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Abstract

with different operating entities and different system modes dif-

Southwest Jiaotong University, 610031,
[ Objective ] Metropolitan area rail transit lines
fer in passenger capacity division and operating cost verifica-

tion, and there is a need for differentiated pricing. In order to

promote the integration of four networks ( mainline railways,
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intercity railways, suburban railways, and urban rail transit) in
the metropolitan area, the ticket pricing strategy and the clear-
ing system for metropolitan area rail transit under the condition
of multiple operating entities and multiple modes ( hereinafter
[ Method ]

Based on the characteristics and difficulties of passenger ticket

referred to as " two-multiple" ) should be studied.
pricing and ticket clearing in metropolitan area rail transit lines
under two-multiple conditions, three pricing models are pro-
posed: a unified fare rate model for the entire network, an OD
(‘origin/destination) differentiated pricing model, and a differ-
entiated pricing model based on OD and entry/exit time, and
matching ticket clearing processes are formulated respectively.
On this basis, three design schemes for the ticket clearing sys-
tem are proposed to meet the different needs of the ticket clear-
ing system of metropolitan rail transit line network under two-
multiple conditions. [ Result & Conclusion] Appropriate pri-
cing models and clearing methods should be adopted in accord-
ance with the different development stages of the metropolitan
rail transit network. The proper design of clearing system
should be selected according to the characteristics of operating
entity and the operation/management plan of the metropolitan
rail transit network.

Key words metropolitan rail transit; multiple operating enti-
ties ; multiple system modes of rail transit; passenger ticket pri-

cing strategy; ticket clearing system
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Tab.1 Advantages and disadvantages comparison of the 3
ticket pricing models for metropolitan rail transit

network under two-multiple conditions
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Fig.1 Ticket clearing process for metropolitan rail transit under two-multiple conditions
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Fig.2 System logical framework for Scheme 1
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Fig.3 System logical framework for Scheme 2

3.3 A=
TG =R BEA (438 B8 52 3 2 w1 2



59 #

O TR B 2N W1 20 v S FoAt sz 8 1A 23 vh
O ORISR ) i L M iE, U BS &
SR oD Y TG, LR G AR AR AL 4 TR
A o3 L AR JBE AR A S, TR GE A IR U (AR
[BI 2544 PUC 2 % B DR BCR TG — 1 % 550 r 57
DA T 3 SRR R LRI =2 LS BRAR T el 2 S
AIHY

EIERIEEIE
| [

Wi AL 8
A EE S L
R bl @ s
3t
TRk A | HoAtiz & £k
WAL | HWmE AL

@] B[]

K4 JrR=MRGE A

Fig.4 System logical framework for Scheme 3
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