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ABSTRACT 

The impact of transport projects on cities are evident, since the infrastructure of those may 

generate that land and property values vary along “corridors” that are developed for the 

systems. In many cases the impacts are considered to be beneficial to the city, as new 

businesses grow nearby or surrounding the new bus stops and new stations; however it is 

crucial to discovered if these outcomes are beneficial for the city as a whole or are only 

beneficial for some part of the population. 

 

In cities of the developing world, such as La Paz, Bolivia the emerging new transport 

systems are booming and changing the way the city has been functioning. On one hand, a 

new bus system that is composed by a 24-hour semi-express service connects the city´s 

Central Business District to the poorest neighborhoods of the city. On the other hand, the 

world´s largest urban cable transit system is being implemented. 

 

This is a descriptive oriented research that portraits the traditional transport service in La 

Paz, Bolivia and the new transit projects that are being implemented for the first time in the 

country´s history. Then a literature review of how proximity of transit infrastructure may 

affect land and property values. This review is followed by a brief analysis of data gathered 

about the effect of the two new transit infrastructure and the found effects after the 

evaluation of 109 bus stops and 11 stations.   
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1. URBAN TRANSPORT IN LA PAZ 

1.1 La Paz´s urban development 

The urban settlements have an impact over the natural environment that has to be analyzed 

in its historical development. La Paz has similarities and differences with other urban 

experiences, but is overall peculiar by its natural environment that complicated the search 

of a harmony between the site and the urban. An environment of extreme exceptional 

landscape as this one has uncountable natural risks that provoked of its urban evolution a 

constant fight between the inhabitants and their environment.   In 1976, a study established 

that only 5% was apt ground for construction, leaving most of the soil part of the basin as 

an area with a lot of risk of natural disasters (e.g. landslides) and variable intensity. 

 

The election of the city´s settlement was debated since its foundation in 1548, moment of 

crucial decisions to find a definite site. A year after the foundation on the altiplanic (name 

of a flat area in the Andes region) zone, another site was provisionally elected which was 

located in a basin. In consequence, an urban trace was made, according to the Royal 

Spanish mandates. However, what was a provisional decision remained as a definite 

settlement in spite of the intense discussions of that time for the elected site. Then, there 

was not only a fascination for the site, but also, a search of the functional and practice for a 

future urban development. Historical documents point out that the basin was difficult to 

transit; it was a problem “to get into the site” as well as “to get out of it”. In spite of all the 

adversities, La Paz developed as an intermediate pass between the Bolivian city of Potosí 

and the Peruvian city of Cuzco, nobody would predict that such a little town located in a 

“whole” would become the capital of a nation. 

 

La Paz´s CBD grew in the lowest part of the basin (3700 meters over the sea level), today 

the center of the Bolivia´s political and economic power. On one hand, the city extended 

along the basins literally climbing the hills. On the other hand, the natural growth and the 

migration from rural areas gave origin to a La Paz´s satellite city, which was named as El 

Alto (located in an esplanade at 4000 meters over sea level), this area grew up 

exponentially, so that nowadays its population overpasses La Paz. The official results of 

the last census published in 2013, indicate that between the two cities they have a 

population of aprox. 1,7 million of inhabitants, which converts the La Paz – El Alto 

Metropolitan Areas as the largest in Bolivia.  

 
1.2    History of Urban Transport in La Paz  

From 70´s to 80´s the quantity of vehicles is boming, reaching 4% per year. Is then when 

the first transit systems emerged, those where managed by association of independent 

transporters and in general, the travel demand is covered by that service. At the end of the 

70´s, and because of the city´s configuration, the city center began experiencing 

congestion. Then, the transport services in La Paz and El Alto (private owner 50-60 

passenger buses) began to collapse, offering deficient services. At that time, the first ideas 

about developing projects to improve mobility conditions of the city began, therefore; the 
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first change, was the appearing of the Enterprise of Municipal Transport (EMTA), that 

served main routes (trunk ones) and had fixed stops, and operated using 24 105-passenger 

buses. Unfortunately, this system failed because of a lame public administration, lack of 

spare parts, and a strong competition by the informal transport service.  

 

In 1986, the current city mayor with the support of the World Bank, prioritize the 

modernization of the transport systems of the city, focusing in upgrading the routes to the 

south zone  and the interconnection to El Alto, therefore an international contest was 

published with the objective of implementing massive transport systems between the two 

cities. The professor Ralph Gakenheimer of the Massachusetts Institute of Technology 

(MIT) helped the municipal civil servants evaluating the proposals together with a group of 

MIT´s PhD students. The conclusions indicated the following: a) the major demand was 

located between La Paz´s city center and El Alto´s La Ceja; b) the most attractive option 

was a trolleybus system, because of low costs and high capacity; c) the recommendation 

was making deeper financial and technical studies, in order to define which mode to elect. 

Unfortunately and in spite of all the efforts, nothing concrete was done. 

 

The 90´s decade was an obscure era, where because of the liberalization of the transit many 

associations of drivers were formed and grew rapidly becoming in a strong political sector 

in the society. In addition, the lack of political decision provoked that the city´s urban 

transport became almost impossible to solve. On the opposite, a series of urban transport 

studies were made, reaching the number of 24 until 2012. The last study shows that daily 

(in La Paz and El Alto) there are 2,1 millions of trips and from those, 1,9 millions of trips 

are done using transit, remarking that the main core that attracts and expulse passengers is 

the city center: La Paz´s CBD. Another crucial finding is that the most feasible alternative 

was choosing a Bus Rapid Transit (BRT) system that will connect La Paz and El Alto with 

trunk lines, having feeder lines to other areas of the cities. 

 

1.3    Current Transit system in La Paz-El Alto (Until 2013) 

The transit system in the Metropolitan Area La Paz-El Alto is disordered and chaotic; it is 

a manifestation of the informality of the “trabajo por cuenta propia” (self-help work), so 

that the definition of the routes that the different lines have to follow are made (and almost 

without any restriction form the local Governments) by the gremios y sindicatos (trade 

associations and unions) of the sector. As a result, there are not reliable routes and tariffs, 

since these are changed according demand and revenue calculation benefitting transport 

operators, and the overall service is deficient in accessibility, affordability, and safety 

terms.  

 

Until the end of the year 2013, the main urban transport types were: micro-buses, truffis, 

and minibuses, these latter are shown in figure 1. 
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Fig. 1 - Minibus, the main Transit unit 

 

Minibus: Buses with a 14-passenger capacity that are operated by trade unions that can 

define routes and lines. The routes vary according to the hour and they mainly connect the 

most populous (and most profitable) areas of the cities. It is calculated that there are 

almost 30.000 minibus units operating between La Paz and El Alto. 

 

The system works without control or regulation, which is demonstrated in the daily chaos 

of the service on the tracks, with a negative impact for users who suffer from long travel, 

pollution of the environment where they live and work, and insecurity in the service. In 

addition, low levels of transport service and high social costs that result in a low quality of 

life and affect the productivity and competitiveness of both cities. The current operating 

conditions of transport, represent a high social cost that is expressed in high accident rate, 

air pollution and noise, but mainly traffic congestion therefore low flow rates and long 

travel times for all users of the road network, causing dissatisfaction in the population. 

 

The above problem can be summed up by mentioning that the current system of public 

motor transport is chaotic, inefficient, polluting and high social cost, which depends on the 

operating costs, fuel price, heavily subsidized by the state. Listed below are some of its 

features: 

 

• Old vehicles with an average age of 18, representing high operating costs, which by its 

poor technical - mechanical state are highly dangerous for your accident and environmental 

pollution (air and noise). 

• For the operating characteristics, the service is unreliable, chaotic, arbitrary and almost 

nonexistent at night. 
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• On the lack of regulation and control, charging fees in installments occurs which by its 
inefficiency does not benefit operators and users. 
• Due to its low capacity, lots of small vehicles have clogged the main roads in both cities. 
• Highly oversupply system that generated the unfair competition between carriers , with 
irregularities as the "maleteo" (theft of passengers unfulfilled tours), "trameaje" (clipping 
paths routes in two or three sections, to collect paths rates); “penny war” expressed in 
contention for passenger fares kick of dropouts without passengers arrive at their stops , 
suspension of service to remote areas, threating the urban poor. 
• The lack of regular transport service, increases insecurity. 
• Charging for sections generates a significant proportion of household income for 
working, studies indicate that in some cases 30% of a family´s monthly income is spent in 
transport. 
• There are sectors of the population such as children, elderly, women and people with 
disabilities who are not adequately addressed. 
 
2. NEW TRANSPORT SYSTEMS IN LA PAZ-EL ALTO METROPOLITAN AREA
2.1 The Municipal Transport Service – LA PAZ BUS 
The already mentioned 24 studies made, defined the need to implement a BRT system 
between the La Paz – El Alto metropolitan area, a project that is conceptualized as part of 
the Integrated Transit System of La Paz-El Alto (SITP). Therefore, the system is conceived 
having 1 trunk lines in phase 1 in La Paz with 40 feeder-lines, and 3 trunk lines in El Alto 
which are shown at figure 2. 
 

Fig. 2 – Integrated Transit System of La Paz-El Alto 
 

 Main Trunk line in La Paz 

 STATIONS 
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Main Trunk lines in El Alto 
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Because of financial reasons and political disrupts between the administrations (Local 

Governments) of La Paz and El Alto, the project could not be implemented, leaving the 

dreams of a better transit and better urban mobility in danger. Therefore, The Autonomus 

Local Government of La Paz (GAMLP) toke the decision to implement a pilot project that 

is called The Municipal Transport Service (SETRAM) which is a smaller scale solution to 

the problems described earlier. The concept is to connect La Paz´s CBD to the outskirts of 

the city, which means that the La Paz´s poorest areas could be connected to the main 

origin-destiny area of the majority of trips made per day. 

 

SETRAM will operate 3 semi-express routes, 24 hours per day, seven days of the week. It 

will have fixed stops in relation to demand areas, pedestrian infrastructure and connection 

to other transport modes, having a central station, which all the lines will arrive to. The 

system has a fleet of 61 buses which were designed to function at the particular physical 

and atmospheric conditions of the city of La Paz. The Euro III-buses have a capacity of 61 

passengers and are considered to be the cleaner vehicles of Bolivia, since they use a 

technology that is 50 to 100 times more environmental friendly than the current buses that 

operate in the city. Each bus has a 300 hp-power engine and is considered among the most 

powerful in South America, having a computer on board and for security reasons four (4) 

breaks systems. Other remarkable components are: a) a hydraulic elevator that guarantees 

accessibility for people with physical disabilities, which makes SETRAM an inclusive 

service; b) trilingual (Spanish, English and Aymara languages) communication system, 

that is based in LEDs displays and tv screens that inform the users in audio and video 

about routes, tariffs and promotes citizenship culture; c) Free WI-FI Internet access so that 

smartphones, tablets, netbooks ad laptops users can access on-board internet without 

restriction.  

 

In relation to the fare collection system, it is based in a dual form of charging: a) cash; and 

b) by smart contact-less cards using android platform. In addition, there is a Users Service 

Attention (SAC) that is based in 3 channels of communication: a) Presential plataforms, b) 

24-hour Call Center; c) virtual platforms, then a user can present Requests (suggestions, 

complains, and/or questions) to any of those channels, which are oriented to continuous 

improving and measuring users satisfaction.    

 

To summarize, it is important highlighting that SETRAM is the outcome of years of 

efforts, and is a creative solution to the budget´s limitation and is based in the learning of 

international best practices which have evolved into a world-class service that uses the 

holistic approach of economical, social and environmental sustainability. The figure 3 

shows the main routes that were prioritized to operate the service.  
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Fig. 3 – SETRAM´s routes 

 

2.2. The Metropolitan La Paz-El Alto Urban Cable Transit System 

2.2.1 Introduction to Urban Cable Transit System 

While cable transport systems are conceived as solutions to specific demands, and 

historically have been implemented for more than a century for tourism, sports and special 

events such as fairs and expositions purposes, it should be noted that this mode of transport 

has great potential to be used in urban areas, helping cities improving their different modes 

of transport and urban mobility. Regarding international experience, South America is 

home again in pursuit of innovation to find solutions to improve urban mobility. In this 

sense, the Colombian city of Medellin is the cradle of the use of cable transport as a mode 

of urban transportation, its system is named Metrocable which influenced other cities in the 

region to implement alike systems with relative success. The advantages of cable system to 

be considered as a mode of urban transport are: 

 Speed. The main advantage over other types of transport is that the system is 

"hanging”, therefore does not use the roads in the city, avoiding traffic jams, 

allowing a faster connection between origins and destinations. 

 Reliability. Being a system of continuous use, passengers need not memorizing the 

frequencies or times as is the case in railways and bus systems. Therefore, 

accessibility to use the system throughout the duration of the operation is possible. 

 Safety. The cableway is considered the safest mode of transportation, surpassing 

aerial transport. There is no record of an accident in urban areas.  
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 Environmental friendliness. As the goal of reducing emissions of gases such as 

CO2, cableway allows carrying more than 3000 passengers per hour without using 

fossil fuel-vehicles, thereby avoiding generating pollution. 

 Versatility and Adaptability. The cableway is very flexible; it can be adapted to the 

structural and urban characteristics of any city. The system overcomes effortlessly 

leaps of land and other topographical barriers, allowing parts of cities connected 

despite geographical conditions. 

 

2.2.2 Project´s Description 

The Metropolitan La Paz-El Alto Urban Cable Transit System consists in the construction 

of three cable car lines, two of which allow connection between the cities of La Paz and El 

Alto and the third links the center of La Paz with the so-called Southern Zone (part of the 

city known by the high value of the properties). As figure 4 shows, the 3 lines (red, yellow 

and green) have been chosen according to passenger demand levels, availability of airspace 

clear for lines, land for location of terminal stations and towers, economic amounts to 

expropriation, and technical, topographical and geological factors. 

 

 
Fig. 4 – The three lines of the Metropolitan La Paz-El Alto Urban Cable Transit System  

 

The length of the three lines reach10 kilometers, becoming the world's largest cable transit 

system, which will have 439 cabins with a capacity of 10 passengers per cabin and a total 

installed capacity to transport 3,000 passengers per line, which means that the 3 lines will 

move up to 18,000 passengers per hour in both directions. The eleven stations are being 
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design applying universal design concepts and green technologies. The fare-collection 

system is based in using smart contact-less cards. 

 

For instance, the project budget is the largest that the country has made in its history to 

improve urban mobility in any Bolivian city, and the system will be operating completely 

before the end of the year 2014. The figure 5 shows a station under construction. 

 

 

Fig. 5 – Red Line – La Paz Final Station 

 

3. LITTERATURE REVIEW OVER LAND AND PROPERTY VALUES IN 

RELATION TO TRANSIT INFRASTRUCTURE 

 

The literature about the relation between transit infrastructure (Stations) and land and 

property values indicates that the proximity between residential and commercial property 

to transit stations may implicate direct or indirect effects to property values, in Europe and 

U.S. the effects may be positive (Muñoz-Raskin, 2010). In this sense, accessibility to 

transit systems is crucial to provoke effects on values, that are not always positive for land 

owners but in some cases negatives, since it may cause a decrease of property values. The 

reasons could be related to noise, vibrations, pollution, and safety issues (Bowes and 

Ihlanfeldt, 2001). So that transit increases accessibility, willingness to pay for nearby 

properties should increase as well. Land rent theory predicts that land prices decrease with 

distance (and consequently travel costs) from the CBD. On the other hand, if the new 

transit stations do not allow perceptible accessibility, the effects on land and property 

values are minimum (Rolon, 2005). 

 

International experiences, such as the Brazilian city of Curitiba, show that transit systems 

can help in promoting growth and densification processes along the corridors, in 
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consequence affecting directly to property and land values. In some cases the effects can 

be perceived before the implementation of the fully built infrastructure, however in others, 

the effects are almost negligible. According to Knight and Trygg (1977), there are four 

categories of factors that influence transit’s impact on development: a) local land use 

policies, b) availability of land for development, and c) physical characteristics of the 

station areas. In relation to this, it is important to add two other factors: d) the increment of 

accessibility offered by the new transit station; and e) the usage rate of that infrastructure. 

 

3.1. Methodology to find property and land values 

Both projects infrastructure were identified and reviewed, meaning: all SETRAM´s stops 

(109) and al Urban Cable Transit System stations (11) were considered. At least four 

properties near every stop or station were reviewed, in order to find an average. In this 

sense the following method was used to identify the land and property values which were 

compared to the poll answers. The first sample was registered on December 2013, which 

means that it was obtained two months before the implementation of the service. Similarly, 

the same polls were made on March 2014, meaning: two weeks after the inauguration of 

the service.      

 

Land value.- For commercial valuation and classification of land, comparative market 

method was used, ie, the analysis values will force market (supply and demand), according 

to the database of zone values, own collection. We used weighting factors (Appreciation or 

depreciation), according to the characteristics decade terrain. These factors are: coefficient 

of land use and accessibility, topographic coefficient, geometric coefficient, and routes and 

services coefficient. For the different characteristics and conditions of each field, an 

average was made or adjusted values of the coefficients for each field, finally adopting an 

adjustment factor of 1.30 which was applied to the land cost obtained, that factor is a 

forecast one. 

 

Property value.- For the classification and valuation of commercial buildings, the 

"method of the cost reposition" was used, ie the calculation of the construction unit value 

for each building type. This method is based on the reproduction or replacement cost of the 

building, subject to an accumulated depreciation (age), at which a business or estimated 

utility for constructor is added. In addition, weighting factors (recovery or depreciation) 

were used, according to the characteristics of each building. These factors are: type of 

construction, age factor, or conservation status coefficient and coefficient of use of the 

building. For the different characteristics and conditions of each construction were 

averaged and / or adjusted values of the coefficients for each building, finally adopting an 

adjustment factor of 1.15 that was applied to the total cost of the buildings. 

 

3.2. Property and Land values and the Municipal Transport Service – LA PAZ BUS 

SETRAM´s infrastructure is composed by the following items: a) A waiting space; and b) 

a totem, which are valuated to cost approximately Bs. 27,000 (USD 3,879) each one, 
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taking account that on the three routes of the service, 109 bus stops were built. In this 

sense, it is important mentioning that aprox. 39% of them were only composed by totems, 

which costs around Bs. 4,800 (USD 689). The figure 6 shows the design of bus stops. 

 

 

Fig. 6 – SETRAM´s Stop Design 

 

The research findings show that only 0,1% of the properties located near bus stops increase 

their property and land values. The reason for this could be based in the following: 

 

The proximity of the research data: Two of SETRAM´s routes were inaugurated on 

February 28
th

, 2014 and the third one on March 6
th

, 2014, therefore the influence on 

property and values may not be visible yet, and the eventual variations would be clearly 

perceptible after at least three months of operation and demand consolidation. Thus, future 

research must be done to find out more accurate information. 

 

The quality of the design of the bus stop: because of financial reasons and budget 

limitations, SETRAM´s stops are the smallest among the systems in South America and 

are the least expensive since they are based in small and simple elements that do not follow 

the same corporative image as the buses. Therefore it may be inferred that their impact is 

minor and neither affect the surrounding area nor the property and land values.  

 

3.3. Property and Land values and The Metropolitan Cable Transit System 

This research studies the values of land and properties before the implementation of the 

project. Then the data was processed and each of the 11 stations immediate area has been 

reviewed. The methodology used was comparing market prices to cadastral values, giving 

priority to the latter. The table 1 shows the average property and land values near the 
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stations location, the properties´ uses were not discriminated, then, there is no 

differentiation between residential and commercial uses.      

 

Line Station Land Value (Average 

Usd/m2) 

Property Value 

(Average Usd/m2) 

Red R1 200 200 

R2 300 300 

R3 300 350 

Yellow Y1 70 200 

Y2 270 300 

Y3 400 250 

Y4 170 300 

Green G1 170 300 

G2 150 200 

G3 150 300 

G4 250 300 

Table 1 – Urban Cable Transit System – Stations Land and Property Values  

(Before project) 

 

The three lines would be finished until October 2014, however the red line is almost 

finished and it would be the first to be open to the public. Therefore this research has found 

that even though the line´s 3 stations are not finished yet, the effects are clearly notable, the 

table 2 shows the difference before and after the implementation of the stations.  

 

Line Station Land Value (Average 

Usd/m2) 

Property Value 

(Average Usd/m2) 

Red R1 250 250 

R2 330 365 

R3 325 355 

Yellow Y1 100 230 

Y2 305 310 

Y3 400 280 

Y4 170 350 

Green G1 170 350 

G2 210 200 

G3 196 325 

G4 287 325 

Table 2 – Urban Cable Transit System – Stations Land and Property Values  

(Before project) 

 

The results show that the percentage of increment in property values in 29,85 % and there 
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is a land value increment that reaches 16,77% more, which happened even before the 
projects´ implementation. This finding together with the new developments of the city 
which promote mix-uses and a combination of functions would be benefit if transit stations 
are located in this key interchange area. For instance figure 7 shows the development of a 
multi-used private-public project that will integrate, commercial buildings with residential, 
hotels, offices buildings, convention centers activities that would be interconnected by 
transit infrastructure as the metropolitan cable transit system stations. 
 

 

 
Fig. 7 – Cable Transit System Stops and new mix-used land projects 
 
It is clear that properties in this kind of projects would have higher values if massive transit 
is built nearby than if they were not. However, a question rises regarding the positive or 
negative effects of these developments. For instance gentrification processes may occur, 
only benefitting the middle and high income classes instead of the urban poor, which were 
the priority at the beginning of the mass transit projects. 
 
4. CONCLUSIONS 
Even though the challenge of studying the extent to which incremental and/or great 
changes in transit infrastructure can materially shape urban growth and affect land and 
property values has been the objective of this research, in an scenario almost virgin to 
study the theme as La Paz signifies. The following are the conclusions arrived after the 
research analysis and are related directly to the effects of transit stops and stations and their 
influence to land and property values that necessarily have been influenced by the 
following factors: 
 
Regarding local land use policies.- Local land use policies are based in zoning and land 
uses that separates functions and do not favor or promote mix-use development. In this 
matter, the inexistent policies that regulate areas near transit stations is logic since the 
implementation of such infrastructure is totally new, since neither planned nor regulated 
and formal transport systems were implemented until 2014. However, these imminent new 

Cable Transit System Stations 
Design and Construction 
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projects will bring the need to develop policies to avoid negative effects such as 

gentrification processes. Then, inexistence of policy is definitely an opportunity to come 

out with creative legislation for the creative new transit systems that are already there, and 

will new Transit Oriented Development Policies.  

  

Regarding availability of land for development.- If we agree that cities experience three 

phenomenon: densification, consolidation or expansion, it is clear that  because of 

geographic factors, La Paz is a city that is no longer being expanded but is in an intense 

process of densification and consolidation, which means that the sense of growth in the 

properties located near transit stops and stations is vertical. Therefore, the new 

developments in these properties would be I the shape of several-floors buildings instead 

of low buildings. In consequence “theoretically” there would be more space for mix-use 

development, then residential, commercial, and other activities can be developed in the 

“same space”. This means that property value would be increased greatly and so the 

market´s pressures and the need for urban developers. To avoid negative effects such as 

resettlements of the former neighbors, policies have to be strategically thought prioritizing 

maintaining already formed communities and neighborhoods.       

 

Regarding physical characteristics of the station areas.- It is clear that the quality of 

spaces that are going to host transit flows is crucial to act as catalyzers for new 

developments that would imply increase in property and land values. This research has 

shown that while the urban cable transit stations has an attractive contemporary 

architecture form, with fancy materials and the use of light in creative manners, the 

SETRAM´S stops are as simple as they could be, which convert them less attractive and 

their impacts might be minor. According to responds, the fact that the bus stops are seeing 

as movable seems to decrease or neutralize any effect over the surrounding area, which 

includes new uses and values. On the opposite, a large and more “everlasting” 

infrastructure as the urban cable transit stations are, seem to attract more commercial 

activities and uses that would be driven by the expectancy of transit users´ demand.      

 

Regarding the increment of accessibility offered by the new transit station.- La Paz is 

a city that is not easy to walk, but is particularly challenging for vulnerable groups of the 

society. If we agree that accessibility is the main component of urban mobility, then; both 

new transit systems are thought considering the “universal design” concept and full 

accessibility in their built area and surroundings. In this sense, the 109 SETRAM´s stops 

are located in alternative roads that are not the main avenues of the city, situation that will 

benefit people living in those areas giving them a closer connection to transit services, 

something that has not happened before. In this sense, there is a new accessibility for these 

areas, which means that this factor has the potential of incrementing land and property 

values just because of the proximity within a radius that generally is around 500 meters. In 

the case of the urban cable transit system, the 11 stations are located in areas that are not 

highly dense, and are going to act as creators of new flow nodes in the city, since they are 
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going to be points of origin and destination, causing which is understood as “inductive 

demand”. Adding transit access to an urban area undeniably increases that location’s 

accessibility by some amount. However, diverse kind of users means different accessibility 

changes. Furthermore, those who do not own private vehicles may experience a sharp 

increase in accessibility with added transit services and facilities, while car owners may 

experience a far more subtle change or not any change at all. In the case of La Paz, 72% of 

people use public transport modes, therefore the market is there and there is a potential 

mass effect that can favor increase property and land values as the same time as improving 

urban mobility. 

 

Regarding the usage rate of that infrastructure.- It is fully related to the systems´ 

capacity to satisfy passengers´ demand. In consequence the addition of both will only 

capture the 20% percent of the overall necessity to travel. In this sense, the urban cable 

transit system would serve not only La Paz but El Alto with a maximum capacity of 

306,000 passengers per day and SETRAM has the capacity to serve 35,000 passengers 

daily. As a result, the urban cable transit stations would attract and “expulse” a great 

quantity of people, influencing the appearing of new commercial activities and others that 

would take advantage of the new flows. In the case of the bus system, the impact is minor 

and can only benefit accessibility to new areas, mainly residential. 

 

To conclude it is necessary remarking that transit stops and stations in La Paz would have 

different levels of effects to land and property values. At one side, because this 

infrastructure will allow better connection between different parts of the city but mainly to 

key areas of the city like the CBD means that distances and time would be reduced thus 

influencing in the increase in land and property values. However it depends on which 

transport mode, for instance, a fixed attractive and generator of passenger-demand station 

would incentivize economic activities much more than simple bus stops that are seen as 

movable and temporary.     
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