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•THJS paper discusses the findings of a study of one of the component modes of trans
portation in Caracas, the "por puesto" or "jitney" taxi service. Por puesto operation 
consists of shared taxicabs that pick up and drop off passengers anywhere along pre
scribed routes and normally charge each passenger carried a fixed fare on a zone basis. 
The system is a common one in South and Central America and in some countries it is 
known as "Colectivo" or "Publico" service. Jitney taxis were also utilized at one time, 
generally on a much smaller scale, in such North American cities as Miami Beach and 
St. Louis. San Francisco and Atlantic City are thought to be the only cities in the United 
States that still have a jitney service. 

It is believed that the por puesto system has a number of characteristics, such as 
frequent service and speeds comparable to the private automobile, that are similar to 
the characteristics of various proposed small car and minibus public transportation 
systems being studied by others. It is hoped that the Caracas example of a large-scale 
application of these characteristics will be of interest to transportation planners con
sidering various types of systems in an attempt to develop the mixture of facilities and 
services needed to meet the variety of transportation problems found in urban areas. 

The por puesto study was undertaken by the Oficina Ministerial del Transporte (OMT) 
to determine what the future role of this mode of travel might be within a balanced trans
portation system for Caracas. This paper is based on data collected in 1966 by an 
origin-destination home interview survey, vehicle-counting programs, travel time stud
ies, and other traffic surveys. 

The OMT was established in 1965 as a part of the Ministry of Public Works of Vene
zuela and was given responsibility for conducting studies and developing comprehen
sive, integral plans for transportation facilities in urban areas. The first area se
lected for study was Caracas, the capital of the country and its most important urban 
center. In 1966 the joint venture of Parsons, Brinckerhoff, Quade & Douglas, Inc., and 
Alan M. Voorhees & Associates, Inc., was selected to furnish technical advice and as
sistance to the OMT. 

THE CITY OF CARACAS 

Caracas is located approximately seven miles south of the coast of Venezuela in an 
east-west valley 3,000 feet above sea level. It lies behind a mountain range that rises 
to over 9,000 feet in places and separates the city from the Caribbean Sea. The axis 
of the valley is about 15 miles long and coincides with the Guaire River. The valley 
floor at its widest point is 2.5 miles and is traversed by a number of deep drainage ra
vines running roughly north-south from the mountains into the river. Mountainous to
pography south of the city forms several secondary valleys which lead into the main 
valley. 

Although the city was founded as a Spanish settlement over 400 years ago, its period 
of greatest growth has been during the past thirty years. In 1936 Caracas had a little 
more than 263,000 inhabitants and occupied scarcely 5,000 acres of land. The remain
der of the fertile valley consisted of woodlands, coffee and sugar plantations, and a few 
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small country villages. By 1966 the population of the city had grown to 1,760,000 and 
urbanization had spread throughout virtually all of the main and secondary valleys. The 
population is expected to exceed 4,000,000 by 1990. 

The structure of urban development is greatly influenced by the topography that 
s hapes and r estrains the built-up area and limits the l ines of communication. The orig
inal colonial settlement is now the central business district (CBD) of the city where 
most of the economic activity is concentrated. As the city grew, new developments 
seeking to avoid the congestion in the center and uneven terrain elsewhere spread out 
along the east-west axis of the valley. The result is that the city today has a distinctly 
linear form with important focal points of commercial, retailing, residential, and other 
activities located at intervals between Catia at the west end of the valley and Petare at 
the east end. 

Caracas is the principal employment center in the country and its 522,000 job op
portunities in 1966 made up 21 percent of the national employment. Government and 
service activities account for 44 percent of the city's employment. It is estimated that 
there will be between 1.2 and 1.4 million employment opportunities in Caracas by 1990. 
The average family income in Caracas at pr esent is about $ 5,000 per year and this is 
forecasted to reach $ 8,800 per year by 1990. 

THE TRANSPORTATION FRAMEWORK 

Based on the origin-destination home interview survey carried out by the OMT in 
1966, the 1, 760,000 inhabitants make approximately 2, 700,000 trips on a typical work
ing day. 

Public transportation is provided by buses, por puestos, and taxis .which provide 
1,324,000 trips a day, or 48.9 percent of the total daily person trips. The private au
tomobile serves 1,234,000 trips or 45.6 percent of the daily total, and the remaining 
trips are made by various minor modes such as motorcycles and school buses. Dur
ing the peak hour, public transportation is used for 52.3 percent of the trips, the pri
vate automobile for 3 5.3 percent, and minor modes, because of the high number of 
school bus trips, account for 12.4 percent. The existing street and highway system, 
which is used by all modes of transportation, presently totals about 650 miles and con
sists of approximately 22 miles of freeways and limited-access highways, 58 miles of 
major arterial streets, 120 miles of important collector streets, and 450 miles of lo
cal streets. Presently under construction or scheduled for construction in the near 
future are 32 additional miles of freeways, 27 more of major arterials, and 20 miles 
of collector streets. 

Approximately 150,000 private automobiles circulate daily in Caracas, along with 
about 1,200 buses operating over some 70 different lines, and 12,000 taxis and por 

puestos. As could be expected from the form 
of the urban structure, traffic volumes and 

MI LLIONS OF DAIL Y TRIP S 
congestion are greatest on the east-west facil
ities running parallel to the axis of the valley. 
The CBD attracts 27 percent of trips made by 
all modes during the peak hour, and during 24 
hours, 34 percent of all trips have either their 
origin or their destination in the CBD. 

Traffic volumes are normally heavy during 
almost all hours of the day because inadequate 
street and highway capacity tends to spread the 
peak arrival and departure times; there is a 
certain amount of staggering of working hours 
according to industry and job classification, 
and because almost half the labor force re
turns home to eat lunch on a typical day. An
other notable travel characteristic is the ab-

1940 45 50 55 60 65 1910 sence of severe tidal flows, with traffic nor
Figure 1. Transportation demand by mode. mally heavy in both directions during most 



hours. This relative absence of directional flows is attributable to the dispersion of 
secondary traffic generators and attractors along the length of the valley outside the 
CBD. 

HISTORICAL DEVELOPMENT OF THE POR PUESTO SYSTEM 
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The relative roles of various means of transportation over the years can be seen in 
Figure 1. As the population of Caracas grew and the city began to spread throughout 
the valley, there was a lag in provision of public transportation services. Generally 
speaking, service to the newly developing areas was provided by one or more new pri
vate bus companies, rather than by a logical extension or expansion of existing service. 
The quality of new service varied greatly but was often very poor. In a short time, the 
haphazard and inadequate expansion of the bus system resulted in unnecessary dupli
cation of services in some areas and virtual absence of service in others. Bus opera
tors, sometimes completely inexperienced before they went into business, often did not 
follow accepted operation principles. Expanding use of the automobile soon congested 
the existing narrow streets, and bus schedules and speeds became highly erratic and 
unreliable. Consequently, the use of taxicabs was very attractive to those who could 
afford them and the number of taxis soon increased greatly. 

A 1948 report (1) on traffic and transit in Caracas states that in that year there were 
approximately 37 ,000 vehicles registered (as compared with about 10,000 in 1937) and 
that there were more than 6,400 taxicabs registered'in the Caracas metropolitan area
more than in the city of Chicago at that time. This unusually high number of taxicabs 
was directly attributed to the poor service available on the bus system. No mention is 
made of por puestos and it is probable that they did not exist at that time in any signifi
cant numbers. 

A 1961 report (2) on transportation in Caracas, although it cautions several times 
that the statistical-data available were limited and often unverifiable, is again critical 
of the bus system. It states that the routes of the lines were confused, poorly adver
tised and unpasted, and suffered from considerable overlapping in some areas. No pro
vision for the comfort of waiting passengers was made and long lines of passengers 
standing in the hot sun or rain were commonly seen. The report indicates that por 
puestos made their appearance sometime after 1948 and that by 1960 there were 9,600 
taxicabs and 6,400 por puestos or a total of 16,000 "for hire" vehicles on the streets of 
Caracas. The report mentions keen competition between taxicabs, por puestos, and 
buses and states that there seemed to be a total lack of coordination and regulation with 
near anarchy in public transportation. 

The maximum limitation on taxi fares imposed by governmental regulation was one 
of the principal factors encouraging the growth of the por puesto system. Rather than 
make one trip for a maximum fare of 5.00 bolivars (about $1.10) with time lost because 
of the need to leave the major travel corridors in order to bring the passenger to his 
door, it was economically attractive to taxi drivers to operate a shuttle service along 
the major arterials and charge each passenger carried a fare of 0.50 to 1.00 bolivar 
($0.11 to $0.22). The poor bus service created a ready market for por puestos because 
many people were willing to pay somewhat more than bus fares for better service but 
could not afford the taxi fares. 

PRESENT POR PUESTO SYSTEM CHARACTERISTICS 

Route Coverage 

The area coverage of the approximately sixty routes used by the 6,000 por puestos 
operating in Caracas in 1966 is shown in Figure 2. The coverage is extensive, with at 
least one route penetrating into virtually allthe medium- and high-density areas of the 
city. Most routes eventually converge on the principal east-west streets and highways 
and there are 34 routes on the four main east-west approaches to the CBD. 

A partial inventory made of these routes indicates that about 44 percent of them are 
less than 6 miles long (one-way), another 44 percent measure between 6 and 10 miles 
long, and the remaining 12 percent are between 10 and 15 miles. 
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-- POR PUESTO ROUTES 

Figure 2. Por Puesto Routes. 

In addition to the established por puesto services, it is estimated that about half of 
the 6,000 taxicabs in Caracas operate as "pirate" por puestos during peak periods. They 
do this by simply placing a destination signboard on the front windshield and following 
any of the established routes, generally one of the major east-west trunk lines. Al
though illegal, this practice is tolerated. It is attractive to taxi drivers because of the 
limit on his normal fare charges and the heavy competition for taxi passengers. When 
the demand for taxis is great, as during rainy periods, few convert to por puestos and 
most continue to operate as taxicabs. 

Although por puestos drivers normally follow their designated routes, it is not un
usual for them to seek out alternative streets to avoid traffic congestion, especially 
when all seats are taken, but only if passengers have no objection. 

Operating Hours, Service Frequency, Speeds 

There is considerable variation in the operating hours of the various por puesto 
routes. Service begins on most lines at 6:30 a. m. (although some start as early as 
4: 30 a. m.) and continues until 8: 00 p. m. Reduced service is offered on many routes 
until 11: 30 p. m. or midnight, and some, particularly those operating on the main east
west trunk lines~ provide limited service on a 24-hour basis. A few lines operate only 
during peak periods in the morning and evening and at lunch time. 

The frequency of service also varies significantly throughout the city, and traffic 
counts at key points on major arterial streets have recorded volumes ranging from 
about 200 to 800 por puestos per hour at different locations. Because the occupancy 
at maximum load points on most routes during peak J?eriods averages from 80 to 100 
percent of capacity, the effective service frequency (one or more seats available) is 
substantially less than the number of vehicles recorded past a point. It was found that 
the effective frequency on 70 percent of the lines is at least 20 vehicles per hour. Stated 
another way, effective headways range from 3 min down to 36 sec over 70 percent of 
the system during peak periods. 
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TABLE 1 

NUMBER OF TRIPS BY MODE ACCORDING TO PURPOSE OF TRAVEL* 

Purpose 

Mode 
Personal Social Other Non-

Work Business Recreation School Shopping Home Home Totals Percent 
Based Based 

Auto driver 268,026 178,861 34,650 11,875 56,562 14, 772 157,874 718,620 27.3 

Auto passenger 63,965 157,124 57 ,983 62,200 39,368 37 ,981 61,914 480,535 16.3 

Bus passenger 287,811 245,398 15,502 132,900 52,479 33,534 37 ,400 605,024 30.6 

Por puesto passenger 246,959 78,990 3,074 47,525 20,923 7,033 24,514 431,023 16.4 

Taxi passenger 18,636 14,420 2,064 900 4,176 2,352 6,536 49,284 1.9 

School bus 625 75 175 127,050 25 175 650 128,775 4.9 

Truck passenger 1,415 250 0 0 0 0 250 1,975 0.1 

Other minor modes 11, 525 ~ __ 7_5 ~ __ 2_5 _____!QQ ~ ~ 0.5 

Totals 901,222 675,293 113,523 382,950 169,563 95,947 290,063 2,628,561 100.0 

Percentages 34.3 25.7 4.3 14.6 6.4 3.6 11.1 100.0 

*Note: 24-hour 11 linked 11 trips are shown. "Unlinked 11 trips are somewhat greater in number. 

Travel time studies indicate that average por puesto speeds are virtually identical 
to average speeds obtained by private automobiles. Por puestos stop to discharge pas
sengers only as requested to do so and stop to pick up passengers only when signaled 
from the sidewalk. The time lost during passenger boarding and alighting is compen
sated for by more aggressive driving habits and a tendency to take greater chances to 
save time than are risked by the drivers of private automobiles. Consequently, por 
puesto speeds are only limited by the existing congestion and during peak periods av
erage from 10 to 30 mph on limited-access highways, 10 to 15 mph on major arterial 
streets, and about 5 to 10 mph in the CBD. Because por puestos do not always travel 
the fastest or shortest route, this does not imply that zone-to-zone travel times by por 
puesto are necessarily the same as those for private cars. 

Trip Characteristics 

Approximately 460,000 trips a day are made with por puesto passengers. This rep
resents more than one-third of the trips made by public transportation on a typical work
ing day. Bus passenger trips amount to approximately 810,000, whereas about 50,000 
trips a day are made by taxi passengers. 

The distribution of reported trip purposes for the por puesto and other modes of trav
el is given in Table 1. Work is by far the predominant purpose of por puesto travel. 
This is probably because of both the increased por puesto service available during peak 
periods and a greater value placed on time saved when traveling for this purpose; there
fore, a greater willingness to pay the extra cost of por puesto service. 

The average por puesto trip is 
about 3.3 miles and takes about 
23 minutes, whereas the average 
bus trip is approximately 3.0 
miles and takes over 30 minutes. 
These times include an allowance 
for walking and waiting and indi
cate that in Caracas use of por 
puestos can reduce public trans
portation travel times by almost 
one-third, on the average. 

Most of the persons making 
por puesto trips come fromfami
lies who do not own automobiles. 
It is interesting to note, however, 

TABLE 2 

DAILY TRIPS GENERATED BY DWELLING UNIT ACCORDING 
TO AUTOMOBILE OWNERSHIP 

Type of Trip 

Auto driver 

Auto passenger 

Bus passenger 

Por puesto passenger 

Other 

Totals 

Number of Automobiles Per Dwelling Unit 

0 

0.13 

0.46 

3.84 

1. 71 

0.37 

6.53 

4.48 

2.65 

1.54 

1.24 

1.00 

10.91 

9.60 

5.06 

0.90 

1.05 

0.50 

18.13 

3 or more 

15.35 

8.50 

0.56 

1.11 

1.75 

27.27 

all 

2.49 

1.68 

2.80 

1.49 

0.71 

9.17 
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as indicated in Table 2, that while the rate of bus trip production per family decreases 
sharply as auto ownership increases (the rate for one-car families is 40 percent of that 
for families without a car), por puesto .trip generation is not as sensitive (the rate for 
one-car families is 72 percent of that for families without a car). The cause for this 
is probably that as family income rises, people are more willing and able to pay the 
costs involved in return for greater speed and comfort. Por puesto passengers come 
from a broader variety of educational and income levels, in contrast with much of the 
bus system patronage that is made 'up of lower income families. Por puestos have an 
acceptable "status" level and are used as public transportation by many people who re
fuse to ride the cheaper but less comfortable buses. 

The CBD attracts and produces over 26 percent of the total trip ends of por puesto 
travel on a typical weekday. About 75 percent of por puesto travel is concentrated in 
the densely developed, high transportation demand corridor running along the axis of 
the main east-west valley and the remaining 25 percent of total por puesto trip ends 
are scattered throughout the remaining portions of the city. 

Terminals and Boarding and Alighting Procedures 

Por puestos normally pick up and discharge passengers on request anywhere along 
their route. There are, however, a number of terminals that have come into existence 
either because they are at locations where numerous lines come together and hence 
transfers are possible on payment of an extra fare, or because one or more major 
lines terminate at these locations. These terminals are all located on city streets and 
generally people line up during peak periods to board the por puestos. 

The fact that por puestos stop whenever requested, not only on city streets but on 
freeways and access ramps as well, causes considerable interference to the smooth 
flow of traffic. Although most drivers attempt to pull into the curb, it is not unusual 
for them to stop in the i11iddle of the slreel ur tu block intersections. An additional 
traffic hazard is caused by passengers who sometimes leave by the doors on the street 
side (rather than curbside) when vehicles are crowded. 

Interurban and Miscellaneous Services 

In addition to intracity service in Caracas, there are also por puesto lines carrying 
passengers to almost all major cities in Venezuela. There are three major interurban 
terminals, but the off-street location near the CBD is by far the major one, serving 
more than 80 percent of all intercity trips. Approximately 70 percent of interurban 
por puesto service is for trips less than two hours from Caracas. This high percent
a.ge of relatively short-haul service is caused by the fact that nearly 4,000,000 people 
(almost half the population of Venezuela) are concentrated within two hours' driving 
time of the capital. Although no statistics are available, the consensus seems to be 
that the number of intracity por puesto trips has been declining over the past several 
years while intercity trips have been increasing. On a typical working day in 1966, 
almost 31,000 people crossed the external cordon line around Caracas as bus passen
gers while por puesto passenger crossing numbered 26,600; automobile driver and pas
senger crossing amounted to about 58, 700 trips daily. 

It is possible to utilize intercity por puestos both for parcel post and messenger ser
vice. These services are unofficial, however, and are negotiated with drivers on an in
dividual basis. 

Vehicle Characteristics 

Virtually all por puesto vehicles are four-door, six passenger (including driver) 
sedans. Normal capacity is a maximum of five fare-paying passengers but this some
times increases to six when it is raining or small children are present. Almost all the 
different makes of automobiles assembled in Venezuela or imported into the country 
are represented in the por puesto fleet; they range from small economy compacts to 
luxurious hardtop convertibles. 

The age of por puesto vehicles ranges from this year's latest model to vehicles 15 
years old or older, with the estimated mean age for all official por puesto vehicles 
being nine years. This mean age would be somewhat lower if "pirate" por puestos were 
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included because these are generally newer taxis. The physical condition of these cars 
varies considerably, ranging from excellent to poor. In general, the average condition 
might seem less than good in comparison with North American taxicab fleets but excel
lent in comparison with most of the local bus system or in comparison with por puesto 
fleets in some other countries. The care and maintenance of the por puesto is the re
sponsibility of each individual owner. More often than not, the owner-driver also acts 
as his own mechanic and in most cases makes all minor repairs to his car. 

ORGANIZATION AND GOVERNMENTAL REGULATION 

Governmental regulation of por puestos became increasingly active after 1958 as one 
of a series of steps undertaken to improve public transportation and relieve traffic con
gestion. The por puesto industry (excluding pirates) is presently organized into about 
50 "associations" or "societies" that have obtained a concession from the Ministry of 
Communications of the national government authorizing the associations to operate on 
a prescribed route with a controlled number of units. These associations vary in size 
from as few as 15 vehicles to more than 300 vehicles each, but most operate between 
25 and 75 cars. 

Most association drivers own their vehicle but some are employed on a commission 
basis. Drivers are required to obtain a permit and license from the Ministry of Com
munications and must also be approved by a municipal authority. At this time new per
mits are unobtainable and anyone wishing to be a por puesto operator must buy this per
mit from a previously licensed driver. Once a permit and license are obtained, the 
driver must be accepted by one of the associations. 

All por puesto drivers also pay dues to a transportation union that, in return, acts 
as the bargaining agent for the societies with the Ministry of Communications and mu
nicipal authorities. The union also functions as a fraternal organization for its mem
bers, providing sickness, accident, and death benefits, and legal assistance in acci
dent cases if needed. 

The available accident records do not separate por puesto vehicles from others. Be
cause of the slow operating speeds found on the congested streets, most accidents are 
of the property damage only type. Neither the por puesto associations nor individual 
drivers are required to provide insurance on their vehicle or for their passengers. 

In addition to governmental control on routes and numbers of vehicles, the Ministry 
of Communications also regulates the fare structure of the industry and can limit the 
hours of operation. At present, each por puesto and taxicab is prohibited from operat
ing on one workday during the week. This, in effect, removes 20 percent of all por 
puesto and taxis from streets on each working day. The intent of this regulation is not 
only to reduce the number of taxis and por puestos in circulation, and hence reduce 
traffic congestion, but also to insure that time is available for vehicle inspection, main
tenance and repair. 

Fare Structure 

As was indicated earlier, the relationship between bus, por puesto, and taxicab fares 
is a significant factor in determining the patronage each mode attracts. Buses are nor
mally the cheapest means of transportation and most buses have a basic zone fare of 
0.25 bolivar (one bolivar is worth about $0.22). Long trips can involve as many as 
three fare zones and reach a cost of 0.75 bolivar. 

Fare zones have been established on most por puesto routes and generally a charge 
of 0. 50 bolivar is made for trips less than six miles long and 1.00 bolivar is charged 
for longer trips. As with all zone fare systems, short trips which cross the zone 
boundary are penalized by having to pay a greater fare while much longer trips that are 
made completely within the zone pay the lower fare. Fares are paid on boarding or on 
alighting or at any time in between at the whim of the passenger. No free transfers 
are provided and separate fares are paid when changing to another por puesto or to a 
bus line. 

Taxicab fares normally range from a minimum charge of 3.00 bolivars to a maximum 
charge of 5.00 bolivars. They are, however, somewhat dependent on the negotiating 
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ability of the passenger and such factors as time of day or night and whether or not it 
is raining. The same fare is charged between any two areas regardless of the number 
of passengers carried and rega1·dless of the time needed to make the trip. The driver, 
therefore, pays the cost of congestion and lost time. Local practice is not to tip taxi 
drivers and consequently his only source of revenue is the fare collected. 

Buses are generally used by the poorest people who of necessity are willing to put 
up with the slower speeds and less attractive ride . Taxicabs, and of course the pri
vately owned automobile, provide transportation for those in higher-income brackets. 
For puestos serve some poeple in both these extreme categories as well as middle
income families since they p1·ovide speed and comfort approaching that offered by the 
taxicab at prices only somewhat greater than bus fares. 

Operating Revenues and Costs 

It is difficult to compare por puesto operating revenues and costs precisely because 
of the wide variation among lines in such key items as wo1·king hours, patronage turn
over, route miles of operation, and vehicle age and condition. Enough information is 
available, however, to permit drawing some general conclusions. It appears that most 
por puestos that are active for the entire day carry an average of from 60 to 90 pas
sengers per day and that a probable range of revenue is from 70 to 75 bolivars per ve
hicle per day. 

Unit por puesto operating costs have been estimated at about 1.00 bolivar per mile, 
including the driver' s earnings or commission, which is estimated to be somewhere 
between 40 to 45 boliva!'s ($9 to $10) pe1· day. The available inventory data indicate 
that the average por puesto travels about 60 to 70 miles per day, which results in a 
total operating cost of about 60 to 70 bolivars per vehicle per day. 

It can be tentatively concluded that with the present fare structure por puesto reve
nues are lust slightly in excess of operating costs and the return for most owner drivers 
consists of their daily pay rather than any r eal profit on their investment in the vehicle 
and license. Because economic factors are likely to play a major role in determining 
the future of the por puesto system, more refined economic analyses, including addi
tional data gathering, are planned as part of the continuing b'ansportation stl.ldy. 

FUTURE PROSPECTS 

The por puesto system arose as a result of inade~1ate bus service; consequently, 
the evaluation of its future prospects should be made against the background of the 
planned improvements to the public transportation system. The national government 
has taken a variety of steps to regulate and control both the por puesto industry and to 
imp1·ove bus transportation. The most significant improvement to the bus sytem was 
the introduction of EMTSA service in 1966. The EMTSA system is owned and operated 
by the federal government and has a number of noticeable advantages over the previously 
existing private and municipally owned bus systems including newer, more comfortable 
equipment and 20 percent faster running times. 

The EMTSA system was put into ope1·ation gradually during late 1966 and early 1967 
and consisted at that time of 176 buses operating over seven routes. Since then, one 
more route has been added and an estimated 210 buses are now in service on a typical 
working day. It is planned to expand the EMTSA system a needed to meet growing 
transportation demand, and authorization for two additional routes is under considera
tion. 

Based on screenline volume counts taken before and after the beginning of the EMTSA 
system, it is estimated that approximately 7 5,000 passengers per day or 14 percent of 
por puesto users were diverted from por puestos to EMTSA buses. Because a cheaper 
bus alternative exis ted previously, the switch in mode can be attributed primarily to 
the significant improvement in bus speed, cleanliness, and comfort rather than the 
cost advantage. 

The final design for the first line of the Caracas Metro, or rail rapid-transit sys
tem, was begun in April 1968 and it is expected that the 12.4 mile Catia-Petare line 
will be in full service by 1975. The impact that this high-speed underground rapid-
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transit system will have on por puesto operation has been evaluated at two levels: (a) 
1975 when just the east-west Catia-Petare line is in service and is basically in com
petition with existing bus and por puesto systems for public transportation passengers; 
and (b) 1990 when the entire 4-line, 30-mile rapid transit system is in operation and it 
is assumed that a coordinated network of surface public transportation has been inte
grated with the rapid transit lines. 

The Catia-Petare line will serve the highest travel demand corridor in the city, where 
at present more than 30 percent of the population and almost 45 percent of total employ
ment are located within easy walking distance of the line. It is estimated that by 1975 
this line will attract 642,700 riders daily and that about 40 percent of those would be 
por puesto patrons if no Metro service were to be provided. 

Forecasts indicate that by 1990 the population of Caracas will have grown to over 4 
million inhabitants and that nearly 3,200,000 trips will be made by public transportation 
on a typical working day. About 2,160,000 of these trips will use the Metro system for 
at least a part of their journeys. It is expected that an integrated surface transit sys
tem will play a vital role in feeding and distributing patrons to and from the Metro 
stations. 

CONCLUSIONS 

It was concluded from the analysis of probable conditions in 197 5 and 1990 that as a 
result of government policies toward limiting and controlling por puesto and taxi opera
tions and as a result of the provision of improved bus service and a rail rapid-transit 
system, the por puesto will become progressively less important as a means of trans
portation in Caracas. There is evidence that the number of por puestos in operation 
has already declined. The future role of the system will probably be limited primarily 
to station feeder and distribution service, with perhaps some lines also providing com
plementary trunk service in the few remaining parts of the city with light- or medium -
density development. 

It is probable that boarding and alighting will be restricted to specified stop areas. 
The details of route coverage and probable number of vehicles needed for the future por 
puesto network are now being determined as part of the OMT's comprehensive trans
portation plan for Caracas. 

Ultimately, the continued economic growth and development of the city may force the 
abandonment of the por puesto system on financial grounds as happened in the United 
States. As other employment opportunities grow, there will be fewer people willing 
to work the long hours at the low earnings needed to keep por puesto fares competitive 
with buses. Driver's income at present constitutes more than 60 percent of por puesto 
operating costs and the industry is barely able to recover operating costs from reve
nues. Any significant improvement in income levels is likely to hasten the replacement 
of por puestos by small- or medium-sized buses. 

It should be recognized, however, that the use of por puestos as part of a public 
transportation system has several attractive aspects, including great flexibility in 
routing and scheduling, operating speeds equal to that of private automobiles, a seat for 
every passenger, and ability to provide frequent service at short headways. With 
transportation demand expected to grow to 2.5 times the existing level by 1990, it is 
the author's hope that a means can be found-perhaps through the use of nine-passenger 
limousines or government subsidy-to keep por puestos serving Caracas for many years 
to come. 

True, the economic situation is not encouraging but public transportation systems 
are subsidized in many cities throughout the world today as a public service. Although 
the same number of people who now use por puestos could theoretically be carried by 
a much smaller number of buses, this could be done only with a significant decrease in 
frequency, speed, and other levels of service. These are the very characteristics that 
make the por puesto a much stronger competitor of the private car. Indeed, with the 
changed attitudes toward public transportation which have come about since jitney taxis 
were abandoned, a revival of a modified form of the system in North America is worth 
consideration. This could possibly be done as a first step toward a more sophisticated 
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computer-controlled "dial-a-cab" system. Such a revival might also provide important 
social benefits such as creating jobs as drivers for the unskilled and improved trans
portation between slum areas and employment centers. 
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