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Fig. 3 Evaluation results of Chongqingtraffic advantage degree in 1997
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2 RBRBENTEN

B AR T DK T 5 P 4 DX 32 5 R X 4 /N AR DX A 3 e R Tk T o L DX 40 5 8 s R o)
A, T 20 4R E P T AS I M 45 %5 (& 6a) -2 {8 i 1997 4E 1% 0. 337 km » km 234 K 3] 2005 4E (1 0. 509 km *
km ™’ F] 2015 435 F] 0. 872km « km™*, &b FHERKLL K (0.301~7.271 km « km ) By IX By 1997 4
1 A2 50 KB T 2015 4E 1Y 31 AS(79. 526, Horv, 248 Xof 38 4 i 2 A5 KA ¥ v 15 0 A 3. 889 (3£ Bl IR T #L
TH AZ I HE il R | SR /0N B 3 3G IR R 0. 046, AH X3S K 2R B KA W A6 1S IR R 312, 306 L B /N B IR T 3 R A
40. 6% . JT 20 AFR PR AC 38 T 2 5% M B (] 6b) P2 {H B 1997 4F A 0.334 B K 2 T 2005 4FE 1Y 0. 602, %]
2015 4EHEKF] 0. 771, b T4 J Lk F K (0. 601~1. 000) (9 IX EL iy 1997 4E /Y 8 4~ (20. 5 Y% K3 T 2015 4E
(9 29 A (74, 4 %0) v, s S 338 K i P i A 0 4 T2 484 5 Ry 0. 918 e /NI VT AL B4 0 oA 0. 011, 4 X 16 4K 55 g K 4 FF
NG IR IS 497, 350 /MR RORIVLAC IS IR A 1. 206, FE R TH A PL 3 EE (18] 60) X {E 1 1997 4R 0. 214 34
K F] 2005 49 0. 387, % 2015 4EHEK F 1 0. 508, Ak F 45 K LA F /K (0.301~1. 000) Y X B Hy 1997 4E 1% 13
AN(33. 3O KR T 2015 4EHY 36 4~(92.3%)

15 15 i REs!
S g SR g IS g
K o i Q%Jlfmg_ @lgi Bl g b E\_ﬁﬂlfmg
i N B X i X T WEIL X
RPELTIX FH R R i B KIELTIX AR
Ik T NULANN\ (Y SN R LTS
TTHEX X T/ S ANQ\ T | | / 4 X TTHEX P
TR TR UIE iy ZIlEiv 2 _JTREIFIK
AR U KK SRR R L
LGk LR g HaTH zpal 9T B
B PR K DRTE K WX
R B REER B R / B
zz;sz LTSN A ?Iitlzl: - FHE ﬂithE _ | Y EBE
5 B , i . K- 2 E &3 \ K- we X v \ . K-+
E?l@z NARRS Qo P e = SRS GG
Pia R “Uhn o wwjﬁ%@gg B L R
Z e TEBEXALR L2 AT X T R AL z ST X T bR XA X
s R e R
w 201545030 2005423 | 19974FA8H 201548 20054F A8 | 1997423 o 201545030 20054503 | 19974F 38
MR WA MK WG WY R MimE  MREE NGEEE
a ST I 4 8 RE X H TR A b A T AT LR A ¢ ZOEARBE X HH KA

B6 ERTRERSEHERNLHE

Fig. 6 Quantitative evolution characteristics of traffic advantage degree in Chongqing
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Fig. 8 The relationship between traffic advantage degree and distance center city average distance
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Traffic Dominance Pattern Evolution of Chongqing Municipality

WANG Yang, QI Pengwei, WANG Lili, LIU Zhihai
(The Three Gorges Reservoir Area Surface Processes and Remote Sensing Municipal Laboratory,
Key Laboratory of GIS Application, School of Geography and Tourism, Chongqing401331, China)
Abstract: [ Purposes]The traffic location condition is an important indicator to reflect the state and potential of regional social and e-
conomic development. The analysis of the evolution of its temporal and spatial patterns is of great significance to the understanding
of the economic and geographical process of the region. [ Methods ] Taking Chongqing as an example, it chooses three time sections in
1997, 2005 and 2015 to model regional traffic dominance based on GIS, and reveals the basic characteristics of spatial and temporal
evolution of traffic dominance in Chongqing in recent 20 years. [ Findings ] The research finds that: 1) from the quantitative angle, the
traffic superiority has achieved the same growth, but the regional disparity is still bigger. The traffic advantage degree of urban are-
a, northeast Chongqing and southeast Chongqing is decreasing gradually. The road network density contributes greatly to the high
starting area of traffic dominance, and the contribution of traffic trunk line influence to the low starting area is great. 2) From the
perspective of spatial and temporal pattern, traffic dominance degree shows strong spatial autocorrelation and certain spatial hetero-
geneity. In the past 20 years, the gap of traffic dominance in Chongqing has obviously decreased, but the overall pattern has been
characterized by obvious spatial agglomeration, and the pattern of high-low classification agglomeration has not changed fundamen-
tally. 3) The urban location (Euclidean distance) has a more obvious constraint on the evolution of traffic dominance. [ Conclusions ]
After nearly 20 years of rapid traffic infrastructure construction, the average level of traffic advantage in Chongqing is increasing,
the improvement of urban area and one hour circle is relatively fast, and the pattern of traffic sub center in Wanzhou and Qianjiang
is first showing, but the overall pattern of traffic advantage of the city has not changed radically.
Keywords: traffic location condition; traffic advantage degree; spatiotemporal pattern evolution; influence degree of traffic trunk

line; traffic network density; Chongqing municipality
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