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Executive Summary 
Introduction 
The purpose of this report is to develop an understanding of the role that fare structures, 
fare collection systems and incentives play in producing and maintaining high ridership 
levels and successful public transit systems. More specifically, this report seeks to answer 
the question: “What can Toronto learn from Zurich’s fare structures practices?” Zurich, 
Switzerland has been acknowledged around the world as having one of the most successful 
public transportation systems, with its success reflected in its high per capita ridership 
levels.  It is for this reason that it was chosen to be a “best practice” example  

Literature Review 
Public transportation systems play a vital role in encouraging connectivity throughout a 
region and in supporting more sustainable means of travel. There are a multiplicity of 
factors that affect the success of a public transit system including fare structure, service, 
frequency and convenience. The degree to which these are provided can have a significant 
impact on ridership levels and the success of a system.  

Switzerland is a small land-locked country located in the centre of Western Europe. The 
city of Zurich, one of the country’s economic hubs, is located in the northern part of 
Switzerland within the canton of Zurich, with a population of less than 500,000. Regardless 
of its size, the city and greater region have been able to consistently provide residents with 
one of the best public transit systems in the world.  There is consensus among scholars that 
the success of Zurich’s public transit system is largely due to the fact that frequency, 
coverage, speed, reliability, safety and quality are all provided within a well-coordinated 
and integrated network. Figure A presents a map of Switzerland and highlights the city of 
Zurich within the country.  

 

 

 

 

 

 

 

 

 

 Figure A: Map of Switzerland 
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Figure B presents a map of 
the Province of Ontario and 
locates the city of Toronto 
within it. Despite the 
current problems that exist 
within its transit system, 
Toronto was once 
considered a pioneer for its 
forward-looking approach 
to public transit. This 
success has been 
overshadowed by suburban 
sprawl and the dependency 
on the automobile 
contributing to today’s 
declining ridership levels.  

 

The literature suggests that direct changes in fares and pricing can result in an 
increase in riders as well as contribute to modal shifts. Transportation within the 
canton of Zurich, for example, saw significant success in its transit system after it 
implemented a multi-modal fare system that eased transfers and promoted heavily 
discounted passes. More specifically, a simplified fare structure, coordinated system, 
technology, pricing incentives, fare collection and fare recovery are all factors that can 
have a direct impact on the success of a transit system. These features are all directly 
related to the level of service, frequency and convenience that a system can provide. 

Methodology 
A comparative case method was used in this report in order to identify areas of 
comparability and difference between Zurich and Toronto’s transit systems. Since Zurich 
has long been considered a pioneer in successful public transportation systems it was used 
as a basis of comparison in order to understand how fare systems can be structured in order 
to help encourage transit use and increase ridership levels. An extensive literature review 
helped to establish the evaluative framework used throughout this report. Specifically six 
criteria, as shown in Table 1, were developed in order to assess the current fare structure 
and incentives present in the Zurich and Toronto’s public transit systems. For each 
criterion, each city was assessed on an individual basis followed by a comparative section 
in order to highlight the areas of similarity and difference.  

Figure B: Map of Ontario, Canada 
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Analysis 
Table A presents a summary of these findings from the analysis chapter of the report. 
Please note that a more detailed analysis can be found in Chapter 4. 

Table A: Findings from the Case Study Analysis 
Criteria Zurich Toronto 

6 5 
Fare Pricing 
• Number of Passes available 
• What is the fare structure? Zonal Single System 

Yes Yes 

Yes Yes 

Coordinated Ticketing System 
• Can individuals use one pass on various 

means of transit? 
• Can individuals use one pass as they 

travel outside of the city 
• Is the city’s transit/fares incorporated 

into the region? Yes No 

Yes 
 

Some 

Yes No 

Travel Incentives 
• Are there off-peak travel incentives? 
• Are there: 

o Discount Cards 
o Promotional discounts Yes Sometimes 

  

Yes Yes 
Yes Yes 
Yes Yes 

Yes (up to 4) No 

  

Yes Sometimes 

Technology 
• Are There: 

o Printable maps/schedules 
o Trip Planner 
o Transit information center 
o Different Languages 

• Is there automated traveler transit 
information: 

o At the stop? 
o On the vehicle? Yes Sometimes 

  
Self-Service Boarding or Entrance 

Readily Available Limited 

Fare Collection and Costs 
• Proof of payment 
• Ticketing Machines 
• Simple Fare Structure 

o Number of fare zones 45 1 

**$913,991,544 $1,286,957,165 
$522,792,661 $859,511,656 
567,000,000 471,233,000 

Fare Recovery (based on 2009 Figures) 
• Expenditures  
• Revenues  
• Ridership Level  
• Per Capita Ridership 422 188 

** Please note that the ZVV expenditures likely include both operating and capital expenses making a 
direct comparison with the TTC not possible.  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Recommendations 
A series of recommendations were developed, to address the ways in which the TTC and 
transit within the GTA could be enhanced. This strategy focuses on improvements for the 
first 5 criteria, which if implements, could in turn, help increase the financial success of the 
overall system.   
 
Fare Pricing  
• Introduce more passes to better meet the needs of riders 
• Offer annual passes with greater financial incentives 
• Coordinate fares with surrounding transit authorities 
 
Coordinated ticketing system  
• Extend the validity of the GTA pass to monthly and annually  
• Consider moving to a zonal system across the GTA  
• Coordinate transit systems across the GTA 
 
Travel Incentives  
• Offer off-peak transit passes (or fares) on both the TTC and GO Transit 
• Offer promotional discounts that combine transit with a local attraction or event 
• Introduce a discount card that applies to transit across the entire region (TTC, Go 

Transit, Via Rail, Greyhound) 
 
Technology  
• Provide transit information in both official languages 
• Improve information available at transit stops (route numbers, timetables) 
• Introduce real-time information on-board all transit 
• Introduce real-time information at all major transit stops and stations 
 
Fare Collection and Costs  
• Introduce ticketing machines at all major stations, equipped to sell all types of passes 
• Implement self-service boarding at peak hours on bus and streetcar routes in order to 

minimize boarding times. 

Conclusions 
In order to see improvement in Toronto’s public transit system many small adjustments 
need to be made in order to make the transit experience more straightforward and 
financially attractive. While there were many similarities between Zurich and Toronto’s 
transit systems, Zurich consistently outperformed Toronto on all six criterions.  

Implementing some or all of the recommendations put forth in this report could help 
increase the number of people who opt to use transit. This, in turn, will allow the TTC to 
maintain and improve its fare recovery ratios and help ensure the success of the transit 
system in the future. 
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1.0 Introduction 

The purpose of this report is to develop an understanding of the role that fares play in 

producing and maintaining high ridership levels and successful public transit systems. 

More specifically, this comparative analysis looks at the system of fares and incentives in 

two cities: Zurich, Switzerland and Toronto, Canada. Public transportation systems have 

evolved quite differently in North America and in Europe; these variations provide a 

valuable opportunity to gain greater insight into strengths and weaknesses associated with 

the fare structures and incentives offered in different transit systems. (Pucher, 1995, 99). 

Based on a review of the relevant literature, Zurich’s public transit system is consistently 

regarded by scholars as being one of the best in the world (Cervero, 1998; Nash & Silvia, 

2001; Mees, 2010; Pucher & Kurth, 1996; Newman & Kenworthy, 1998). Zurich’s transit 

system was therefore used as a point of reference throughout this report to help develop 

recommendations and guidelines to improve Toronto’s public transit system.  

This report seeks to answer the question: “What can Toronto learn from Zurich’s fare 

structures practices?” Both cities will be evaluated based on six criteria developed from 

transportation literature, these include: 

1. Fare Pricing  

2. Coordinated ticketing system  

3. Travel Incentives  

4. Technology  

5. Fare Collection and Costs  

6. Fare Recovery 

Personal experience with both systems will also be taken into account when conducting 

the analysis.  

Scholars have recognized Zurich, Switzerland as having one of the world’s most 

successful public transportation systems with it’s success reflected in its high per capita 
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ridership levels (Cervero 1998, 298; Newman and Kenworthy 1999, 200). It is for this 

reason, among others discussed in further chapters that Zurich was chosen as a “best 

practice” case.  

Figure 1 provides a map of the Canton of Zurich and highlights the city of Zurich within 

the greater region. Switzerland is a federal republic made up of 26 cantons. The focus of 

this report is on the canton and city of Zurich, which is located in the northeastern part of 

Switzerland.  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 1: Canton of Zurich Map 

Source: World of Maps 
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Toronto was the second case chosen for this analysis as it is one of the most important 

metropolitan centres in Canada and its public transportation system plays an important 

role for citizens within the city and the region at large. Despite the fact that Toronto was 

considered to be an early pioneer with regard to its public transit system, especially for its 

service planning and intermodal connectivity, in recent decades many aspects of it, 

including its fare structure, have not benefited from the technological improvements that 

many other major cities have. It is therefore important to help identify areas in which the 

TTC can improve in order to help obtain higher ridership levels throughout the city’s 

public transit. Figure 2 provides an overview of the city of Toronto and situates it within 

the Greater Toronto Area. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 2: City of Toronto Map 

Source: City of Toronto 
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The focus of this report is a comparison between the cities of Toronto and Zurich. 

However, due to their different sizes, the Canton of Zurich is also used throughout the 

analysis to provide another basis for comparability. It is important to note that while these 

two cities may differ in size, their roles within their respective countries remain similar. 

Additionally, both have well established transit systems that have existed for comparable 

lengths of time.  The purpose of this report, therefore, is to use Zurich as a model to help 

better understand the ways in which Toronto’s fare system could be improved. 

This report consists of five chapters. Chapter 2 comprises a literature review which 

provides the necessary background information on public transportation, the justification 

for selecting Zurich, Switzerland as a model, Toronto’s transit history and an overview of 

the role that fare structures play in creating and maintaining a successful public 

transportation system.  

Chapter 3 describes the methodological approach used to answer the research question 

and provides justification for selecting a comparative case study for this analysis. This 

chapter highlights the key sources of data used throughout the report and discusses the set 

of criteria used to analyze Toronto and Zurich. More specifically, six criteria were 

developed from the relevant literature in order to assess the fare structure within each 

system. These include: fare pricing, coordinated ticketing system, travel incentives, 

technology, fare collection and costs, and fare recovery. The final sections of this chapter 

address the possible research limitations that may be present as well as explain how 

validity, reliability and generalizability are addressed throughout the report.  

Chapter 4 analyzes the criteria established in the previous chapter. This chapter is further 

broken down into subsections in order to apply each criterion to Toronto and Zurich. 

While each city is assessed individually in these sections, there is a comparison at the end 

of each criterion that’s helps to summarize the similarities and differences that exist.  It is 

important to note that all figures discussed throughout this report are represented in 

Canadian dollars. Section 4.1 focuses on fare structure and seeks to determine the price 

per trip, number of passes available and overall fare structures that exists within each 

system. Section 4.2 assesses the degree of coordination within each system as well as 
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with the surrounding region. This is done primarily by evaluating the ease with which 

one can travel across different modes of transit within a system as well as how fares are 

affected when one travels into surrounding regions. Section 4.3 looks at whether there are 

fare or pass incentives in place in order to encourage residents to use public transit as 

well as travel at off peak hours. Section 4.4 highlights how technology is used to help 

contribute to ease of use as well as improve accessibility to information. The focus in this 

section is on the presence of fare and scheduling information via websites, telephone 

services and tourist information offices as well as the availability of information on-board 

and at transit stops. Section 4.5 assesses the type of payment method employed with a 

focus on self-service versus payment at time of boarding systems, as well as payment 

convenience and ease of use. Section 4.6 analyzes the expenditures, revenues and 

subsidies generated by each transit agency and looks at the annual ridership levels 

achieved in order to develop a better understanding of each system. 

Chapter 5 summarizes the overall findings from this analysis and presents 

recommendations for the city of Toronto. The conclusions drawn from this report help to 

highlight the potential areas of improvement within Toronto’s public transit system in 

order to help increase ridership levels and improve the overall quality of the service.  
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2.0 Literature Review 

Public transportation systems play a vital role in encouraging connectivity throughout a 

region and in supporting more sustainable means of travel. The purpose of this chapter is 

to highlight the importance of fare structures and incentives in improving ridership levels 

and creating a more successful public transportation system. It is equally important to 

establish Zurich as a “best practice example” in order to validate the methodological 

approach chosen for this report.  This will help develop an understanding of why Zurich‟s 

public transit system is regarded as one of the best in the world as well as to develop 

ideas about how the City of Toronto can potentially improve its system. The main 

approach is to identify the role that public transportation plays within a city, understand 

the current transit systems in Zurich and Toronto and emphasize the key elements that 

scholars have identified as contributing factors to ridership growth and fare structures. 

2.1 Importance of Public Transportation  

Cities around the world and their citizens are affected by transportation on a daily basis. 

Urban transport issues are becoming more prevalent and the widespread use of private 

automobiles has created the need for planners to re-evaluate transit development options 

in urban areas. Understanding the complex relationships between land use, transit and the 

environment is vital to managing growth and improving the quality of cities. 

 

Effective transportation systems and reliable infrastructure are important elements of 

sustainable transportation and can help alleviate the current strain on metropolitan 

regions. Today, Canada is the only OECD country in the world not to have federal 

programs for public transportation operations or capital investment and, in Ontario, the 

government limits the sources of transit subsidies to property taxes (Soberman 2002, 

386). Cities and residents alike need to understand the benefits of an effective and 

efficient transit system. The cost of the services and the fare structures are crucial 

elements to a public system. Although there has been an increase in ridership for inter-

regional commuter services as well as public transit in the last decade, the “market share 

of total trips represented by public transit, including walking, continue to diminish” 
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(Golden & Brender 2007, 6). Levels of transit ridership are influenced by service, 

frequency and convenience, improvements that can often be achieved cost-effectively 

(Golden & Brender 2007, ii).  Improvements in public transit are therefore vital to attract 

greater support and increase ridership levels. 

2.2 Zurich, Switzerland – A Model  

Zurich, Switzerland is consistently recognized by scholars as having one of the best 

public transportation systems in the world, resulting in one of the highest per capita 

ridership levels worldwide (Cervero 1998; Nash & Silvia, 2001; Mees, 2010; Pucher & 

Kurth, 1996; Newman & Kenworthy 1998). There appears to be consensus among 

scholars that one of the main reasons for Zurich‟s success is that its system functions as 

an integrated network and “encompasses all the factors that matter to public transit 

customers: frequency, coverage, speed, reliability, safety and quality” (Mees 2010, 131; 

Nash & Sylvia 2001, 41).  When faced with growing traffic congestion the city 

responded, not through the expansion of roadways, but by reorganizing them to 

accommodate more public transit. This decision, along with an effective traffic 

management plan, the incorporation of a regional transit authority (ZVV) and fare 

incentives, helped Zurich achieve high rates of success for its public transportation 

system (Cervero 1998, 299). Cervero argues that these significant gains in ridership can 

be attributed to “improved service and fare coordination (through the ZVV), deeply 

discounted fare offerings, and a continuation of auto-restraint measures” (1998, 302). Not 

only has Zurich seen a continuous growth in transit ridership levels, it is also important to 

note that it has been able to maintain low levels of automobile ownership and traffic 

congestion (Cervero 1998, 314). 

 

Public transportation ridership in the city of Zurich is remarkably higher than other major 

cities within Switzerland and is amongst the highest in the world on a per capita basis 

(Nash and Sylvia, 2001; Mees, 2010). “In 2000, 66 per cent of people who lived and 

worked in the city traveled to work by public transport, with 16 per cent walking or 

cycling, and only 19 per cent traveling by car” (Mees 2010, 131). High ridership levels 

and an extremely efficient system are two reasons why Zurich‟s transport system is 
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known worldwide. A major factor in its success is the introduction of a regional transit 

federation. It began in 1990 when the canton made the decision to create a single 

organization that would include all modes of transport under one fare (Mees, 2010, 135; 

Cervero 1998, 314). Today, the ZVV (Zurcher Verkehrsverbund) is the organization that 

is responsible for transit throughout the entire Canton of Zurich. The ZVV “oversees and 

coordinates the transit service offerings of forty-three independent transit companies and 

agencies: two federal operators (SBB and PTT)… two municipal transit authorities 

(Zurich and Winterthur)… twenty-nine public and private bus companies, and six 

specialized operators (ferries, funiculars and gondolas)” (Cervero 1998, 314). This 

coordination has led to more efficient services that has connected all modes of transit, 

trains, trams, buses and waterboats, into a “multi-modal fare system” in order to ease 

transfers and make the system more straightforward (Mees 2110, 135). Additionally, the 

system has combined “heavy discounts for monthly tickets with high cost-recovery and 

low subsidies per trip” (Mees 2010, 175). Overall the ZVV plays a vital role in fare 

collection, timetables and overall system performance.  

 

While the ZVV oversees and coordinates transit throughout the entire canton, the city of 

Zurich has its own transit agency, the Zurich Public Transport (VBZ – Verkehrsbetriebe 

Zurich). It is responsible for operating the transport services within the City of Zurich 

Transportation Network and to provide citizens with public transit all days of the year for 

a minimum of 20 hours per day. The most recent figures state that the VBZ carries just 

over 318 million passengers annually (Verkehrsbetriebe Zürich 2011).  

 

“The Zurich Canton is divided into 45 fare zones roughly corresponding to 

municipalities, and passengers pay by the number of zones traversed, regardless of the 

number of transfers made” (Mees 2010, 137). In 2009 the population of the City of 

Zurich was 380,499. The greater Zurich agglomeration, consisting of the city as well as 

130 communes, has a total population of 1.17 million (Stadt Zurich 2).  
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2.3 Toronto, Canada 

Despite the problems that continue to dominate its current public transportation system 

Toronto is considered by many to have been a pioneer early on with regard to public 

transit. More specifically, it is commended for its decision to invest in subway lines 

rather than building additional expressways and for its forward looking approach to 

centralized land use and transportation planning (Cervero, 1998, 83; Soberman, 2002, 

386). While the majority of urban centres in North America were plagued with problems 

created by automobile dependence, the City of Toronto was able to avoid many of the 

consequences brought on by major expressway developments. It was able to do so by not 

allowing them to be constructed through well-established neighbourhoods, a practice that 

was commonplace in many other cities (Soberman, 2002, 385). Instead, a widely used 

public transportation system was built and incorporated into the urban centre (Soberman, 

2002 385). The success of Toronto‟s public transit was soon overshadowed by suburban 

growth and sprawl, which favoured the speed and convenience of the private automobile. 

The lack of “strong central planning” outside of Toronto has helped contribute to sprawl 

and automobile dependence (Soberman, 2002, 391). Toronto has seen little expansion in 

its services and its ridership levels are declining as jobs become more decentralized 

(Cervero 1998, 85). Toronto‟s regional commuter rail system has, to some extent, helped 

maintain ridership levels through the commuter services it provides across the Greater 

Toronto Area. Today, Toronto is currently in the process of drafting a comprehensive 

transportation plan that recognizes the interdependence among “land use, urban design, 

urban transit, and the characteristics of the road system... the main thrust implied by this 

vision is to reduce automobile dependence and improve the competitiveness of transit” 

(Soberman, 2002, 387). This provides the city with an opportunity to evaluate the transit 

systems of other cities in order to develop the most effective strategy for transportation. 

 

Today, there are approximately 5,200 km of roads covering the city of Toronto which are 

laid out in a grid that help “facilitate reasonable coverage of the entire area by surface 

transit, supplemented by a few expressways and a subways network” (Soberman, 2002, 

387). The city of Toronto has somewhat of an integrated fare system operated by the 
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Toronto Transit Commission (TTC) with partnerships extending into neighbouring 

municipalities. Currently, Toronto‟s Subway consists of 4 lines, 2 providing access to the 

downtown core, with the Yonge transit line being the backbone of their entire system and 

the one that has the highest level of ridership (TTC 2009, Operating Statistics). The 

Yonge line has the capacity to run 40 trains per hour but presently the system only 

operates about 28, due to turnaround and long station dwell times (Soberman, 2002, 387). 

Numerous bus routes and streetcars work to enhance the connectivity throughout the city 

while a variety of commuter train lines service the surrounding region. It is important to 

note that Toronto‟s TTC is a relatively successful system from a North American 

perspective. Despite the vast area expansion, lack of appropriate funding and transit 

priority it is still managing to attract a significant number of riders to use its services. 

2.4 Successful Transportation Systems and the Role of Fare 

Structures 

There are a wide variety of factors that influence the success of a transportation system. 

The purpose here is to understand how various aspects of fare structures and incentives 

can help encourage ridership and create a more integrated system. “Fares are fundamental 

to the operation of public transport since they form a major source of income to 

operators” (Paulley et al., 2006, 296). Additionally, fares and pricing options have also 

had indirect effects on reducing traffic congestion as well as improving payment 

methods. Direct changes in fares can affect ridership levels as well as revenues while 

indirect changes can influence the use of different modes of transportation. John Pucher 

and Stefan Kurth conducted an analysis of five successful transit systems in Europe and 

were able to determine that “service expansion, improvement in service quality 

(especially better coordination), more attractive fares, and extensive marketing 

campaigns” are key factors in explaining the success of the public transportation systems 

(1996, 280). They argued that a simplified fare system is essential for riders and that 

successful transit systems are those that offer “one integrated route network, one 

consolidated timetable, one unified fare structure and ticketing systems for the entire 

metropolitan region” (1996, 280). 
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One of the main lessons that Cervero draws from his book, Transit Metropolis, is the 

importance of having a coordinated regional approach to transportation and fares (404). 

He argues that “these umbrella organizations ensure that problems that commonly 

plagued regional transit services – such as fare penalties for transferring, conflicting 

timetables and interagency rivalries – are eliminated” (404). A coordinated ticketing 

system is an important aspect of a transit system as it encourages ease of use, speed of 

boarding and a variety of transport options (Mees 2010, 175). An integrated approach to 

transit and fares that provides a variety of trip options is also a common feature found 

throughout successful transit metropolises. 

 

Another important aspect of a successful transit system is that a significant investment 

must be made to provide information to passengers. This can be done through 

individualized timetables, personalized route and fare information and customer service 

available in person, online and over the phone (Pucher & Kurth, 1996, 283). Equally as 

important are systems that provide real time information about the status of trains, buses, 

subways and trams at major stations, at each stop and within each vehicle (Pucher & 

Kurth, 1996, 283). Technology and access to information play major roles in improving 

accessibility and in enhancing a transit service. 

 

Literature also suggests that it is equally important for a system to offer a range of ticket 

and pass options in order to better meet the needs of each individual rider and incentives 

during off-peak periods can also help encourage ridership levels and expand benefits for 

frequent users (Pucher & Kurth, 1996, 286). An integrated fare structure, which offers 

attractive monthly and annual tickets with significant discounts from single priced tickets, 

is found to be an important component in numerous successful transit systems (Pucher & 

Kurth, 1996, 285). This provides a greater incentive and convenience for regular riders to 

buy long term passes.  

 

A successful public transportation system must have a transit agency that has jurisdiction 

over an entire urban area, control a system‟s finances and operate independently from the 

political realm (Mees, 2010, 160). What seems to be most popular and is found in both 
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Toronto and Zurich is a semi-autonomous public authority. In Toronto, the TTC‟s board 

is composed of elected councillors while the ZVV includes local government 

representatives and is chaired by the Cantonal minister for transport (Mees, 2010, 161). 

Where these agencies differ is the level to which they each operate and delegate the 

various services. Zurich, for example, uses a „federation‟ approach whereby there is a 

“clear tendency to separate tactical and operational functions… through private 

contracting” (Mees, 2010, 161); whereas Toronto operates entirely in-house in order to 

ensure appropriate resource distributions. Paul Mees suggests that perhaps Toronto 

should learn from Zurich‟s federation model in order to be able to integrate its services 

with those transport agencies serving the Greater Toronto Area (GTA) (2010, 161). 

2.5 Conclusion 

There are many similarities in the way in which Toronto and Zurich established their 

transportation systems. The main difference between these two cities is the way in which 

they have chosen to evolve their respective systems which, in turn, has had a direct 

impact on the success of public transportation. Zurich has been able to create a system 

that is reliable, effective and cost effective for its citizens. Its system continues to be 

acknowledged by scholars as one of the best in the world and can be used as a model for 

others. Zurich‟s transportation promotes a variety of travel incentives and rewards 

frequent users. It is for these reasons, among others, that Zurich has seen high levels of 

public ridership and low levels of automobile use, particularly in its city centre. The 

situation with Toronto‟s public transit is quite different. While it had a similar start to that 

of Zurich‟s it soon became overcome by issues related to sprawl and automobile 

dominance was not been able to achieve ridership levels and overall system success. 

Toronto has the potential to significantly improve its transportation systems; what 

remains a question is whether they will learn from other urban centres and take the 

opportunity to properly develop and enhance their own systems. 
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3.0 Methodology 

A comparative research method is used in this report to assess the fare structures of the 

public transportation systems in Toronto, Canada and Zurich, Switzerland. Section 3.1 of 

this chapter describes the reasons as to why a comparative case study was chosen and 

how it was used to answer the research question. Section 3.2 provides greater insight into 

the comparative case study method while Section 3.3 highlights the important literature 

and documents that were used to develop the criterion and conduct the analysis. Section 

3.4 outlines the six criteria that were applied to each city in order to systematically 

evaluate specific factors that contribute to successful transit systems (Hantrais 2). The 

success of public transportation systems were measured based on the following criteria: 

1) Fare Pricing; 2) Coordinated ticketing system; 3) Travel incentives; 4) Technology; 5) 

Fare Collection; and Costs 6) Fare Recovery. The final section of this chapter discusses 

the ways in which validity, reliability and generalizability were established as well as 

some of the major limitations of the chosen research method. 

3.1 Case Selection 

There are numerous reasons as to why Zurich and Toronto offer a good basis for 

comparison. While the two cities differ in size, their role within their own country is 

rather similar. Both are considered to be major financial centres in their respective 

countries with multifaceted transit systems they are committed to maintain and improve. 

Toronto and Zurich also both offer a variety of public transportation options, ranging 

from trams to buses to trains as well as access to regional rail services.  

Another area of comparability that exists is that both transit systems were established 

around the same time; both Toronto and Zurich have a long history of providing public 

transportation dating back to the 1890s where they first provided streetcar and tram 

services (Mees, 2010, p.130; Toronto Transit Commission, 2009, “System Quick Facts”). 

In the 1950s, both cities began to struggle with their public transport systems as suburban 

sprawl began to develop. The way in which each city approached the problem helped to 

shape the systems that are in place today. Toronto in the 1950s was a high-density city 

served by a public transportation network. The development around the city, however, 
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was experiencing increasing sprawl and had little public transit options as the system did 

not extend to these areas. With funding from the federal government, the city was able to 

expand into neighboring municipalities and grew its subway and bus routes to service the 

growing metropolitan region (Mees, 2010, p.98). Unfortunately, these expansions were 

not enough to combat the popularity of the private automobile and Toronto soon began to 

see a decline in ridership levels. Unlike Toronto, Zurich in the 1950s was providing its 

residents with an “excellent service, and also operated buses into adjoining 

municipalities” (Mees, 2010 p. 133). The city was also faced with pressures from sprawl 

but, due to high levels of political support and public participation, Zurich was able to 

implement Canton wide improvements regardless of low suburban density (Mees, 2010, 

p. 133). The similar establishment and evolution that both cities experienced provides a 

good basis of comparison of the two systems today.  

Overall, conducting a comparative case study analysis is a valid method for this report 

since the overall goal of the research is to understand how certain factors help improve a 

transit system and develop “operational links needing to be traced over time” (Yin, 2009, 

p.9).  The evaluative framework developed in this chapter provides the opportunity for 

planners and cities to understand the role that fares and incentives play in the success of a 

transportation system and as a prominent factor in encouraging ridership. 

3.2 Comparative Case Study 

A case study was chosen as it presents a valuable methodological approach and helps 

“illuminate complex, social and political dimensions that are difficult to convey any other 

way” (Cervero, 1998, p.22). According to Yin, a case study method is one that 

“investigates a contemporary phenomenon in depth and within its real-life context, 

especially when the boundaries between phenomenon and context are not clearly 

evident” (2009, 18). More specifically, opting to conduct a comparative analysis can help 

to mitigate some of the problems that single case studies can have such as lacking focus 

of not being clearly defined (George & Bennett, 2005, 70). The comparative analysis 

conducted in this report will use John Stuart Mill’s method of difference to compare 

Toronto and Zurich. The aim of this method is to use two different public transportation 
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systems and examine a variety of variables that are present in each system in an attempt 

to find points of comparability and difference (Hantrais, 2009, 61). “The causal 

relationship is established by collecting data for all cases assumed to be similar in terms 

of contextual features, so that variables can be looked at and investigated as causal or 

explanatory” (Hantrais, 2009, 61). Since Zurich has long been considered a pioneer in 

successful public transportation systems it will be used as a basis of comparison in order 

to understand how fare systems can be structured in order to help encourage transit use 

and increase ridership levels. 

A large proportion of this report will deal with qualitative data obtained from government 

documents, journal articles as well as information gathered from the major transit 

authorities in each city. There will also be a quantitative realm to this case study through 

the collection and comparison of fare prices and ridership levels, supplemented with a 

qualitative analysis. Six criteria were developed and applied to each city in order to 

ensure the collection of homologous types data (George & Bennett 69). A stringent 

methodological approach and analysis were important in order to ensure the validity and 

reliability of the results obtained. 

3.3 Sources of Data 

The information gathered for this report consists mainly of a literature review as well as 

an analysis of primary and secondary documents. The literature review is an important 

component as it helps to establish Zurich’s role as a best practice model and to ensure 

that relevant criteria are being used to measure each system’s fare structures. A 

comparative case study approach is an effective approach since the purpose of this report 

is to evaluate a contemporary event through the use of various sources of evidence and, to 

develop an understanding of the decisions that influenced the overall success of public 

transportation in some regions (Yin, 2009, 114). For Toronto, primary documents consist 

of government documents, including those from the Ontario Urban Transit Handbook and 

reports from the Toronto Transit Commission. Primary documents for Zurich consist of 

government publications, including Stadt Zurich Statistik 2009 as well as reports from 

the Swiss Confederation, the Zürich Transport Network (ZVV) and Census data.  
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Secondary data includes works from scholars such as Paul Mees, Peter Newman & 

Jeffery Kenworthy, Robert Cervero, John Pucher & S. Kurth, Hermann Knoflacher and, 

Richard Soberman, among others. These scholars were particularly important in 

establishing Zurich as a developing the criterion used for the analysis and to the literature 

review. A significant amount of data was also collected through the transportation 

websites of each city (TTC (Toronto Transit Commission), Metrolinx, the VBZ 

(Verkehrsbetriebe Zürich), ZVV (Zürcher Verkehrsverbund) and the SBB 

(Schweizerische Bundesbahnen). All monetary figures are presented in Canadian dollars 

and exchange rates were obtained using the following website: www.xe.com. Finally, 

personal experience and site visits were used to complement findings and help contribute 

to a better understanding of each system in order to present a well-rounded evaluation of 

each system.  

The criteria developed and discussed in the following section are based on the works of 

the following authors:  

 Balcombe, R, Mackett, R, Paulley, N, Preston, J, Shires, J, Titheridge, H, Wardman, 

M, White, P. (2004). “The Demand for Public Transport: A Practical Guide”. TRL 

Report. 

 Grey, Alexander & Lewis, David. (1975). “Public Transport Fares and the Public 

Interest”. Town Planning Review, Vol. 46, No. 3, 293-313. 

 Mees, Paul. (2010). Transport for Suburbia – Beyond the Automobile Age. Earthscan,  

London.   

 Nash, Andrew & Silvia, Ronald. (2001). “Implementation of Zurich’s Transit Priority 

Program”, Mineta Transportation Institute, USA.  

 Pucher, John & Kurth, S. (1996) “Verkehrsverbund: the success of regional public 

transport in Germany, Austria and Switzerland”, Transport Policy, vol. 2, no. 4, 

pp279-291. 

 TranSystems Corporation Medford. (2005). TCRP Report 111: Elements Needed to 

Create High Ridership Transit Systems: Interim Guidebook. Federal Transit 

Administration. 

 Van de Maas, Caroline.  (1998). Successful, Public Transport in Urban Regions: A 

European Study on Policy and Practice. Transport Research Centre (AVV), Dutch 

Ministry of Transport, 201-212. 
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3.4 Evaluation Criteria 

The following section outlines the evaluation criteria that are used in this report. Each of 

the six criterions looks at a specific aspect of a fare system in order to better understand 

their contribution to increasing ridership levels and improving transit systems. 

3.4.1 Fare Pricing 

The availability of different fares and passes plays a significant role in encouraging 

individuals to use public transit (Grey & Lewis 1975, 296; Van de Maas 1998, 210). A 

direct comparison of costs associated with individual tickets, day passes, and monthly 

passes is conducted in this section. This criterion also considered the number of passes 

available as well as the fare structure in each system. An inventory of the available passes 

was made and the analysis section looked at the level of discounts offered by these passes 

in relation to single ticket fares. 

3.4.2 Coordinated Ticketing System 

A coordinated ticketing system is an important aspect of a public transit system (Nash & 

Silvia, 2001, 104-108; Van de Maas, 1998, 205-207; Pucher & Kurth 1999, 285). This is 

important both across different modes of transportation as well as with neighboring 

regions. The major transportation agencies websites were consulted in order to determine 

the level of coordination among systems. More specifically, in Zurich the Routes and 

Zones section of the ZVV website are used and, in Toronto, the Zone Fares and System 

Map are consulted. Regional transit websites are also used in this section in order to 

assess the degree of integration and ease with which passengers can use and travel across 

systems. Personal experience with both of the systems is considered in the analysis 

section of this report as well as findings from journal articles. Finally, system maps are 

used to illustrate the findings from each city and help demonstrate the connectivity 

throughout the entire system. 

3.4.3 Travel Incentives 

Creating effective travel incentives can help encourage residents to better utilize the 

available transit options and to increase ridership during off peak times (TCRP Report 

111; Pucher & Kurth 1999, 287). The fare and ticketing pages of the local and regional 
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transit websites are consulted in order to determine what off-peak travel incentives are 

available. This section evaluates the costs associated with the various travel incentives as 

well as the number of different options that are offered.  

3.4.4 Technology 

The use of technology, as a means of improving a passenger’s access to information, is 

an important aspect of a public transportation system. It affects the availability of 

information and the ease with which riders can use the system (TranSystems Corporation 

Medford, 2005, 7-1; Balcombe et al., 2004, 91; Van de Maas, 1998, 209-210; Pucher & 

Kurth, 1999, 283). This section consists of an analysis of the transit authorities websites 

as well as through personal observation. Most specifically, this section looks at how 

people are able to access information. A system’s success is determined through the 

availability of: route and fare information, an online trip planner, an information centre, a 

phone information service, the availability of information at each stop and the number of 

languages that the information is available in. The second part of this criterion looks at 

the transit information presented at a transit stop and on-board and its contribution to ease 

of use and reliability of service. 

3.4.5 Fare Collection and Costs 

The way in which fares are collected is also an important consideration in understanding 

a transportation system (TranSystems Corporation Medford 2005, 8-1; TCRP Report 

111). This criterion looks more specifically at the proof of payment method being used 

(self-service fare collection vs. payment at the time of boarding), the payment 

convenience (tokens, Automatic passenger counter systems (APC), random fare 

inspections) and the simplicity of the fare structure (user-friendliness). Exact fares and 

passes are, for example, straightforward ways that can help reduce boarding times and 

increase overall efficiency (Soberman, 2001, 16). A positive ranking was given to 

systems that encourage ease of use and that provide numerous options for users. 
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3.4.6 Fare Recovery 

This criterion looks at the expenditures and revenues generated by fares and how they 

indicate a system’s efficiency and effectiveness. In particular, it looks at the amount of 

revenue brought in by specific types of fares and passes as well as the annual income 

each transit agency makes. The 2009 Annual Report from the Zürich Transport Network 

(ZVV) and the 2009 Ontario Urban Transit Handbook will be used to evaluate each 

transportation system. Government subsidies are another important source of funding that 

can help transit agencies cover operating deficits as well as capital investments 

(Soberman, 2001, 36). This criterion looks at the expenditures, revenue, annual income 

and per capita ridership levels present in each transit system.  

3.5 Data Analysis 

A comparative section is included within each evaluation criterion in order to summarize 

the main similarities and differences that exist between the two systems. Detailed 

summary tables are also included in order to illustrate key findings. Additionally, an 

evaluation table will be used to provide a general overview of some of the main points 

assessed in each section. Table 1 provides an overview of the some main components of 

each evaluation criteria while a completed table can be found in Chapter 5 (see Table 

14). 

According to Yin there are four tests that can be applied to ensure the quality of research 

(2009, 40). These tests help to ensure construct validity, internal validity, external 

validity and reliability. Construct validity was established through the use of multiple 

sources of data. Information from each country’s local and regional transportation 

agencies is used in conjunction with scholarly journals and personal observations in order 

to effectively analyze the data collected.  

Internal validity was particularly important during the analysis chapter of this report. 

Internal validity was established through an extensive literature review.  Six major 

criteria were developed based on the works of several scholars and an evaluation matrix 
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was created to properly analyze and document results. A limitations section was also 

included in this chapter to identify the possible shortcomings of the comparative method. 

Thirdly, it was necessary to ensure external validity in research, particularly in the design 

phase. The importance here was on whether one’s findings can be generalizable and 

applied to other case studies (Yin 2009, 43). External validity is less of a concern in this 

report, as the objective is not to produce a series of recommendations that can be 

generalized across all transportation systems. Instead, the purpose is to develop specific 

recommendations for the city of Toronto using Zurich as a model. 

The final component that Yin identified was a test of reliability. Yin argues that the 

objective in this case is to produce an analysis that can be replicated by another and 

obtain similar results (2009, 45). Reliability is established in this report by presenting a 

thorough methodology chapter, which has documented the steps followed to conduct the 

comparative case study.  

3.6 Limitations 

It is important to note that there are possible drawbacks to using case studies as a 

methodology, particularly in unique circumstances leading to over generalized results 

that are not always relevant (Cervero, 1998, p.22). It is equally important to be aware of 

the potential dangers that a method could pose on results and incorporate various types of 

data in order to minimize research gaps, ensure accuracy of findings and promote 

construct validity. While fares are an essential component of a transportation system, they 

are not the only factor that may influence ridership levels. With this said, the purpose of 

this study is not to produce generalizable findings but to produce specific 

recommendations for the City of Toronto focusing on one specific aspect of public 

transportation systems. 

A potential limitation in this comparative analysis is the fact that one of the case studies 

is located in Europe, making additional site visits and personal observations not a feasible 

option for this study. With this said, having lived in Zurich for three months should allow 

for a significant understanding of the city and its transportation system.  
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Another possible drawback is that there is considerable difference in the population of 

Toronto and Zurich. In 2006, the population within the City of Toronto was just over 2.5 

million (City of Toronto, 2010). The city of Zurich, on the other hand, has a population of 

380, 500 and the canton has an overall population of over 1.3 million. Both the city and 

canton of Zurich are consulted in the analysis in order to have a better understanding of 

how size may impact transit. Additionally, the city of Toronto pre-amalgamation is also 

considered in this report, as it was very comparable in size to the city of Zurich. While 

today the cities differ in size, the most densely populated areas of both cities are quite 

similar. The fact, that Zurich, the smaller city, has been able to achieve high ridership 

levels with a smaller and less dense population may suggest that there may be an even 

greater opportunity for Toronto to learn and improve. 

Finally, since the majority of the analysis was done using qualitative methods the 

evaluation may lend itself to bias and subjectivity. This limitation was reduced through 

the use of multiple sources of data, a thorough literature review and the incorporation of 

findings from other scholars into the methodology and analysis chapter.  
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Table 1: Overview of Evaluation Criteria 

 

Criteria Zurich Toronto 

Fare Pricing 

 Number of Passes available 

 What is the fare structure? 

  

  

Coordinated Ticketing System 

 Can individuals use one pass on various 

means of transit? 

 Can individuals use one pass as they travel 

outside of the city 

 Is the city’s transit/fares incorporated into the 

region? 

  

  

  

Travel Incentives 

 Are there off-peak travel incentives? 

 Are there: 

o Discount Cards 

o Promotional discounts 

 

 

 

  

  

Technology 

 Are There: 

o Printable maps/schedules 

o Trip Planner 

o Transit information center 

o Different Languages 

 Is there automated traveler transit 

information: 

o At the stop? 

o On the vehicle? 

  

  

  

  

  

  

  

  

Fare Collection and Costs 

 Proof of payment 

 Ticketing Machines 

 Simple Fare Structure 

o Number of fare zones 

  

  

  

  

Fare Recovery (based on 2009 Figures) 

 Expenditures  

 Revenues  

 Ridership Level  

 Per Capita Ridership 
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4.0 Analysis 

This chapter will apply the six evaluation criteria, developed in Chapter 3, in order to 

help develop an understanding of the role that fares play in producing and maintaining 

high ridership levels and successful public transit systems in Toronto and Zurich. The 

focus of this analysis is on the City of Toronto‟s public transportation agency, TTC, and 

the public transportation provided within the City of Zurich.  

Currently, the TTC provides public transportation services throughout the city of 

Toronto, which is 622 square kilometres in size (Toronto Transit Commission, General 

Information, 2010). It operates on a grid network with four subway lines, 11 streetcar 

routes and over 140 bus routes as well as an additional 14 bus routes that travel into 

neighbouring municipalities. The TTC operates over 214.8 million kilometres and has a 

fleet of 2,924 vehicles (TTC Annual Report, 2009, 42). 

The city of Zurich is 89 square kilometres in size and the Canton of Zurich has an overall 

network area of 1,728 square kilometres (Kanton Zurich, 2009). There are 51 transport 

companies, equipped with 1,3,12 vehicles that work with the ZVV to provide 379 public 

transportation routes across the canton. (ZVV, Structure, 2009).  

While today the city of Toronto is currently more than six times the size of the City of 

Zurich, the old City of Toronto (before the 1998 amalgamation) was only 97 square 

kilometres. While there is currently a difference in size between Zurich and Toronto, the 

most densely populated areas of these two cities are quite similar and thus, still offers a 

significant basis for comparability.   

It is additionally valuable to conduct a comparison between the canton of Zurich and the 

City of Toronto in order to develop a more complete understanding of each system. The 

Canton of Zurich is approximately three times the size of the City of Toronto. It has a 

population of around 1.34 million and a population density of 778km
2
 (Kanton Zurich, 

2009). The City of Toronto, on the other hand, has a population nearly double the size of 

the canton (over 2.5 million) and a population density of 3,972 km
2
. Based on the fact 

that Toronto‟s size and density still far exceed that of the Canton, one would expect the 

TTC‟s ridership levels to be higher or similar to that of the ZVV. This is not, however, 
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the case and while the Canton of Zurich serves a much greater area, its population density 

is still far below Toronto, making its high levels of public transit ridership even more 

compelling for this comparison. This major difference highlights the potential for 

Toronto to learn from Zurich, regardless of the difference in size of the service areas. 

The following sections in this chapter apply the six evaluation criteria to both Toronto 

and Zurich in order to help determine the areas of comparability and difference between 

the two systems. The ultimate goal of this section is to develop a set of recommendations 

to help improve ridership within the City of Toronto and the TTC. 

4.1 Fare Structure  

The focus of this criterion is to determine the price per trip, the number of passes 

available within each system as well as the overall fare structure. 

4.1.1 Toronto 

Table 2 provides an overview of the cost of a single ride on Toronto‟s public 

transportation, either using cash or tokens. As is evident from Table 1, purchasing tokens 

in bulk (either five or ten at a time) reduces the price of a trip from $3.00 for adults to 

$2.50 and the same is true for seniors and students (from $2 to $1.65). This option is ideal 

for individuals who use the TTC on an occasional basis. Transfers are available for those 

opting for a single fare purchase but the transfer is only valid for travel in one direction 

within the allotted time. There is currently a pilot program underway along the 512 St. 

Clair route that permits riders to travel in any direction. Depending on the success of this 

program a time-based transfer system has the potential to be implemented across the 

entire TTC system in the future. 
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Table 2: TTC Price Per Trip 

Fare Type Cost per Trip 

Cash Single Fare Purchase Adult $3.00 

Senior/Student $2.00 

Ticket and Token Adult 5 for $12.50      ($2.50 per trip) 

 10 for $25.00    ($2.50 per trip) 

Senior/Student 5 for $8.25        ($1.65 per trip) 

 10 for $16.50    ($1.65 per trip) 

 

Table 3 provides a breakdown of the types of passes offered by the TTC. Riders have 

the opportunity to purchase monthly, weekly or daily passes and discounts are offered for 

seniors and students. Additionally, there is a transferrable weekly pass that riders may 

purchase to access all public transportation within the Greater Toronto Area (GTA). 

Currently, this pass is only available on a weekly basis and may only be purchased, with 

considerable inconvenience, starting only on the Thursday prior to the week it is valid. 

The final pass option that is available to riders is for those who use express routes on the 

majority of their journeys. For these routes there is an additional fee and riders have the 

option of paying per use or can purchase a “Downtown Express Pass” on top of a regular 

monthly pass to cover these fees.  
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Table 3: TTC Passes 

Type of Pass Description Cost 

Metropass Allows for unlimited travel in a specific month 

on all regular services. 

The adult pass is transferrable 

Adult $121.00 

Senior/ 

Student 

$99.00 

Weekly Pass Allows for unlimited travel from Monday to 

Sunday in a specific week 

The adult pass is transferrable 

Adult $36.00 

Senior/ 

Student 

$28.00 

Day Pass Unlimited travel on regular routes for one day $10.00 

Greater Toronto 

Area (GTA) 

Weekly Pass 

Allows for unlimited travel on all transit within 

the GTA (TTC, Mississauga, Brampton and 

York Region). This pass is transferrable. 

$52.00 

Downtown 

Express Pass 

Covers the additional fare that is required for 

downtown express routes (on top of regular 

fare). 

$35.50 

 

Riders do have the opportunity to transfer one‟s monthly and weekly passes to another 

user, so long as the pass is used at different travel times. (TTC, Metropass details, 2010). 

Passing back one‟s pass is prohibited and a penalty will be applied to those who misuse 

the system.  

4.1.2 Zurich 

While the VBZ is the transit authority responsible for public transportation within the 

City of Zurich, the larger cantonal authority, ZVV, oversees and coordinates between the 

various local transit agencies in order to ensure that fares and information are consistent 

and easily accessible throughout the entire zonal system.  

Table 4 provides an overview of the various fare options that riders have for a single trip 

throughout the ZVV network.  
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The local network fare is valid in all zones throughout the canton of Zurich (as displayed 

in Figure 3) except for zones 10 and 20, which correspond to the cities of Zurich and 

Winterthur. In order to travel within these two large cities a 2-zone fare must be 

Figure 3: Canton of Zurich Transportation Zones 

Source: ZVV, 2009, Routes and Zones 
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purchased. It is also important to note that while ticket prices for more than 3 zones are 

not displayed in Table 4, up to 7 zones may be purchased.  Short distance tickets may also 

be purchased at each transit stop, where a list of possible destinations is displayed on 

each ticketing machine. This option offers riders, particularly those traveling within the 

more expensive zones 10 and 20, the opportunity of a reduced fare when traveling only 

short distances. 

Table 4: ZVV Price Per Trip  

Single Ticket Fare Cost per Trip (*in $CAD) 

 

Valid 

Hrs. Adult 

Child (under 16) or 

Half-fare travel card 

Local Network ½ $2.75 $2.32 

1-2 Zones 1 $4.33 $3.06 

3 Zones 1 $6.76 $3.38 

All Zones 2 $16.69 $8.35 

Short Distance ½  $2.75 $2.32 

Source: ZVV, Ticket and Prices, 2009. 

*All prices in this chapter have been converted into Canadian Dollars using xe.com.  

The exchange rate used was 1 CHF = 1.05648 CAD which is based on the rate from 

January 26, 2011 at 1:08pm. 

 



Chapter 4 – Analysis  

 

 
29 

 

Figure 4: City of Zurich Transportation Network Operated by the VBZ (Zone 10) 

Source: ZVV, 2009, Routes and Zones 

 

Table 5 presents a list of the major passes offered by the ZVV and several of the zone 

options one can purchase. Larger zone passes may be purchased and prices are available 

through the ZVV website. 
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On top of the numerous passes available for use on the ZVV, a Half-Fare travelcard is 

also available for purchase through the SBB (Schweizerische Bundesbahnen or Swiss 

National Railway). This personal pass allows one to pay half the price of a regularly 

priced ticket and is valid for all rides throughout the Swiss public transport network, 

covering a total of 24,500 kilometres (SBB, Half-Fare Card, 2010). 

Table 7, in section 4.3.2, provides a detailed breakdown of the cost of this card based on 

purchasing periods while Tables 3 and 4 demonstrate the discounts available to a 

cardholder for trips within the Zurich Network. Applying a half-fare card to short 

distances, such as single ticket fares for a local network or 1-2 zones, may result in a 

discount that is less than 50%. Is it important to note that this card also applies to all 

public transportation across Switzerland, in both 1
st
 and 2

nd
 class, and to already 

discounted fares. On top of the discounts available within Switzerland, a half-fare card 

will also entitle cardholders discounts on public transportation in the neighboring 

countries of Germany and Italy. It is important to note that the Half-Fare card does not 

provide discounts for monthly or annual passes for transportation within the canton of 

Zurich.  
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Table 5: ZVV Passes (Selected Zonal Fares) 

Type of 

Pass 

Description Cost (in $CAD)* 

Annual 

Network 

Pass 

Allows for unlimited travel within 

selected zones. The one-time 

purchase annual pass enables riders 

to save up to 26%. 

Adult 

Local Fare $513.45 

1-2 Zones $817.44 

3 Zones $1,180.76 

All Zones $2,323.49 

Junior (Under 

25) 

Local Fare $342.29 

1-2 Zones $532.47 

3 Zones $762.78 

All Zones $1,514.99 

Monthly 

Network 

Pass 

Allows for unlimited travel within 

selected zones on a monthly basis. 

This pass is flexible and allows riders 

to choose when their 30-day pass 

period begins. 

Adult 

Local Fare $57.05 

1-2 Zones $90.86 

3 Zones $134.17 

All Zones $264.12 

Junior (Under 

25) 

Local Fare $38.03 

1-2 Zones $59.16 

3 Zones $86.63 

All Zones $172.21 

Day Pass 
Provides a full 24 hours of travel 

within selected zones 

Adult 

Local Fare $5.28 

1-2 Zones $8.45 

3 Zones $13.10 

All Zones $32.54 

Children or 

Half-fare 

travelcard 

Local Fare $4.44 

1-2 Zones $5.91 

3 Zones $6.55 

All Zones $16.27 

Multiple Day 

Passes 

Provides the same benefit as the day 

pass but offers up to 10 percent 

savings with the purchase of 6 passes 

  

9 o‟clock 

pass  

Allows for unlimited travel within all 

zones from 9am-5am Monday to 

Friday and all day on Saturday and 

Sunday 

Adult (Daily) All Zones $24.29 

Adult 

(Monthly) 
All Zones $118.33 

Adult 

(Annually) 
All Zones 1037.46 

Z-Pass 

Can be purchased annual or month 

basis. A 2-in-1 pass that enables 

riders to use the ZVV network along 

with a neighboring transit network. 

  

Source: ZVV, Ticket and Prices, 2009. 
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4.1.3 Fare Structure Comparison  

Based on the information provided in Table 2 and Table 4, it is evident that single 

ticket fares for the TTC and ZVV‟s local fares are comparable. Similarly, the reduced 

rate when using tokens on the TTC provides a comparable discount to the ZVV‟s half-

fare card. One main difference between these single ticket fares is their validity. A single 

fare and transfer pass on the TTC is valid only for travel in one direction. This does not, 

in turn, allow for riders to use transit to run errands or to make multiple stops in a short 

period of time. The ZVV system, on the other hand, provides 30 minutes to 2 hours 

depending on the number of zones one has purchased and one is free to travel throughout 

the appropriate zones in any direction within the time designated on one‟s validated 

ticket. This difference is important as time based transfers that allow riders to travel in 

any direction allows riders to make a series of smaller trips as they travel toward their 

final destination. Table 6 highlights the major difference between the fares across the 

two systems.  

Table 6: Comparison of the fare incentives to purchase monthly or annual passes 

Toronto 

Fare Type 

Cost Cost for weekday 

return trips  

(20 per month) 

 Zurich 

Fare Type  

(1-2 Zones) 

Cost Cost for weekday 

return trips  
(20 per month) 

Cash Fare $3.00 $120  Case Fare $4.33 $173.20 

Token $2.50 $100  Discounted 

Fare 

$3.06 $122.40 

Monthly 

Pass 

$121 $121  Monthly 

Pass  

90.86 $90.86 

    Annual 

Pass 

817.44 or 

68.12/month 

$68.12 

 

Another major difference in the fare structure of these two systems is the incentive 

provided to purchase monthly or annual passes. If one were to use transit within the city 

of Toronto to only go to and from work during the week it would actually be less 

expensive to purchase tokens in bulk than to buy a monthly pass. In Zurich, on the other 

hand, there are large incentives for riders to purchase annual or monthly passes. For 

example, a monthly pass for an adult across 1-2 zones would cost $90.86 and an annual 

pass across the same zones when broken down costs $68.12/month (or 817.44 annually). 
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The cost of a single ticket is $4.33 and with a discount card is reduced to $3.06. Based on 

this table it seems as though Toronto offers less expensive single use rides in comparison 

to its monthly passes whereas Zurich‟s single fare prices are more expensive in 

comparison to discounted monthly and annual passes. Since fare revenues form a 

significant portion of a transit agency‟s budget, the TTC should perhaps rethink their 

pricing strategy in order to offer riders the option of purchasing long term passes.  

4.2 Coordinated Ticketing System 

Fare coordination can be a driving factor in increasing ridership levels. A simple and 

efficient system will make riders more likely to us transit 

The focus of this criterion is to determine whether individuals can use one pass on 

various means of transit, if individuals can use one pass as they travel outside of the city, 

and whether each city‟s transit/fares are incorporated into the greater region.  

4.2.1 Toronto 

Toronto‟s transit system has a somewhat coordinated ticketing system. Tickets, tokens, 

cash and passes can be used to ride public transportation within the City of Toronto. A 

single fare purchase can be used on all means of transit within the city (buses, streetcars 

and subway) and individuals have the opportunity to make a transfer between these 

modes in order to complete a trip so long as it is a one-way continuous trip (TTC, 

Transfers, 2010). Figure 5 highlights the city of Toronto‟s subway network, which is 

supplemented by bus and streetcar routes. 
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Figure 5: TTC Subway Lines 

Source: TTC, Maps, 2010 

 

Traveling outside of the city or region is where using transit becomes much more 

complicated and riders do not have a variety of pass options to help better meet their 

individual needs. The Greater Toronto Area Weekly Pass is the only pass available that 

allows users to ride all forms of transit throughout the GTA without incurring additional 

costs. The pass is only available on a weekly basis and can only be purchased starting on 

the Thursday of the week prior at specific transit stations. Otherwise, in order to travel 

outside of the city of Toronto and use transit in the surrounding regions one is required to 

pay an additional fare. For example, once one enters into a new transit region they are 

required to pay the entire cost of transit in that system. Both York Region Transit (YRT) 

and Mississauga Transit do allow for some flexibility in their payment method and accept 

TTC tokens and tickets to be used toward the additional fare cost. A cash supplement is 

however required in order to reflect each region‟s higher ticket costs.  

Currently, the various transportation systems in and surrounding the Toronto region work 

independently from one another. In 2006, the Ontario government identified this as a 

problem and instituted legislation to create Metrolinx; a government agency 

commissioned to help improve the coordination and integration of all transportation 
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systems across the GTA (Metrolinx, 2011).  The goal of this agency is to create a long-

term regional transportation vision for the Greater Toronto and Hamilton region. In 2008, 

Metrolinx adopted a regional transportation plan called “The Big Move”, which presents 

a 25-year vision for the future in which a main focus is on integrating transit between 

regions and modes of transit (Metrolinx, 2008, 1).  While Toronto currently does not 

provide many options for transit users who cross various regions, the creation of 

Metrolinx suggests that this is a long-term goal that the city is aiming to achieve. Figure 

6 presents the regional GO Transit train map that provides commuting services for riders 

across the GTA. 

 

Figure 6: GO Transit Map 

Source: GO Transit 
 

Another coordination initiative throughout the GTA is a regional fare card system known 

as “PRESTO”.  The Government of Ontario, GO Transit and nine municipal transit 

partners (including TTC) are working together to develop and implement this regional 

fare card (PRESTO, 2010) Currently, this technology is in the process of being 

introduced system wide and will enable riders to use one fare card across the various 

transit systems in the Toronto region. The PRESTO card does not offer monthly or 

annual passes across transit systems, it simply offers a more convenient way for riders to 

load a cash balance to the card and have the individual transit system‟s fee deducted per 

use (PRESTO, 2010). While the pass may be more favorable than using cash for each 
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ride it does not create the financial incentives that a pass often offers. This is likely due to 

the fact that the GTA does not have a coordinated fare structure between the various 

transit agencies and such a pass would be hard to introduce without changing the 

structure of transit in the region.  

4.2.2 Zurich 

Zurich has successfully demonstrated a high level of coordination for its public 

transportation system. This conclusion was largely based on the evaluation of Zurich‟s 

ZVV transit website and first hand experience using the system. Not only can individuals 

use a transit pass on all forms of transit within the designated zone, riders also have a 

wide variety of ticket and pass options that can be matched to their individual needs. 

Riders also have the opportunity to purchase additional zone tickets when traveling 

outside the city centre. Zurich‟s transportation system has also made it easy and attractive 

for riders to travel to surrounding networks with one all-inclusive pass. The “Z-pass”, 

found in Table 5, offers riders the opportunity to purchase one pass that is valid for 

travel within the VBZ network as well as another transit network from a surrounding city 

(designated at time of purchase).  

Table 5 provides an overview of the main passes offered by the ZVV and displays 

pricing options for second-class fares. It is important to note that there are more pricing 

options for first-class trips, larger number of zone crossings and extension tickets as well 

as the use of discount cards to further reduce fees. Based on the information provided in 

Table 5 one can see the variety of pass options that the ZVV offers to its clients.  

Accessibility and connectivity are vital components of Zurich‟s ZVV public transport 

system. The system‟s slogan “Ein ticket für alles” (“One ticket for all”) best represents 

this idea. The ZVV is a network system that is based on the principle that one can use a 

single ticket to access all types of transportation offered within the city (rail, bus, tram, 

trolley, boat or cable car). The system works as a zone network whereby ticket prices are 

calculated based on the number of zones one needs to cross. The zone network applies to 

all forms of public transportation, including all high-speed, regional and intercity trains.  



Chapter 4 – Analysis  

 

 
37 

4.2.3 Coordinated Ticketing System Comparison  

Both Zurich and Toronto‟s public transportation systems offer riders the opportunity to 

purchase an inclusive ticket for various regions. The difference between the two systems 

is the number of pass opportunities that are offered to meet the distinct needs of users. 

Zurich, for example, offers riders the opportunity to purchase a pass on a monthly or 

annual basis. As with all of the ZVV passes, purchasing on an annual basis results in a 

substantial discount compared to individual tickets and even the monthly pass. For 

example, the neighboring transportation authority „A-Welle‟ which covers areas to the 

northwest of the canton of Zurich (see Figure 7) works on a zonal system similar to that 

Zurich‟s and, with the Z-pass, riders can travel freely between these two transit 

authorities.  

 

 

 

Figure 7: A-Welle and ZVV Fare Zones 

Source: Z-Pass, 2011 
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A monthly pass across 3 zones in these two regions would cost $124 per month or $1,112 

per year. Purchasing an annual fare provides savings of $376 compared to the monthly 

fare. 

Toronto‟s system, on the other hand, offers riders only the option of purchasing a weekly 

pass for travel into neighboring transit agencies and the pass may only be purchased 

starting the Thursday prior to use. This limited option does not offer very much flexibility 

or travel options for users, nor does it create any sort of financial incentives to commit 

long term to a transit pass. Overall, both systems do provide a coordinated ticketing 

option for riders. Several main differences include the level of financial incentives 

present in each system as well as the ease and flexibility which with one can purchase a 

regional pass.  

Another early similarity between Toronto and Zurich is the provision of commuter rail 

services. In Zurich, this began with the “Gold Coast Express” in 1968, which ran along 

the north shore of Lake Zurich and, one year earlier in Toronto, the first GO Transit rail 

was established (Mees, 2010, 134). These services were offered within a year of one 

another but took on a completely different approach when it came to their “service 

philosophy and patronage” (Mees, 2010, 134). The first GO rail operated on an hourly 

basis during off-peak hours and increased frequency peak times; this service philosophy 

continues today on many of Toronto‟s GO Transit lines. Alternatively, Switzerland‟s 

SBB took a different approach and began by introducing a regular timetable with 

departures every 30 minutes. This made the timetable easy to remember and helped to 

compensate for the fact that this low train frequency remained constant even during peak 

times. Several years later routes were coordinated on an “integrated pulse-timetable” 

which synchronized nation-wide the arrival of all trains at main transit hubs thereby 

allowing passengers to make an immediate transfer to any route (Mees, 2010, 135). 

While GO Transit and the SBB commuter rails were established at the same time, there 

different approaches have had significant impacts on increasing ridership levels and one 

can see that there respective service philosophies have continued to dominate in each 

country today. Coordinated intermodal connections were a key factor in augmenting 

ridership levels in Switzerland particularly at a time where the system was not able to 
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offer the frequency it does today. The integrated pulse-timetable provided a reliable and 

more straightforward system which was so successful that, in later years it was extended 

from train services to all modes of transit across the country. 

4.2.4 Regional Trip Comparison 

This section provides an evaluation of a trip using both regional and local transit to 

access Toronto and Zurich. A trip between Oshawa and Toronto (53.6 KM) and Luzern 

and Zurich (53.3 KM) were selected as they represent a very similar travel distance. The 

driving kilometres for both trips are estimated using Google Maps and represent the 

distance to be traveled by private automobile.  

To travel from the GO Transit station in Oshawa to Union Station in downtown Toronto 

would cost an adult $8.25 for a single-ride ticket and take approximately one hour. Trains 

depart every hour throughout the day and increase to a 20-30 minute basis during peak 

periods. A round trip pass for this journey would cost $16.50. One would have to pay an 

additional $3 fare to use the TTC transit network.  The total cost to use both types of 

transit on a round-trip basis (including two single fare rides on the TTC) would be 

$22.50. A ten-pack of tickets or a monthly pass is also available for purchase and would 

reduce a round-trip to between $15.25 and $13.60.  

The trip from Luzern to Zurich ranges from 43 minutes to 1 hour depending on the type 

of train one takes and departing every 15-20 minutes throughout the entire day. A one-

way second-class adult fare for this trip would cost $24.30 while half-fare cardholder 

would only pay a fare of $12.15. Additionally, a day pass is available for purchase for 

either the destination or departure or both cities at a discounted rate (approximately 

$7.40). The total cost for an adult to use both types of transit on a round-trip basis 

(including a day pass within the city of Zurich) would be $56.42 and with a half-fare card 

$30. An inter-regional travelcard is also available for those who frequently make the 

same journey by rail and also provides short distance local transit on each end. This pass 

is available for purchase on a monthly or annual basis and offers a significant financial 

incentive compared to purchasing on a per-trip basis. 
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A major difference between the two trips is the overall cost. A round-trip on GO Transit 

and TTC was significantly less than that of the SBB and ZVV. With that said, there is a 

significant discount offered to half-fare card holders and riders would also be able to 

benefit from a day pass within the city of Zurich for just over the same price it would cost 

to make two trips on the TTC. Another main difference between the two trips is the speed 

with which one can travel and the frequency of trains. Whereas one can take a train every 

15-20 minutes to travel from Luzern to Zurich throughout the day, travel times are 

limited to an hourly basis on off-peak times between Oshawa and Toronto. Significant 

discounts are also available for riders who opt to purchase monthly or annual passes in 

both systems. 

4.3 Travel Incentives 

This criterion looked at the various travel incentives available from each transit agency as 

well as for regional travel.  The focus was on the availability of off-peak travel and 

financial travel incentives.  

4.3.1 Toronto 

Toronto only somewhat adheres to this criterion as it provides only one main travel 

incentive for riders during off peak times. While the TTC does not offer any travel 

incentives for those who choose to travel at off peak hours during the week there is a 

weekend day pass that allows multiple riders to travel on the same pass. This $10 day 

pass can be used for groups or families on weekends or statutory holidays. This discount 

allows for either 1 adult and up to 5 children/youths (under the age of 19) or 2 adults and 

up to 4 children/ youths or 2 adults to travel on one pass (TTC, Day Pass, 2010). This 

pass is available for purchase at all subway stations and applies to all regular TTC 

services, extra fare costs will apply on express routes or those that operate outside of the 

city.  

Toronto‟s regional GO Transit also does not offer any off-peak travel incentives and trip 

pricing remains based on distance traveled. There is however, a “Promotions and 

Contests” page on its website that offers unique discounts and contests at different times 

throughout the year.  
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4.3.2 Zurich 

Zurich‟s public transit effectively meets this criterion as it provides several travel 

incentives to encourage off peak use and financial incentives to opt for public transit.  

More specifically, it offers a 9 O‟clock pass for off peak users, a half fare discount card 

and the option for riders to purchase a pass valid for transit throughout the country at a 

discounted rate.  

Zurich‟s 9 O‟clock pass (displayed in Table 5) provides travel incentives to users who 

travel outside the morning peak hours. This card is available for purchase across all zones 

on a daily, monthly or annual basis and provides unlimited travel from 9am to 5am 

Monday to Fridays as well as the entire day during the weekend. 

A second way in which Switzerland has been able to attract riders is through the SBB‟s 

half-fare card, also discussed in section 4.1. This discount card offers riders up to a 50% 

discount on all forms of public transportation around the country. While it does not focus 

specifically on off-peak periods it does encourage transit use throughout the entire 

country and allows for significant discounts on regularly priced as well as already 

discounted last minute fares. On top of the discounts available within Switzerland, a half-

fare card will also entitle a rider to a 25% discount on travel from Switzerland to 

Germany or Austria (SBB, 2010) Table 7 presents the cost of the Half-fare card and, as 

one can see from the table, purchasing the card for a 2 or 3 year period results in even 

greater savings. 

Table 7: Half-Fare Travelcard 

Type and Length of Travelcard Cost (in $CAD)* 

1-year Half-Fare Travelcard $174.32 

2-year Half-Fare Travelcard $316.94 

3-year Half-Fare Travelcard $422.59 

1- year Half-Fare Under 16 Travelcard $100.37 

Source: SBB, 2010 

On top of the discounts offered within the ZVV network, the SBB offers a discounted 

travel pass for transit throughout the entire country. The SBB‟s General Abonnement 
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(GA) pass is valid for travel on all SBB routes, most private rail companies throughout 

Switzerland as well as on public transportation in most cities and urban areas. This pass 

offers significant discounts for frequent travelers at both monthly and annual rates. The 

information presented in Table 8 highlights the cost of travel for various age groups in 

second-class travel. First-class travel passes are also available for purchase at an 

increased cost.   

Table 8: General Abonnement Prices for 2nd Class Trips 

 

 

Age Monthly ($CAD)* Annual ($CAD)* 

Adult GA 25-64 $322 $3,486 

Senior GA 65+ $254 $2,694 

Junior GA 16-25 $238 $2,536 

Transferable GA N/A N/A $5,705 

Source: SBB, 2010 

 

By offering riders long term passes and significant financial incentives it can encourage 

greater transit use and may even discourage residents for opting for private modes of 

transit. In addition, passes can also encourage riders to run errands or make short trips 

throughout the day, thereby filling up seats during off-peak hours. There are significant 

environmental and congestion benefits that also result for greater transit ridership. 

Finally, higher ridership levels can result in greater revenues generated and allow for 

transit service improvement investments. 

4.3.3 Travel Incentives Comparison   

Both Toronto and Zurich have travel incentives available to riders. The main difference 

between the two systems is the variety of options available as well as the presence of 

financial incentives. Table 9 presents a summary of the various incentives available in 

each city. From this table one can see that there is a local incentive as well as several 

countrywide travel incentives. The lack of coordination across the GTA and greater 

region may be a contributing factor to the minimal incentives available in Toronto.  
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Table 9: Summary of Toronto and Zurich's Travel Incentives 

Toronto Travel 

Incentive 

Validity Period  Zurich Travel 

Incentives 

Validity Period 

Weekend Day Pass Weekends  9 o‟clock Pass Daily, Monthly or 

Annually 

   Half- Fare Card 1, 2, 3 year periods 

   General 

Abonnement Card 

Monthly or 

Annually 

4.4    Technology 

This criterion evaluated the use of technology, more specifically, it looked at the presence 

of online route and fare information, an online trip planner, an information centre, a 

phone information service, information at each stop and on-board, and the number of 

languages that the information is available in.  

4.4.1 Toronto 

The TTC and Go Transit fully adhere to the majority of this criterion. They do however, 

struggle when it comes to displaying information to riders at transit stops and on board 

transit. Both the TTC and the regional GO Transit websites provide riders access to a 

variety of sources of route and fare information.  While both offer trip planners and 

online maps and timetables for their respective service area, it is important to note that 

the TTC‟s trip planner is a new feature that was only added in the last year (TTC, 2010, 

News). This new trip planner gives individuals the choice of selecting only certain kinds 

of transit (subway, buses or streetcars) as well as accessible routes and those that are 

equipped with bicycle racks in order to help better meet the need of the individual rider.  

Similarly, individual fare information as well as passes and pricing can all be found on 

the TTC website, which is quite straightforward. Currently information online is only 

available in English although the TTC is currently in the process of working with the city 

of Toronto to introduce multi-language translations onto the website over the next couple 

years (TTC, General Information, 2010). Alternatively, an information centre can be 

called or visited to obtain all relevant information on fares, routes, schedules and 

services. There is also the availability to obtain basic routing and fare information in 20 
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different languages so long as one is able to navigate the English telephone service. 

Additionally, a translation service is available all days of the week between 8-6pm 

whereby a third party translator will be used to obtain necessary transit information. 

Unfortunately, the availability of information at each stop is not consistent nor is it on-

board all of the transit services. The subway system has real-time information displayed 

at each stop that informs users of the waiting time for the next subway. This real-time 

information is not available, however, on all bus or 

streetcar routes. It has only been introduced recently on 

new buses that are equipped with such technology and 

until the entire fleet has been replaced this real-time 

information will not be available for all riders across the 

system. An audio system is also in place on subways as 

well as on some bus and streetcar routes that announces 

upcoming stops to riders. Additionally, not all transit 

stops are well marked and many do not even display the 

route number servicing the stop. Figure 8 demonstrates 

a TTC bus stop with no route number and no timetable. 

Only stops with shelters provide a map of the TTC 

network and contact number for more information. 

While this lack of information may not be a problem for 

a regular user it makes it difficult for newcomers or 

tourists to use.  

4.4.2 Zurich 

The ZVV and SBB fully adhere to this criterion and use technology to help enhance the 

transit services and make information for readily available for users. Trip planners are 

available for each agency and they provide information on trip duration, number of 

changes that will need to be made, the type of transit used. Additionally, the ZVV allows 

users to calculate trips both within the canton as well as around the country enabling 

users to have easy access to information. The SBB trip planner functions similarly and 

also includes information on the level of occupancy anticipated for each train in both 1
st
 

Figure 8: TTC Bus Stop 
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and 2
nd

 class. Riders also have the option of printing the selected timetable or they can 

create a personalized timetable based on preferred travel on selected days of the week as 

well as travel times on both the ZVV and SBB systems. Users can also select the mode of 

transit they prefer (regional, high speed rail, tram etc) as well as a maximum number of 

transfers they would like to make. This personalized option creates a unique timetable for 

the individual rider with a list of available travel times and options to best meet their 

travel needs.  

Detailed information regarding fares and passes can be accessed on the ZVV and SBB 

websites and a comprehensive guide can also be downloaded in order to provide the full 

range of pricing options available to each rider. The ZVV website is available in both 

English and German and the SBB website offers information in French, English, German 

and Italian. The larger language options offered by the SBB reflect the fact that it services 

public transit across Switzerland where there are three main official languages (French, 

German and Italian). Alternatively, there is only one primary language in the Canton of 

Zurich, which is German. Timetables, fares and route information can also be obtained 

via telephone between the hours of 6:00 and 22:00. Additionally, users have the option of 

visiting an information desk or by sending an email to obtain more information.  

Timetable information is also displayed at each route, which provides a complete listing 

of all times each transit routes pass through a particular stop. Real-time information is 

also displayed along major routes and at main stops to provide users with up to date 

information regarding the upcoming arrival of a chosen route.  

 

Figure 9 displays the real-time information available at the “Paradeplatz” tram stop in 

the City of Zurich.  
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Figure 9: Zurich Real-Time Transit Stop Display 

The stop lists the available routes that pass through this stop as well as up-to-date 

information regarding tram times. Additionally, real-time information is displayed on all 

buses, trams and train routes and provides an estimate of the time to reach the final 

destination as well as an up-to-date prediction of the amount of time between stops along 

the route. This feature is supplemented with an audio announcement that lets riders know 

the next stop that is approaching. Figure 10 demonstrates an example of this. Based on 

this image one can see the next stop for Tram #4 is “Limmatplatz” where there is a 

connecting bus route. This technology also provides riders with a time estimate for 

upcoming stops as well as the expected arrival time for the end of the route. 
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Figure 10: Real-Time Information On-Board a Tram 

 

4.4.3 Technology Comparison  

Table 10 presents an overview of different components evaluated in this section for both 

local and regional transit within Toronto and Zurich. The main difference between Zurich 

and Toronto is the level of comprehensiveness on their websites as well as with the real-

time information. The provision of real-time information, both at individual stops as well 

as on-board, is a major distinguishing factor between these two systems. 

Table 10: Comparison of Technology Uses in Toronto and Zurich 

 Toronto Zurich 

TTC GO Transit ZVV SBB 

Online Route and Fare 

Information 

Yes Yes Yes Yes 

Online Trip Planner Specific to 

System 

Specific to 

System 

Extensive local as well as 

regional trip planning 

Phone information service Yes Yes Yes Yes 

Route information at each stop Some Yes Yes Yes 

Language Availability English English & 

French 

English & 

German 

English, 

French, Italian, 

German 

Real-time information at each 

stop and on-board 

Some No Yes Yes 
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4.5    Fare Collection and Costs 

This criterion focuses on the type of payment system being used (self-service fare 

collection vs. payment at the time of boarding), the payment convenience and the overall 

simplicity of the fare structure.  

4.5.1 Toronto 

Overall, the TTC has a relatively straightforward payment and pass system and a 

breakdown of the available passes and fares is available in section 4.1.1. The TTC uses 

an automatic fare collection system for its subway system and requires riders to pass 

through an automatic passenger counter system when using cash, tokens or passes to 

enter the subway station.  

Tokens Machines (see Figure 11) are 

located in the subway stations and allow 

users to buy a single fare ($3.00 per ride) or 

buy in bulk ($2.50 per ride). A major 

problem with this machine is that it only 

accepts exact cash (in either $10 or $20 bill 

denominations). If one does not have one 

of this exact type of payment then they are 

forced to stand in line and purchase their 

fares from a ticket booth, which often 

results in a much lengthier process. 

Additionally, not all ticket booths are 

equipped to accept debit or credit, which 

can make purchasing tickets or passes 

frustrating and more complicated. 

 

 

 

Figure 11: TTC Token Machine 
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A new feature that the TTC is offering is 

Metropass Kiosks which aim to provide a 

convenient way to purchase passes. These 

monthly pass machines are also available at 

most major subway stations to provide a 

faster and are often more convenient 

service to riders than having to deal with a 

ticketing booth. These machines, displayed 

in Figure 12, only accept debit cards and 

are therefore do not offer a very flexible 

purchasing option. Additionally, while 

many stations are now equipped with these 

machines many are currently only equipped 

to offer riders the option to purchase certain 

passes.  

Alternatively, a payment is required at time of boarding for riders using buses and 

streetcars within the TTC whereby a valid transfer, pass or exact fare must be collected at 

time of boarding. Streetcar routes along Queen Street, The Queensway and Lake Shore 

Boulevard are the only form of transit within the TTC that allow riders to board using 

front or rear doors during high volume periods. Riders on these routes must retain their 

transfer or pass as a proof of payment and present them to TTC Transit Special 

Constables upon request (TTC, Proof of Payment, 2010). A fine of $235 will be issued to 

individuals who are unable to do so.  

4.5.2 Zurich 

The ZVV uses a self-service honour system whereby individuals are expected to have an 

appropriate ticket or pass when using the transportation system. Fare inspectors are used 

to enforce the system and a financial penalty is in place for those who are unable to 

present a valid ticket at time of inspection. A first offence results in a fine of 

approximately $85 (80 CHF) and additional fines are in place if one does not pay within a 

given time period or for multiple offences (ZVV, Ticket Checks, 2009) 

Figure 12: TTC Metropass Kiosk 
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www.zvv.ch/en/tickets/ticket-checks.html). Pass holders who are unable to present a 

ticket at time of inspection are given the opportunity to bring in their pass to a transit 

bureau within 10 days of the offence and will only be required to pay a processing fee of 

$5.28 (5 CHF). Signs are also posted on public transit reminding users of the fine if they 

are unable to produce a ticket.  

 

The ZVV has recently introduced new ticketing machines, which allow customers to 

purchase tickets quicker and more efficiently (see Figure 13). Users can pay using cash, 

credit cards or debit at this machine and offers the ability to purchase fares for trips 

within the canton as well as throughout the country. Results from the ZVV‟s 2009 

Annual Report show that these machines are outperforming the old ones and are selling 

more tickets in less time (8). Due to the success of these machines, there is a plan to 

introduce a wider variety of tickets and the option to purchase gift vouchers (ZVV 

Annual Report 2009, 8). With a well-developed fare structure and with the new ticketing 

machines, purchasing fares throughout the ZVV network is relatively straightforward. 

The new ticketing machines offer riders the convenience of multiple payment methods 

and multiple languages along with the intent to offer a wider variety of passes, such as 

combo passes which would include transit and provide entry to a local attraction. 

Additionally, while the ZVV system offers riders a multiplicity of pass and ticketing 

options, it may be slightly overwhelming or confusing to tourists or newcomers. Tourist 

information offices, ticketing machines and scheduling information available at each stop 

helps to make the system easy to use as well as providing support online and via 

telephone. 
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Figure 13: ZVV Ticketing Machine 
 

4.5.3 Fare Collection and Costs Comparison 

Zurich and Toronto use quite different fare collection methods onboard their services. 

Zurich‟s self-service method may lead to faster boarding times and reduce the number of 

route delays, especially during rush hour. In order to deter people from using the system 

without a valid ticket or pass a relatively significant fine system is in place and charges a 

first time offense fee that is comparable to the cost of a 1-2 zone monthly pass. Toronto‟s 

fine system is also very high creating a large incentive for riders to pay the required fees. 

A main difference between the two systems is the fact that the TTC‟s routes require all 

passengers to board at the front of the vehicle. This fare collection method slows down 

boarding times but potentially minimizing the number of riders who use the transit 

without a valid ticket.  

Another main difference between the two systems is the payment convenience offered by 

each system. The ZVV offers flexible and accessible ticketing machines that allow one to 

purchase fares for trips throughout the country and whereby multiple methods of payment 
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are accepted. While the TTC does offer riders the ability to purchase passes through a 

machine, those looking to purchase individual tokens or fares must do so with exact 

change. While the ZVV offers a very flexible and fast ticket purchasing system, the TTC 

penalizes users who do not have exact fares or opt to pay using a credit or debit card.  

4.6    Fare Recovery 

This criterion looks at the expenditures, revenue, annual income for the TTC, ZVV 

and VBZ and whether government subsidies were received from each transit system. 

4.6.1 Toronto 

Ridership levels on the TTC were a record high in 2009 where they reported a total of 

471.2 million passengers. This saw a 4.5 million increase in ridership levels from 2008 

and 11.4 million from 2007 (TTC Annual Report, 2009, 3). The TTC‟s per capita 

ridership level in 2009 was 188 trips compared to 186 in 2008 and 184 in 2007 (see 

Table 13). 

In 2009, the TTC‟s annual revenues totaled 886.4 million; this is a 5.4 million dollar 

decrease from 2008. A breakdown of the TTC revenues demonstrated that the revenues 

from passenger services between 2008 and 2009 were very similar and the major 

additional costs incurred in 2009 were in “Outside City Services” and in “Property 

Rentals” (TTC Annual Report 2009). While there was an overall decrease in revenues 

between 2008-2009, the TTC‟s expenditures did see an increase of over 126 million to a 

total of 1.328 billion dollars. Wages, salaries and benefits saw a significant increase from 

2008 and make up a large part of the TTC‟s operating costs while passenger services 

make up the majority of its revenues. While ridership levels have seen an increase over 

the past few years there was a decrease in revenues from 2008, creating an interesting 

transit paradox. 

The TTC does receive funding from both the City as well as the province to help with the 

cost of providing the transit service. In 2009 the TTC received 442.3 million from 

external funding with an overall net operating deficit of 435 million. It is interesting to 

note that there was a very small change in the passenger revenues generated between 
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2008 and 2009, which is perhaps a contributing factor to the decrease in overall revenues 

in 2009 (TTC Annual Report, 2009, 18). Table 11 demonstrates the fare recovery ratios 

for both the TTC and ZVV. It is important to note that the expenditures for the ZVV also 

include capital expenditures, which means that a true comparison between these two 

systems is not possible. Removing the ZVV‟s capital costs would likely result in a much 

higher fare recovery ratio than that displayed in Table 11. 

Table 11: TTC and ZVV Fare Recovery Ratios 

 2007 2008 2009 

Toronto (TTC) 73% 74% 67% 

Zurich (ZVV) 60% 59% 57% 

**Note: The ZVV‟s fare recovery denominator also includes capital expenditures, while the TTC‟s does 

not, making a truly equal comparison difficult.  

While a direct comparison between these two systems is not applicable, the TTC‟s fare 

recovery ratio does suggest that Toronto is faring quite well, especially compared to most 

transit systems in North America. The significant decline in the TTC‟s 2009 fare 

recovery ratio is not overly surprising based on the changes in revenues and expenditures 

in this year (as discussed above). 

4.6.2 Zurich  

The ZVV is responsible for all fare collection throughout the canton due to the zonal 

nature of the system. The ZVV saw an increase in the number of passengers that it 

transported around the canton of Zurich to 567 million passengers; this was 3 million 

more than in 2008 (ZVV Annual Report, 2009, 6). Ticket sales also saw an increase of 

4.3% in 2009 to over $720 Million. In 2009, the ridership per capita in the Canton of 

Zurich was approximately 422 trips, which was a slight increase from 2008 (Zurich 2009. 

 

Local operators, such as the VBZ, are reimbursed for the services they provide which 

make revenue distribution easier and allows for stronger services to help subsidies the 

weaker ones (Mees, 2010, 137). In 2009, the city of Zurich itself, operated by the VBZ, 

transported over 318 million passengers. Due to the zonal nature of public transportation 

throughout the canton a significant amount of funding is provided to local transit 
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agencies from the cantonal (ZVV) or Swiss (SBB) transit authorities. This allows for 

each city to provide its own local transit that is then integrated with the entire region. 

The largest portion over the ZVV revenue is generated by transit income (fares) and 

makes up 48.3% of revenues; funding transfers received by the SBB and the surrounding 

municipalities is the next largest source of revenue. Since a zonal system is used for 

transit there are transfers made across transit authorities to compensate for the services 

provided. For example, the majority of the external funding received by the VBZ is 

remuneration from the ZVV for the services it provides within the city of Zurich.  

The largest portion of the ZVV‟s expenditures is related to employee costs, operating 

costs and transit improvement or repair costs.  

4.6.3 Fare Recovery Comparison  

Table 12 provides an overview of the ridership levels as well as the financial situation 

for each transit agency. Due to the fact that the city of Zurich operates local 

transportation but fares are paid to the cantonal transit authority (ZVV) the financial 

report of both the ZVV and VBZ are quite complex; financial payments are made 

between numerous different transit authorities and well as municipalities. No direct 

comparison could be made in terms of fare recovery ratios due to the fact that the 

revenues listed in the ZVV financial report combined the operating and capital 

expenditures. As a result, one would expect that the ZVV‟s actual fare recovery ratio 

would in fact be quite higher than the figures displayed in Table 11. While both the TTC 

and ZVV still had significant fare recovery ratios, neither system is self-supporting and 

both require significant government subsidies in order to cover their costs. The recent 

economic downturn may also have had an effect on revenue and may perhaps be able to 

help explain for the lower fare recover ratios in both systems. 
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Table 12: Financial Overview of TTC and ZVV transit systems in 2009 

 Toronto Zurich ZVV (Canton) 

Ridership Level 2009 

(Million Passengers) 
471,233,000 567, 000,000 

Per Capita Ridership 2009 188 422 

Revenue $859,511,656 $522,792,661 

Expenditures $1,286,957,165 $913,991,544 

Source: Ontario Urban Transit Factbook 2008 & 2009; Zurich 2009 Annual Report  

 

Another point of interest between these systems is the per capita ridership levels. While 

the ZVV has close to 100 million more riders annually, it has also managed to have lower 

expenditures than that of the TTC. The ZVV, with a population of 1.34 million had a per 

capita ridership level of 422 in 2009– this result is more than double that of the TTC. 

Table 13 presents an overview of per capita ridership levels from 2007 to 2009. Based 

on these results the ZVV seems to operate much more efficiently than the TTC while also 

attracting a greater number of riders.  

Table 13: Per Capita Ridership Levels 

 2007 2008 2009 

Toronto (TTC) 184 186 188 

Zurich (ZVV) - 420 422 

 

Finally, it is important to note that while ticket sales are a primary source of revenue in 

both systems, the ZVV has been able to provide more ticketing options and lower fare 

incentives than Toronto has. The larger variety of travel incentives offered by the ZVV as 

well as the regional transit coordination are likely to have had an impact on increasing 

ridership levels. With this said, the higher discounts offered to riders in this system may 

have contributed to much a lower fare recovery ratio than the TTC would see with a 

similar ridership level.  
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5.0 Conclusion and Recommendations 

5.1 Reconsidering the Evaluation Criteria 

This chapter will summarize the findings from Chapter 4 and highlight the major 

similarities and differences found between Toronto and Zurich. Table 14 provides a 

general overview of some of the key components that were analyzed and the following 

sections will provide greater detail on the findings for each criterion. This chapter will 

also provide final recommendations to the city of Toronto regarding their fare structure. 

The purpose of this report was to determine ways in which Toronto could learn from 

Zurich’s fare structure. This was done by evaluating the following six criteria: 

 Fare Pricing  

 Coordinated ticketing system  

 Travel Incentives  

 Technology  

 Fare Collection and Costs  

 Fare Recovery 

In the development of this report it was anticipated that Zurich would far exceed Toronto 

in all aspects of their fare structures. This was largely due to the fact that Zurich 

continues to be acknowledged by scholars worldwide as having exceptionally high 

ridership levels and a very successful public transportation system.  

While the TTC did meet the majority of the evaluation components, many were often not 

completely fulfilled and have left room for improvement. Toronto’s public transit system 

has the potential to more effectively structure it pricing and travel incentives to obtain 

greater ridership levels. Additionally there are several technological tools that can be 

implemented in order to improve system-wide information and encourage ease of use. 

Table 14 summarizes some of the major components of the criteria evaluated. 
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Table 14: Summary of Criteria 

 

Criteria Zurich Toronto 

Fare Pricing 

 Number of Passes available 

 What is the fare structure? 

6 5 

Zonal Single System 

Coordinated Ticketing System 

 Can individuals use one pass on various 

means of transit? 

 Can individuals use one pass as they 

travel outside of the city 

 Is the city’s transit/fares incorporated 

into the region? 

Yes Yes 

Yes Yes 

Yes No 

Travel Incentives 

 Are there off-peak travel incentives? 

 Are there: 

o Discount Cards 

o Promotional discounts 

Yes 

 

Some 

Yes No 

Yes Sometimes 

Technology 

 Are There: 

o Printable maps/schedules 

o Trip Planner 

o Transit information center 

o Different Languages 

 Is there automated traveler transit 

information: 

o At the stop? 

o On the vehicle? 

  

Yes Yes 

Yes Yes 

Yes Yes 

Yes (up to 4) No 

  

Yes Sometimes 

Yes Sometimes 

Fare Collection and Costs 

 Proof of payment 

 Ticketing Machines 

 Simple Fare Structure 

o Number of fare zones 

  

Self-Service Boarding or Entrance 

Readily Available Limited 

45 1 

Fare Recovery (based on 2009 Figures) 

 Expenditures  

 Revenues  

 Ridership Level  

 Per Capita Ridership 

**$913,991,544 $1,286,957,165 

$522,792,661 $859,511,656 

567,000,000 471,233,000 

422 188 

** Please note that the ZVV expenditures likely include both operating and capital expenses making a 

direct comparison with the TTC not possible.  
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5.2 Recommendations 

The following sections provide an in-depth look at the criteria evaluated throughout this 

report and provides final recommendations to improve public transit within and 

surrounding the city of Toronto. Table 15 provides a summary of the main 

recommendations made throughout this report. It also provides an estimated 

implementation timeline for these recommendations; short term refers to changes that can 

be implemented within the next two years while long term is anything more than three 

years. 

5.2.1 Fare Pricing 

On single ride basis it was found that the TTC and ZVV offer comparable rates for travel 

within each city. While Toronto offers a reduced fare incentive to buy tokens in bulk, 

Zurich rewards those who purchase half-fare card with a 50% discount on all fares across 

the country. While it is simple to purchase single ride tickets on the ZVV, Nash and 

Sylvia found that “most people in Zurich use monthly or yearly tickets, which provide 

significant discounts and simplifies accounting” (2001, 108).  

The TTC and ZVV also offer comparable pass options within each system. The TTC 

offers riders the option of purchasing five different passes depending on one’s travel 

needs, while the ZVV offers six. Overall, the TTC’s current fare structure seems to most 

benefit riders who make single journey trips. For example, it is more cost effective in this 

system to purchase tokens in bulk and travel to work and back each weekday than 

purchasing a monthly pass. The ZVV, on the other hand, provides significant discounts to 

riders who opt to purchase monthly or annual passes. Annual passes, for example, offer 

nearly half of the cost compared to someone paying per use. The ZVV’s zonal network 

structure provides additional benefits to riders, as they are able to pay only for the 

number of zones traveled through, as opposed to a universal fare across an entire system.  

Overall, the TTC may benefit from restructuring their fare system to encourage greater 

incentives to purchase monthly passes as well as create more passes to better suit the 

needs of riders. They should also consider offering annual passes with significant 
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financial incentives. Finally, a long-term improvement would be to coordinate ticketing 

systems across the entire region in order to offer riders a simple and convenient fare 

structure.  

5.2.2 Coordinated Ticketing System 

The city of Zurich, the canton of Zurich and the country of Switzerland work together to 

provide a straightforward and easily accessible public transportation system. Transit users 

are able to use all modes of transit within a system and time based transfers are used, 

which allow riders to make a series of small journeys over a valid transfer time. While 

there are a variety of transit agencies that are responsible for providing local transit 

services, the entire system is overseen by the ZVV, which allows for a coordinated transit 

and ticketing system.  

The city of Toronto and the Greater Toronto Area do not, unfortunately, have the same 

degree of coordination. A major difference is that the various transit system within the 

GTA are run by a different transit authorities; making travel across the system more 

difficult and potentially more expensive. While the TTC does offer a weekly transit pass 

for riders to use throughout the GTA area, it is only offered on a weekly basis and has an 

inconvenient purchasing period. As a result, it may not provide great enough incentives 

for residents to opt for public transit when traveling outside of the city. 

Overall, the TTC and the Greater Toronto Area have not been able to achieve the high 

level of local and regional coordination that the ZVV experiences. The introduction of 

Metrolinx and the PRESTO card into the region suggests that a more coordinated 

approach is being developed. The TTC should offer monthly or annual GTA passes, 

similar to the ZVV’s Z-pass, and reward riders who make the commitment to purchase 

longer term passes. 

Finally, achieving better coordination among transit authorities across the entire GTA is 

an important improvement. Considerations should also be made to combine surrounding 

transit authorities under one principal transit agency (much like the ZVV) as well as 

consider moving to a zonal fare system.  
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5.2.3 Travel Incentives 

There is a varying degree of off-peak or travel incentives across both transit system. The 

ZVV offers riders the ability to purchase countrywide monthly or annual fare cards as 

well as half-fare card for transit throughout the entire system. Additionally, an off peak 

incentive pass is available throughout the canton of Zurich on a daily, monthly and 

annual basis with savings between 25% and 55%. These initiatives help attract riders to 

transit as well as encourage transit use at off peak to help reduce congestion. 

The TTC, on the other hand, has only one off-peak fare incentive, which is a weekend 

daily pass that can be shared with several users. There are also some promotions offered 

for the GO Transit system but these are generally offered in conjunction with a tourist 

attraction and are only sporadically offered. The TTC and GO Transit should provide a 

wider variety of travel incentives, particularly to encourage transit use for local 

attractions or events. 

Additionally, the TTC and GO Transit should introduce more transit incentives to 

encourage riders to travel at off peak hours. The ZVV’s 9 o’clock pass is a prime 

example of such an incentive and can help to encourage ridership during off-peak hours 

on both the TTC as well as Go Transit. Finally, transportation agencies across the GTA 

(TTC, Go Transit, Via Rail, Greyhound) should work together to offer a discount card for 

transit across the entire region (similar to the GA card in Switzerland). This financial 

incentive could help encourage transit use for all segments of one’s journey. 

5.2.4 Technology  

Toronto’s TTC and GO Transit as well as Zurich’s VBZ and ZVV both successfully use 

their individual websites to provide route and fare information to users. Additionally, 

riders can call customer service or visit tourist information offices in both cities to obtain 

all relevant information regarding the services provided.  

A technological improvement for the TTC, requiring better coordination, would be to 

introduce a coordinated trip planner between TTC and GO Transit. This would be a 

valuable tool for riders looking to access both systems and would provide a one-stop 

guide to the various transit options throughout the region. Additionally, providing online 
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information to users in both official languages should be implemented as well as making 

the customer service information centre more accessible to those seeking information in 

other languages.  

Public transportation systems across Switzerland effectively use real-time technology to 

enhance their systems and improve access to information. Real-time information is 

displayed at transit stops and lists the routes servicing that stop as well as their arrival 

time. Additionally real-time can be found on-board transit vehicles and is generally 

accompanied by an audio announcement. While the TTC does provide real-time 

information at subway stations this service varies on other forms of transit within the 

system. The TTC is currently in the process of enhancing their buses and equipping them 

with basic real-time information and audio announcements on-board. Real-time 

information is not provided on GO Transit, however there is an on-board attendant who is 

responsible for announcing all stops.  

Overall, providing a regional trip planner for the Toronto region (combining GO Transit 

and TTC services) may be of value as Metrolinx strives to better integrate the region. The 

main difference between Toronto and Zurich is the level of real-time information that is 

used throughout the system. The TTC and GO Transit should implement real-time 

information both on-board and at transit stops in order to better inform riders and make 

route information more easily accessible.  

5.2.5 Fare Collection and Costs 

A major difference between Zurich and Toronto, in this section, is the speed with which 

riders can board a transit vehicle. A main improvement for this criterion is to introduce a 

self-service boarding method for transit vehicles during peak periods, in order to maintain 

transit schedules and ease of boarding. Riders will be deterred from using transit without 

properly paying since the TTC already has a high fine system in place. Alternatively, 

having more fare inspection officers on board buses and trams can also help catch patrons 

abusing the system.  

Coordination, financial incentives and technological improvements can also play an 

important role in minimizing fare collection and costs. Introducing a wider variety of 
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transit passes across the TTC can help minimize cash fare collection at time of boarding 

while more advanced ticketing machines could also allow riders to purchase passes faster 

and in a much more convenient manner. The TTC’s new Metropass Kiosks should be 

introduced in all stations and be equipped to sell all available passes at that location. 

Credit card and cash should also be accepted at these machines to make the process 

convenient for the user. Additionally, introducing a regional fare card (PRESTO) could 

help boarding speeds and ease of use across the various transit agencies in the GTA.  

5.2.6 Fare Recovery  

This criterion helped to highlight the financial situation of each transit authority. One can 

conclude from this section that the ZVV’s public transportation system attracts a 

significantly ridership level with less expenditures and a smaller operating deficit than the 

TTC. While a direct comparison of each system’s fare recovery ratios was not possible, 

the TTC’s ratio did prove to be doing relatively well, particularly compared to other 

North American cities.  

Per capita ridership was also measured in this section and the results demonstrated 

significant differences between the two systems.  In both 2008 and 2009 the ZVV’s per 

capita ridership was well over double that of the TTC. This is even more impressive 

given that it services a smaller population. Since passenger fares make up a large 

proportion of the TTC’s annual income, it is important to increase ridership levels in 

order to improve annual revenues.  
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Table 15: Final Recommendations for Toronto’s TTC 

 Recommendation Time to Implement 

Fare Pricing Introduce more passes to better meet the 

needs of riders 

Short Term 

Offer annual passes with greater financial 

incentives 

Short Term 

Coordinate fares with surrounding transit 

authorities 

Long Term 

Coordinated 

Ticketing System 

Extend the validity of the GTA pass to 

monthly and annually  

Short Term 

Consider moving to a zonal system 

across the GTA  

Long Term 

Coordinate transit systems across the 

GTA 

Long Term 

Travel Incentives Offer off-peak transit passes (or fares) on 

both the TTC and GO Transit 

Short Term 

Promotional discounts that combine 

transit with a local attraction or event 

Short-Term 

Introduce a discount card that applies to 

transit across the entire region (TTC, GO 

Transit, Via Rail, Greyhound) 

Long Term 

Technology Provide transit information in both 

official languages 

Short Term (in the 

process) 

Improve information available at transit 

stops (route numbers, timetables) 

Short-Term 

Introduce real-time information on-board 

all transit 

Long Term 

Introduce real-time information at all 

major transit stops and stations 

Long Term 

Fare Collection 

and Costs 

Introduce ticketing machines at all major 

stations, equipped to sell all types of 

passes 

Short Term 

Implement self-service boarding at peak 

hours on bus and streetcar routes in order 

to minimize boarding times. 

Long Term 
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5.3 Conclusion 

In conclusion, in order to see improvement in Toronto’s public transit system many small 

adjustments need to be made in order to make the transit experience more straightforward 

and financially attractive. While there were many similarities between Zurich and 

Toronto’s transit systems, Zurich consistently outperformed Toronto on all six criterions. 

One important lesson that Toronto should learn from Zurich is that improvements to its 

transit system must be done with a comprehensive long-term approach in order to 

maximize benefits (Nash & Sylvia, 2001, 125). While the 45 fare zones that are used 

across the canton of Zurich may be overwhelming to some, the degree of coordination 

and simplicity surrounding the regions ticketing system continues to make it an extremely 

appealing option for riders.  

It is important to note that Toronto’s public transit system does fare considerably well in 

a North American context. With this said, there does remain significant room for 

improvement when looking at its European counterpart. Public transportation is a vital 

component of a city and Toronto should take the opportunity to learn from one of the best 

systems in the world. While fare pricing is an important aspect of Zurich’s long-term 

success, the system has worked hard to implement a variety of complementary programs 

to improve the overall transit system, some of which include traffic priority programs and 

transit supportive land uses (Nash & Sylvia, 2001, 132). Several of the largest obstacles 

facing the city of Toronto and its transit system include sprawl, absence of many transit 

priority initiatives, lack of coordination across the region and the currently political 

environment surrounding transit improvement. While there may be a multiplicity of 

factors that are affecting ridership growth, implementing many of the recommendations 

put forth in this report present straightforward and relatively cost-effective ways to 

improve the system.  

Overall, the TTC must enhance its fare options to better suit the needs of its riders and 

make public transit a more attractive option. Improvements can include annual passes, 

specialized monthly or annual passes (e.g. GTA Pass), and off peak travel incentives. 

Additionally, creating a more coordinated region is of vital importance for transit both 

within the city and across the GTA.  
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