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Abstract: Extraction of traffic features constitutes a key research direction in traffic safety
planning. In previous traffic tasks, road network features are extracted manually. In contrast,
Network Representation Learning aims to automatically learn low-dimensional node
representations. Enlightened by feature learning in Natural Language Processing, representation
learning of urban nodes is studied as a supervised task in this paper. Following this line of thinking,
a deep learning framework, called StreetNode2VEC, is proposed for learning feature representations
for nodes in the road network based on travel routes, and then model parameter calibration is
performed. We explain the effectiveness of features from visualization, similarity analysis, and link
prediction. In visualization, the features of nodes naturally present a clustered pattern, and different
clusters correspond to different regions in the road network. Meanwhile, the features of nodes still
retain their spatial information in similarity analysis. The proposed method StreetNode2VEC obtains a
AUC score of 0.813 in link prediction, which is greater than that obtained from Graph Convolutional
Network (GCN) and Node2vec. This suggests that the features of nodes can be used to effectively
and credibly predict whether a link should be established between two nodes. Overall, our work
provides a new way of representing road nodes in the road network, which have potential in the
traffic safety planning field.
Keywords: intelligent transportation system; urban road network; graph embedding; deep learning;
feature extraction

1. Introduction
Road traffic accidents have a significant impact in developed and developing countries.
According to [1], the number of road traffic deaths around the world was estimated to be 1.35 million
in 2016. The sustainable development goal of controlling road traffic accidents, that is, to reduce the
number of road traffic deaths by 50% by 2020, is still far away. This points to the urgency of applying
traffic safety planning to the prevention and control of traffic accidents. Road safety planning is an
interdisciplinary comprehensive research, mainly focusing on traffic participants, road conditions,
safety facilities, natural environment, traffic information, and other aspects. It takes the road as the
carrier. The research on the topological characteristics of road network will be helpful to analyze
traffic accidents.
Some authors have explored the relationships among road links, intersections, and traffic accidents
using traffic volume as the basic explanatory variable. Others variables also include intersection type,
unsignalized intersections, road class, number of lanes, road length, road width, and road density [2–6].
Machine learning algorithms were used to predict traffic accidents through other environmental
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factors [7–9]. For urban environment and traffic accidents, Theofilatos [10] integrated traffic and
weather data to analyze the probability of traffic accidents under different weather conditions.
Cameron [11] discussed the data of traffic accidents in urban and rural areas, and shows that the
probability of traffic accidents on urban trunk roads is significantly lower than that on rural roads and
expressways. Congiu [12] discussed the relationship between traffic accidents and functional streets,
and found that narrow lanes and intersections reduce the occurrence of crashes. It can be seen that the
relationship between road network structure and traffic accidents is worthy of attention.
Road network structure contains a large amount of potential information. However, it is difficult
to understand and extract the information of such high complex structure directly. In response,
Network Representation Learning vectorizes the nodes of the network while retaining network
topology structure and other information. Network Representation Learning has been applied in
social networks, language networks, citation networks, biological networks, communication networks,
and traffic networks. Traffic accidents can happen when travelers generate and implement travel
demands. The occurrence of traffic accidents is closely related to travel path choice behavior and road
network structure. Existing studies have probed into the relationship between traffic accidents and the
elements of intersections and road sections, which can also be combined with the characteristics of
road network.
In order to construct and analyze the structural characteristics of the road network, massive traffic
data are aggregated into the road network to describe its characteristics. The traffic flow of road
segments is a typical example. Traffic safety planning can be realized relying on travel demands and
the road network structure, rather than purely relying on the traffic flow of road segments and the
accident data. Therefore, there is a strong need for travel demand data with finer granularity to be
leveraged in the model.
As a Network Representation Learning method, DeepWalk [13] is first used to generate random
walk sequences from a given network based on the RandomWalk principle, in which nodes are
analogized to words and sequential nodes to sentences. Meanwhile, traffic location data in the form of
Global Positioning System (GPS) trajectory data, for example, can also be represented in sequential
nodes. It is easy for us to know that GPS trajectory data are the record of travelers’ trips, which means
that this kind of data retains information about individual travel demand and travel route. Essentially,
travelers rely on vehicles to travel, so GPS records generated from travelers naturally retain information
about traffic networks. As a result, as a more fine-grained form of traffic data, GPS trajectory data can
be applied to the task of feature extraction from nodes of the road network, and the performance is to
be expected.
Thus, the aforementioned idea of DeepWalk is applied to road networks following a similar
course of reasoning in this paper. That is, the nodes of a road network are reckoned as words, while the
sequence of nodes generated by travelers is viewed as a sentence. Equally, all sequences of nodes form
a document produced by travelers.
To sum up, the research flow of this paper is shown in Figure 1. This paper first assimilates nodes
and travel route to words and sentence generated in the road network, respectively (shown as step 1
in Figure 1). Secondly, a deep learning embedding model StreetNode2VEC (shown as step 2 and step 3
in Figure 1) is proposed to map nodes into a low-dimensional space, thus generating a vector for each
node. Thirdly, hyper-parameters of the StreetNode2VEC model are systematically calibrated on the
basis of an experimental dataset and the objective of supervised learning (shown as step 4 in Figure 1).
A total of five significant hyper-parameters are calibrated. Finally, the vectorized representation of
nodes (shown as step 5 in Figure 1) is subject to three experiments (shown as step 6 in Figure 1)
of visualization, similarity analysis, and link prediction. The validity of the StreetNode2VEC model is
judged based on the results and discussions of these experiments.
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Figure 1. Flow of this research.

2. Related Work
2.1. Traffic Incidents on Urban Road Networks
The formation and development of urban road networks are influenced by multiple factors,
such as politics, economy, geography, climate, and population flow. For example, geography and
climate determine the layout and topology of urban road networks, and flows of population produce
traffic incidents when loaded into the network. In a study on traffic incidents and urban road networks,
Mohan [14] analyzed the influence of intersection density and road types on road traffic fatality rates.
They suggested that a city with wider roads and larger city blocks tends to have higher traffic fatality
rates, while those with narrower roads and smaller blocks have lower traffic fatality rates. Xie [15]
confirmed the spatial dependence of road traffic accidents between adjacent intersections using data of
195 signalized intersections along 22 corridors in the urban areas. Zeng [16] considered not only the
spatial correlation between intersections, but also the spatial correlation between adjacent sections
and intersections to simulate the occurrence of road traffic accidents. Francesca [17] considered road
and environmental conditions, and proposed a methodology for the calculation of urban branch
road safety. Lee [18,19] integrated a comprehensive framework of pedestrian walking and fatalities
and conducted the hotspot identification.. Giuseppe [20,21] focused on the risk analysis of collision
between cyclist fatalities and vehicles in urban intersections. Traffic analysis zones (TAZs) are also used
in road traffic accidents as an analysis method. Lee [22–24] explored a zone system for traffic safety
and analyzed the at-fault driver features by the full use of macroscopic and microscopic safety data.
And meanwhile the security hot-zones are identified. Xie [25] applied the traffic safety theory into the
land use planning and evaluated the relationship between the traffic accidents and land use conversion.
Soltani [26] identified the potential spatio-temporal distribution pattern of road traffic accidents by
TAZs. Abdelaty [27] investigated the total crashes, severe crashes, and pedestrian crashes models for
TAZs, block groups, and census tracts. Similar to the data type used in this paper, Stipancic [28] also
used GPS data and surrogate safety measures, combined the two models to predict the severity level
of road traffic accidents, and ranked them according to the predicted crash cost. Similar to the method
used in this paper, deep learning is also used in traffic safety planning. Cai [29] used a high-resolution
data acquisition framework and a deep learning structure of convolutional neural network to predict
traffic accidents, and obtained higher accuracy. Marshall [30] considered features of street network
in the analysis of road traffic accidents, including street network density, street connectivity along
with street network pattern, and identified the impact of different road network features on road
traffic safety.

Sustainability 2020, 12, 9621

4 of 17

2.2. Network Representation Learning
In real life, there are large quantities of unstructured data, such as texts, images, and videos.
With regard to the collection, storage, and processing of unstructured data, progress have been made
in various fields and industries. Text feature extraction means to extract the most representative
information of a text as its features, and use simplified features in accomplishing relevant machine
learning tasks. However, in face of massive text data, treating each text element as a feature would
result in extremely high feature dimensions. In that case, the performance of algorithms designed
using features with such dimensions would also be unacceptable.
n-Grams is a classic statistical text feature extraction method, which assumes that the n-th word
in a sentence is correlated only with the n − 1 words prior to it. Considering that n-Grams have too
many parameters and require highly complicated computations, Bengio [31] proposed a method of
distributed representation of words. This method uses artificial neural networks for model training,
and increases model training speed through parameter sharing. Collobert [32] introduced a C&W
model to generate word vectors. This model directly scores n-Gram phrases through constructing
random phrases, instead of calculating conditional probability. For a phrase in the corpus, a high score
is given by this model; for random phrases, a low score is given. In this way, the efficiency of model
training is greatly increased. Inspired by Mikolov, [33] put forward a Skip-gram model, which also
uses the current word of the training text to predict the context of the word and maps the unstructured
current word as a vector. When two words having similar meanings are vectorized by the Skip-gram
model, they have close distances in the embedding space and vice versa.
In recent years, deep learning has been widely used in graphic feature extraction, which has
evolved from the methods of natural language processing. Perozzi [13] introduced a DeepWalk method,
took graphic nodes as words following the idea of word embedding, and adopted RandomWalk to
access graphic nodes, thus generating a node sequence. On this basis, he treated node sequences
as sentences, and used the Skip-gram model and other neural network models to finish vectorized
representation tasks. DeepWalk uses RandomWalk to generate samples, and is highly extendable,
as it has introduced a customized deep learning model to complete graph embedding tasks.
LINE [34], Node2vec [35], and Walklets [36] are all improved on the basis of DeepWalk. Nguyen [37]
integrated the time dimension into the graph embedding method, and extracted features of dynamic
graphs. Zhang [38] performed text classification using convolutional neural networks after character
encoding of texts, and achieved a pretty high accuracy. Sun [39] came up with a CENE framework,
likened content information to nodes, abstracted texts as graphs, and accomplished graph embedding
tasks on this basis.
3. Feature Learning Framework
This paper proposes a model named StreetNode2VEC for the representation of nodes based on
traffic data. The aim of StreetNode2VEC is to compile a dictionary, in which each vector corresponds to
a node in the road network. The model can reflect node features in the road network, and help to better
accomplish traffic tasks. Given that StreetNode2VEC can be used to carry out subsequent prediction
and classification tasks, it is fair to say that the model is a byproduct of the completion of road-related
prediction tasks. For this reason, to conduct node embedding, it is necessary to construct a reasonable
synthetic task. When neural network training is completed, the parameters obtained are the vectorized
representation results of nodes. The StreetNode2VEC model is comprised of an embedding module and
a Bi-directional Long Short-term Memory Neural Network (Bi-LSTM) module. Specifically, the road
network is obtained via Openstreetmap (an open source map website). Considering the encoding
need for node numbers, the embedding approach of the character-level model is integrated into the
StreetNode2VEC model, and naturally, the StreetNode2VEC model is analyzed in comparison with other
embedding methods in the subsequent section. In the meanwhile, a Bi-LSTM module is incorporated
into the StreetNode2VEC model for the reason of the advantages of a Long Short-term Memory Neural
Network (LSTM) for handling sequence-based data.
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3.1. Model Architecture
3.1.1. Character-Level Convolutional Neural Network
In this section, we will describe an embedding module (shown in Step 2, Figure 1) named
character-level convolutional neural network (Char-Cnn). Convolutional neural network (CNN) is
a high accuracy deep learning model for feature extraction and classification. Here, we define the
road network in general as an undirected graph structure G = (V, E), where node v ∈ V represents
the origin or destination of the road section and edge e ∈ E represents the road section from node u
to node v. Residents’ travel demands are met through the urban road network G, thus generating
a travel route, e.g., a set of node sequences tr = [u1 , u2 , . . . , un ]. This is consistent with the process
and principle of RandomWalk. Given a travel route tr = [u1 , u2 , . . . , un ] as input raw sample, tr is
mapped into real-valued vectors by the first layer of our architecture which will be described in this
section. Each node v ∈ V has a unique index ukey ∈ K, K is the set of indices, |K | is the length of K.
We define the index of node u as a sequence of numbers [ p1 , p2 , . . . , pl ], where l is the length of node u,
and pi ∈ 0, 1, 2, . . . , 9. We consider that each pi is embedded into a d-dimensional vector space using a
lookup table FC (·) as Equation (1):
FC (ukey ) = C ukey

(1)

Here, C ∈ Rd×|K | is a matrix of size |K | × d parameters. C ukey ∈ Rd×l is the [ p1 , p2 , . . . , pl ]-th
columns of C and d is the dimension of index embedding. It is important to note that parameters of
C are automatically updated during the learning process. So far, we have discussed the Index-level
(or Char-level) representation of node u, and next we will deal with a one-dimensional convolutional
neural network (1D-CNN).
A 1D-CNN performs a pipeline of extracting features on C usekey , the Index-level representation of
node u, by using a filter U ∈ Rd×w of width w. After we add a bias b and apply a nonlinear function to
build a feature map f ukey ∈ Rl −w+1 , f ukey is given by Equation (2):
f ukey = relu(U ⊗ C ukey [∗, i : i + w − 1] + b)

(2)

where C ukey [∗, i : i + w − 1] is the i-to-(i + w − 1)-th columns of C ukey and A ⊗ B = A T B. Suppose
ukey ukey
ukey
a 1D convolution layer has several filters U1 , U2 , . . . , Um , then f ukey = [ f 1 , f 2 , . . . , f m ] is the
representation of the node u.
The 1D convolution layer can extract latent features with these filters instead of using manually
feature selection. Subsequently, the 1D convolution layer usually is stacked so that lower layers can
extract local features and more global features in subsequent ones.
3.1.2. Long Short-Term Memory Neural Network
An LSTM is a typical recurrent neural network, that is particularly suitable for dealing with
sequential data. At time step t, given an input vector xt and a state vector ht−1 , the hidden state ht
is obtained by a memory cell Ct , an input gate it , an output gate ot , and a forget gate f t . When data
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through several gate functions, the LSTM learns what information should be integrated or forgotten
during the training process. An LSTM does the following as Equation (3):
it = σ (Wxi xt + Whi ht−1 + bi )
f t = σ (Wx f xt + Wh f ht−1 + b f )
(3)

ot = σ (Wxo xt + Who ht−1 + bo )
Ct = f t ◦ Ct−1 + it ◦ tanh(Wxc xt + Whc ht−1 + bc )
ht = ot ◦ tanh(Ct )

where parameters of the LSTM are Wxj , Whj , and b j for j ∈ {i, f , c, o }. σ (·) and tanh(·) are the
element-wise Relu and tanh activation functions. ◦ is the element-wise multiplication operator.
A Bi-directional LSTM (Bi-LSTM), an extension of traditional LSTM, is applied into our model
architecture for improving model performance. Bi-LSTM extracts features more effectively than
unidirectional LSTM [40]. Bi-LSTM contains forward unit LSTM f orward and backward unit
LSTMbackward , the parameters of the two units are independent of each other. Bi-LSTM will degenerate
into an LSTM architecture without a backward unit. If the forward unit is cut off from the Bi-LSTM,
it is simplified to a regular LSTM with reversed time axis results. Bi-LSTM extracts features from two
directions in the training process, and finally merges the features from two directions. The hidden
f
f
state ht at time t is obtained by running ht−1 and xt through LSTM f orward , and the hidden state hbt is
f

obtained by running hbt+1 and xt through LSTMbackward . Finally, two tensors ht and hbt are concatenated
f

for prediction. The final output ht of Bi-LSTM at time t is [ht , hbt ]. The architecture of this section,
or Bi-LSTM module, is summarized in Step 3, Figure 1.
3.1.3. StreetNode2VEC Model
This paper designs a StreetNode2VEC model, which integrates an embedding module and a
Bi-LSTM module. The integration of two modules requires a specific design, as each module has
unique architecture and advantages. By inputting a node into the Char-Cnn embedding module and
extracting its features using the Bi-LSTM module, we can ultimately employ a fully connected layer to
output the classification of this node.
•

•

•

Pretreatments: Data cleaning, map matching, and other pretreatments are executed in this step.
The longitude and latitude sequences of GPS are converted into a route composed of road nodes,
and the nodes are put through one-hot encoding as inputs of the next step.
Embedding module: The Char-Cnn embedding model is used in this step to prepare the data
required by the Bi-LSTM layer. After being vectorized, the nodes on the route are transferred to
the next step as inputs.
Bi-LSTM module: The Bi-LSTM layer and the Maxpool layer are used in this step to extract the
advanced features of data, the fully connected layer is adopted to adjust the output size of data,
and eventually the binary classification results of the route are output.

3.2. Detailed Model Settings
3.2.1. Construction of Synthetic Samples
Synthetic samples absent from the dataset are generated according to the discussions in related
studies [32,41,42], and both the synthetic samples generated and the real samples in the dataset are used
to train the neural network model. The target of the model can be deemed as a binary classification
task, that is, to determine whether an input sample received is a real or synthetic sample. Following
this idea, we construct a synthetic task to complete training and extract node features.
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To keep a dataset balanced, we generate a dataset in which real and synthetic samples are equal
in quantity. For each route, m nodes are randomly selected from the route, and each of these nodes is
replaced by a random node in the road network. Here, m is 30% of the length of the route.
3.2.2. Parameters of the Embedding Module
This paper deals with a classification problem, and the detailed parameter calibration process is
described in Section 3.3. We use a Char-Cnn layer to convert nodes into vectors with a dimension of
128. The conversion dimension of each character d is 128. There are three 1D-CNN layers. The numbers
of filters m are 120 and filter size is uniformly 5. After feature extraction using 1D-CNN, a Maxpool
layer is used to reduce data dimensions. Each 1D-CNN layer adopts the rectified linear function
(ReLU). This function helps neural networks filter out unnecessary information in data flows to reduce
network nonlinearity by setting negative inputs as 0. Regularization is performed to avoid overfitting
of the deep learning model, and improve its generalization ability. In this paper, the dropout layer
is adopted.
3.2.3. Parameters of the Bi-LSTM Module
The design of the Bi-LSTM module is relatively simple. A Bi-directional LSTM module is adopted
in this paper, and the number of nodes in the hidden layer is 200. To avoid overfitting, we have also
introduced the dropout layer into the Bi-LSTM module.
3.2.4. Parameters of Training Methods
When model parameters are optimized by an optimization algorithm, a loss function needs to be
proposed to evaluate the performance of the model. As a result that the parameter calibration of the
StreetNode2VEC model is considered as a classification task, cross entropy loss is adopted in this paper,
as detailed in the following Equation (4).
L = −[ylogŷ + (1 − y)log(1 − ŷ)]

(4)

where L is the loss function, y is the label of the actual sample, and ŷ is the probability of the
predictive sample. With the set loss function, the optimization algorithm of the model can be discussed.
The neural network optimization algorithm is an algorithm developed to train neural networks.
By training the weights and biases of the parameters of the iteration update model, it raises model
accuracy. At present, a range of optimization methods are available for calculating model parameters.
In this paper, the RMSProp algorithm is employed to calculate the differential squared weighted
average of gradient. This approach can revise gradient direction, and reduce excessive fluctuations
in training.
3.3. Model Training
The task of this section is to train the StreetNode2VEC model to achieve the best performance. For a
machine learning model, the training of the model is based on the training dataset, the observation of
the training accuracy is based on the validation dataset, and the performance evaluation of the model
is finally based on the test dataset. The data source, data cleaning, and the construction of training,
validation, and test sets of the dataset will be specified in Section 4.1. The accuracy of the model and
the value of the loss function are used to evaluate the performance of StreetNode2VEC. Specifically,
the value of the loss function is calculated by using cross entropy, while the accuracy is defined as the
percentage of sample where all labels are correctly classified.
3.3.1. Model Parameter Calibration
In the word embedding model released on Glove’s official website [43], words are mapped to 25,
50, 100, 200, and 300-dimensional vector spaces. Referring to this model, this paper maps the nodes
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to 32, 64, and 128-dimensional vector spaces. In this section, we aim to test the performance of three
parameter sets in training, i.e., embedding module output dimension, character dimension, and filter
size. To that end, we will test three parameter sets: (a) embedding module output dimension is 32,
character dimension is 32, filter sizes are (30, 30, 30); (b) embedding module output dimension is 64,
character dimension is 64, filter sizes are (60, 60, 60); (c) embedding module output dimension is 128,
character dimension is 128, filter sizes are (120, 120, 120). All of the three parameter sets are tested
under a batch size of 32 and a learning rate of 5 × 10−4 . See the detailed training process in Figure 2.
As illustrated in Figure 2, in the training of the three sets of parameters, with the increase of
epochs, the loss value of the training set gradually decreases with fluctuations, and the accuracy of
the testing set continuously increases. After about 35 epochs, the three sets of parameters have an
accuracy of above 90%. Among them, parameter set (a) has the poorest performance, lowest accuracy,
and most intense fluctuations in loss value in training, whereas parameter set (c) has the optimal
performance. It can thus be known that, the higher the character embedding dimension, the better
the model training performance. The conclusion of this experiment is consistent with the conclusion
drawn in [41]. For this reason, parameter calibration is performed on the basis of parameter set (c) in
subsequent experiments.

Figure 2. Calibration of model parameters.

3.3.2. Training Parameter Calibration
The updating of model parameter requires multiple epochs, and, in each iteration,
model parameters are updated using a back propagation algorithm. In normal circumstances, too few
epochs result in inadequate training, while too many epochs lead to overfitting. In machine learning,
the general condition for epoch termination is when the loss function value of the validation set reaches
the minimum [44]. As shown in Figure 2, after 40 epochs, the accuracy of the testing set tends to be
stable, so the number of epochs is uniformly set as 50 in this experiment.
In model training, both learning rate and batch size have very significant effects on model
performance. To be specific, an excessively high learning rate causes continuous fluctuations in the loss
function value, whereas an excessively small learning rate gives rise to excessively slow convergence.
A large batch size is capable of avoiding intense fluctuations in loss and increasing model training
speed, but may be easily trapped in “local minimum”. Generally speaking, this problem can be avoided
by gradually increasing batch size within the range allowed by machine performance. Details about
the parameter calibration of learning rate and batch size are given in Figure 3.
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(a)

(b)
Figure 3. Calibration of training parameters. (a) Calibration of batch size. (b) Calibration of learning rate.

As can be known from Figure 3a, learning rate is set as 5 × 10−4 , and when batch size reaches
128, the course of model training is almost stagnant. Thus, within the range allowed by machine
performance, batch size should not exceed 128, and should be continuously reduced. When batch size
is 32, there is a satisfactory training effect. In Figure 3b, batch size is uniformly set as 32. When learning
rate is lower than 5 × 10−5 , training speed becomes too low, so learning rate is increased. When learning
rate reaches 5 × 10−3 , the model has a relatively high convergence speed. To sum up, parameter set
(c) is selected as the parameters of the model. In training, batch size is set as 32, and learning rate as
5 × 10−3 .
4. Case Study
4.1. Dataset Process
The dataset of taxi trajectory in Porto [45] derived from ECML/PKDD 15: Taxi Trajectory
Prediction, is used in this paper. It records the GPS trajectories of 442 taxis in Porto from July 2013
to June 2014. The dataset provides the taxi GPS trajectories in the process of carrying passengers,
rather than in the process of seeking passengers. T = {{longitudei , latitudei , }|i = 1, 2, . . . , n} discretely
reflects the location information of passengers and expresses their travel demand, which is necessary
for traffic safety planning. Then the passengers’ travel routes can be obtained based on the Map
Matching method, which will be input into the StreetNode2VEC model.
Limited by machine performance, in the training dataset of this dataset we select the boxes within
the longitude and latitude scope of [−8.69157, −8.64963, 41.14628, 41.17128], which cover an area of
about 9.5 km2 . Next, we use Openstreetmap to extract the road networks within this scope. The Python
environment provided in Qgis3 is adopted for the batch processing of GPS data, and Qgis plugin
employed to map GPS trajectory points to the network using the Hidden Markov model and the
Viterbi algorithm. Finally, by counting the number of road sections in the routes and removing the
shorter routes, we obtain a total of 8286 travel routes, which pass through a total of 262,903 road
sections, as shown in Figure 4.
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Figure 4. The frequency of selected sections.

Figure 4 shows that road sections darker in color have a higher selection frequency. Primary roads
have darker colors, while secondary roads have lighter ones. More than 1000 road sections have a
selection frequency of less than 500, and only a few have a significantly higher selection frequency.
This paper takes 8286 travel routes as real routes, and generates 8286 synthetic routes according to
Section 4.1. The sample set has a total of 16,572 entries of data, which constitute the dataset D of this
paper. On this basis, the dataset is scrambled into three subsets by a ratio of 6:2:2, i.e., training set
Dtrain , validation set Deve , and testing set Dtest . The training set has 9943 entries of data, while the
validation set and the testing set each have 3315 entries. Furthermore, the ratio of real to synthetic data
is balanced in each subset.
4.2. Experimental Setup
For the visualization task, visualizing the output of the embedding model offers the most direct
approach for understanding the effect of the embedding model. In this paper, we map the output
results of StreetNode2VEC (as step 5 in Figure 1) to a two-dimensional space according to the TSNE [46]
method, thus realizing visualization (as step 6 in Figure 1). In the two-dimensional space, nodes having
similar semantics are close to each other. The visualization method can thus evaluate the embedding
model results in an intuitive manner. We first map data as 128-dimensional vectors using the model,
and then map them to a two-dimensional space for visualization by the TSNE method. For similarity
analysis task, this paper maps road network nodes as 128-dimensional vectors. When it comes to
computation between vectors, a common method is to calculate the cosine value between two vectors.
Given a node u, the first task is to find a node v, whose direction is the same as, opposite to, or vertical
with the direction of u, as expressed by Equations (5)–(7):
v∗ = arg min | cos(v, u) − 1|

(5)

v ∈V \ v

v∗ = arg min | cos(v, u) + 1|

(6)

v ∈V \ v

v∗ = arg min | cos(v, u)|

(7)

v ∈V \ v

Here u and v are 128-dimensional vectors of node u and v. When the cosine value
cos(u, v) ∈ [−1, 1] between vectors u and v is 1, it means that the two vectors have the same direction;
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when it is −1, it means that they have opposite directions; when it is 0, it means that they are vertical
with each other.
Link prediction in social networks is developed to predict whether two persons are linked,
or will be linked in the future. Naturally, in road networks, link prediction is used to predict whether
two nodes are linked, or will be linked in the future. In this section, a simple binary classification
task is constructed. For the dataset in Section 4.1, there are 1233 pairs of links in set E. Similarly,
we randomly extract 1233 disconnected node pairs as synthetic samples. It has a total of 2466 samples
(real and synthetic samples each accounting for 50%), and is divided into three subsets by the ratio of
6:2:2. The training set has 1478 entries of data, while the validation set and the testing set each have
494 entries. Furthermore, the ratio of real to synthetic data is balanced in each subset.
For each sample, we concatenate the two vectors of nodes as the edge feature and then build a
support vector machine binary classifier to fulfill the classification task. Moreover, for the two vectors
of nodes, we calculate their element-wise product in Table 1.
Table 1. Element-wise operators.
Element-Wise Product

Formula of Element-Wise Product

Average
Hadamard
L1
L2

(u + v)/2
u∗v
|u + v|
( u − v )2

ROC curve and AUC score are used to evaluate the performance of classifiers, so as to evaluate
different embedding methods, such as Node2vec and graph convolutional network (GCN) [47].
According to Section 3.2, the StreetNode2VEC maps road network nodes as 128-dimensional vectors.
For Node2vec and GCN, the dimension of the embedding is set as 128. Furthermore, we tune 1 to 2
significant hyper-parameters for the embedding methods via Gridsearch.
4.3. Results of Visualization
According to Figure 5, road network nodes present a clustered distribution pattern, suggesting that
the model has distinctively differentiated nodes with different features. Here we artificially classify the
nodes into six types, and assign different colors to them.

(a)

(b)

Figure 5. Road nodes visualization of Porto road network by StreetNode2VEC. (a) 2D embedding of the
road nodes. (b) Road node visualization with label colors.

To be specific, Figure 5a,b have consistent node colors. Figure 5b shows the visualization of the six
types of nodes on the map. It can be seen that different colors are underlined in different manners in
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different regions. The nodes in Orchid correspond in large quantities to the Porto’s main road Avenida
da Boavista and neighbor nodes. Those in green, yellow, and dark orange are concentrated in the south
of this region, and some of the nodes in dark orange are located in the northeast. Dark gray nodes
correspond in large quantities to the roads in the middle. There are no obvious distribution features
of deep sky blue nodes in Figure 5b, and they are mainly concentrated in the north and south, and
scattered in Figure 5a as well. In the four-step travel demand prediction, TAZs are the basic spatial unit.
The division of TAZs is based on the spatial clustering of one or more census blocks. The vectorized
nodes contribute to the division of traffic zones in traffic planning [48], making it more compatible with
residents’ travel habits. It can be seen from Figure 5b that travelers’ travel routes have imperceptibly
divided the road network into different regions.
We can use the results to subdivide the TAZs with StreetNode2VEC, so as to form traffic safety
analysis zones. More specifically, the traditional TAZ division often takes the arterial roads into account.
Once the crashes occur on these boundary roads of the adjacent TAZs, the traffic safety modeling
only based on the characteristics of a zone could be invalidated. Differently, the StreetNode2VEC
method considering the residents’ travel routes can extract the characteristics of each node and these
nodes will show spatial clustered pattern according to the results of visualization. By introducing the
node clustering results, the TAZ boundaries can be softened. Then the traffic safety analysis zones
(TSAZs) will be obtained, which are the more reasonable units for analyzing the traffic incidents and
implementing the traffic safety planning.
4.4. Results of Road Nodes Similarity Analysis
As shown in Table 2, we take two intersections as examples. One is the intersection between
Praca de Liege Road and Rua do Faial Roa (point A in the first row of Table 2), and the other is the
intersection between Rua da Fonte da Moura Road and Rua da Cidade de Mindelo Road (point A in
the second row of Table 2).
Table 2. Similarity analysis of road nodes.

cos( A, B) = 0.919
cos( A, C ) = −0.460
cos( A, D ) = 0.004

cos( A, B) = 0.997
cos( A, C ) = −0.933
cos( A, D ) = 0.001

Among all the points v ∈ V \ A, the cosine value between points B/C/D and point A is closest
to 1/−1/0. As can be seen from Table 2, the cosine value between point B and point A is closest to 1.
The two points happen to have similar positions and service regions in the road network and show
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mutual complementation and overlap. The cosine value between point C and point A is closest to
−1, and there is no overlap between their service scopes. Points D and A have an included angle of
90◦ , and undertake different tasks in the road network (point A is mainly responsible for gathering
and distribution, and point D is for connecting). This section demonstrates that the vectorized nodes
have extracted the spatial features and nodal functions of the road network. They can also assume
nodal functional partitioning, similarity matching, and other traffic tasks. In the existing traffic
safety planning, the occurrence probability of traffic accidents is calculated though the analysis of the
intersection types, accident types, speed limits, and pedestrian impacts. Remarkably, by combining
the traffic accident data and the above node vectorization results, the traffic safety characteristics and
residents’ travel habits will be considered simultaneously. Moreover, through the similarity calculation,
the nodes with same or different features will be identified. The forecasting algorithm, such as machine
learning, can also be used to detect the accident black spots.
4.5. Results of Road Nodes Link Prediction
For the StreetNode2VEC model, we select Node2vec as our baseline. As can be seen from Table 3,
compared with Node2vec on different operators, StreetNode2VEC has achieved 4.8–51% improvement
in terms of AUC score. For the GCN model, the AUC scores based on Average, L1, and L2 are worse
than those of StreetNode2VEC, except for the AUC score based on Hadamard.
Table 3. Results of urban road network link prediction.
Model Name
Node2vec
GCN
StreetNode2VEC

AUC Score
Average

Hadamard

L1

L2

0.503
0.609
0.772

0.749
0.825
0.785

0.711
0.752
0.818

0.656
0.711
0.803

For different operators in Table 1, StreetNode2VEC gets a higher AUC score on Average, L1, and L2.
For all embedding methods, only AUC scores on four different operators of StreetNode2VEC are all
higher than 0.75. This suggests that, regardless of the specific operators used, when we provide a
random node pair (u, v) to the classifier, the StreetNode2VEC will reach a conclusion about whether a
link should be established for the node pair. If the classifier concludes that a link should be established
to connect two nodes, the conclusion will have a credibility probability of 75%; if not, the conclusion
will have a credibility probability of 75%. This indicates that the embedding of StreetNode2VEC is
more credible.
As shown in Figure 6, ROC curves of three diverse models on four different operators are
used to evaluate the performance of the link prediction task. We can see from Figure 6a that the
performance of StreetNode2VEC far exceeds that of the other two models when the operator is Average.
For Figure 6b,c, it is clear that both Hadamard and L1 are satisfactory operators in the application of
the three embedding models. As seen in Figure 6d, operator L2 performs poorly compared to L1 in
the three embedding models. From the perspective of four different operators, Hadamard and L1 are
relatively applicable to the three models tested in the vectorized representation task of road network
nodes. From the perspective of the three models, StreetNode2VEC is relatively unaffected by operator
types. Seen from traffic planning, if an engineer uses the traditional four-step travel demand model
for traffic planning, the engineer will have to constantly test the trip assignment results of different
schemes in the fourth step (trip assignment). In this case, the high-credibility link prediction technique
provided in this section can help the engineer integrate residents’ travel habits into the future road
planning. Link prediction can be widely used in traffic safety planning, such as the discovery of safe
travel paths. For accident-prone nodes or sections, link prediction can provide quantitative reference
as to whether a safe travel path should be established in the public transport or other transportation
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hubs. At the same time, for the transit route given by the public transport planning, the route safety
index can be calculated by aggregation according to the node features.

(a)

(b)

(c)

(d)

Figure 6. ROC curve of models on operators. (a) ROC curve of models on operator Average. (b) ROC
curve of models on operator Hadamard. (c) ROC curve of models on operator L1. (d) ROC curve of
models on operator L2.

5. Conclusions and Future Directions
Inspired by the idea of word embedding in Natural Language Processing, this paper proposes
an urban road node embedding model combining urban road networks and residents’ travel data,
together with the corresponding calculation flow. Through model parameter calibration, node vectors
are obtained. On this basis, the tasks of visualization, similarity computation between road network
nodes, and link prediction are carried out.
1. Residents engage in daily travels under the constraints of urban road networks and land use
types, and their travel routes have imperceptibly divided the road network into different regions.
In traffic analysis zones(TAZs), we are supposed to divide a region into different traffic zones.
The conclusion of this paper suggests that the division of traffic zones is not only methodologically
necessary, but also compatible with residents’ travel habits. Meanwhile, the nodes in vectorized
representation can help engineers optimize the TSAZ division. Taken the node clustering results into
account, the TSAZs associated with residents’ travel habits and network structure will be acquired on
the basis of the existing TAZs. Then the features of different TSAZs can be integrated to conduct the
hot zone identification.
2. This paper performs the similarity computation between road network nodes after embedding,
so that the road network nodes can be compared with each other. According to the research results,
the vectorized nodes still retain their road network features, and can be used to differentiate nodes
associated with different functions in the road network. The nodal functional partitioning results
obtained through traveler’s travel data can subdivide an urban road network, intersection, and a
straight stretch of road. The node vectorization results are extended with the traffic accident data.
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By comparing the similarity between the accident black spots and other intersections, the intersections
with potential safety hazard will be figured out. This method can be used to forecast the potential
black spots.
3. On the basis of the representation of road network nodes in vector spaces, this paper performs
link prediction, and achieves satisfactory scores. Clearly, when the economy, population, and residents’
travel habits of a city remain basically constant, link prediction can be used to predict whether a
link should be established between two nodes. This result can reflect travelers’ intentions about the
establishment of a node to node link. The method can not only help engineers conduct the medium
and short-term planning of road networks, but also be used to launch large-capacity traffic modes in
segments and intersections with strong demands. Additionally, focusing on the traffic safety planning,
the node vectorization results merged with the traffic accident data can be input to the link prediction
model to explore the potential safe travel paths. In the road traffic, the node characteristics can be used
to evaluate and optimize the safety of the actual transit routes.
To summarize, this paper proposes the StreetNode2VEC method and analyzes the effectiveness
and feasibility in Network Representation Learning. The vectorized nodes integrating the traffic
safety data are helpful for traffic safety planning, including the TSAZ division, accident black spot
identification, evaluation and optimization of safe travel routes, and so on. However, limited by the
lack of traffic safety data in the current research area, other regions with more complete multi-source
data can be found for further study. The study and discussion of node vectorized representation under
different time periods in this paper are missing, mainly because the time span of our dataset is up to
one year. In response, we will analyze node vectorized representation under different time periods in
future research. Additionally, StreetNode2VEC can represent dynamic demand matrices used in traffic
planning and management. In addition, under the limitation of the data size, the flow of some road
segments (obtained by aggregating travel routes) is low, so comparative analysis in this paper does not
extend to the relevant methods of traffic prediction. We can analyze other travel datasets to improve
and reinforce experimental results in the future.
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