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To create efficient, economical, and
high-quality transportation sys-
tems, we should add a new tool to
the land use planning process. Today,
most jurisdictions plan and mitigate
all land uses on the basis of a 20-year
time horizon. They then amend or
revise their general plans annually to
accommodate additional growth by
changing or adding pieces to the
“transportation puzzle,” without
having a reasonable grasp of what
the final, completed puzzle will look
like. And we lack regional authority
of effectively implement a regional

transportation network.

Population and economic growth
will certainly not stop short in 20
years. Communities should plan to
create evolving transportation net-
works that can receive growth
beyond the next 20 years. They
should encourage innovative ideas by
exploring future growth scenarios.

Major transportation projects-like
subregional collector streets, state
and regional highways, and mass
transit systems—usually take 15 to 20
years to plan, design, and build.
Another 30 years are needed to pay
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Planning

for them. The existing 20-year general
plan process forces transportation
networks to be sized and built for
only the growth expecting within that
plan’s time span. The useful life of a
completed transportation system
should be at least 30 years, and the
growth that will occur during those
30 years should be considered.

INsTEAD, PLAN 50 YEars Our

Transportation system needs—the
types, locations, and sizes of various
transportation elements—can be more
successfully identified by adopting a
more reasonable time horizon for
their planning and by preparing a
regional plan.

The regional, long-range transpor-
tation plan should cover 50 years and
augment each jurisdiction’s current
(and next) 20-year general growth
and land use plan. These general
plans reasonably project possible
growth alternatives 50 years down
the road.

Transportation is one of the most
important components in both re-
gional and local land use planning,
providing the structural framework
that moves people and goods from
one place to another. Transportation
uses take up approximately 20
percent of all urban land. Best viewed
as a regional system, transportation
needs to be planned broadly and
separately from other land uses. Its
large, expensive elements require
long planning/development lead
times.

Achieving a good quality of life
and high environmental standards
depends on recognition of three basic
land use planning assumptions:

* The nation’s population and
economy will continue to expand
after the next 20 years. National
trends will determine where and
when this growth will occur.

* Planning should keep up with
technology and current lifestyles.



Achieving Good Land Use Planning With Workable Transportation Systems And Networks

Plans should be phased and suffi-

ciently flexible to accommodate

technological breakthroughs as
they occur. Otherwise, planners
will be reluctant to engage in long-
range planning, fearing that
innovations will render current
strategies obsolete.

* Transportation systems could
evolve along better-defined trans-
portation corridors. Whatever the
technology of future transporta-
tion systems, they will undoubt-
edly use land corridors, and these
can certainly be defined in plan-
ning.

A region’s growth-based transpor-
tation needs are distributed among
all its jurisdictions, and each jurisdic-
tion must share in the region’s
provision of transportation services.
The state must mandate regional
transportation planning in order to
assure such universal participations.

PuttiNG AN END TO THE
GrowTH/No-GrOWTH DEepATE

The possible benefits of state-
mandated, rolling, 50-year regional
transportation plans that embrace all
county and city jurisdictions are
impressive. The cost of transportation
systems and networks would be
dramatically reduced, as projects
work better and last longer. Rerout-
ing and reconstruction needs would
decline. Building projects would be
planned better and better related to
an area’s transportation networks.

Perhaps most importantly, this
planning should stop the growth
versus no-growth debates that con-
stantly impede good planning, by
recognizing growth needs and pro-
viding a means for dealing with
them.

FrminG TRANSPORTATION

To GrowrtH

The 20-year general plan process
should be used for local community

planning and for mitigating site-
specific transportation-and other
development—costs. The 50-year plan
should guide local transportation
plans while defining major long-term
regional transportation projects to be
implemented, managed, and funded.

Land use authority, except for
regional transportation networks,
should remain in the hands of local
jurisdictions. Regional balance be-
tween employment centers and
residential areas will be achieved
through market forces. Accessibility
will be achieved through good trans-
portation planning.

People should be easily able to
change the location of their jobs
without changing residences. The
norm for the future appears to be two
or three working persons per house-
hold. Finding local employment for
all the workers in a household is, and
will continue to be, difficult. The
mobility of employers adds yet
another dimension to the workplace/
residence relationship. This complex-
ity makes a regional transportation
network critical, as this network must
make affordable housing accessible to
various employment locations.

Long-range transportation plan-
ning should focus on regional and
subregional networks, identifyi ng
rights-of-way and the types of sys-
tems needed. The majority of funding
and dedication of rights-of-way could
be provided on a local basis, Local
communities would receive funding
assistance and would contribute to
major state and regional systems. If
some areas choose to discourage
growth (and withhold funding
support), regional, state, or federal
sources could advance funds for
regional systems with local reim-
bursement, based on the area’s fair
share of costs, when growth occurs.

A regional agency, a metropolitan
transportation commission (MTC),
could manage the long-range trans-

portation plan. The MTC would be
responsible for transportation plan-
ning (with guidance from each city
and county), allocating costs, and
obtaining funds for state and regional
transportation systems.

The key to all this is exploring the
larger picture and understanding
long-term growth needs. Thus,
communities can define and develop
better water and sewer facilities,
functional downtown areas, and
other major components of urban
systems. The densification of land
uses need not overwhelm transporta-
tion networks, unduly constrict open
space, or reduce air quality. If we
plan for growth, we can manage it.

Computer technology should be
used to chart the past 50 years of land
absorption (areas put into urban
uses) within a region and project the
next 50 years of probable land
absorption (keeping in mind redevel-
opment of some areas). Regional
growth trends over this long period
of time will fill in land areas that now
limit growth unreasonably. Consid-
eration should be given to the current
population base and its rate of
growth versus the past’s lower
population base and the amount of
land absorbed into urban uses or
areas that were redeveloped at higher
densities. In the short term, local
political or market pressures will
cause development to accelerate or
slow down, but such ups and downs
tend to even out over the longer term.

Recent changes in the economic
philosophies of China and the Soviet
Union point to the need for long-
range transportation planning tools.
Most major countries in the world are
resolved to upgrade their infrastruc-
tures so they can better compete in
the global economy and improve
their citizen’s quality of life. As we
move to direct funds into capital
assets, a legislative framework to

Continued on Page 20
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Property Management

Continued from Page 7

asset manager reports directly to the
chief executive and has his or her
own budget.

Continuing Life. The asset
manager’s function must be a perma-
nent one continuing beyond tenure of
any one council. Real estate manage-
ment, as a function, should not be
subject to an election schedule.

Action Orientation. The asset
management office should function
with a minimum of bureaucracy and
be prepared to take the initiative
to begin projects and introduce
solutions.

IN SuMMARY

The preceding has introduced the
reader to several forms of Property
Management

Beginning with the PROPERTY
MANAGEMENT TEAM with its
simple form having the advantage of

combining the skills of several man-
agement groups for the gain of
producing a whole greater than the
sum of its parts

Into the PROPERTY MANAGE-
MENT COMMITTEE and its first line
responsibility to recommend prop-
erty management policy to the local
government

Concluding with ASSET MAN-
AGEMEMT with its detailed and
sophisticated processes for recom-
mending to the local government
those policies best suited for the
reasons given to it for being utilized.

The underlying theme intended to
be presented was the application of
modern management theory to the
public sector. Whether it be limited
by budget, manpower, expertise or
resistance to change, the experience
of using a Property Management
Team must some day come of age.
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Long-Range Transportation

Planning

Continued from Page 17
institute long-range transportation
planning becomes urgent.

It would be a shame to pass on to
the next generation a transportation
network that was designed to accom-
modate no growth after the next 20
years. The expense and hardships
caused by continual reconstruction
and rerouting would lessen our
ability to compete globally and lower
the quality of our lives.

Land use planning should address
people’s needs and not try to make
people adapt to limited infrastructure
capabilities. The American commit-
ment to freedom of individual choice
(and to the capitalistic system) re-
quires planning that provides oppor-
tunities for both family and business.
University of Maryland economist
Julian Simon made an excellent
comment recently on a report dis-
cussing population growth, alleging
that “while more people mean more
problems, the history of humanity is
a history of surmounting problems.”

© Copyright 1988, Urban Land.
Reprinted with permission.

Land: A Question of Value

Continued from Page 19
show that an investor buying this
land for $3.08 per square foot could
get a 20 percent return. But in the
marketplace, land on retail corners
five years from developers are
currently buying land for $6.00 per
square foot is likely to sell for $3.75 to
$4.50 per square foot.

The pricing of land in the market is
still influenced more by the fallacy of
so-called comparable sales than it is
based on economic reality but on the
tenuous requirement that a subse-
quent buyer will also purchase above
true economic value. While valuation
of land based on future use depends
on various subjective assumptions, it
does give the investor a more valid
reference point.

© Copyright 1988, Urban Land.
Reprinted with permission.




