [30,31]. Therefore, the ternary structure of urban form (roads, intersections and buildings) can
be converted into the relationship between the road system and the population distribution.

Although these previous researches are important and necessary, they do not consider the influence of multilayer
networks, which illustrate and represent different appropriate urban traffic modes. Development of rail and road networks
is inseparable from the development of a prosperous urban area; thus, research on multilayer networks has scientific
potential and fulfils a real need. To bridge the gap of the multilayer network representation of real world networks
Kurant and Thiran [32] first proposed a general multilayer model that facilitated the description and analysis of multilayer
networks. These authors examined three transportation networks and found that a tiny error on a multilayer network
could cause disaster. They also investigated the relationship between degree, betweenness and real loads and found that,
as opposed to the commonly acknowledged view, the correlations in their data set between the three factors were not
that apparent. Later, Buldyrev, Parshani [33] demonstrated that electrical blackout results in the cascading failure of the
Internet communication network and power stations in Italy. Their research serves as the breakthrough milestone in the
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Fig. 1. The framework of this paper.

measurement of interactions in layered networks. These authors deciphered the critical percolation threshold, which is
larger than the equivalent threshold of a single-layer network of the same size. More recently, multilayer networks earned
a lot of attentions, traffic dynamics on two-layer complex networks were considered by Ma, Han [34–36], and Solé-Ribalta,
Gómez [37] introduced a standardized model to simulate the elements navigating those networks and analysed congestion
in multilayer transportation networks. Most outstandingly, a model of traffic dynamics and revealed a transition at the
onset of cooperation between layered networks is proposed by Gu, Zou [38]; they introduced the notion of the cooperation
strength of different layers to illuminate the relation of coupling networks. Additionally, Strano, Shai [13] considered the
impact of the multilayer structure of the street network and the subway system based on the change of shortest path
length and noted that undesired uneven spatial distributions of accessibility might be triggered by the increasing of subway
speed. These researchers investigated the aspects of multilayer networks to consider the interrelationship and cooperation
of different traffic models.

This article employs the understanding of multilayer network concepts to analyse the relationship between railway and
traffic networks and their laws of coevolution, and population distribution is considered and have themost significant effect
on the coevolution process. It demonstration that general network design is highly related to the network cooperation
strength and future operation speed ratio of different layers and that themaintenance and the better operation of the existing
networks also rely on these indicators, and critical and meaningful for the network design.

Temporarily we do not consider other factors such as the economy, and we not discuss the induced demand here,
which make the calculation and discussion far more complex and not in line with our research aim, so we will leave them
to our further research. The next section give the materials and methods used by this study, illustrated the multilayer
network representation method, the network coevolution model and related hypothesis. Then section four reveals novel
characteristics of multilayer networks based on the simulation of network corresponding evolution process and analyses
the results. Section five provides conclusions and proposes future research directions. We shown the structure of this paper
as a flowchart (Fig. 1) to make it can be understood easily and clearly.

2. Materials and methods

2.1. Multilayer network representation method

Themultilayer representationmethod is defined asM-space, similar to the definition of L-space [39] and P-space [40] – or
the primal and dual approach, respectively – which were initially proposed by S. Porta, P. Crucitti and V. Latora. Accordingly,
we simply refer to the general urban transportation system as amultilayer network. In our models, the upper layer network
represents the public rail network, which may include rapid transit, LRT, Monorail, MRT and subway; here, we do not
distinguish among rail transit modes. The lower layer network represents the urban traffic networks, which are the road
network topology or OD zones (urban network communities). Then we use the widely accepted basic graph theory and
complex and multilayer network theory representation methods to represent them. The undirected multilayer network
can be represented as G = ⟨GU ,GL

⟩ (see Fig. 2(a)), i.e., as the set of different layers; here, we use the superscript U to
define the upper layer network and superscript L to set the lower layer [17,38]. The rail network and urban road network
can be represented as connected network GU

= ⟨VU , EU ,WU
⟩ and GL

= ⟨V L, EL,W L
⟩ in its primal weighted (denoted by
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Fig. 2. (a) The multilayer network model of urban traffic networks; the upper layer represents rail network topology, and the lower layer represents
the road network topology. (b) The multilayer network model can be expanded to represent multimodal transportation and their interrelations. (For
interpretation of the references to colour in this figure legend, the reader is referred to the web version of this article.)

W in function) representation [41]; red nodes represent rail stations and black nodes represent road intersections; solid
lines represent their connections, and dotted lines represent crossing links (cooperative relationship) between different
layers. This type ofmultilayer network can be easily extended to representmultimodal transportation and relations between
the vehicle-based network and the pedestrian network (abbreviated as Gwalk) (see Fig. 2(b)). Because we normally design
dissimilar levels of street paths for pedestrians and vehicles to fulfil their different transport needs, the coupled network
relationships can be found between Groad and Gwalk, respectively.

Moreover, in this definition, V is the set of the nodes in which N is the node number of lower layer when V =

{Vi |i ∈ I ≡ {1, 2, . . . ,N} } , E represents the unordered pairs of edges and elements of V and is denoted by eij, and E =
eij =


vi, vj


|i, j ∈ I


; similarly, we have the definition of multilayer network Nmulti

= NU
+ NL, Vmulti

= VU
+ V L,

Emulti
= EU

+ EL
+ EC . The adjacency matrix of lower layer networks adj =


aij

n×n is symmetrical and non-negative,

representing the connection between zones i and j, where aij =


dij × W ,


vi, vj


∈ E

0,

vi, vj


∉ E , where dij is the Euclidean distance. Define

aii = 0 to theoretically remove any self-connections; in reality, we do not consider the impact of the network element itself.

Then, the adjacency matrix of multilayer networks is adjmulti
=


adjU

NU×NU adjC
NU×NL

adjC
NL×NU adjL

NL×NL


, which can reduce the network’s

spatial dimension.

2.2. Basic related indicators

Some basic definitions and theoretical analysis reviewed and proposed by Derrible and Kennedy [42], Morris and
Barthélemy [43], Strano, Shai [13] and Ding, Ujang [26] are used with slight adjustments in this research.

Given two nodes, vi, vj ∈ V , let dijmin be the shortest path length (SPL) between them, considering the travel cost, dijmin
will highly related with the average speed of different layers, D is the network diameter. The average shortest path length
of the network is then described as:

APL =
1

N(N − 1)


i≠j

dijmin, (1)

and N is the total number of nodes. Regarding the efficiency of the global network, EG is the inverse of APL between each
pair of nodes vi and vj and is computed as:

E (G) =
1

N(N − 1)


i≠j

1

dijmin

. (2)

Closeness Centrality (CC) is denoted as the reciprocal of the average distance between each node pairs [44], as:

Ccloseness (vi) =
1
Dij

=
N − 1
i≠j

dij
. (3)
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This index describes the relative location and importance of a node, means that if a node is typically ‘‘close’’ to other nodes,
it is more important in the network. Betweenness centrality (BC) is originally defined by Freeman [45] as the ratio between
the total number of shortest paths between two separate nodes dmin,st and the shortest paths passing through a specific
node dimin,st ; it reflects the load on node vi and can alternately understand as the controllability of the node. In the research
of modern urban traffic networks, betweenness centrality is an essential index; it also acted as the key point of Multiple
Centrality Assessment (MCA) [46–50]. On this basis, centrality can be clarified as:

Cbetweenness (vi) =


i≠s≠t∈V

dimin,st

dmin,st
, (4)

and the normalization of betweenness is described as:

BC (vi) =


i≠s≠t∈V

dimin,st
dmin,st

(N − 1)(N − 2)
. (5)

2.3. The indicators of multilayer traffic networks

In the multilayer network, we can easily observe the difference in transport operation speeds in the multimodal
transportation system, as trains move faster than vehicles in a normal urban system. This gapmakes the system user choose
a balance of trip and transport modes to save travel cost (whether time, energy or money). To reflect this difference, a
theoretically changeable parameter of average operation speed ratio similar to the theoretical analysis is proposed [43]:

Θ =
SL

SU
, 0 < Θ < 1, (6)

to address the ratio of speeds in different layers, where SL and SU are the average speeds of the lower layer and the upper
layer, respectively. This parameter measures the general travel cost in time units associated with the with both layers.
A smaller parameter value corresponds to a faster upper layer traverse speed and can be changed based on the various
transport policies of different cities and their requirements.

The path with the smallest total weight between any two OD zones is called the shortest weighted paths. Also, the travel
cost of the lower layer network’s shortest weighted path can be defined as wsτs. Similarly, we have the travel expenses of
the shortest weighted path of the rail network wrτr , and the travel costs on the shortest weighted path of crossing links
wcτc , where ws, wr and wc are the weights of the related links on different layers, see Fig. 3(a).

We denote the total shortest weighted path distance of trips passing upper layer links, crossing links and lower layer
links connecting zones i and j by Uij, Cij, and Lij, respectively. Therefore, cooperation strength can be defined as

Λ =
1

N(N − 1)


i≠j

Cij

Uij + Lij + Cij
, (7)

when the value of Λ is smaller, cooperation is stronger. In other words, if the distance between zone i and zone j passing
through intralayer links increases for some reason, users choose a more convenient mode of transportation, such as only
using the lower layer network and giving up the rail network. In this case, there is no cooperation, which differs from
the definition in Gu, Zou [38] and Strano, Shai [13]. The strength of network cooperation is calculated for practicality and
scientific cognition of multilayer network structures.

The connections of the lower layer network are created by the Gabriel graph (GG) as the lower layer in our multilayer
model (Fig. 3(b)), and the colour of zones corresponds to the population distribution.

We can denote the change of travel costs as the system user’s preferred route choices while the network structure is
shifting. As a consequence, we denote that

Ψ =


SPL × wτ
SPL_s × wτ

=

 Uijwrτr + Lijwsτs + Cijwcτc

Lijwsτs
(8)

where Ψ is the ratio of the total travel cost of the total SPL of the network after the rail node is added (


SPL) and the total
SPL of the lower layer network (


SPL_s is a constant when other variables are constant), wτ is defined as the travel cost

per unit distance.
Based on the definition of Ψ and Λ, we can see that Ψ is a function of Λ. When the weights of links and the costs of

passing through upper and lower layer networks are the same, then we have their relationship function as follows:

Λ =
Cij

N(N − 1)Lij

1
Ψ

. (9)

WhenΛ changes, theΘ value has a substantial impact on the choice of the shortest path. As rail station nodes are added,
and new lower layer network nodes are generated around them and connected to the network, we can defineΨ ′ as the ratio
between


SPL_new and


SPL_s, where


SPL_new is the sum of the SPL of the new network after rail nodes and new
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Fig. 3. (a) A typical shortest weighted route passes through the upper and lower layers. From zone i to zone j, where the red lines are the traffic routes,
dark dotted lines on the upper layer are railways, and red points are rail stations. Grey lines on the lower layer are a street line, which connects different
zones, and their intersections represent different OD zones (nodes). Grey dotted lines represent the cooperation between different layers. (b) The upper
layer is the rail network with 100 rail stations (nodes) with the basic RNG network structure. The lower layer is the initial network with population; the
number of nodes is 500, and the colour ranges by the population amount in that node, and its basic network structure is GG. (For interpretation of the
references to colour in this figure legend, the reader is referred to the web version of this article.)

lower layer network nodes are added, and


SPL_s is the sum of SPL of the initial lower layer network. When travel cost is
a constant per unit distance, we have:

Ψ ′
=


SPL_new
SPL_s

, (10)

here, we introduce another important indicator representing the uniformity degree of the road network: coverage. It is a
basic index used to measure the structure of the road networks and the coverage of the rail station service area. Here, we
define coverage as the ratio between the area serviced by the rail station and the entire urban area. This is the intuitive
definition of coverage based on the nature of rail networks that service only a limited area around rail stations, unlike the
definition in fractal geometry, which uses the lattice method for the division to calculate urban road coverage. Therefore,
we have the function of coverage:

Coverage =


rail station service area −


overlapped area

urban area
. (11)

Accessibility is a fundamental definition of urban design and transportation planning and has been defined as some
measure of spatial separation of human activities, in another word, the collective performance of traffic network and urban
land use can be illustrated by this index. For the multilayer system, as a feature of sustainable development expressed
regarding quality of life and measured by various indicators, node accessibility A also can be used to assess the merits of
urban network design directly. Hence we treat it as the average level to access a surrounding area with a limited budget.
We use the ratio of the travel cost to illustrate the relation when Θ is in flux. Then we have,

A =

N

 
wτ(i,j)<wτ ′

dijmin

N2
(12)

where N
wτ(i,j)<wτ ′ dijmin is the number of nodes that can be reached within a given travel cost wτ ′, and N2 is the total

number of possible nodes in an adjacent matrix.
Betweenness centrality is widely used to describe the typical structural importance of edges or nodes. When analysing

network congestion effects, betweenness centrality can be used to find outwhich route network transit users aremost likely
to choose. With the network growing process, we normally represent betweenness centrality using the Gini coefficient,
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which also shows that edges with more loaded traffic flow become more critical as the Θ is increasing. Here, we define the
Gini coefficient of betweenness centrality as proposed by Dixon, Weiner [51], using the following formula:

Gini =
1

2 × BC × N × (N − 1)

N
i=1

(2i − N − 1) × BC i (13)

where BC is the average betweenness centrality of the graph.

2.4. Coevolution approach

Suppose that in a limited area, at the beginning of the expansion of urban rail networks, the population data are randomly
distributed to their related nodes, and the transportation of residents follows this allocation pattern. When the travel rate
reaches a certain high level, car-based travel cannot satisfy normal transit needs, and this limited traffic capacity triggers
traffic congestion. At this point, high efficiency and capability rail transit will appear to alleviate this phenomenon. Here, we
can assume that the rail network is set up according to the population distribution; thus, the location of rail transit stations
is based on the connection of selected pointswith the current highest population density or the highest population amounts,
which generates a simulated upper layer network.

Here, we face two different situations. The first is when the rail network is growing and the lower network is static. The
second is lower network growth accompanied by a growing rail network. The first situation is frequently encountered in
limited construction areas or in areas in which there are no construction conditions, such as built-up areas, environmental
protection areas and water areas in urban planning. The second situation occurs more commonly. We analyse and discuss
these two cases comprehensively.

In the lower network expansion process and generally in parallelwith cities’ growth, some small communities (nodes) are
generated in considering transport efficiency for the purpose of increasing location advantage, improving the convenience
of local life and exchanging goods or commutes more easily. These considerations further enhance accessibility and create
commercial value for real estate. Moreover, the new nodes will need rail transit sites. In our model, we choose to locate
these nodes randomly, in line with the Newman–Gastner model [52]. These advantaged nodes gather more residents from
other nodes, and the number of increased population from other nodes is evenly divided and distributed to the new nodes
as migration. Later, a new nodemay generate the highest population and form a coevolution circle. Based on this definition,
we have VU

∈ V L; therefore, the generated multilayer coevolution network is a coupled random network.

2.5. The choose of basic structures of different layers

According to the planar restriction with no crossing links, this network has sparse characteristics, and refers to the
number of neighbour nodes in the generated topology is smaller than a constant. In this context, Minimal Spanning Tree
(MST) [53], Relative Neighbour Graph (RNG) [54] and Gabriel Graph (GG) [55] are introduced to describe the accessibility of
a network, and used for the construction of planar network topology structures. These graphs are related as MST ⊆ RNG ⊆

GG [56], generally, the RNG can be created by using distributed algorithm easily, but the accessibility and connectivity are
relatively poor than GG [56,57], here we use the network efficiency (EG) to describe the network performance.

For the rail networks, which include subway, light rail, tram, trolley, monorail and maglev etc., the description of
their structures by MST is over simplified, based on the purpose of local development and increase the connectivity and
accessibility, the rail network will become more complex than one-to-one and the structure loops will generate [26]. Here
we use the Kuala Lumpur rail network data since 1995 to 2017 [26] to describe the change of network efficiency (EG) under
different network structures, the nodes size of these networks in a specific year is the same (such as in 2017 all these four
network structures have 193 nodes, but for the MST, RNG and GG, their value is the average of 100 times simulation), see
Fig. 4. We noticed that the general trends of the network EG is decreasing when the network size is increasing; the GG
always have most efficient topology structure; when the network size is small (for 1995, only 40 nodes), the EG of the real
network is lower than MST, but it increase to close with RNG while the network size growing. With the correlation test, the
real network have highest correlation with RNG, then we noticed that the RNG is vivid to depict the upper layer network
or rail network, but not for the description of lower layer network, because for the lower layer network there always have
more than one connections with its neighbours. Similarly we canmake comparison of lower layer network and find out that
GG is the more suitable structure. Therefore, we choose the GG to describe the connected network of different zones and
use the RNG to describe the connected network of various rail stations.

2.6. Related hypothesis

The following are some of the assumptions made in this research:
(1) All the weights of different roads’ development difficulty and capacity are treated as the same to simplify calculation.
(2) The growth of the lower layer network is based on the rail network and random growth in a given range (this range

can be collected by average rail service radius), and the location of upper layer network is depend on the lower layer
network.
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Fig. 4. The EG of the Kuala Lumpur since 1995 to 2017 by different network structures, say the MST, RNG, GG and real.

(3) We assume that individuals traverse the network using the shortest weighted paths; thus each flow element can easily
choose the starting/ending transport mode that might minimize the distance between related zones [37].

(4) The total network population increases over time due to net migration from other places and natural growth [27].
(5) The GG is chosen to describe the lower layer network, and the RNG is used to describe the upper layer network.

3. Results

We begin the analysis of the coevolution model described in the Methods section. Suppose that an square urban area
with length equal to 100 km, denoted the length as a = 10 × 104, has an initial number of randomly distributed nodes
(n = 500) with an initial population of 500 thousands and an increasing rate of 1.5% per iteration (include migration) [58].

As we assume in the Methods section, based on residential convenience and the additional commercial value when the
population increases, people are often absorbed by newly generated nodes. By sorting the nodeswith the highest population,
we arrive at the priority node for rail transit development. We connect these nodes using the RNG with 100 iterations
representing a rail network as the upper layer. Links connect the same node to different layers, representing the possibility
that residents switch between transportation modes in this node easily with a theoretical distance equal to 1. When a rail
station is added to the multilayer network, we presume that nadd more nodes will be randomly generated in the lower layer
network around the rail station less than about dist_fw km. The value of nadd and distances dist_fw can be set to nadd = 5
and dist fw = 1000 (1 km) to simplify the calculations.

In this research, first we need to calculate the population data of the whole city, here the computational complexity is
O(V ), hereV is the number of nodes. Thenwe calculate the ratio of the total travel cost of the total SPL of the network after the
rail node is added (


SPL) and the total SPL of the lower layer network (


SPL_s), we use the Dijkstra algorithm (which we

know the computational complexity O(V 2)) to get the value of


SPL and


SPL_s, hence the computational complexity is
O(2V 2). On our sparse unweighted graph, calculating betweenness and closeness centrality only takes O(|V | |E|) time when
using Brandes’ algorithm [59], here E is the number of edges. So the computational complexity for the proposed algorithm
is O(2V 2

+ 2 |V | |E|) when the number of V and E are relatively huge.
When the rail network grows following the population distribution but lower layer network does not change, then we

have their clear relationship (Fig. 5(a)). For the multilayer network, when 20 rail stations are added, the average path
length (APL) of the multilayer network decrease dramatically nearly 60%. The efficiency global (EG) of the multilayer
network increases to its peak and then drops gradually. Above is the depiction of a random multilayer network and its
uniformity, features and influence on network structures, including the location of nodes and RNG connections. Here, we
must contemplate the general features of networks. When a rail node is added and other variables are constant, the shortest
path length (SPL) will change. In addition, the total travel cost of passing through the SPL will change, and a changing trend
can be observed by the addition of a rail node to the network.

After 100 iterations denoting an additional 100 rail nodes, we find that, when the upper layer receives approximately 40
nodes, the Ψ reaches the lowest value (Fig. 5(b)), which indicates that


SPL touches its lowest value after the addition of

40 nodes, where


SPL_s is a constant. Therefore, the structure of a new network is optimized. We can see that it is a good
fit by a combined Gaussian function with R-square = 0.9831:

f (x) = a1 ∗ exp


−


x − b1
c1

2


+ a2 ∗ exp


−


x − b2
c2

2


. (14)
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Fig. 5. (a) When rail stations are added, the average path length of the multiplex network decreases, and the value of EG has a certain fluctuation. (b) The
Ψ value changes when rail stations are added. It can be better fit by a Gaussian function, where the scaling factors are a1 ∈ [−1.166e + 18, 1.166e +

18], b1 ∈ [−3.555e + 04, 3.532e + 04], c1 ∈ [−3113, 3154], a2 ∈ [−0.501, 2.343], b2 ∈ [−1.083, 6.442], c2 ∈ [−3.227, 12.85], here, we choose
a1 = 1.172e + 14, b1 = −117.4, c1 = 20.15, a2 = 0.9208, b2 = 2.68 and c2 = 4.812.

The above discussion shows the condition of randomly distributed network nodes with changes in Ψ during the network
growing process. We ignore the multilayer network operation situation; in other words, a change in Θ is always
accompanied by a different demand on the urban development of the local economy or local rules, and it can be different
in different cities, as Θ is a variable parameter. Therefore, based on various Θ values we find that, in the network evolution
process mentioned above, Ψ has a relatively close relation with Θ (Fig. 6(a)). When Θ = 0.01, the average travel speed
passing through the lower layer network is 1% of the speed via rail network. Adding 20 rail station nodes causes the value of
Ψ to drop close to 60%, but this type of situation is rare, and the speed difference would normally not be that distinct. When
the average operation speed on the lower layer network is 1/4 of the speed rate on the upper layer network (the red part in
Fig. 5(a)), after 40 station nodes are added, the Ψ value stabilizes after 40 stations. Meanwhile, when Θ is bigger than 0.5,
adding rail station nodes will make the Ψ value increase with iterations, consequently, without considering the traffic jam
coefficient and traffic capacity, the distance of passing by rail network from zone i to zone j is much longer than the distance
via the lower layer network.

When the value of Θ is changing, transit users shift between different traffic models to save time or travel costs, the user
behaviours are changed. From Fig. 6(b), we can see that when the value of Θ changes from 0.001 to 1, the addition of 100
nodes to the network has a huge impact on the APL, particularly whenweighted APL is calculated based on the travel cost of
networks. Similarly, whenΘ = 0.01, the APL declines most rapidly; whenΘ = 1, the APL value takes a horizontal position.
In this situation, the addition of rail station nodes has no impact on the general network, i.e., APL. In Fig. 6(c), we can observe
that whenΘ = 0.25 and 40 rail station nodes are added, the EG value of the entire network shows an intensifying trend but
subsequently shows a gradually declining trend. When Θ = 0.01, regardless of howmany rail station nodes are added, the
influence is positive, which leads to and EG upsurge. Then, we find that the transformation threshold value of Θ is between
0.25 and 0.5.

What makes this change so dramatically? When the upper layer network and lower layer network are growing
simultaneously, there is a relation between Λ and Θ , whereas Λ follows the increase in Θ (Fig. 7(a)). Their relation fits
the function y = Intercept + B1 ∗ x1 + B2 ∗ x2 + B3 ∗ x3 with Adj.R-Square = 0.9939 as related parameters (see
Fig. 7(a)). The interrelation is that Λ reflects user behaviour presented by the shortest weighted path determined by the
urban population distribution and urban land use, and Θ reflects network operation rules and policies used to adjust the
network function layout. The previous definitions show that, considering travel costs, the smaller the Λ value, the higher
the network cooperation strength. When the relative speed of the lower layer network decreases, more people use the
multilayer system. After analysing the relation between APL and Θ , the relation of several other indexes can be observed,
such as APL and Λ, after adding 100 rail station nodes. Based on the simulation results shown in Fig. 7(b), we can see that
the length of the average shortest path increases as the actual coupling strength of the two layers decreases.

When Θ changes from 0.01 to 1 (Fig. 7(c)), the value of Ψ ′ changes dramatically. With the increase of Θ, Ψ ′ increases
from approximately 2.5 to 3.4, which indicates that, the relative speed of the rail system is decreasing when Θ is growing.
Moreover, the value of Λ is increasing and the APL is thus increasing; thus, fewer people use the rail system, and the
layered network degenerates into two separate networks. Closeness centrality (CC) is also measured here by its average
value (Fig. 7(d)), as CC is the inverse of the average path length from a given node to other nodes. We can observe that CC
has a steadily declining trend when the value Θ becomes increscent.

As Fig. 8(a) shows, when the lower layer network is unchanging, we can first reach nearly anywhere in the budget of
30,000 units in travel costs, with assessment of travel cost based on the evaluation of APL. As Θ increases by 50%, the value
of A decreases sharply by 70%, which indicates that, when the relative speed of street travel increases, cooperation strength
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Fig. 6. This figure shows that, when 100 nodes are added, the values of Ψ (a), APL (b) and EG (c) change dramatically as the value of Θ varies.

declines, and fewer people will use the multilayer system, for their relative distance increases. Thus, the ratio of A drops
with a steep slope, which also shows a centralization effect from Θ . Conversely, in Fig. 8(b), we note that when both layers
have a syntrophic relation, i.e., when Θ is increasing, A is also dropping but relatively flat, even when the average speed of
the lower layer network is equal to the mean speed of rail network. In this case, 45% of nodes can still be reached with the
given travel cost.

Suppose that the radius of the service area is r . When 100 nodes are added following the process proposed above and r is
increasing, then we have a logistic equation as shown in Fig. 9(a). Thus, when 100 rail stations are added, we must improve
the service radius to 10 km to make the coverage reach 100% and 4 km to 5 km to make the coverage reach 50%. When the
service radius is a constant (or 2 km in our simulation in Fig. 9(b)), nearly 500 vertices added to the rail system can cover
approximately 50% of the urban area. Considering the random distribution of initial nodes, this rate would be higher in a
centralized city.

When the Gini is increasing, the rail transit system aggregates more traffic routes, and the distribution of traffic routes
becomes heterogeneous, which also indicates that use of the rail system is becoming more efficient. As Λ is a network
structure indicator, based on the relation between Θ and Λ (Fig. 7(a)), we have the relation between the Gini, Θ and Λ

(Fig. 10). When Θ is in the 0.7–0.8 interval, the multiplication of the Gini and Λ reach the maximum value, which reflects
the network structure’s characteristic performances. This finding fits the research of [13]; as their example is a particular
case, we can observe that the simulated relation between the Gini,Θ andΛ has an optimal point for the design ofmultilayer
networks, particularly in the coevolution process.
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Fig. 7. (a) The relation between Λ and Θ . The red line is the fit function, and related parameters are shown in the box. (b) The relation between Λ and
APL. (c) The relation between Θ and Ψ ′ . (d) The relation between Θ and CC. (For interpretation of the references to colour in this figure legend, the reader
is referred to the web version of this article.)

Fig. 8. (a) The relation between Θ and A, when the street network is changeless. (b) The relation between Θ and A, when both layers are growing.

4. Conclusion

Multilayer representation of interacting networks can facilitate the explanation and investigation of many systems.
Different layers of rail, road, airline and pedestrian networks cooperate and interplay to achieve certain functionalities. In
this article, we first introduce RNG and GG to represent themultilayer traffic network, considering the cooperation strength
Λ and average operation speed ratio in different layers Θ and their impacts on the network structures. Then, based on the
network’s coevolution process and coupling features, we find that, when the upper layer gains a fixed number of nodes, the
Ψ value reaches its lowest value. Λ and Θ have a positive relation, and with their cooperation, the value of Ψ , Ψ ′, APL and
CC change with positive and negative relations. Accessibility is analysed considering the single layer network’s growth and
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Fig. 9. (a) The relation between the coverage ratio and the service area radius. (b) The change trend of coverage by number of rail stations added.

Fig. 10. The relation between the Gini, Θ and Λ. This graph is simulated by 100 times iterations, where n = 100, the number of rail nodes added is
20, and other initial conditions do not change. The fit function is f (x) = p1 ∗ x2 + p2 ∗ x + p3, where p1 = −0.06025 (−0.08281, −0.03769), p2 =

0.09145 (0.06793, 0.115), p3 = 0.03821 (0.03307, 0.04336), and adjusted R-square = 0.5852.

the multilayer’s coevolution process, with some interesting results. The Gini coefficient of betweenness centrality, which is
proposed to imitate the distribution of traffic routes, finds an optimal point.

This research shows that general network design is highly related to the network cooperation strength and future
operation speed ratio of different layers and that themaintenance and the better operation of the existing networks also rely
on these indicators. With deeper consideration of the cooperation strength, we canmake the different traffic layers function
better. This research deepens the understanding of their relationships, which is paramount, particularly in the process of
urban network designwhenwewant to improve the entire network performance using current network characteristics and
user’s behaviour change. Looking further to avoid cascading failure, we can determine which part needs more investment
and which part has more potential for future development. Although the simulation of lower layer network may include
every situations of a city, we still needmore data to apply our heuristicmethod to a real project, and further the optimization
process.
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