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If the Bay Area is to meet the
growth challenges of the
twenty-first century, much
more of the region’s building
will need to take place as
“infill” development within
existing cities and towns. Infill
development can help the
region save open space,
improve housing options and
affordability, reduce traffic
congestion, make more
efficient use of existing infra-
structure, and create more
livable communities. Given
the region’s housing crisis,
residential or mixed-use infill
is particularly important to
create additional housing near
jobs in many existing Bay
Area communities.

Infill development faces many
obstacles in the Bay Area.
Impediments include land
availability, fiscal disincentives
for local governments to
approve infill projects, out-
dated zoning requirements,
excessive parking standards,
financing difficulties, neigh-
borhood opposition, lengthy
permitting processes, toxic
contamination of sites, and
poor schools and a lack of
amenities in older communi-
ties. These obstacles must be
addressed if infill is to achieve
its potential of accommodat-
ing a majority of future Bay
Area development.

Local governments can play a
central role in making infill
happen. Local officials can take
the lead by creating Specific
Plans for areas with infill

executlive summary

potential, revising zoning and
parking codes, adopting design
guidelines, streamlining per-
mitting processes, facilitating
cleanup of contaminated sites,
and coordinating involvement
of neighbors and other local
constituencies. It is particu-
larly important for Bay Area
cities and towns to encourage
multiple infill projects in close
proximity with new amenities
such as parks, streetscape
improvements, public plazas,
child care centers, local shops,
and restaurants.

Such infill would produce not
just individual buildings, but
revitalized communities that
can meet the needs of a wide
variety of residents. At the
same time, cities and towns
should adopt policies to pro-
tect existing low-income resi-
dents from displacement and
to ensure that new housing
units serve all income groups.
Along with open space protec
tion, improved transportation
alternatives, and measures to
promote regional equity, infill
development can form the
core of a regional Smart
Growth strategy.

Some Bay Area communities
have already taken leadership
in creating a favorable context
for infill. San Jose has adopted
a city-wide strategy combining
an Urban Growth Boundary
with zoning changes, permit
streamlining, financial incen-
tives to developers, and cre-
ation of Specific Plans. Other
communities such as Moun-

tain View, San Rafael, and San
Francisco are also creating
Specific Plans for infill loca-
tions. Emeryvilie has been a
leader in cleaning up contami-
nated “brownfields” sites and
in providing information and
assistance to devel-
opers. Redwood
City, Hayward, and
Oakland have built
new civic facilities
to help leverage
downtown infill. San
Francisco’s Mission
Bay project creates
an entire new infill
neighborhood on
former railyard
lands. Infill around
rail transit stations
is underway in
Pleasant Hill, Mill-
brae, El Cerrito,
Walnut Creek, Richmond,
Oakland’s Fruitvale neighbor-
hood, and other locations.

Together, all of us can
help Bay Area cities
and towns become

more livable and
sustainable through

infill development.
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Creating a context that nur-
tures infill development in the
Bay Area means putting in
place mutually reinforcing
programs at different levels of
government. State and
regional policy should pro-
mote local action. The active
involvement of citizens, busi-
ness groups, neighborhood
associations, nonprofit organi-
zations, elected officials, and
the media is also crucial to
building political support for
infill. Together, all of us can
help Bay Area cities and
towns become more livable
and sustainable through infill
development.
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USE OF THIS GUIDEBOOK

The designation of an existing or developing area, whether a large area around a rail
station or a smaller area around a bus stop, as a Transit-Oriented Development can set in
motion a process for marshalling funding and other resources to take maximum
advantage of the opportunities to create a vibrant, compact, walkable, mixed-use
community.

This Guidebook addresses a broad range of issues related to site selection, land use
patterns, street configuration, and design details for creating transit-oriented
development. Local planning departments, transit agencies, transportation departments,
public works departments, and other public departments can use the Guidebook to:

e Determine where to establish transit-oriented communities;

e Begin revising their plans, zoning, and development guidelines to encourage
or require that development be transit-oriented;

e Guide the design and alignment of new streets and the retrofitting of existing
streets to be more friendly to the needs of pedestrians and cyclists;
Form redevelopment districts and overlay zones;
Develop joint venture projects in station areas; and

e Assist developers with design and planning in transit village areas:

This Guidebook also provides guidance to property owners, developers and
builders for

e Site planning of transit villages or portions thereof; and

e Design of specific buildings, streets, parks, or other improvements.

While remaining adaptable to local conditions, the Guidebook establishes
measurable standards to simplify the task of guiding development proposals and
assessing their outcomes.
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CHAPTER 1.
EXECUTIVE SUMMARY

Summary.

Recent trends in development, suburban growth, and urban revitalization have led to the increasing
use of “Transit-Oriented Development” as an effective land use planning tool to create livable
communities. The Principles of Transit-Oriented Development (TOD) promote the coordination of
land use and transportation planning and investment to develop a land use pattern that supports
transit ridership and pedestrian activity.

TRANSIT-ORIENTED DEVELOPMENT HANDBOOK
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A. REASONS FOR TRANSIT-ORIENTED DEVELOPMENT

Across the country, communities are attain-
ing efficient and livable patterns of growth
by encouraging development that makes
walking and transit use convenient —
whether in shaping new suburban areas or
in revitalizing older urban and suburban ar-
eas. These efforts challenge the standard
model of growth,.which for several decades
has isolated and separated land uses and de-
signed for the automobile, resulting in a host
of unintended impacts to the greater health
of our metropolitan areas.

Poor coordination between transportation invest-
ments and local land use patterns have contrib-
uted to congestion, air pollution, loss of open
space and habitat, long commutes, socially-iso-
lated communities, lack of affordable housing,
and distressed cities and older suburbs. On the
whole, people spend ever-increasing amounts of
time in their cars and travel longer distances to
places that do not support a vibrant community
life. Many people must shuttle among dispersed

locations to meet daily needs, and those who can-
not drive often face extraordinary challenges in
getting around.

In response to this predicament, “smart growth”
is becoming a household term. Consensus is
mounting that lasting solutions must go beyond
the construction of yet another lane on the free-
way, and that we must reconstitute our funda-
mental patterns of development and the ways we
travel — whether on foot, by car, or with transit.
In regions as diverse as Madison W1, Salt Lake
City UT, Orlando FL, Portland OR, and Wash-
ington, DC’s beltway, major initiatives are effec-
tively integrating land use patterns and transpor-
tation systems to create sustainable regions and

enhance daily lives.

At the federal level, a “Livability Agenda” was
formed through cooperation of the Federal High-
way Administration, Federal Transit Administra-
tion, Housing and Urban Development, and the
Environmental Protection Agency to provide

o)
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communities with tools to preserve green space,
ease traffic congestion, and pursue regional
“smart growth” policies. The Agenda’s programs
address compact development and “smart invest-
ment” incentives, coordinated reinvestment in ex-
isting infrastructure, regional development strat-

egies, and transit-oriented development.

In the Twin Cities, the Metropolitan Council’s
Regional Blueprint and Transportation Policy
Plan promote transit-oriented development
through a more compact pattern of regional
growth which makes effective use of infrastruc-
ture investment. These policies are described fur-
ther below.

Transit-Oriented Development or “TOD” is a key
component of smart growth and infrastructure
investment. TOD is a return to the traditional
components of neighborhoods, towns, and vil-
lages, in which a compact mix of complementary
uses within a pedestrian-friendly environment is
adjacent to transit stops or stations. TOD con-
cepts can be applied to create new developments

or transform existing areas.

The benefits of TOD include:

e Variety and choice in housing types, retail
destinations, and office locations;

e Catalyst and framework for revitalization
and redevelopment of central urban areas into

vibrant communities;

¢ A structure for new growth in compact pat-

terns, saving open space;

e A higher activity level at transit station ar-
eas, increasing pedestrian safety through
numbers;

¢ Enhanced transit ridership, walking, and cy-
cling, and reduced automobile dependence;

e Contribution to reduced levels of congestion
and improved air quality;

e Efficient use of infrastructure due to the
greater intensity of development, both in ex-

isting and new areas.

TRANSIT-ORIENTED DEVELOPMENT HANDBOOK



B. WHAT ExAcTLY 1S TRANSIT-ORIENTED DEVELOPMENT?

The premise for transit-oriented development
is simple: if we concentrate more jobs and
bhousing around transit and daily conve-
niences by developing land uses patterns that
support transit, people will use their cars less
and will walk and ride transit more ~ asser-
tions confirmed by research. While “TOD”
is a broad concept or approach, the term is
also used to refer to specific clusters around
transit stops.
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To succeed, a Transit-Oriented Development
must:

1) Have a compact, higher density that is greater
than auto-oriented sprawl,

2) Contain a diversity and mix of uses, with
daily conveniences and transit at the center,

and

3) Have a pedestrian-friendly physical design

which encourages walking and bicycling.

TOD Diagrams. While their context and form can vary, Transit-Oriented Developments share the common
elements of higher-intensity uses clustered within walking distance of a transit stop and core conveniences.
In new growth locations, TODs may need to be located on just one side of an arterial, as these streets are
barriers to pedestrian movement (left). In older, more urbanized areas, transit routes running along major
streets in a gridded network, combined with existing pedestrian-friendly mixed-use buildings, permit these
major streets to be the “spine” of viable neighborhoods at the center of the TOD (right).

METROPOLITAN COUNCIL



While the higher densities called for in TODs are
not for everyone, many households and employ-
ers will trade off smaller-size backyards or cam-
puses for the chance to walk to local parks, con-
veniences and transit, so long as the walk is safe,

convenient and attractive.

The mix and diversity of complementary uses
within walking distance of each other and the
choice and flexibility in travel modes differenti-
ate TODs from the hierarchically-segregated,
automobile-centered land use pattern that has
been prevalent in the last forty years. In fact, about
three-quarters of all daily household travel trips
are not commute-reiated; many of these trips can
be “captured” within the TOD.

The interconnected streets and direct pedestrian
connections are also important ingredients of a
TOD. Interconnected streets offer multiple paths
that minimize walking distances and distribute

traffic so that every street is walkable.

Residents, workers and visitors can still get
around in their cars, but the physical structure of
the TOD makes walking, bicycling, and using
transit pleasant and enjoyable alternatives. Blank
walls and surface parking lots and garages are
eschewed in favor of porch-front homes, street-
facing retail and tree-lined streets — functional as-
pects of community design also associated with
“Traditional Neighborhood Design” (TNDs), the
“neo-traditional” or “New Urbanism” move-
ment, and also the classic Midwestern town and
neighborhood.

Traditional-style development at Grand and Victoria in St. Paul. The building shown was a conversion of
an old dealership to retail and restaurant space. In the 1940's and 1950’s, Grand Avenue was “dealership
row.” Buildings are built up to the street with frequent windows and doors. On the other hand, the street is
fairly wide compared to the building heights and there are few trees, making the street seem more like a
place for cars than for pedestrians. In spite of this, the diversity of complementary mixed uses and
pedestrian-friendly design has made it a popular destination area to shop and eat.

TRANSIT-ORIENTED DEVELOPMENT HANDBOOK



C. TRANSIT-ORIENTED DEVELOPMENT IN THE 1 WIN CITIES

With an existing population of 2.5 million,
the Twin Cities region is expected to experi-
ence substantial growth and new economic
development over the next 25 years: nearly
650,000 new residents, about 400,000 new
jobs, and almost 350,000 households. This
growth brings an exciting opportunity to re-
think development patterns, channel new
growth to infill and redevelop existing areas,
and improve transportation options by en-
couraging transit, bicycling and walking as
alternatives to the automobile.

Traditional pedestrian-
Sriendly mixed-use ;
development at Grand
Avenue in St. Paul

In 1994, the Metropolitan Council decided to
rethink the regional transit system, which con-
sists of fixed-route and dial-a-ride bus transit, in
light of the increased likelihood of reduced or sta-
bilized funding for transit. As a result, a Transit
Redesign document (1996) defined a process and
action plan to ensure the long-term viability of
the transit system, and established guidelines for

transit-oriented development.

In 1996, the Metropolitan Council produced a
Regional Blueprint and a Transportation Policy
Plan, which together seek to accommodate
growth by revitalizing and promoting economic
development in the core urban area and encour-
aging orderly suburban development.

METROPOLITAN COUNCIL
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As a framework for regional growth, the Coun-
cil encourages higher densities along established
transit routes as well as along planned
transitways, busways, and light rail and com-
muter rail corridors. The existing and planned
transit system will be improved as cities create

more transit-oriented patterns of development.

The Transportation Policy Plan describes five
“Transit Service Areas” throughout the region,
which provide a framework for structuring tran-
sit service level according to land use intensity.
The five Service Areas correspond to whether an
area is more urban, suburban, or rural in charac-
ter. The Service Area concept is useful for plan-
ning, prioritizing, and structuring higher-inten-
sity pedestrian- and transit-friendly development.
As such, many recommendations made in this
document are keyved to the established Service

Areas.

To implement the goals in the Transportation
Policy Plan, Regional Blueprint, and Livable
Communities Demonstration Account (see the
sidebar in the Implementation Chapter), the Met-
ropolitan Council also identified the need to pro-
vide communities and developers with strategies
to encourage transit-oriented development. To
this end, this Transit-Oriented Development
Handbook identifies parameters and techniques
for creating and sustaining transit-supportive and
pedestrian-friendly districts along transit corri-
dors and around bus and light rail stops. The
concept of TOD can be used to revitalize strug-
gling older urban areas; incrementally retrofit
existing automobile-oriented suburban areas to
improve pedestrian connections, use land more
efficiently in new growth areas, and improve the
market for transit ridership.

A retail center at 50"
and France in Edina,
showing street-facing
buildings, wide
sidewalks, street trees,
Y and other pedestrian-
riendly features.

TRANSIT-ORIENTED DEVELOPMENT HANDBOOK
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THE CROSSINGS, REDEVELOPMENT OF AN INNER-SUBURBAN STRIP MALL SITE

“The Crossings” infill and redevelopment
project tllustrates how the concept of transit-
oriented development can be used to redevelop
obsolete sites in older urban and inner subur-
ban areas. The advent of a planned new
CalTrain commuter rail transit station provided
an impetus to rethink and replace an auto-ori-
ented strip mall at the end of its “life cycle”
with a vibrant pedestrian-oriented community,
providing much-needed modest housing in this

affluent, booming town.

Above, the original shopping mall on the site.
Below, the site transformed into a walkable
community through redevelopment with housing,
parks, and retail, centered on a new commuter
rail station.

METROPOLITAN COUNCIL

12



Located in Mountain View, a town in the San
Francisco Bay Area’s Silicon Valley, the Cross-
ings provides a range of bousing and retail op-
portunities. There are about 400 units of hous-
ing, including single-family homes, townhouses,
rowhouses, and apartments built over a level of
commuter-parking. The 18-acre site has an av-
erage density of 22 units per acre, allowing all
units to be a short walk from the station. Adja-
cent to the station are a civic plaza and mixed-
use buildings with housing over ground-floor

commuter-oriented retail.

An interconnected network of tree-lined streets
and pedestrian paths knits this new mixed-use
neighborhood togetbher. The street network pro-
vides important connections to an existing
Safeway grocery store. The site contains two
neighborbood parks and a larger community
park with community center and pool. Band-
stands and tot lots provide areas for neighbor-
hood gatherings. The shopping mall which the
project replaced was demolished and recycled
as foundations for the new homes.

Source: Calthorpe Associates, Berkeley, California.

Left Top: Townhouses at about 30 units to the
acre.

Left bottom: Single family homes at about 12
units to the acre.

Bottom: Modest-sized, small-lot single-family
homes clustered around a neighborhood park
provide “‘eyes on the street” and a safe and
pleasant place for children to play.

TRANSIT-ORIENTED DEVELOPMENT HANDBOOK




WHEN THE ENTIRE TWIN CITIES REGION waAs TRANSIT-ORIENTED

There was a time when transit was the pri-
mary mode for travel and, as a consequence,
most new development was transit-oriented.
From the late 19th century through the 1940s,
the streetcar was the most common means of
getting to work, gotng shopping, or getting

to a movie.

At that time, the Twin Cities meant Minne-
apolis and St. Paul and little else. Freeways
did not exist, and there were no suburban
shopping malls, subdivisions, or office parks.
Instead the metropolis was an assemblage of
neighborboods built around the street car sys-
tem. More often than not, shops sprung up
around the trolley stops. Since most people
needed to use transit to get somewhere, most
homes were constructed within walking dis-

tance of the transit line, usually with apart-

ment buildings being closest.

Streetcar routes often became mixed-use bou-
levards, framed by taller buildings with orna-
ment typical of the period. Today, many re-
main popular places to go for urban ambience
and amenity. Streets such as Lake Street, Grand
Avenue and places such as Wabasha and Edina

are examples.

With the mass production of the car, transit
use gradually declined from its annual peak of
238 million riders and 530 miles of track in
1920. However, even as recently.as 1949, 36
percent of all trips occurred by transit com-
pared with less than 5% today. Whether
today’s concerns over congestion, air quality,
neighborbood livability, and equitable access
for individuals without cars will spur public
decision makers to belp reverse this trend re-

mains to be seen.

Source: Aaron Isaacs, editor, “Twin Cities Lines:
the 1940’,” The Minnesota Transportation Mu-
seum, 19935.

METROPOLITAN COUNCIL
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PLANNING FOR TRANSIT-ORIENTED DEVELOPMENT AT STATIONS ON THE HiawaTHA LRT CORRIDOR

The Twin Cities’ first light rail transit (LRT)
line will connect downtown Minneapolis, the
International Airport, the Mall of America and
a number of other neighborboods and activity
centers. The alignment follows Hiawatha Av-
enue in a corridor which is expected to see sig-
nificant increases in housing and employment,
particularly around the downtown Minneapo-
lis and Bloomington stations. A number of the
stations have potential to integrate directly into
development, including Nicollet Mall, Down-
town East (Metrodome), Lake Street, and the

Bloomington Stations.

Land use planning is under way to optimize
the public investment in LRT and ensure that
the.areas within 1/2 mile of stations attract
additional transit-supportive development. Sig-
nificant station area planning and development
activities and funding initiatives targeted at the

corridor include:

Station Area Development Coordinators. Ap-
pointed development coordinators oversee plan-
ning for each of the stations. The coordinators
work with city planning staff on station area
plans, monitor land sales and development
transactions, coordinate development-related
public participation activities and negotiate

public/private development partnerships.

Targeting of Funding Resources for Develop-
ment: Minneapolis Community Development
Agency (MCDA) and the Metropolitan Coun-
cil are working together to target $9 million in
funding for TOD in the Hiawatha corridor.
These funds would provide gap financing for
major TOD developments and pay for land ac-
quisition and assembly, site preparation, and in-

frastructure enhancements.

Market Study. A market study is under way to
assess the long-term market potential for TOD
and recommend the types of public tools and
incentives necessary to maximize development
potential, thereby enhancing transit ridership

in the corridor.

Interim Zoning Ordinance. In November 1998,
Minneapolis adopted an interim ordinance regu-
lating development of commercial/industrial
land in the vicinity of the stations beyond down-
town. The ordinance prohibits new construc-
tion anywhere within 1/4 mile of stations. New
construction within 1/2 mile of stations is al-
lowed only if it improves the pedestrian envi-
ronment. Auto-oriented uses such as commer-
cial parking lots, new and used car dealerships,
drive-through establishments, automobile con-
venience facilities, service stations, auto repair

garages, and auto washes are also probibited

METROPOLITAN COUNCIL
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within a certain distance of stations. Amend-
ments to the final zoning code to meet Minne-
apolis’ transit-supportive development goals will
be based upon a land use study and station area

master planning.

Public Involvement in Integrating Art & Aes-
thetic Treatments into Station & Corridor De-
sign. A series of workshops will provide an op-
portunity for communities to get involved with
designers in enbancing the corridor and stations.
A “Public Art Opportunities Inventory” and an
“Aesthetic Design Guide” will inform the de-

sign of the stations and corridor.

Parking Provisions/Limitations. The City of
Minneapolis prohibits additional parking lots
downtown, as well as in neighborhoods around
all stations, to encourage transit use and pre-
serve bistoric buildings. Draft zoning offers “bo-
nuses” of reductions in required parking to busi-
nesses located within 200 feet of a transit stop.
Bloomington’s zoning ordinance allows for a re-
duction in required parking spaces based upon
transit service availability, pedestrian orientation

and shared parking arrangements.

TRANSIT-ORIENTED DEVELOPMENT HANDBOOK
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Hiawatha LRT Station Area
Land Use Planning Timeline

1998 wm), 1999 W}, 2000 =), 2001 m 2002w, 2003

Preliminary
Station
Area Land
Use Plans

Development &
redevelopment
opportunities
Broad land use
concepts
Community
amenites to preserve
& enhance

Access
improvements &
enhancements to
pedestrian
environment
Methods of
addressing impacts
on adjacent
properties
Transit-oriented
design guidelines

Master
Station

Area Land - ‘

Use Plans

Physical plan
(circulation, access,
public facilities,
utilities, mitigation,
commaunity
enhancements)
Land use plan with
refined development
concepts

Station area urban
design guidelines
Station area
development
strategy

Capital
tmprovements plan
& financial plan

Site-Specific
Station Area
Development

LRT Opening

Plans

Land acquisition e Development
and assembly o Implementation
Plan for completion

of public

. infrastructure &

enhancements
Real estate
appraisals and
financial/fiscal
analyses

Issnance of
development
Request For
Proposals
Negotiartion of site
plan agreements &
design reviews
Finanaal packaging

* Timelines and lists identify activities occurring within a given year. Generally, tasks will be completed within
the year identified. However, some may overiap years.
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ORDERING INFORMATION

The complete 160 page Guidebook on Smart Growth,

“Planning More Livable Communities
with Transit Oriented Development”

Publication No. 35-00-0333,
is available from the Metropolitan Council’s Data Center for $10.

To order, contact the Data Center
via email at data.center@metc.state.mn.us
or by phone at 651 602-1140
and request Publication No. 35-00-0333
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SUSTAINABLE CITIES

by Judith Maxwell

Summary

A sustainable city strives for harmony in the development of civil society, economy, environment, culture and political institutions. Canadian
cities, large and small, are facing challenges that are working against sustainability. For example, spatial segregation of poor residents is
growing; the new economy wage structure is creating not only great weaith but also low-paid work; and new social policies are creating a
poverty trap for the working poor.To meet these and other challenges, cities need to improve their problem-solving capacity by mobilizing
talent across business, education, governments and civil society and by thinking in three dimensions: inclusively, regionally and from the
bottom up. Many Canadian communities are now launched on this kind of problem sclving, but they cannot succeed without responsive

participation from senior governments.

Sommaire

Une ville durable vise le développement harmonisé de la société civile, de I'économie, de I'environnement, de la culture et des institutions
politiques. Les villes du Canada, grandes comme petites, sont confrontées a des difficultés qui s'opposent au développement durable. Ainsi, la
ségrégation physique des citadins pauvres s’exacerbe, la nouvelle économie basée sur les salaires engendre une grande richesse, mais aussi

des emplois faiblement rémunérés, et les nouvelles politiques sociales enchdssent les petits salariés dans la pauvreté. Pour parer a ces
difficultés, entre autres, les villes doivent améliorer leurs capacités a résoudre les problémes en mobilisant les éléments de talent dans le
milieu des affaires, dans I'enseignement, dans les gouvernements et au sein de la société civile et en adoptant un mode de réflexion
tridimensionnel : inclusif, régional et ascendant. Maintes collectivités canadiennes se sont déja engagées dans cette voie, mais elles ne
peuvent parvenir a leurs fins sans une participation judicieuse des échelons gouvernementaux supérieurs.

Cities, large and small, must now have
their turn as the centre of policy
attention in Canada, for at least three
reasons. First, cities are facing economic
challenges flowing from the industrial
restructuring driven by globalization and
new technologies. Second, they have
inherited major new responsibilities as
both provinces and the federal government
have adjusted the scope of their activities.
Third, they have welcomed an influx of
new and diverse residents from rural
areas and outside of Canada.As they
search for options, city leaders find
themselves handicapped by constitutional
constraints and limited taxing powers.
These are both challenging issues, but in
this keynote presentation, | want to
focus on two sets of issues that are
more directly relevant to the themes of
this conference: building capacity and
building connections.

The first issue is to explore the forces
working against the sustainability of our
cities. The second is to summarize for
you insights from Canadian Policy
Research Networks’ research on how
innovative cities solve problems.'

What Is Sustainability?

To begin, however, let me define what

I mean by sustainable cities. To me, it
means striving for harmony in the
development of civil society, economy,
environment, culture and political
institutions.? The principal challenge
facing leaders in cities and communities
is how to weave together progress on
all these fronts. It takes a breadth of
thinking and citizen involvement that far
surpasses traditional approaches to
urban issues in this country. | regret to
say, the evidence from our case studies
is that Canadian communities are only
now getting started along this road.

To build the necessary connections, civil
society organizations, business, educational
institutions and governments require a
sense of shared responsibility for what
happens in their community and a shared
commitment to solving problems.

The Productivity Dimension
It is important to emphasize that this
notion of sustainability is not soft and
fuzzy. It has a direct productivity
connection. Everything we now know

about the new economy points to the
success of economic clusters, and we
know that successful clusters depend
upon a complex web of informal
relationships.We know, for example, that:

> a high quality of life attracts and
retains a highly skilled work force;

> informal networks among businesses,
research and educational institutions,
and governments are important
drivers of innovation;’

> cost competitiveness is deeply affected
by the efficiency of transportation
within and between cities so that
both people and goods can move
quickly and at reasonable cost;

> informal networks strengthen
neighbourhoods and communities,
helping people to find jobs and obtain
the training opportunities they need;
and

> strong public education and effective
community health services are an
essential underpinning for working
people and employers.

Out of these basic facts, it is possible to
visualize the kind of cities (large and
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small) we want: cities where quality of
life is part of the overall planning
process. The trouble is that powerful
market and policy forces stand in the
way. | want to highlight three trends that
are taking us in the wrong direction.
They are spatial segregation, a new wage
structure and a new social policy structure.

Spatial Segregation

In the post-war years, Canadian cities
were noted for their lack of spatial
segregation compared to that in other
countries, especially the United States.
In fact, we bragged about our lack of
inner city problems. However, since 1980,
poverty has tended to be concentrated
in our cities (the average rate of low
income in all cities was 22 percent in
1995 versus 16 percent for people living
in rural areas) in particular neighborhoods
or census tracts.*” John Myles® and his
colleagues at Statistics Canada have also
documented the extreme polarization
of income by neighborhood. Our cities
demonstrate far greater disparity
between high- and low-income groups
than we see in either the provincial or
national data. The other important
dimension to this “ghettoization” is the
tendency for visible minorities, Aboriginals,
lone parent families and disabled people
to cluster in these poor areas.

Needless to say, this segregation of poor
people goes against the whole notion of
inclusive societies and will create a new
Canadian underclass, if it continues: hot
what we are aiming for in sustainable
cities. The way to prevent this social
exclusion is to create well-paid jobs,
affordable housing, good public transit,
access to child care and adult training,
excellent education and health services,
and so on. More on this below.

A New Wage Structure

The new economy has produced a new
wage structure that explains the income
polarization | just mentioned. The new
economy has created opportunities for
many and generated a lot of wealth. For
example, it produces more millionaires:
a newspaper report last year suggested
we now have 160,000 of them. However,
real minimum wages have fallen by 15 to
20 percent since 1975, depending on
the province. Furthermore, one in six
adult Canadians now works for less
than $10 an hour.” Even if these people
work full-time, all year, they can only
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earn a maximum of $21,000, which falls
well short of the income required to
support a family.

These working Canadians are extremely
vulnerable, but they look remarkably like
the rest of the population. One third of
them have post secondary education
and another one third have completed
high school. About 35 percent of them
are the only earners in their families.
Two thirds are women.They are the
working poor, and their biggest challenges
are to find affordable housing, reliable
transportation, access to child care,
recreation and so on; yet, as a society,
we assume that anyone who has a job
can be self-reliant.

A New Social Policy
Compounding the problem of low wages
are the changes that have taken place in
federal, provincial and municipal social
programs over the past |5 years, which
have affected both income transfers and
social services. Most of them are now
aimed expressly at poor people, families
or, in the case of health services, specific
health conditions. Thus, qualifying for
social supports becomes much more
difficult and, once you do qualify, it
becomes very easy to lose them. For
example, a person earning $25,000 a
year who is offered a promotion may
face a marginal effective tax rate of 80
or 90 percent, because the income and
every social benefit they receive will be
“taxed”.When you add to this the fact
that federal and provincial governments
stopped investing in social housing in
the early 1990s, you begin to see that
the cards are stacked against these
vulnerable people. In effect, there is a
poverty trap for the working poor.’

Sustainability Matters

to Everyone

These three trends are creating a new
Canadian divide between poor people
and everyone else. This matters, because
it means that a large number of
Canadians are being left behind, and
growing swaths of our urban space are
becoming “distressed” communities. It
becomes increasingly difficult for these
people to participate in work and civic
life. So there are two kinds of cost: the
first is the loss of human capital in an
economy where brains really matter;
and the second are the costs of policing,
social transfers and health care for a

segment of the population that is so
vulnerable.

The sustainability of our cities matters
enormously to these people. If they
have the good fortune to live in a
community that offers efficient public
transit, affordable housing, high quality
and affordable child care, recreation and
sport without user fees, and other
essential services, their quality of life will
be far higher than their low incomes
would suggest. Of course, sustainability
also matters enormously to the middle
class, still the largest segment of our
population. Good transit, a diverse
housing stock, good child care and
recreation mean a lot to these people as
well. It makes them value their community;
it enables them to feel like real citizens
and encourages them to be engaged in
sustaining that community. These are the
foundations for the sustainable
community that | described earlier.

Mobilizing for Sustainability

How then do we make our cities and
communities become sustainable in the
face of these perverse trends? The main
challenge here is that the problems are
broad while the perspectives of all the
key players in the community are
narrow. No one, working alone, has the
levers to make change. As planners, you
are in touch with all these domains—
governments, business, developers,
educational institutions, civil society
organizations and others.You have the
opportunity to propose hew ideas and
to help bridge the gaps across the
“solitudes” described below:
> Senior governments have a mandate
to serve all citizens, urban and rural.
As a result, they are not comfortable
serving local needs and cannot
provide local leadership.

> Municipal governments are often
fragmented because special purpose
agencies or geographic boundaries
give them only half of the problem.
In addition, most have weak policy
capacity to cope with their expanding
mandates.

> Businesses are preoccupied with
costs of doing business and the
quality of infrastructure, especially for
transportation. They also worry
about attracting skilled workers and
ensuring amenities for their staff.



> Educational institutions in Canada are
under resourced and tend to be
focused inwardly, although some
colleges and universities already see
themselves as major players in urban
progress.

> Civil society institutions like the
United Way can often bridge solitudes
in pursuit of their goals to promote
social equity and social inclusion.

Each of these sectors has important
strengths, but they do not naturally
collaborate with each other to create
shared problems.As Neil Bradford' says,
a community that knows how to engage
all these actors in planning for the future
is a learning community. In addition, if
they are going to collaborate, then they
must be prepared to think in three
dimensions:

> regionally—to see the full scope of
the economic, environmental and
infrastructure needs and possibilities;

> inclusively—to see that people from
different walks of life and
socioeconomic status are all part of
the solution; and

> from the bottom up—to ensure that
needs are defined locally, based on
neighborhood and family needs.

Whether you wish to reverse economic
decline, improve competitiveness or
deal with social blight, the higher order
goal is to make the community a better
place for the people who will live there
tomorrow. How then do we get started!?

Ingredients for Success

Bradford' reports that communities

are rising to this challenge across the

industrialized world from Denmark to

Spain to the United States and, more

recently, here in Canada. Here is his

list of the ingredients for success,

based on 11 case studies:

> a local champion to provide the
leadership;

> institutional intermediaries to
connect with senior governments;

> equitable participation to engage
local stakeholders;

> a civic culture of creativity (doing
things differently and better);

> adequate financial and technical
resources (money, land, regulatory
skills, etc.); and

> strong accountability mechanisms,
including an agreed set of indicators
to track progress.

Overall, however, what Bradford finds in
these innovative cities is connectedness.
Connectedness in two directions:
horizontally, involving the sectors in
society (the solitudes, as | called them
earlier), and vertically, engaging senior
governments.

Many Canadian communities are now
launched on this voyage of collaboration:
big ones like Toronto and lots of smaller
ones like Kelowna, Kitchener-Waterloo,
Halifax, Saskatoon and the Beauce.The
initiative invariably comes from the
community itself, but it cannot succeed
without responsive participation from
provincial and federal governments.
Unfortunately, the Organization for
Economic Cooperation and Development
tells us that senior governments in Canada
have been slow to get their act together?

Conclusion

The voyage to sustainability is not easy.
There are many roadblocks. Innovative
cities begin with a single project. Agreeing
on a common goal and how to achieve
it together is the first important step.
Typically, the experience of working
together begins to build a sense of mutual
trust. Cities can then build on their success
to set even more ambitious goals for the
future. In the new economy, a city achieves
economic success by meeting the social
and economic heeds of all its citizens—
rich and poor.That is sustainability. m

Judith Maxwell is President and Founder of
Canadian Policy Research Networks (CPRN), a
new kind of think tank based on networks of
researchers and policy advisors, founded in 1995.
She is a member of the Order of Canada and the
Board of Directors of BCE Inc. She has been
awarded honorary degrees by seven Canadian
universities. She was Chair of the Economic Council
of Canada from 1985 to 1992.You can contact
her at: jmaxwell@cprn.org
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DISINVESTMENT AND THE DECLINE
OF URBAN NEIGHBORHOODS

Disinvestment and decline occur in inner city
neighborhoods throughout North America. The process
is often associated with poverty, high levels of crime,
conversion of single family to multi-family housing units,
abandonment of the housing stock, and out-migration
(movement of the middle class from inner city
neighborhoods to the suburbs). Other features of
neighborhood disinvestment and decline are mortgage
redlining, exit of retail business, conversion to lower
forms of non-residential land uses such as marginal
business operations and specialized services for the
poor, decline in relative or absolute land values, and

‘n migration by economically marginalized populations.

This research examined the processes of urban
disinvestment and decline with four objectives:

+ To develop an understanding of forces and factors
" that trigger and accelerate decline;

* To create a framework for action that can stem and
reverse decline;

* To examine the role of investment in housing as
a primer of regeneration; and

» To identify opportunities for concrete action
involving partnerships.

The research aims to inform the developiment of public
policy, primarily at the local and municipal levels, by
articulating a range of policies that can work to prevent
or reverse inner city decline.

The research comprises four main sources of
information:

+ A literature review anchors research in current
understanding of the dynamics of urban growth
and decline.

*+ Key informant interviews in six cities allow deeper
insights into the processes of urban disinvestment
and decline, and shed light on possible policy
responses.

*  Group interviews in two cities permit a more
extensive exploration of urban disinvestment and
decline.

*  Analysis of Statistics Canada data helps characterize
the nature and causes of decline in three major case
study cities.

Together, the case studies: examine the extent to which
the experience of the six selected cities conforms to
the literature; identify the range of responses to urban
decline being implemented in the Canadian context
and evaluate them; and identify best practices in urban
revitalization and renewal.

CMHCY¥ SCHL

HOME TO CANADIANS
Canad?



Figure |: Characteristics of declining
neighborhoods

« Population loss

* Lower population density

* Lower resident socieconomic status

*  Welfare dependancy

* Increase of elderly and non-family households
*  High ratio of single-parent families

+ Changing ethnic composition

»  Deterioration of housing stock

*  Aging housing stock

» Deterioration of real estate market

* Falling property and rent values

» Falling rates of homeownership

* Increase in absentee landlords

* Increased tax delinquency

»  Declining private investment

» Decline in public servicing and investment
»  Pessimistic attitudes toward neighborhood

*  Weak community organizations

What is Disinvestment?

The disinvestment process is triggered when a
community offers lower returns to the investor. As
incomes fall and families leave a community, prices and
rents in that community decline in comparison to other
areas. This typically occurs because other communities
gain relative amenities and advantages.

As prices and rents decline, owners become less
interested in maintenance. Disinvestment is therefore
initially manifested in delayed home improvements and
discretionary repairs. With continued under-maintenance,
buildings are condemned, abandoned, and destroyed.
This is the culmination of the disinvestment process.

Precipitating factors in urban decline:
findings from the literature

The cycle of disinvestment and urban decline is complex.
Many theories contribute to an understanding of these
processes, but none dominate the literature, possibly
because of inadequacies in the data needed for testing
hypotheses.

Characteristics of declining neighborhoods are well
understood and ways to measure them are conceptually
clear, although not always empirically available.
Nonetheless, important indicators have been proposed
to identify neighborhoods experiencing decline and

to measure the level of this decline. it may be also
possible to identify thresholds or levels beyond which
decline reaches a “point of no return.” Because of their
predictive value, threshold indicators may prove useful
as planning tools.

The broad macro and micro level processes that lead to
or accelerate neighborhood decline are well understood.
Most important at the macro level are structural change
in the economy, and income levels. Important processes
at the micro level are an aging population and public
policies, that encourage suburban flight, such as municipal
taxation inequities. The relative significance of these
factors has yet to be determined.

At the core of the disinvestment process in many urban
areas is the “market gap” problem, which arises
when the cost of renovation and property acquisition
exceeds the market value of the renovated home.When
circumstances in a neighborhood begin to induce declines
in property values and these values drop below the cost
of new construction and/or renovation, conventional
financing by private capital becomes impossible. In

these circumstances, work that would prevent further
deterioration and eventual abandonment of residential
units and business premises is not done. This has often
been a signal to lenders and insurance companies,
particularly in the US to either “redline” the area and
cease operations completely, or at least to raise interest
rates, premiums, and equity requirements to cover the
increased risks.

The market gap problem illustrates the seif-reinforcing
nature of the decline and disinvestment process: the
development of one symptom often leads to the
emergence or aggravation of other symptoms, thus
exacerbating neighborhood distress. The market gap
problem also illustrates why the private sector cannot,
on its own, reverse disinvestment once it reaches an




advanced stage; the risk and possibility of loss are

simply too great. Under such circumstances, effective

intervention to reverse decline will require public funds
reduce risk.

Perhaps the most important lesson from the literature is
the difficulty of pinpointing a specific trigger that initiates
neighborhood decline. Indeed, urban decline does not
have a readily identifiable starting point or single
isolated cause. Instead, decline is triggered by a set

of circumstances that is specific to particular cities.
Once underway, decline and disinvestment tend to

be evolutionary and accretive. Indeed, urban decline

is a complex, self-reinforcing phenomenon in which
symptoms of decline themselves become causes. These
features of the decline process render the articulation
of a reversal strategy extremely challenging.

Clear implications for public policy emerge from the
literature review. Because decline is triggered by the
coincidence of several precipitating factors, single
interventions or interventions that target a single factor
will not have measurable effects on decline. Instead,
successfully creating the conditions for urban renewal
requires specifying a package of complementary
interventions tailored to the circumstance of particular
__Cities. Just as certain processes accumulate to trigger
line, a variety of policies must be assembled to

iate its reversal.

The literature makes clear that disinvestment is the
result of decline, and not its initial trigger. Nonetheless,
if public policy can moderate the risk associated with
investing in property and homes in inner city areas,
renewed investment can be an important element of

a revitalization program.

Lessons from the case studies

Six cities were included in the case studies:Winnipeg,
Montréal and Saint John were studied in more depth
while Edmonton, Kitchener and Halifax provided
supplementary lessons.

Halifax is exceptional among the six case studies because
it has no easily defined areas where disinvestment has
occurred on a large scale. The city certainly has its
share of low income residents, but they have tended
to be dispersed rather than concentrated in specific
neighborhoods. Within the context of a strong, diversified
economy, Halifax has successfully maintained a vibrant

ar city and central business district by maintaining key

institutions in the downtown, and by taking advantage of
heritage development.-and the natural attractions of the
harbour.

In the other five cities, specific areas of decline are
readily identifiable, and efforts to revitalize these areas
have met with mixed success.Taken together, the case
studies offer some important lessons for municipal
officials and urban planners.

First, they show that when restructuring or stagnating
economies produce large numbers of low income
households, local interventions to halt and reverse
decline achieve only limited success.This'is perhaps

most clearly demonstrated by the Winnipeg case.
Because of the extent and depth of the decline and the
particular circumstances precipitating it, urban renewal
requires not only local action, but substantial intervention
by regional and senior governments.

The case studies also show that the experience of

each city is unique. The influx of a large, marginalized
population, a large proportion of which are Aboriginal
people, into Winnipeg's core is a critical part of the
explanation for decline in that city, whereas in Kitchener,
a weak economy and the proximity of attractive
alternative communities are the main factors in decline.
The upshot is that each city needs to develop its own
portfolio of interventions tackling its unique probiems.

Finally, the case studies show that the potential for
urban renewal can vary within a single city. For instance,
urban areas where buildings of architectural and
historical significance present opportunities for
tourism and gentrification will have greater success

at revitalization than areas without such assets. This has
certainly been the case in Halifax, and is also true of
Saint john’s South Peninsula neighborhood. In both
instances, heritage designations have helped to attract
private investment. Urban areas that lack architectural
or historical assets will require more substantial
intervention, by all levels of government.

A framework for action

This research generated a framework for action that
offers planners a set of interventions to consider as
potential ways of addressing urban decline and
disinvestment. Altogether, any combination of policies
to reverse decline must reduce the real and perceived
barriers to private sector investment in declining urban
areas.



Policies that seek to promote economic growth . Infrastructure improvements and improvements

and increase prosperity are fundamental to reversing in institutional services can greatly enhance the
decline and disinvestment. Indeed, inner city deterioration livability of inner city areas. improvements to
is frequently a reflection of incomes and relative wealth. infrastructure such as roads, street lighting, parks,
Although senior orders of government exert primary recreational facilities, and other similar “cosmetic”
influence on the overall state of the economy and the changes are highly appreciated by inner city residents
distribution of wealth through fiscal, monetary, and tax and enhance the quality of life in declining areas. Similarly,
policy, local and regional governments can exert some improvements in institutional services, such as schools
influence by adopting a pro-economic growth stance, by and health care, also contribute to better quality of life
providing subsidies for job creation in distressed areas, and more positive perceptions of declining areas on
and by sponsoring employment and training programs. the part of both residents and non-residents.
Tax equalization between inner city areas and the in addition to the general policies outlined above, specific
suburbs help stem inner city decline. Persistent taxation housing investment policies may also be implemented
inequities between inner city areas and the suburbs that to address urban decline and disinvestment. These include
pull residents away from the city and could be addressed municipal tax rebates for owners who repair, renovate,
by municipal and provincial governments. A provincial and replace homes.
program to review tax levels could, for instance, be a
first step in this direction. Rather than raising taxes in Home ownership programs, for instance, can lead
ex-urban municipalities, a better strategy may be using to neighborhood stability, improved property values, and
grants to lower cities’ revenue requirements. The fewer social problems. However, such programs have
objective of such an approach is to adjust the relative limitations. First, few low income households qualify
rate of return on housing and land investment in the as potential owners, due to the difficulty of raising the
inner city. mortgage and maintaining a monthly payment; when

they qualify their capacity for payment may be transient.
Subsidies to encourage businesses to locate in Second, these programs typically work at the fringe of
inner city areas can also help to stem neighborhood deteriorating areas where blight has not completely
decline. For example, tax rebates, grants, and wage eroded the economics of home ownership. Home
subsidies can be used to induce employers to locate in ownership programs work well if integrated with training
low income areas. Locating public institutions such as for residents. However, the programs typically only
government departments, hospitals, universities, and benefit households at the top of the low income pool,
Crown corporations in inner city areas can also have who can reasonably manage the mortgage and withstand
significant positive neighborhood effects. A third interest rate fluctuations. Lower income households
option — introducing land-use controls to force retail would need alternative means of accessing suitable
and commercial development closer to inner city housing.
areas — is possible, but may produce adverse outcomes;
governments that require employers to accept lower Housing repair subsidization can help arrest
profits risk losing those employers entirely. physical deterioration and slow decline. The impact of

such subsidies is directly proportional to the budgets
Crime prevention is an important aspect of initiatives involved. Important elements of such subsidies are
to address urban decline. Inner city neighborhoods are audited statements to establish legitimacy of need, and
frequently viewed as unsafe, although they are often no a sufficiently well-developed building inspection process
less safe than other areas. A first step is to establish the to verify that the funds have been used as promised.
degree to which crime is actually a problem. If crime is
not higher in inner city areas, this fact should be Social housing initiatives have potential to help
publicized. On the other hand, if safety is an issue, ¢crime address the needs of low income residents in declining
prevention and reduction strategies should be neighborhoods. Because it is clear that the private sector
implemented. alone cannot respond to the housing needs of low

income households, government mediation in the
provision of social housing becomes necessary.
Non-profit low income rental housing can reduce



perceptions of risk about investing in deteriorating areas
by instilling confidence in the private sector and
encouraging private sector investment. Private sector

vestment, in turn, helps to create the income mix that
s so important to neighborhood revitalization. In general,
the rental sector suffers by either maintaining rent
controls (which constrains overall supply and/or reduces
quality of the stock), or by the absence of support for
programs to create low income rental housing. The Saint
John experience with non-profit housing leading the way
in a severely deteriorated neighborhood shows how this
strategy contributes to the recovery process.

Heritage designations reduce perceptions of risk
and communicate an intent to maintain a neighborhood,
thereby increasing its stability. These policies can

" therefore be an important part of a neighborhood
renewal strategy. However, their use is limited to
neighborhoods with buildings of historical or
architectural significance. Some areas may have few or
none. Ironically, heritage designations may often trigger
gentrification and displace low income residents. Although
gentrification may revitalize inner city areas, it moves a
key element of urban decline around the urban map.

Finally, building and zoning codes are important
policies to reverse decline. A building and zoning code
2rocess is often associated with heritage designations;
HFais may entail a relaxation of codes to allow heritage
buildings to preserve essential features and still be
economically viable. Building and zoning codes
can also be used to reverse the “patchwork” of
unattractive land uses often develops in inner city areas.
However, this is a difficult process. Strict land use policies
can exacerbate the economic plight of residents, while
uncontrolled land planning can contribute to the ongoing
deterioration of the neighborhood. Policies to coordinate
land uses can help to reverse deterioration, but planners
need to micro-manage this process and proceed
incrementally.

Opportunities for partnerships

One of the really difficult problems in revitalizing a poor
area is that programs that make the area more attractive
for investors simuitaneously make it less affordable for
residents. This paradox is at the heart of the policy
problem in dealing with urban decline and disinvestment.
Policies that alter the risk profile of a neighborhood, need
to be complemented with the provision of housing
options for all incomes. Community-level organization

~d partnerships are critical in order to effect long-term

Jange.

The term community capacity refers to the ability of
residents to create viable community organizations to
advance the interests of the neighborhood. Low income
neighborhoods are especially in need of cooperative
action, unlike higher income areas where individual
owners can more easily unite to advance the interests of
the community. Low income areas are characterized by
high transiency, and by residents who lack the leadership
skills and education necessary to advance their interests.

Partnerships among local community organizations such
as churches, street level clubs, ethnic organizations, banks
and credit unions, private businesses, community housing
groups, etc. play a very useful role.The Montréal
experience illustrates the benefits of such partnerships.
However, partnerships are unlikely to develop without

a sense of community, the shared vision of a group of
people and agencies, and effective leadership. Residents
need to develop leadership and the capacity to organize
around issues of crime, social services to assist families,
and lobbying to increase funding for infrastructure.

Nurturing community organizations and partnerships is
a long process. The fact that-community organizations in
Montréal are now beginning to show effect must be seen
in the context of twenty years of programming and
consistency of focus.

Conclusion

Perhaps the most important lesson from this research
is the ineffectiveness of single sector approaches to
revitalization. instead, comprehensive approaches
comprised of a selection of policies tailored to suit the
specific circumstances of individual cities are required.
All orders of government as well as the private and non-
governmental sectors must cooperate in the recovery
plan. Furthermore, fostering the capacity of local
organizations and residents to act on behalf of their
communities can help revitalization become self-
sustaining.
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CURRENT PLANNING ISSUES

The following article is the first in a series
designed to highlight some of the key plan-
ning issues and questions being discussed
today. This article focuses on the emerging
omenon of “smart growth.”

eems that “smart growth” is

eping the nation. Virtually
every organization in the country
remotely interested in community plan-
ning issues has a smart growth policy or
program, and every media account of
planning issues seems to use the term.

The first thing to understand about
smart growth is that it means different
things to different people and organiza-
tions. It is a catchy phrase that has been
used as a rallying cry and an endorse-
ment for an array of positions and per-
spectives on community growth and
planning issues.

An internet search yields over
200,000 hits for “smart growth.” Numer-
ous organizations such as the Smart
Growth Network and Smart Growth
America exist solely to promote smart
growth principles. Thousands of other
agencies and organizations have their
own smart growth programs, including
the federal government, virtually every
state, countless regional and local gov-
ernments, and private organizations.

A quick review of the literature on
smart growth reveals a large diversity of
issues that are brought under its umbrel-
la: urban sprawl, farmland preservation,
mixed land uses, big box retail, light rail,
brown fields, green fields, grey fields, the
“evils” of cul-de-sacs, the elimination of
urban blight, first ring suburbs, pedestri-
an orientation, battlefield preservation,
open space, traffic congestion, traffic -
calming, town centers, Main Street ...
the list goes on and on.

With all of this diversity of perspec-

_tive, what then is smart growth? Is it

Smart Growth

C. Gregory Dale, AICP

helpful for planning commissioners? Or,
has it become so broad and diluted as to
be meaningless?

In my opinion, the answer to these
questions is that smart growth can offer
valuable guidance and serve as a rallying
cry for good planning. On the other
hand, when you hear other people use
the term smart growth, you need to
understand what they mean by it. Like-
wise, if you are going to discuss smart
growth, you should have a basic under-
standing of what it means to you.

SMART GROWTH
PROVIDES A COHERENT
FRAMIWORK FOR
PULLING TOGETIER

A RANGE O GOOD
PLANNING PRACTICES.

A good encapsulation of the main-
stream consensus of smart growth is
offered by the United States Environ-
mental Protection Agency. Their ten
smart growth principles seem to embody
the ideas that have the most commonali-
ty among the array of smart growth ideas
promoted by various organizations.' The
following are those principles, along
with my observations.

1. Mix land uses.

There are many in the planning
community who believe that the 20th
century trend of segregating and separat-
ing land uses has created many of our
current planning problems, not the least
of which is the over-reliance on the auto-
mobile. Many of the reasons for original-
ly separating land uses (i.e., maintaining

1 EPA’s smart growth principles are listed at:
<www.epa.gov/smartgrowth/about_sg.htm>
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separate zones for residential, commer-
cial, and industrial uses), such as protect-
ing residents from noxious industrial
fumes of early industrial processes, no
longer apply. Many planners believe that
careful design of a mixture of residential
and commercial uses can create more liv-
able communities with less reliance upon
the automobile.

2. Take advantage of compact
building design.

This is essentially the “anti-sprawl”
position. By promoting a more compact
regional development pattern, with new
development clustered tightly at higher
densities around existing development
and infrastructure service areas, we can
create more efficient infrastructure and
service delivery patterns, while minimiz-
ing urban sprawl and loss of open space.
One big plus: cost savings to government
(and taxpayers) in having to build fewer
roads, water and sewer lines, and other
public facilities. The down side: many
people object to higher densities and pre-
fer the prevailing low-density suburban
pattern.

3. Create a range of housing .
opportunities and choices.

There is concern that too much of*
our new residential growth, particularly
in high growth areas, is limited to single-
family detached residences. With chang-
ing demographics, including an aging
population, there is legitimate concern
that we need to provide more housing
diversity and affordability to offer a range
of opportunities for all persons. Some
argue that removing exclusionary zoning
practices and developing a more mixed
land use pattern (see Principle 1) will
promote increased housing diversity.

4. Create walkable neighborhoods.

Many planners, as well as a growing
number of public health advocates, want

continued on page 4
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Smart Growth

continued from page 3

to encourage more walking, bike-riding,
and outdoor exercise. The connection to
land use planning is that many of our
neighborhoods and business districts do
not lend themselves to pleasant or safe
pedestrian use, and too many pedestrian
systems do not connect to areas outside
of their particular development. The
answer, according to smart growth advo-
cates, is to pay more attention to provid-
ing linked networks of sidewalks, paths,
and trails.

5. Foster distinctive, attractive com-
-munities with a strong sense of place.

This is a more difficult concept to
come to grips with, because it involves
the aesthetics of design and subjective
judgment. However, many people are
concerned that new development looks
the same, regardless of where it occurs in
the country. The widespread use of stan-
dardized development practices and
franchise architecture, in this view, has
led to the loss of individual community
identity.

6. Preserve open space, farmland,
and natural beauty in critical
environmental areas.

Farmland preservation is often linked
to strengthening regional and local eco-
nomic self-sufficiency, as well preserving
an area’s traditional character (a benefit
also being promoted in a number of
regional tourism efforts). Open space
and natural area protection is connected
to the goal of maintaining an area’s char-
acter and beauty, while affording recre-
ational opportunities such as hiking,
biking, and skiing. Smart growth propo-
nents also often speak of the need to pre-
serve our natural environment for the
benefit of future generations.

7. Strengthen and direct development
toward existing communities. '
This issue is related to the compact
building design principle discussed
above (Principle 2) with a focus on
encouraging “infill” development and
redevelopment. It is particularly con-
cerned with utilizing existing infrastruc-

ture and expanding that infrastructure in
a rational, gradual way, rather than pro-

moting leapfrog, sprawling development -

patterns.

8. Provide a variety of transportation
choices.

The vast majority of our modern
“transportation” occurs via the automo-
bile. The use of the personal automobile
has increased at a dramatically greater
rate than the growth of population. Many
people feel that we have become too
dependent on the automobile, and on the
imported oil essential to its use. Our low-
density, segregated land use pattern,
however, makes reduction of auto use
difficult. This smart growth principle
looks at ways of shifting to a less auto-
dominated environment, by promoting
transportation alternatives such as public
transit, light rail, bicycle, and walking.
Again, achievement of this principle is
closely tied to several of the other smart
growth principles.

9. Make development decisions
predictable, fair, and cost effective.

There is concern that too often the
pursuit of better quality planning and
development brings with it increased
bureaucracy and less certainty in the
development process. This principle
embodies the idea that smart growth
principles should be encouraged within
the framework of reasonable and pre-
dictable outcomes for the development
community. Smart growth advocates,
including many developers, also argue
that adherence to smart growth princi-
ples (such as more compact development
patterns) will result in lowering the over-
all costs of development.

10. Encourage community and
stakeholder collaboration in
development decisions.

Decisions that affect the community
ought to be made in an open, inclusive,
and participatory process. Citizen partic-
ipation continues to be important in any
planning process, as is the input from
major stakeholders. A variety of ways
to gain public input should be encour-
aged to get all perspectives. While this

r S

principle is not unique to smart growth,
it is a consistent part of the agenda of
those advocating smart growth.

With an understanding of these
principles, what can smart growth
achieve for communities and regions?
The following are some of the potential
positive results:

- Less traffic congestion

- A cleaner environment

- More preserved open space
- Healthier urban cores

- Efficient expenditure of tax dollars for
infrastructure

- Stronger community character and
sense of place

- Preserved farmland

- More affordable and diverse housing
opportunities

- Better public and individual health
SUMMING Up:

Many planners will argue that “smart
growth” is nothing more than the kind of
good community planning that has long
been advocated. However, one of the rea-
sons smart growth has taken off as an
idea is that it provides a coherent frame-
work for pulling together a range of good
planning practices. This has allowed not
just planners, but residents of cities and
towns across the country, to better see
the connections between planning and
development policies, and the future of
their individual communities. But
remember: “smart growth” can mean dif-
ferent things to different people. Make
sure your planning commission clé’arly
articulates what smart growth means to
your community, 4

C. Gregory Dale is a
Principal with the plan-
ning and zoning firm of
McBride Dale Clarion in
Cincinnati, Ohio. Dale
manages planning projects
and also regularly con-
ducts training for planning
officials throughout the
country. He is also a former President of the Ohio
Chapter of the American Planning Association.
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continued from page 3

to encourage more walking, bike-riding,
and outdoor exercise. The connection to
land use planning is that many of our
neighborhoods and business districts do
not lend themselves to pleasant or safe
pedestrian use, and too. many pedestrian
systems do not connect to areas outside
of their particular development. The
answer, according to smart growth advo-
cates, is to pay more attention to provid-
ing linked networks of sidewalks, paths,
and trails.

5. Foster distinctive, attractive com-
munities with a strong sense of place.

This is a more difficult concept to
come to grips with, because it involves
the aesthetics of design and subjective
judgment. However, many people are
concerned that new development looks
the same, regardless of where it occurs in
the country. The widespread use of stan-
dardized development practices and
franchise architecture, in this view, has
led to the loss of individual community
identity.

6. Preserve open space, farmland,
and natural beauty in critical
environmental areas.

Farmland preservation is often linked
to strengthening regional and local eco-
nomic self-sufficiency, as well preserving
an area’s traditional character (a benefit
also being promoted in a number of
regional tourism efforts). Open space
and natural area protection is connected
to the goal of maintaining an area’s char-
acter and beauty, while affording recre-
ational opportunities such as hiking,
biking, and skiing. Smart growth propo-
nents also often speak of the need to pre-
serve our natural environment for the
benefit of future generations.

7. Strengthen and direct development
toward existing communities. '
This issue is related to the compact
building design principle discussed
above (Principle 2) with a focus on
encouraging “infill” development and
redevelopment. It is particularly con-
cerned with utilizing existing infrastruc-

ture and expanding that infrastructure in
a rational, gradual way, rather than pro-

moting leapfrog, sprawling development -

patterns.

8. Provide a variety of transportation
choices.

The vast majority of our modern
“transportation” occurs via the automo-
bile. The use of the personal automobile
has increased at a dramatically greater
rate than the growth of population. Many
people feel that we have become too
dependent on the automobile, and on the
imported oil essential to its use. Our low-
density, segregated land use pattern,
however, makes reduction of auto use
difficult. This smart growth principle
looks at ways of shifting to a less auto-
dominated environment, by promoting
transportation alternatives such as public
transit, light rail, bicycle, and walking.
Again, achievement of this principle is
closely tied to several of the other smart
growth principles.

9. Make development decisions
predictable, fair, and cost effective.

There is concern that too often the
pursuit of better quality planning and
development brings with it increased
bureaucracy and less certainty in the
development process. This principle
embodies the idea that smart growth
principles should be encouraged within
the framework of reasonable and pre-
dictable outcomes for the development
community. Smart growth advocates,
including many developers, also argue
that adherence to smart growth princi-
ples (such as more compact development
patterns) will result in lowering the over-
all costs of development.

10. Encourage community and
stakeholder collaboration in
development decisions.

Decisions that affect the community
ought to be made in an open, inclusive,
and participatory process. Citizen partic-
ipation continues to be important in any
planning process, as is the input from
major stakeholders. A variety of ways
to gain public input should be encour-
aged to get all perspectives. While this
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principle is not unique to smart growth,
it is a consistent part of the agenda of
those advocating smart growth.

With an understanding of these
principles, what can smart growth
achieve for communities and regions?
The following are some of the potential
positive results:

- Less traffic congestion

- A cleaner environment

- More preserved open space
- Healthier urban cores

- Efficient expenditure of tax dollars for
infrastructure

- Stronger community character and
sense of place

- Preserved farmland

- More affordable and diverse housing
opportunities

- Better public and individual health
SuMMING Up:

Many planners will argue that “smart
growth” is nothing more than the kind of
good community planning that has long
been advocated. However, one of the rea-
sons smart growth has taken off as an
idea is that it provides a coherent frame-
work for pulling together a range of good
planning practices. This has allowed not
just planners, but residents of cities and
towns across the country, to better see
the connections between planning and
development policies, and the future of
their individual communities. But
remember: “smart growth” can mean dif-
ferent things to different people. I\;lake
sure your planning commission clearly
articulates what smart growth means to
your community. 4
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URBAN SPRAWL

term “urban sprawl” commonly denotes included policies designed to exclude the less well-to-do.

ndition of unplanned, unco ordinated. and The Great Depression and World War 11 dampened the
; ’ pace of residential sprawl. However, the construction in

generally low density development spreading l outlying locations of large-scale, single-story war
outward from the city center. B L industry plants in the early 1940s led to the sub-
Sprawl is not just 2 madern phenomenon. ) A, it urban dispersion of what had been a central-
In a sense, American sprawl began with : city-focused production industry.
the horse drawn omnibus of the 1830s, 1% lits % . Of particular importance, the need
which permitted the more well-to-do % for the rapid construction of war
to escape the center city for 0 worker housing led Edgar Kaiser,
more country-like surroundings, e on the West Coast, and William
where they could reside in Levitt, on the East Coast, to
detached homes bounded £ develop the mass produc-
I mo .
by sr_nall grass plots é - F B % tion of homes (before,
and gardens. This ) = - home construction
o.utward disper- = ) ) O had been in
sion accelerat- % x ,,% —_— the hands
ed with the =] : = ¥  of individual
widespread ar- % g % craftsmen, and
rival of the steam Vv . = often produced one
railroad in the 1850s. : % o house at a time). By
Suburban villages sprang = ‘ =l the late 1940s and early
up along the rail lines. The @é . 1950s, this production tech-
introduction of the electric trol- % &S = i nology allowed for the large-
ley car in the 1880s permitted an 2> L ar 0 e scale construction of hundreds of
even larger segment of the population ALAL % o single-family homes at a time, with
to leave the center city behind, as trolley % 4 “cookie-cutter” tracts extending over
car lines followed major streets to the edges ; T thousands of acres.
of the city. b Federal and state programs, especially
The suburban expansions of the late 19th cen- <G o ' highway construction and FHA mortgage-insured
tury, however, did not totally encircle the city. Being a o loans, fueled this growth. Suburban development
rail-based, the overall pattern was one of a few routes spread with little overall coordination and scant atten-
radiating out from the city center (where commerce and tion to long-term consequences. Primarily dependent on
industry were still located), with residential development g the private automobile, it quickly generated both traffic con-
focused within a few blocks of either side of the transit line. gestion requiring immense sums for its temporary amelioration
This left huge swaths of open space between the rail lines. and perimeter regional shopping centers accessible only by car.
The nature of American sprawl changed radically with the By the end of the 20th century, sprawl had reshaped metropol-
coming of the inexpensive automobile in the 1920s. No longer itan areas across America. While central cities still remained a
limited to close proximity to major streets and trolley lines, low focal point for government, financial, and large corporation day-

time office workers (and night/time
theater goers), they had been drained
of newer production industries, and
of middle- and upper-income resi-
dents. As development continued to
disperse, a new demarcation even
emerged: inner suburbs versus outer
suburbs, with inner suburbs starting
to face a loss of economic vitality
as commerce and population relocat-
ed to even more peripheral loca-
ning and controls, each of the - s tions. Ominously, America’s entire
plethora of small units of local gov-  The electric trolley helped open the way for rapid suburban expan- sprawling, auto-centric development
ernment legislated as it saw fit 1o sion. Ironically, trolleys (and light rail) are making a comeback pattern remained precariously depen-
meet its own interests. Often this  today in strengthening urban cores. dent on foreign oil.

density development expanded to
previously inaccessible areas, often
“leapfrogging” over undeveloped
areas to more distant locations. Inde-
pendent suburban villages, with
their own land subdivision, plan-
ning, and zoning authorities, grew
rapidly.

Land speculation drove the
engine of regional development.
Lacking regional government plan-
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The Urban Spraw! Debate:

Myths, Realities and Hi,

by Larry S. Bourne, MCIP RPP

EVERYONE IS AGAINST urban sprawl. Judging
by recent attention in professional journals and the
popular media, the issue is high on political
agendas. Unfortunately, few agree on what the term
means, and thus discussions of its causes,
consequences and potential solutions are at best
confused, and at worst counterproductive.

To some observers, sprawl applies to any
extension of the suburban margin; to oth-
ers it is synonymous with the spread of
development onto sensitive greenlands
and agricultural soils, increases in highway
congestion, or the proliferation of new
subdivisions of homogeneous and low-
density, single-family housing. The tradi-
tional definition of sprawl, however, is
much more specific: it refers to suburban
development that is "haphazard, disor-
ganized, poorly serviced, and largely
unplanned.” By this rather strict standard,
urban Canada has relatively little sprawl.
Instead, the larger urban regions, notably
Toronto, Calgary and Vancouver, exhibit
extremely rapid growth, most of which
inevitably occurs on the outer suburban
margin, typically at lower densities. Does
such growth constitute sprawl? Does sub-
urbia’s negative image reflect poor plan-
ning or media hype?

In the following attempt to clarify the
underlying elements of this debate, | pay
particular attention to the current expres-
sion of that debate in the Greater Toronto
Area (GTA), to the merits of tighter regu-
lation of residential uses and densities,
and to the implicit agendas that have
shaped the debate.

On density, suburbanization and
intensification

What is myth and what reality with
respect to urban densities and suburban-
ization? It may surprise some readers to
learn that the densities of new residential
developments in Toronto's outer suburbs
are, on average, the highest on the conti-
nent. These densities have also been
increasing over the last two decades
because of market demand and the rising

October-November-Decermber 2041, Vol $1. N7 4

price of land, and despite higher standards .

for public space and servicing. With a few
exceptions, most new suburban single-
family housing features thirty- to forty-
foot lot frontages, contrasting sharply
with the fifty- to 100-foot frontages typi-
cal of the 1950s and 1960s.

The media also frequently gives the
impression that all new housing is built in
the new suburbs. In fact, many cities, par-
ticularly Toronto and Vancouver, have
been remarkably successful at encourag-
ing high proportions of new construction
as residential in-fill within the existing
urban envelope. That proportion is now
estimated at between 20 and 25 per cent
of all housing starts in the GTA, compared
to less than 10 per cent in most U.S. met-
ropolitan areas.

Would further intensification significantly
reduce the extent and impact of suburban
expansion? Of course, we could do more
to increase residential densities by facili-
tating in-fill and reusing older brownfield
sites. Providing physical infrastructure for
housing on streets with thirty-foot lots is
less expensive per dwelling unit than it is
for streets with sixty-foot lots.? Yet these
costs are a relatively small proportion of
the costs of new housing and services,
particularly in rapidly growing regions.
Other local costs, such as those for
schools, open space and community facili-
ties, are essentially fixed. The largest and
most variable costs are on the regional
scale: in the arrangement of uses, the
rapid growth of non-residential uses, and
specifically in the disjuncture between res-
idential and commercial-industrial activi-
ties.

An additional source of confusion, over
and above the question of spatial scale,
involves the measurement of density.
Typically, densities are calculated using
simple population numbers as the numer-
ator in the density ratio. This ignores,
among other factors, the impact of demo-
graphic change, as well as revisions in liv-
ing arrangements on suburban forms in
general and density ratios in particular.
Average household size has declined by

over 35 per cent $TICEN.961, which trans-
lates into a requifement for.35 per cent
more dwelling ynits to house the same
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total population. Smaller households usu-
ally result in a thinning of the population
of all neighbourhoods, old and new, at
least those with a fixed housing stock.
Nevertheless, smaller lot sizes and a wider
mix of dwelling types have combined to
reverse past declines in population den-
sity. In parallel, densities of the residential
built environment (e.g., dwelling units and
capital investment) have increased even
faster in most new suburban areas.

Even so, anti-sprawl advocates argue that
we could shift many of these new units to
brownfield sites. Is this realistic? There is
certainly considerable potential for further
residential intensification, but there are
also real limits to the capacity of the in-fill
process, and existing built-up areas, to
absorb new growth in the volume
required. The in-fill process is administra-
tively complicated, politically sensitive,
subject to liability risks, regulatory barriers
and widespread “NIMBYism,” and is con-
strained in the longer term by limited
effective demand and high costs.

Even in an ideal world, where all of the
various stakeholders, including conserva-
tive ratepayer groups, agreed with the
objective of intensification, it would be a
major achievement to maintain the exist-




ing proportion of brownfield construction,
let alone increase that proportion to 40 or
50 per cent over the next decade, as is
widely proposed. This suggests that most
units will have to be built in the new sub-
urbs on formerly rural lands. This is not
sprawl, by conventional definition, but
rather demand-driven suburbanization. It
can be improved, but it cannot be wished
away.

What, then, is the problem?
Given that low-density unplanned resi-
dential sprawl is not widespread, if subur-
ban growth is as inevitable as expected
population growth suggests, what is the
primary problem? Three issues seem to be
more important. One is the challenge,
indeed the obligation, to provide sufficient
space to accommodate anticipated
growth while minimizing its negative side
effects. Rapid growth does tend to over-
whelm the ability of municipalities to plan
and deliver appropriate social services
(schools, for example) and to finance new
infrastructure (such as sewers, roads, and
transit). It also adds to feelings of unease
among residents that their current life
styles and living conditions are at risk.

One common response to this sense of
risk, and to the negative images of sprawl,
is to recommend slower population
growth. But how? Growth in the Toronto
region is driven overwhelmingly by immi-
gration (75 per cent), and secondarily by
natural increase (25 per cent), not by
domestic in-migrants. Thus, reducing the
overall growth rate is largely a question of
changing immigration policies, which is
beyond local control. In the absence of
lower immigration levels, govemments
must plan for anticipated levels of growth
in ways that are efficient, equitable, and
sensitive to social and environmental
issues. The paranoia regarding sprawl
tends to divert attention from addressing
these genuine concerns.

Second, the main contributors to low-
density suburban development are not
residential uses but non-residential activi-
ties (commercial, industrial, distributional
uses, hobby farms, golf courses, and so
forth). While suburban residential (net)
densities have been increasing in most
areas, measured both in population and

dwelling units, the densities of other users
of urban space, including public-sector
uses, have been decreasing. Surprisingly,
no one seems to notice. Why, we might
ask, is so little attention paid to the
increasing rates of land consumption
among non-residential uses? Is it because
these uses provide play space for the well-
to-do, or generate substantial tax rev-
enues for cash-starved local govern-
ments?

The third problem is lack of regional coor-
dination. The overwhelming source of our
suburban problems is not residential
sprawl but the weakness of regional inte-
gration of transportation, infrastructure
provision and fand use, and specifically of
housing and extensive non-residential
uses. There are, for instance, few exam-
ples in Toronto’s outer suburbs of employ-
ment and living spaces being carefully
coordinated, or of new developments
being closely linked either to the GO sys-
tem or to local transit.

Frequent calls to increase residential den-
sities still further, as reflected (incorrectly it
seems) in the design of “new urbanism”
communities, serve no useful purpose if
the contribution of commercial-industrial
uses and the issue of coordination are not
addressed. Indeed, such policies may
aggravate certain problems (affordability
and access to jobs, for example), espe-
cially if these policies are implemented in
stark isolation from other actions.

Why the anti-sprawl rhetoric?
Hidden agendas?

Why is the confusion over density and the
nature of sprawl so entrenched in the
media and in the public mind? One expla-
nation is that the current anti-sprawl rhet-
oric serves as a protective “all-reason”
umbrella under which special-interest
groups and politicians can cluster in order
to advance their own political agendas,
and in so doing shield themselves from
potential criticism over those agendas.
Such agendas, however rational for indi-
viduals, are often unrelated to broader
issues of the form and quality of suburban
development. Since no one openly advo-
cates sprawl as such, taking a position
against sprawl is safe. Residential uses are
also the largest consumer of suburban
land and thus represent an easy target.
For politicians, an anti-sprawl posture
often offers the benefit of appearing con-
cerned for the quality of urban life while
not having to make hard choices on other
problems.

For special interest groups on the urban
fringe, the anti-sprawl umbrella serves a
variety of other purposes. For some, it is a
means of preserving semi-rural habitats.
For individuals, such a stance may be
understandable; in a collective sense,
however, it is inequitable and socially
exclusionary. Those residents generally do
not pay the full costs of their choice of
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location, and their actions implicitly limit
the rights of others, including the next
generation, to live there. For others,
sprawl represents an environmental cru-
sade with undeniably valid objectives, but
one which is often one-dimensional and
whose remedial costs are seldom speci-
fied. Typically, those costs are also
unevenly distributed across communities
and social classes. Their anti-sprawl rheto-
ric may also reflect their concerns over the
increasing social and ethno-cultural diver-
sity of the suburbs,

What might be done?

An initial step in clarifying the issues
would be to separate myth from reality.
First, as a precondition for action, we
must accept the simple fact that suburban
growth is likely to continue as long as
populations continue to grow and a sig-
nificant proportion of households express
a desire for single-family housing. This is
not an excuse for suburbanization, but
rather a statement that lamenting sprawl
is not a recipe for effective action.

Our challenge is to design objectives that
more accurately reflect the development
trajectory of large and growing urban
regions. These should not be pie-in-the-
sky objectives or pious statements against
sprawl, which are comforting to some but
largely useless as guidelines for policy
decisions. Nor should they be objectives
that benefit one special-interest use or
user in isolation from, or at the expense
of, the needs of others. Instead, they
should provide concrete goals and targets
that recognize the difficult trade-offs
involved in satisfying the often conflicting
demands for economic spaces and envi-
ronmental conservation. They should also
recognize the uneven costs and benefits
that flow from those decisions, and iden-
tify the needs of the next generation for
affordable housing and living space. The
fourth challenge is to address the exces-
sive use of space by non-residential uses,
and to insist that such activities pay the
true spillover costs of their developments.

Misleading positions

Residential density, then, is not the crucial
question (although it is obviously relevant)
in planning new suburban areas. Rather,
the issues are the mix of uses, declining
non-residential densities, and the lack of
strategic coordination between housing
and other land uses in ways that facilitate
service provision, conservation and transit
use. Despite the anti-sprawi rhetoric,
tighter restrictions on residential uses
alone are not the answer. These will only
force up the price of land and housing,
and thus increase the affordability prob-
lems facing current renters and the next
generation of homeowners, as Portland's
experience has demonstrated. The argu-
ment here is simple: much of the anti-
sprawl rhetoric focused on residential uses
and densities in isolation is misdirected,
counter-productive and socially

Gutobre-Novembre-Tiécembre 2081, Vol 43, N7 4



inequitable. It is underpinned by political
and social agendas that often have little or

*hing to do with the density or quality

uburban spaces. Politicians currently in

ower owe it to the next generation to
avoid increasing prices by restricting sub-
urban housing based on some fuzzy con-
cept of sprawl, while ignoring non-resi-
dential uses and public infrastructure
standards.

What we can do is to address directly the
social, inter-generational and environmen-
tal costs of the current form and density
of development, particularly those
imposed by commercial-industrial and
other non-residential uses. Planners
should insist that those uses are linked,
wherever possible, to both regional and
local transit systems. Further, govern-
ments should remove tax inequities and
reduce or eliminate subsidies that discour-
age the efficient use of land—especially
for low-density commercial, industrial and
transportation uses. Specifically, these ini-
tiatives require the creation of a regional
authority that has, first, the resources and
responsibility to influence alt forms of sub-
urban uses, and second, the mandate to
shape the linkages between such uses,
especially those that cross municipal
boundaries.

Some might argue that the battle for a
more rational, functionally integrated,
- and transit-friendly suburban form
lost decades ago; that the mould is
- vast, and everyohe must live with the

Tesults and their social costs: I'disagree, ... .- -
" Given the massive growth anficipated-in™ - .-
- - the Toronta region over the.next twenty -

. yéars, we still have the opportunity.to_ | © - -

_temake the suburban lafidscape, and to-
- imtegrate the new with.the old: It will, . -
however, take effective léadership;

. ‘ cleat. ... .-
" visions,.and strategic.investments: - L LT
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Summary
This paper argues that the intense anti-
spraw! rhetoric focused on suburban resi-
dential growth, especially in Toronto, is
misplaced, and is driven largely by implicit
agendas other than the effective manage-
ment of urban development. The paper
makes three points. First, by conventionat
definitions we have little sprawl, but
rather extremely rapid population growth,
which we have a collective obligation to
accommodate. Second, the principal
source of decreasing suburban densities is
not the residential sector but low-density,
non-residential uses. Residential densities,
in contrast, have been increasing, espe-
cially dwelling-unit density. Third, the
other major problems are the lack of coor-
dination between residential and non-resi-
dential activities, and the weak integration
of both with transit
provision.
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Sommaire

Le discours alarmiste concernant I'expan-
sion des banlieues, particuliérement dans
la région de Toronto, est le résultat de
préoccupations ambigués plutét que d'un
souci d'efficacité en gestion urbaine. Tout
d'abord, dans le sens strict, il s'agit d’une
croissance trés rapide de la population, que
la collectivité doit assumer, plutét que
d'une expansion tentaculaire urbaine.
Ensuite, le secteur résidentiel n'est pas un
facteur d’une suburbanisation décroissante
autant qu’une utilisation non résidentielle,
& faible densité, des espaces disponibles.
La densité des secteurs résidentiels, plus
particuliérement des unités résidentielles, a
pour sa part augmenté. Enfin, /a faible
intégration des activités résidentielles et
non résidentielles et les lacunes en ce qui
concerme le transport urbain représentent
des obstacles majeurs.

]
Larry S. Bourne,

PhD FRSC MCIP RPP, is professor of
geography and planning, and director of the
graduate planning program, at the University
of Toronto. He can be reached at:
bourne@geog.utoronto.ca

Note

1 See Pamela Blais, Inching Toward Sustainability: The
Evolving Structure of the GTA (Toronto: University of
Toronto and Metropole Consultants, 2000).
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Density generates opportunity
and evolution, producing
new life . . . and further density.

Tt e S A B

ities offer a broader and closer
range of activities than any other
social context. Those who choose Hi
city living tend to prefer the kinetic il
over the pastoral, the animated en-
N vironment over the subdued. In addition to
its innate attractions, urban life represents pei%
a viable means of preventing suburban
sprawl and preserving natural resources.
Planners, developers, and environmental- B
ists, among others, have come to recognize §
that density can play a key role in success-
ful urbanism, as well as serve as a prime way ' :
of developing economic opportunity.

A dense urban core can accommodate
varied approaches to living, working, and
playing; it can stimulate a vast range of ac-
tivities; it can compel interaction and pro-
mote both purposeful and unexpected pos-
sibilities. In short, density can provide
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a
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cultural, psychological, and economic nourishment for its residents.
With density recognized as essential to vital city life, the challenge
then becomes one of stimulating density without introducing con-
gestion, crime, and massive building into the urban core.

The quality of urban life can continue to get better as long as cities
maintain systems that suitably address the evolution of density. Para-
mount among these systems is traffic. Density becomes problemat-
ic when a city does not accommodate walking, biking, and other
modes of moving about comfortably without a car. Traffic conges-
tion means driving will take longer than walking or riding public
transportion—which is especially evident when large numbers of
the population spend more time in their cars than in their residences.
For those who live close enough to their work to walk, or who use
public transit, traffic congestion is not as much of an issue. In cities
where traffic issues are resolved in favor of pedestrian street life, it is
even possible to remove traffic lanes and to widen sidewalks.

With efficient mass transportation and effective traffic pattern-
ing, pedestrian activity can flourish. The greater the number of peo-
ple on the streets, the safer they feel. Fear of crime can diminish
when people experience safety in numbers and high visibility.
Also, the presence of a vital, civil urban core of humanity, archi-
tecture, and parks can create a sense of shelter.

The sizable buildings that are needed to accommodate urban den-
sity should not generate criticism and conflict as long as the archi-
tecture is of high quality. Large-scale buildings can decimate the qual-
ity of urban life when they are unattractive and poorly designed and
when they fail to relate to life at the street level. High-rise buildings
can be particularly offensive when they are badly designed, especial-
ly if their form dominates the skyline or obliterates city views. How-
ever, with the use of design controls and incentives, the evolutionary
changes spurred by density can be appropriately addressed. For ex-
ample, the height of a structure can be used as an alternative to un-
interrupted mass: a tall, slim building affords greater light and air
penetration than the continuous wall of a medium-sized building.

In addition, sizable buildings, punctuated with features that pro-
vide visual and spatial rhythm, can help to vitalize urban life. A
mixed-use plan, with office/retail/restaurant opportunities at street
level, can play a part in stimulating commercial and pedestrian ac-
tivity. Street life can be further enhanced when a building provides
parking that is both abundant and concealed; in fact, the parking
facility itself often can be wrapped around residential or retail units.

Density-generating infill development can produce profit for
the developer and benefit the residents in direct relation to the val-
ue that it adds to a neighborhood. Planners and developers need
to explore how an urban infill solution can sustain or develop con-
texts; how it can create urban connections within that context; and
how, in disinvested neighborhoods, it could catalyze renovation
and/or restoration. These infill solutions present a diverse range of
forms that extend from high-end townhouses, apartments, con-
dominiums, and their ancillary services, to affordable housing for
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the working class, and subsidized or other cost-diminishing }
grams that introduce housing into market-rate environments.

Regardless of form, however, all successful urban infili solutions
begin with appropriate responses to the existing context. In some
cases, the approach may be entirely internal—for example, to add
resident amenities and update interiors of existing buildings. In
other cases, the best approach may be to convert a building to dif-
ferent types of ownership, such as condominium, hotel, and/or
timeshare. For still others, the effort may require conceptual re-
generation of a vast area involving varying degrees of master plan-
ning and architectural design and redesign.

These varied options do not require massive building nor do
they necessarily stimulate congestion and crime. All are capable of
providing the fundamental requirements for urban vitality:

B pedestrian-friendly streets;

8 a humanely scaled environment;

@ mixed commercial, business, and market activity;

W neighborhood schools;

8 daytime and nighttime activity;

8 cultural and civic activity;

B economically suitable amenities that preserve a city’s or neigh-
borhood’s distinct architectural and cultural character, honoring
the location’s origins; and

M urban diversity.

The process of identifying the optimal infill solution begins w.
uncovering a neighborhood’s story and examining its present con-
text. Historic significance often points to opportunities for regener-
ation, either of its original culture or to activities that derive from it.
The geography, culture, ethnic background, job access, and trans-
portation issues of the development area are equally relevant. An ur-
ban infill density solution should address a neighborhood’s level of
existing services and amenities by supplying the highest density the
population needs or that the neighborhood will support, and it should
also introduce those services and amenities that are lacking. Less
dense projects should be built in environments where retail and of-
fice vacancies prevail. Finally, a study of the neighborhood’s demands
would help darify the needs that are not currently being satisfied. For
example, would an abundance of new, larger apartments stimulate
the market or would a greater density of smaller units? Is there a new
population—perhaps empty nesters or an entry-level workforce—
with a pent-up, unsatisfied need for urban proximity that could be
enticed into moving into the neighborhood? Is a lack of accessible
transit making the neighborhood inconvenient or unreachable?

Often the clues to creating optimal infill density exist outside
the development area. Therefore, the next step is to look beyond a
neighborhood’s boundaries and envision a bigger picture. Nearby
neighborhoods, for example, may be saturated in terms of b-
ing, office, or recreational space. Their building types may be
moded. The development area might flourish with the right cat-
alyzing projects. A study of outlying areas should include an



Under a new plan in south Florida, several multiethnic neighborhoods along
tiee historic East Coast railroad corridor would be assigned to a series of
districts specific to each neighborhood's nature. Low-rise, edge water
7 " ~oment would be included along the nearby bay as well as mixed-

. derise development en one side of a bordering main thoreughfare.
. cous neighborhoods would be linked through a revival and extension
of the original trofiey route along the high-densily edge of the corridor.

inventory of the existing building stock and identification of needs
and appropriate amenities, including parks. What exists beyond the
development area’s boundaries that does not exist within? This kind
of broader view can both inform and stimulate the creative process.

In addition, examining regional connections can offer the miss-
ing pieces for creating a higher quality of life, for providing services
that establish jobs, and for establishing alternative lifestyles. Trans-
portation often can provide the link that joins the environment to
existing resources.

Density can sustain business. In researching potential locations,
retailers look first at demographics. They want to know how many
people live within a certain distance from a proposed site and what
their income levels are, Without sufficient density, commercial and
market activity cannot flourish. In all approaches to creating suc-
cessful density infill, the ability to offer affordable market rates is
paramount. Funding sources exist in numerous forms, such as mu-
nicipalities, private developers, and public/private partnerships. In
the case of municipalities, developers must ask what kinds of proj-
ects the city itself could support or would endorse. For private de-

s, the questions revolve around the type of product that will
. greatest interest to a specific population. The financial de-
mands of rental units versus condominiums, for example, are sig-
nificantly different. Therefore, developers need to determine which
products will be the most appealing and, thereby, the most prof-
itable. Public/private partnerships require knowledge of the types
of joint efforts that would not be achievable by one source alone.
In other cases, developers may wish to investigate the kinds of reuses
possible for disinvested land. Taxation issues further fortify the case
for urban infill density. As property values increase, a higher tax
level accrues to the government, which, in turn, provides more mon-
ey for urban improvement.

Urban scenarios throughout south Florida, for example, illus-
trate a number of these approaches:

The Florida East Coast Railroad Corridor. An urban study ad-
dressed the regeneration and redevelopment of several multiethnic
neighborhoods—among Florida’s oldest and most dissimilar—
linked along this historic transportation artery. The initial orga-
nizing principles of the plan centered on each neighborhood’s his-
tory, its current economic and cultural status, as well as the
hindrances to each neighborhood’s growth and vitality.

The plan defines and creates a series of districts specific to each
neighborhood’s nature and links them together in an urban con-

<e. It elucidates exactly what is needed in areas that require re-
iation along with solutions that will provide the quickest and
most effective opportunities for change. The study also includes
recommendations for interim plans to generate land for public/
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private partnership. It calls for low-rise, edge water development
along the nearby bay as well as for mixed-use, high-rise develop-
ment on one side of a bordering main thoroughfare. It asserts that
the revival of and addition to the original trolley route along the
high-density edge of the corridor would link the various urban
neighborhoods. Foremost among the plan’s intentions is the pro-
tection, enhancement, and provision of jobs.

The Miami Beach Convention Center District. This master plan
grew out of an assignment to identify appropriate uses for two cen-
tral blocks of Miami Beach’s Convention Center District, current-
ly used only for surface parking. Due to the strategic significance
and future development alternatives of the 5.86-acre site, the study
was expanded into a comprehensive ten-year master plan that will
transform the Convention Center District—the cultural, recre-
ational, and commercial urban core of South Beach— into a glob-
al destination. Included in the plan are the expansion needs of the
local symphony, which will build a state-of-the-art facility for teach-
ing, performance, broadcasting, rehearsal, special performance, and
related events on one of the two city-owned parking lots.

The new concept centers on the creation of a 21st-century town
center, a Central Park-like or Bryant Park-like civic space to be built

Ll
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A 55-acre inner-cily container staging faclity, Buona

in the parking lot location. It also includes a provision to build the
city’s symphony “soundspace,” a 65-foot-high, 35,000-square-foot,
$30 million state-of-thre-art broadcast facility with outdoor audio
and video projection.

This preliminary concept not only reflects updated conditions
in the area since the inception of the original City Center Redevel-
opment Plan in 1993, but also continues to provide a working doc-
ument to finalize outstanding urban planning issues essential to
the plan’s completion. As part of the process, the many numerous
city-sponsored planning documents generated by previous studies
on the Convention Center District were evaluated and integrated
into one comprehensibie plan with explicit direction.

Urban issues addressed include streetscape improvements for
Convention Center Drive; streetscape improvements for an east-
west corridor; potential rezoning of a major traffic artery; analysis
of the local community center; establishment of boulevard traffic
circles; determination of the location and phasing of a garage and
charging facility for the electric shuttle; development of preferred
lots for specialized meeting/exhibition space and parking for the
convention center; and site development analyses relative to the
symphony (expansion plans; concept plan development for ad-
joining garage facade retail; resolution of an adjoining street clos-
ing; resolution of primary commercial boulevard streetscape issues;
and streetscape design changes related to the bus route changes).

The master plan also provides for the regeneration of commer-
cial activity on nearby derelict blocks and the elimination of traf-
fic congestion, as well as for links among the oceanfront hotels, re-
tail, and tourist streets, the convention center, the Cultural Campus,
and the performing arts venues. The plan further identifies op-
portunities for gateway entrance features, evaluates the need and
location of an intermodal center, and makes provisions that com-
plement the adjacent urban and historic neighborhoods.

The Buena Vista Yard. This master plan transforms a 55-acre
inner-city container staging facility into an entirely new “city” The
new urban setting will include residential, commercial, light in-
dustrial, and retail uses. The plan calls for a new zoning category
that would provide for mixed use not only within Buena Vista Yard,
but also within the buildings themselves. Capitalizing on urban el-
ements such as medium density, operational 24/7, and green space,
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with residential, commercial, light industrial, and reta
uses, including live/work space for artists,
new trolley line, and a park on a right-of-way a
road tracks.

it will include live/work space for designers, artists,
or architects, for example, or allow them to be with-
in walking distance from their offices. Pedestrian-
friendly shops and services are planned to occupy
the ground-floor levels of the buildings; dining and
entertainment venues are planned to help sustain
activity at night and on weekends.

Traditionally, such enterprises as the Buena
Vista Yard require an extensive time for development of regional
impact (DRI) approval. To avoid such a costly delay, the master plan
calls for 2,999 residential units and 240,000 square feet of com-
mercial space, the latter number of which falls below the DRI re-
quirement. The master plan explicates specific zoning codes and
design guidelines for governing the construction process, further
expediting the approval process and averting the need for public
hearings. The tightly governed guidelines cover limitations on ar-
chitectural bulk and height and on the character of the street at the
pedestrian level. They include requirements for minimum fenes-
tration and the concealment of parking garages, for example, but
they do not include proscriptions on design style(s). The two prin-
cipal criteria for permissible activities in Buena Vista Yard ’

they not generate noise or toxic fumes. The mix of ret

Buena Vista Yard will be divided between national retailers at 88'to
65 percent and local retailers at 30 to 35 percent. Residential de-
velopments will range from real estate investment trusts (REITs) to
boutique rentals, and from high-end to moderately priced condo-
miniums and lofts.

The Buena Vista master plan also includes a new trolley line
along the main avenue and a park built on the 100-foot right-of-
way along the railroad tracks. The green space will include walk-
ways, bikeways, jogging paths, and passive park areas for off-the-
street recreation, and it can be tied into the city’s overall park system.
The urban composition of the site will be dense with vertical build-
ings and diverse architectural styles, and it will be oriented to the
pedestrian with restaurants, shops, and showroom windows open-
ing on to the streets.

Successful urban infill design requires an understanding of ur-
ban vitality. Planners and developers need to be prepared to create
environments that accommodate jobs and stimulate cultural pur-
suits. The approach that they take will be based on the degree to
which the public and private sectors can work together to establish
the amenities that will attract people to the city. Most important ,
it should be made clear that density need not increase congestion

or the incidence of crime, nor should it in any way lower the -
ity of urban life.

BERNARD ZYSOOVICH 1S THE FOUNDING PRINCIPAL OF ZYSCOVICH, INC., AN
ARCHITECTURE, URBAN DESIGN, AND INTERIOR DESIGN FIRM BASED IN MiaM1, FLORIDA.
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Rail Yard Infill

= 5 railroads consolidate their lines, large

" sarcels of land are becoming available at or
. anear the urban core of several cities in the
western United States. Denver and Portiand already
are reaping the rewards of major rail yard conver-
sions, with similar projects in process or on the hori-
zon in numerous other locales, including Sait Lake
City, Sacramento, Las Vegas, Albuquerque, Kansas
City, and Fort Worth.

“Because they're big doughnut holes in the mid-
dle of urban areas, there's no lack of ideas about
what to do with them,” says Michael Casey, director of
special properties for Union Pacific Railroad, based in
Omaha, Nebraska. “Everything's grown up around
them. Every interest group sees opportunities.”

While the possibilities may seem endless, exper-
ence with rail yard conversions suggests that develop-
ers and cities can achieve maximum value only by re-
connecting the land to its surroundings in a way that
honors urban values and does not subvert the power
of the city center. Such parcels give cities the oppor-
tunity to revitalize their downtown cores by developing
new mixed-use urban villages that function as distinct
neighborhoods but also connect to adjoining districts,
creating a new synergy within the city's core.

~cause their historic function was to promote

35 and industry, rail yards are

wen suited to redevelopment. They are
surrounded by assets that reflect the
growth of cities: historic buildings and
warehouse districts that lend them-
selves to renovation, as well as city at-
tractions, such as cuftural facilities,
sports venues; eaucational institutions,
and restaurants. At the same time,
however, rail yards present specific
challenges: environmental remediation,
obstacles to financing, a dearth of in-
frastructure, complicated entitiement
processes, and, sometimes, controver-
sy in the community.

The rewards of rail yard conversions
can be impressive, not only in the re-
turn on investment but also in terms of
significantly revitaiizing cities. “To be
able to get a 20<ity-block area in a
downtown, start over from scratch and
master-plan it consistently throughout is
a rare opportunity,” comments Jim Hill,
» ~~rner in East West Partners, based

. Colorado, which is currently de-
ng Denver's former rail yard.

Railroads, which made possible the
westward expansion and settiement of

the United States in
the 19th century,
came with an inter-
esting set of con-
straints. Because
steam-powered trains
needed water to op-

g
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erate, the gentle gra-
dients of floodplains
along rivers became
rail corridors where
settlements flour-
ished. The passenger
station and attendant
rail yards were the dispatch points for people and
goods, and cities expanded around these points to
create market hubs. Railroad stations became the
doorsteps or gateways to cities. On the front side,
they connected people to the cities’ assets: hotels,
restaurants, and commercial districts. On the back
side, they connected raw materials to manufacturers,
creating industrial swaths near stations and along rail
lines. After reaching their peak in the 1920s and
1930s, railroads began to fade in prominence as oth-
er modes of transportation—air and automobile—
grew in popularity. Uttimately, this shift left large un-
used areas in key downtown districts.

An apt use for these large parcels is in the revitaliza-
tion of the downtown core with projects that can include

In Portiand, Oregon, the historic buildings that
formerly housed the offices for the Burlington
Northemn Railroad have been renovated to create
townhomes.

residential components, mass transit options, and of
fice and retail space. Portiand developer Homer -
Williams, one of the forces behind the transformation of
Portland's rail yard into the trendy Peart District, says he
saw the trend coming. “Baby boomers were aging and
leaving their houses. We feft this was a real evolution
and that it was poing to open up a lot of opportunities,
not just in Portland but in a ot of other cities as well.”

“t's a peculiarity of this type of work, people’s
hunger for something new,” comments Dallasbased
developer Ken Hughes. He likens former rail yards to
Port Melboume, the transformed indus-
trial harbor he saw last summer on a
visit to Melboume, Australia. “People
love it,” says Hughes. “They get home
from work and they go out on their ter-
race and have a drink and watch the
boats.” He sees the same phenome-
non in the often transit-oriented devel-
opment of rail yard conversions to light
rail. “It's kinetic activity. it's a lot of fun
to have the train come by, as long as
it's not too noisy,” he notes.

Empty nesters and young profes-
sionals are the main pioneers in these
new urban infill projects. They “want to
Denver’s Union Station (top left) is
becoming a multimodal transit hub
served by light rail, passenger rail,
buses, and the 16th Street Mall
shuttie—and, possibly, in time,
by a proposed commuter rail and
airport rail. The Millennium Bridge
over Denver’s South Platte River
extends the downtown’s main
axis—the 16th Street Mall—into
the new mixed-use redevelopment
area, which includes ground-level
retail with residential units above
(left).
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g0 avay for the weskerd and ot hve 1 wory abolt
maintenance,” explains Bob Gardner, Los Angeles

Rockville, Maryland. “Or they'd rather be in an interest:
ing urban environment than in the suburbs.”

‘Constantine Doxiadis, a 20th-century Greek archi-
tect and city planner, observed how the wealth of
choice at the center of cities decreases proportion-
ately as one moves toward the edge. He regarded this -
pattemn, which has prevailed over the 6,000year his-
tory of cities, as something inevitable. It is possible
to subvert the pattemn, to build important buildings
away from the central urban hub, but the conse-
quence is to diminish the dynamism of the city over-
all. Doxiadis believed that to optimize the energy of
the city, one must recognize the worth and hold the
value of its pieces at the center. With former rail
yards, the optimizing process can be accelerated as
developers and planners take stock of a city's assets
and invent ways to capitalize on them. The key is to
connect the empty land with the city around it. This
tan be done in four steps:

Formulate a framework. Developers need to iden-
tify organizing elements that distinguish the develop-
ments and that make them accessible. These may
include streets, open-space networks, and transit cor-
ridors. A hierarchy of streets, walkways, and plazas
will define a project’s scale and create visibility for
businesses, while open-space functions as a lifestyle
amenity. Transit strategies are essential to the ambi-
ence of the street and to the convenience of the ur-
ban village. Light rail, bus rapid transit, and circulation

e:;;;mnown bwlbyvehlcleandpedsmanm i
The area is walkable via the 16th Street Mall and the
- Mitiennium Bridge over the existing main line, with

_'mmmmmmm
automobiles. In Denver, the highest access priority

wastoconnecttheparoeltolnterstate253ndto

connections to the valley's three sports venues; ped-
estrian bridges to a residential neighborhood west of
the river; and openrspace trails. Portland’s Pearl Dis-
trict created similar connections with its new street-
car; which runs from the Northwest 23rd Avenue area
to downtown Portland south of the project.

Create an urban village. in Denver, the slow
buildup to critical mass began with the rejuvenation of
Larimer Square in the 1960s, and was followed by a
much larger redevelopment of the historic warehouse
district, now calied Lower Downtown or LoDo, east of
Union Station. LoDo has evolved into a fashionable
urban area, whose qualities have now been imple-
mented in a new development west of the station.
Portiand's rait yard conversion was built on a similar
piecemeal renovation of the surrounding warehouse
district, which had become an informal arts district.

.Other cities hope to achieve the same vitality. At 240

acres, Sacramento’s rail yard is one of the largest
parcels, which southemn Califomia-based Millennia
Associates is negotiating to purchase and develop.
Officials expect the project to include a sports arena
and an expanded railroad museum, as well as devel-
opment of the Sacramento waterfront. “The down-
town shuts down at 5:00 or 6:00 p.m.,” says Suheil

-Totah, a land use attomey representing Millennia.

“We're hoping to change that.” in Las Vegas, the is-

COMPARISON OF MIXED-USE RAIL YARD CONVERSIONS (all figures approximate)

sue is simpier. “The goal of redeveloping the area af-
fectionately called ‘downtown,’ is to create one,” says

Did(Oglesbyarealestateconsuttanttomecity “The
notsupportedrtsbusmesses Ofﬁctalshopemata

ighquality redevelopment will bring residential, retail,
and commercial uses back to the center of Las Vegas
after 30 years of development elsewhere.

Reuse depots. Historic raifroad terminals can
serve as focal points for development. “Without these
monumental buildings, it's hard to imagine the land
would be nearly as appealing,” says Hughes. Yet,
sometimes train depots can be reactivated as light-
rail hubs, as has been dene in Denver and San Diego.
Sometimes, they find new life in other uses. The St.
Louis depot became a hotel and specialty retail and
entertainment complex and the two Salt Lake City
depots were also converted: one to a restaurant
and museum, the other to a community center, after
developers convinced the city council to build an
intermodal transit hub farther away from residential
redevelopment.

Resolve uncertainties. Those seeking to invigo-
rate these parcels and make them not just ready, but
compelling, for development need to address the
challenges as well, including:

‘W Infrastructure. Because of the complete lack of in-
frastructure, rail yard conversions almost by definition
require public/private partnerships. Portland, Denver,
and Salt Lake City paid to demolish aging viaducts
over rail yards, added interstate highway connections,
and helped finance pedestrian connections and urban
-~ -parks that add lifestyle appeal. At the same time, de-

ORIGINAL | LAND VALUE ANTICIPATED | ANTICIPATED
PLANNING LAND AFTER PRIMARY | ANTICIPATED | ANTICIPATED | AFFORDABLE | PERCENT MASS
cmy PROJECT SITE COMPLETION | cosT DEVELOPMENT | USE COMMERCIAL | HOUSING UNITS | HOUSING OPEN SPACE | TRANSIT
Portland The Pearl District 60acres | 1988 {ongoing) | $9.50 $75 housing 300,000 6,000 45 percent 18percent | streetcar, proposed .
highspeed rail
Denver Riverfront/Commons | 65acres | 1992 (ongoing) | $1.50 $75-$150 mixed 4.2 mitlion 3500 10 percent 25percent | intermodal hub with
fight rail, bus,
proposed commiter
rail and airport train
San francisco | Mission Bay 303acres | 1995 (ongoing) | N/A N/A mixed 6 milfion 6,000 28 percent 18 percent | commuter rail from
: San Jose, light rail
in construction
Salt Lake City | The Gateway Proiect | 30acres | 1995/2001 $2 $20-$60 retail 1 million 500 33 percent 20 percent | intermodal hub with
(0f 650 lightsail, bus,
acres total) proposed
commuter rail
Sacramento | UP Railyards District | 240 acres | 2005 87 $120-$140 office 9,6 million 2,800 52 percent 10percent | intermodal hub with
(anticipated start) | (anticipated) intercity/commuter/
light rall/high-speed
rail, bus
Las Vegas City Parkway 6lacres | TBD $9 TBD academic/ | 4 million TBD TBD T8D trolley, buses,
medical monorail to be
extended

Sources: Denver Community Planning and Development Agency, Las Vegas Office of Business Development, Portiand Development Comenission, Sacramento Economic Development Department, Saft Lake City Redevelopment

Agency, San Francisco Community Planning and Development Agency.

50 Urban Land June2003

R e R e S S ML S B s P NS S 5.3

S
u

SOARE L g Pk I S B e

RN

‘i
Yo il

ot o e
P

—




velopers paid for such items as utilities, sewers, and

even streets.

B Environmental remediation. This can be accelerated
w techniques, and by remediation specialists
2quity backing, who can use their financial

strength to secure sites at reasonable prices and pro-

tect former and future owners from contamination lia-
bility. While “it can be challenging to navigate the reg-
ulatory environment,” government can and should
help, maintains Paul Blumberg, senior management
analyst for Sacramento’s department of economic de-
velopment. As an example, he cites the new state-
approved process for dealing with contaminants
found in the course of construction, a protocol that
has helped Sacramento seriously reduce the risk of
delays in rail yard work.

B Financing. After Portland's Hoyt Street Properties

established that there was a market and that remedi-

ation was doable, the lender still wanted reassurance
about the project’s affordable housing component—
only 150 units out of a total of 2,500. “At that time

[mid-1990s}, affordable housing wasn't being done,”

notes Hoyt Street’s Tiffany Sweitzer. “Now we have

three projects [of almost 400 additional affordable
units} under construction.” Officials in Ogden, Utah,
are getting around lending difficulties by self-financing
the renaissance of the downtown. This includes the

- “ovelopment of a seven-acre parcel out of approxi-

1,500 acres of rail yards to create an inter
.dl transit hub, using complex rent-back arrange-
ments involving such places as an old federal depot
and a consolidation of offices for the U.S. intemal

Revenue Service.

B Minimizing freightrail impact. Denver still supports

one main line freight rail. “It generated the most dis-

tinctive landmark of the area, the Miflennium Bridge,
which goes over the rails,” points out Tyler Gibbs, ur-
ban design director for the city and county of Denver.

“More people have asked about the development be-

cause they've seen the bridge,” he adds. “We decided

to embrace the trains,” says Hill. “We use it as a view
corridor so that the trains are part of the urban show,
if you will.” Freight rail also will remain a part of the

Sacramento project, though Blumberg emphasizes

that freight noise has been successfully mitigated or

buffered from sensitive uses, such as residential, on
many projects around the West.

B Community opposition. San Francisco’s Mission

Bay project endured a long government approval

process and the Sacramento project has suffered nu-

merous delays and changes of plans over the years,
the latest of which resoived opposition by transit ad-
to a new intermodal hub that would not reuse
Lioric terminal. Opposition also can crop up af-
ter completion. The time pressures behind the
Olympics gave Salt Lake City's Gateway project cer-

Salt Lake City is only
a small part of the
much larger 650-acre
Gateway area, a
former rail yard and
industrial swath that
has been master

tain advantages, like federal funding, but aiso forced
the project to be completed all at once. “We couldn't
phase it,” says developer Jake Boyer of the Salt Lake
City-based Boyer Company. “We had to create a criti-
cal mass.” Located four blocks from the city's tradi-
tional downtown, the project has created conflict with
Main Street. The net effect, some say, has been to
abruptiy move the city's downtown several blocks
west. The tension has been aggravated by a recent
bid to draw Nordstrom away from downtown and into
Gateway, an issue that will be settled over the next
few months.

B “Survival” retail. The absence of amenities like gro-
cery stores and filling stations can be frustrating.
“Even an extra five- or ten-minute drive [to a grocery
store] can deter potential homebuyers,” says Hughes.
“You usually need the rooftops first {before a grocer
will build].” Denver's Gibbs agrees that it is hard to
bring retail without the population to patronize it. “But
if you have other things,” says Gibbs, “other amenities—
a heaithy downtown, parks, high-quality develop-
ment—then people will be pioneers and you can hope
and presume that those things will follow.”

Remuneration on rail yard conversions can be
substantial. In Denver, land values went from $1.50 a
square foot to $150 a square foot. In Sait Lake City,
land values at Gateway have risen from $2 a square
foot to $20 to $60 a square foot, according to Bob
Farrington, head of the Downtown Alliance. But there
are other gains as well. Cities get rid of large swaths
of industrial land in exchange for residents who five
near their downtowns, reclaiming tens of thousands
of people who were lost to the suburbs over the past
three decades. These households can help energize
retail—giving cities sales tax revenue—and can cre-
ate vibrant 24/7 urban communities.

The convenience and benefits of mixed-use rede-
velopment on these asset-ich sites is starting to be
recognized. Totah and others will be building on the
experience of planners and deveiopers who have ak-
ready gone forward with rail yard conversions. “What's
true about Portland and Denver,” says Gardner, “is
that they had a vision. Now we know there is a mar-
ket. Downtown redevelopment is working. It's taking
ten, 20 or 30 years, but it's working."—Todd Johnson,
partner in Design Workshop’s Denver office

Urban Land June2003 51




Getting to Smart Growth: 100
Policies for Implementation
(2002) Chapter 5

Smart Growth Network I emn g to S maﬂ

www.smartgrowth.org

100 POLICIES FOR IMPLEMENTATION

5w i a""“"“
* g ) |




With

$MART GROWTH

N E T W O R K

International

City/County

ICMA

Management
Association

icma.org

Acknowledgements

We would tike to acknowledge the efforts of Danietle Arigoni, Amber Levofsky, Lynn
Richards, Evic Sprague, and Brett VanAlkikeren of the U.S. Enviroamental
Protection Agency (EPA). Without their efforts and teamwork, this primer would
not exist. Assistance was also provided by John Bailey, Chariie Bartsch, Constance
Beaumont, Scott Bernstein, Kathy Blaha, Don Chen, Jessica Cogan, Peter Dreier,
Will Fleissig, Martin Harris, Don Holligan, ICMA’s Smart Growth Advisory Group.
John Kostyack, Scott Lazenby, Meg #Maguire, Harrison Marshall, Richard Massie, Ed
MclMahon, Joe Molinaro, Dominic Mouldoun, Shefly Poticha, Hana Preuss, Harrison
Bright Rue, David Scheuer, Gene Schitier, John Shirey, Paul Souza, Jeff Speck, Paut
Spoelhof, Ed Thompson, Betty Weiss, Paul Zykofsky—all of whom provided excel-
lent insight and review of the document as it was being developed. Laura Otis, as
well as the many photographers cited throughout the primer, provided valuable
assistance in collecting images for use in this document, Special thanks to Geoff
Anderson and other staff members of EPA’s Development, Community, and
Environment Division for their role in providing comments and materials. Finatly,
Joe Schilling and Nadejda Mishkovsky played a critical role In reviewing and draft-
ing text, coordinating the process, and bringing the document to publication. Finally,

Dharma Pachner provided valuahle layout and design assistance.

Cover Credit
Peter Calthorpe Associates. Watercolor image of The Crossings development in Rt

View, California.

About the Smart Growth Network

The Smart Growth Network is a network of private sector, puhlic sector, and non-
governmental partner organizations seeking to create smart growth in peighhor-
hoods, communities, and regions across the United States. Partners in the network
include the American Farmiland Trust, American Planiing Association, Association of
Metropolitan Planning Organizations, Center for Neighhorhood Technology, Congress
for the New Urbanism, Conservation Fund, Environmental Law Institute, George
Washington University Law School’s Center for Sustainability and Regional Growth,
Institute of Transportation Engineers, International City/Connty Management
Association, Local Government Commission, Local Initiatives Support Coalition,
National Association of Counties/United States Conference of Mayors Joint Center
for Sustainable Communities, State of Maryland, Multi-Family Housing Association,
National Association of Counties, National Association of Local Government
Environmental Professionals, National Association of Realtors, National Growth
Management Leadership Project, National Neighhorhood Coalition, National
Oceanic and Atmospheric Administration, National Trust for Historic Preservation,
National Wildlife Federation, Natural Resources Defense Council, Northeast-
Midwest Institute, Rails-to-Trails Conservancy, Scenic America, Surface
Transportation Policy Project, Sustainable Communities Network, Trust for Pubiic
Land, Urhan Land Institute, and the U.S. Environmental Protection Agency.
Individual membership information, publications and information aboutl smart

growth are available online at www.smartgrowth.org.




Chapter Five

Foster Distinctive, Attractive
Communities with a Strong
Sense of Place

onventional development patterns have

helped to create a predominance of strip
shopping centers and large suburban tract
home developments that are, with the excep-
tion of small cosmetic variations, largely indis-
tinguishable from one another. While such an
approach may conserve costs initially and make
development more profitable for some, it does
little to stimulate civic pride or contribute to a
strong sense of place with which community
residents can identify.

Smart growth supports the idea that develop-
ment should not only respond to basic com-
mercial or housing needs, for example, but
should also help create communities that are
distinctive and unique. Smart growth seeks to
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foster the types of physical environments that create a sense of
civic pride, and therefore support a more cohesive community
fabric. As a result, economic benefits accrue as well; high-quality
communities with architectural and natural elements that reflect
the interests of all residents are more likely to retain their eco-
nomic vitality and value over time.

A great deal can be learned from some of America’s most distinc-
tive and interesting neighborhoods, such as San Francisco’s
Japantown, the French Quarter in New Orleans, or New
England’s small towns. Communities that have a strong sense of
place represent the values of their residents and reflect the unique
historical, cultural, economic, and geographical context of the
area. They use natural and man-made boundaries and landmarks
to create a sense of defined neighborhoods, urban communities,
and regions. These communities encourage the construction and
preservation of buildings, which prove to be assets over time, not
only because of the services provided, but also because of the
unique contribution they make to the look and feel of a commu-
nity. Beyond the construction of buildings, these communities
reflect their unique characteristics in myriad details—such as
landscaping, signs, and awnings—that help to further distinguish
the area for passers-by and visitors. Guided by their own vision of
how and where to grow, communities that have adopted smart
growth principles can direct investment and development into
areas that already reflect a strong sense of place. Moreover, these
communities can encourage new fringe development to make a
better effort to create distinctive, unique civic assets.

I.

Modify state funding processes and school siting standards to
preserve neighborhood schools and build new schools to a
“community level.”

Neighborhood schools are those that serve the educational needs
of nearby residents and that contribute to the social and physical
environment of the community. Moreover, they function as com-
munity gathering places for adult education programs, evening
civic events, or weekend sports competitions. They may serve as
landmarks in a community or as examples of monumental archi-
tecture or historical significance within a region. Schools built at a
community level are constructed to complement existing neigh-
borhoods and provide improved walking or bicycle access to the
school by students and community members. Most importantly,
these schools serve as critical civic anchors in a community, often
acting as the center of districts or neighborhoods with which resi-
dents can identify.

However, siting standards and funding criteria common in many

states present significant obstacles to communities wishing to sup-

port neighborhood schools. Current standards typical in most
states require vast tracts of land for new construction—equivalent

to 14 acres for an elementary school with 400 students, or 50

acres for a high school with 2,000 students. Because of these stan-

dards, communities are often left with little choice but to build

these large schools on available land on the urban fringe. These

schools are then forced to accommodate the great number of
vehicles which students require to get there. State standards may

also require new construction if renovation costs to existing

schools exceed a threshold amount (e.g., two-thirds of the cost of
new construction).



Providing for schools in a manner that fosters their incorporation
into the surrounding neighborhood is an important aspect of
smart growth. Through modified siting and funding criteria,
states can better support localities that want to maintain existing
schools and ensure the responsible placement of new schools.
Other strategies, such as the use of shared-risk insurance plans,
can help overcome the liability obstacles that often prevent
schools from more fully serving as community gathering points
for other activities and events after hours.

2.

Create a state tax credit to encourage adaptive reuse of his-
toric or architecturally significant buildings.

Well-maintained historic, culturally, or architecturally significant
buildings are often regarded as some of the most valued civic
treasures in a community. These buildings remind residents and
visitors of an area’s unique history and provide a visible link to it.
While historic buildings often do not retain their original use,
their adaptive renovation and reuse can create unique, interesting,
innovative spaces for modern services. When clustered in close
geographic proximity, these buildings can create the basis for a
specially designated zone or district that may artract tourism and
other appropriate economic development activities. Finally, the
very existence of historic or architecturally significant buildings
may provide the basic building blocks for recreating the pedestri-
an-oriented development typical of the pre~-World War II era.

The community value associated with historic properties, howev-
er, is not always fully represented in the building’s market value.
As a result, building owners may not find it cost-effective to
maintain or renovate these buildings in a way that preserves their

unique features, while allowing for modern uses. State tax credits,

pment Group
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modeled after the federal program (see practice tip) constitute
one possible action for states to support historic preservation.?
Through state tax credits, incentives can be created for localities

and developers to engage in public-private partnerships, when

‘appropriate, to convert these buildings to new uses. Tax credits

would allow owners, for example, to claim up to 20 percent of the
cost of renovation on state income taxes, thereby effectively
reducing the cost of renovation. With creative thinking, effective
partnerships can turn historic theaters into arts centers or retail
spaces, and can renovate small factories as loft apartments or
business incubators. In so doing, not only are valuable and dis-
tinctive community treasures preserved, but new opportunities
for development in neighborhoods already served by infrastruc-
ture are also created.

Plant trees throughout communities and preserve existing
trees during new construction.

Trees play important environmental, aesthetic, and economic

roles in creating distinctive and healthy places to live. Trees along

$4.5 billlon worth of investments
“in the last five years alone. Tkg
Federal Histoyigjl?éhabmtatinn.‘

Tax: Cred;t Is qéli}érnfbr déilér:'.‘

ing”'f,io__ claimua ts
- percant of the cost of the ren
- -tlan. For more Information see the’
- press release on ywwthp.org. <

New and mature trees combine to
give this new development in
Huntersville, North Carolina,

a distinct character, and preserve
opportunities for recreation and
natural hahitat.
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medians, sidewalks, and embankments serve to filter noise and
pollution from nearby vehicular traffic, as well as mitigate erosion
that causes damage to and raises maintenance costs of adjacent
roadways. Along commercial and residential zones, trees provide
a canopy of shade and shelter from the elements, and soften and
frame the streetscape for the passerby. Large trees along a retail
strip make the strip more inviting, which generates more busi-
ness, thereby serving as an economic stimulus for the community.
By cooling homes and communities, trees reduce energy costs
and create a more comfortable climate for outdoor activities. By
slowing stormwater runoff and helping to protect wetlands, trees
can reduce the costs associated with water treatment for local
jurisdictions. They help the environment by cooling temperatures
and by consuming excess carbon dioxide (primarily the result of
pollution), thus reducing the amount of carbon dioxide that con-
tributes to global warming. In short, trees add to the beauty, dis-
tinctiveness, and material value of neighborhoods by incorporat-
ing the natural environment into the built environment.

Through collaborative efforts, neighborhoods and the public and
private sectors can be engaged to preserve and add to the tree
stock in a community. In existing communities, tree planting pro-
grams undertaken by schools and civic associations can increase
the presence of trees on residential streets and commercial thor-
oughfares. Other incentives, such as a community grant fund for
tree planting or reduced zoning requirements, can encourage
property owners to preserve existing trees or plant new ones.
Localities can put into place ordinances or incentives that encour-
age landowners to preserve a portion of in-situ trees or replace
trees that could not be preserved. When enacted in concert with a
cominunity’s own plan for increasing the supply of trees and tree
canopy cover, these actions can provide an additional way to cre-
ate distinctive, healthy communities.

4-

Create active and secure open spaces.

Open spaces, whether built or natural, active or passive, help cre-
ate distinctive communities. Pocket parks, playgrounds, plazas,
squares, social gathering places, and other publicly accessible
open spaces contribute to the aesthetic quality of the surrounding
area and to the feeling of “community” that fosters a strong sense
of place. Open spaces may also provide environmental benefits as
hosts to trees and penetrable ground surfaces that filter air and
water, respectively, and mitigate stormwater runoff. These spaces
must be managed and designed in a way that ensures the safety of
their users so that the public spaces remain viable and desirable

over time.

Many opportunities exist to foster open space in a community (see
Principle 6 for a full discussion of these issues). For example, open
spaces can be created through incentives to developers, through
direct construction by local governments, or through other pub-
lic-private partnerships. In new developments, open spaces should
be incorporated into the design process and placed in a manner
that ensures maximum access and use by area residents. In existing
neighborhoods, street ends, abandoned lots, brownfields, or dete-
riorated houses may provide opportunities for small, scattered
parks or community gardens. In bustling commercial centers,
plazas, parks, and public squares can serve as prominent visual
cues for business districts, provide amenities for employees and
shoppers, and add value to nearby buildings. Finally, each of these
settings can serve as a venue for engaging the public in festivals,
community gardening activities, sports events, or other civic
activities that help to galvanize the sense of community among
members, and that create places in which people have a vested
interest to preserve and protect.



5.
Simplify and expedite permitting regulations to allow vendors
to offer sidewalk service.
Facilitating sidewalk service (e.g., walk-up window purchases,
retail displays, dining, and kiosks) is perhaps the easiest way to
provide support for expanded business along pedestrian-oriented
commercial thoroughfares. By allowing vendors to sell their
goods and wares at walk-up windows or at kiosks placed along the
sidewalk, local governments make it easier for entrepreneurs to
connect with their customers, and sidewalk service creates a mag-
net for strolling shoppers who seek an alternative to the local
enclosed mall. The increased foot traffic that results will spur
more business investment and create a vital neighborhood shop-
ping area from which the entire community can benefit.

In many cases, permits for sidewalk service are either difficult to
obtain from local governments, or the permits require a compli-
cated approval process. Local governments, in cooperation with
local business leaders, can target neighborhood shopping districts,
identify the type of retail activity that would complement existing
businesses, and then simplify and expedite the permitting process

accordingly. Communities that
Sidewalk dining helps make
Bethesda Row in Bethesda,
Maryland, a vibrant neighborhood
center day and night.

are seeking to expand sidewalk

service should also ensure that
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the designated sidewalks are wide enough to accommodate a

higher level of activity.

By coordinating efforts among zoning, licensing, and public
works officials, potential vendors benefit from an expedited
approval process, and the jurisdiction benefits from growth in
sales tax receipts and permitting fees associated with new business
start-ups. Most importantly, communities benefit from a vibrant,
strong, pedestrian-oriented shopping district that can provide a
focal point for activity and neighborhood identity.

6.

Create special improvement districts for focused investment.
The designation of special districts is a convenient means to
organize and focus investment in a particular area to achieve a
range of outcomes, such as historic
preservation, business improve-
ment, or economic revitalization. It
provides an opportunity for local or
other special purpose governments
to establish clear boundaries and
names for geographic areas with
which residents and businesses can
better identify. By strengthening
the sense of community in these
areas, citizens can become more
involved in development decisions
about their own district and the
region of which it is a part.

Creating fixed boundaries around
neighborhoods in which tax incen-
tives, regulatory flexibility, or other

OSTER DISTINCTIVE, ATTRACTIVE COMMUNITIES WITH A STRONG SENSE GF PLACE
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Unigue lightposts, signs, and side-
walk treatments help identify this
Brea, California, retaif corridor.

financial benefits are made available can help channel targeted
investment to support strong, vibrant communities. In central
business districts, for example, business improvement districts
coordinate shared responsibility among businesses and building
owners to support entertainment, services, or other amenities that
can attract customers and improve the business climate. Historic
districts are used to help protect tracts of historic buildings
through the provision of tax incentives or grants for restoration
and preservation. Support to designated art corridors may help
attract a critical mass of artists, art suppliers, and vendors, which
would constitute a destination in itself for art lovers.
Neighborhood centers often benefit from a clear determination
of the service area around the center in order to better identify
potential customers and recruit businesses and service providers
accordingly. In these and other cases, creating smaller-scale zones
within a larger urban or suburban context can help residents, visi-
tors, and businesses better identify communities by their stronger
sense of place.

2
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7.

Define communities and neighborhoods with visual cues.

Just as the ancient city wall once indicated to people the begin-
ning of a town, visual cues are an important means to help visitors
and residents distinguish areas from one another. Often subtle,
sometimes blatant, these cues act as either focal points or way-
finding aids to attract and direct pedestrian and automobile flow
to commercial or entertainment activities. In so doing, cues create
virtual borders around districts for special uses, give shape and
definition to neighborhoods, and contribute to the unique look
and feel of a given community. Communities that are well defined
and easy to navigate not only attract new activity and investment,
but they help create neighborhoods and amenities that are worth
preserving.

Cues can be explicit, such as signs directing visitors to important
locations or monumental-type architecture, which contributes to
the vista at street ends or along blocks. The decorative gate in
Chinatown, San Francisco, is a clear example of this sort of physi-
cal introduction to a unique and distinct community. Visual cues
can be more subtle, as well, and include elements such as unique
lightposts, novel street signs, variegated materials for streets or
sidewalks, distinct landscaping styles, or complimentary awnings
or overhangs above businesses. Open space and natural features,
such as greenbelts, creeks, or other prominent natural features,
can also be used to introduce or signal the transition from one
zone to another.

As with other policies to achieve distinctive communities, visual
cues can be incorporated into new and existing communities
through the combined efforts of the public and private sectors.
The preferences articulated by communities for aesthetic details
are codified and enforced in building codes and design standards,



and preferences for the placement and orientation of open space
and monumental buildings are represented in master plans.
Innovative public-private partnerships, which call on the
strengths of each sector to enhance the physical environment for
all, will implement these community preferences.

8.

Preserve scenic vistas through the appropriate location of
telecommunication towers, and through improved control of
biflboards.

Extending high above rooftops and trees, telecommunication
towers and billboards often dramatically affect the appearance of
communities. They may clutter the view of an otherwise scenic
roadway or streetscape or obscure the natural or physical features
of a community altogether. Many creative alternatives exist for
the placement of wireless towers, for example, such placing them
on rooftops, where they can be concealed by high-reaching build-
ing details. However, communities that are pressured into creat-
ing full and fast access for telecommunications infrastructure may
not fully consider these options. Communities can regulate the
placement and use of towers by working with private industry to
generate ideas on how to locate towers and monopoles unobtru-
sively. Joint public-private efforts may include agreements to keep
tower height equal to the nearby tree canopy, to locate towers on
downslopes rather than summits to reduce visual impact, to limit
towers along ridgelines, or to incorporate them into existing fea-
tures such as water tanks, electric-transmission towers, or church
spires. Documenting these guidelines in ordinances that clearly
spell out the community’s requirements for tower location,
appearance, and design can improve the process of expanding
telecommunication networks for all involved.

FOSTER DISTINCTIVE, ATT RAZTIVE COMMUNITIES WITH A STRONG SENSE OF PLACE

Billboards, too, present an opportunity for improved manage-
ment. Communities seeking to preserve their scenic vistas can
begin by instituting a moratorium on all new billboards and then
encouraging the gradual phase-out of existing billboards upon
expiration of leases. Incentives may be created in the form of tax
abatements or scenic easements to reward landowners who
require removal of billboards from their property upon lease expi-
ration, and who keep their property free of billboards.
Communities that have been successful in limiting or eradicating
billboards in favor of logo signs and tourist-oriented directional
signs have created a higher quality of life for their residents and
have continued to grow their economies based on their enhanced
visual appeal to visitors.

9.

Create opportunities for community interaction.

Communities are defined by more than the physical and natural
elements that comprise them. The most well-designed street in
the world will fail to evoke a sense of community if there are no
opportunities for interaction or vibrant exchange among neigh-
bors. Public places of all sorts can provide the venue for these
sorts of interactions: sidewalks become hosts to outside shopping
or art displays, closed-off streets become havens for block parties
or markets, and parks and plazas become open-air theaters for
music or performances. Offered on a regular basis, festivals that
celebrate local produce, historical events, or cultural traditions
can become a vibrant and ongoing reminder of the unique nature
of a given community, and can create opportunities for distinctive
traditions from which all residents and visitors can derive enjoy-
ment.
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Broad constituencies benefit from such events and can be tapped
to support farmers’ markets, art and music festivals, or even block
parties. Business owners benefit from the increased flow of people
attracted by these events. Schools may support such activities
because of the learning opportunities they present to students and
as a means to share with the broader community the skills and tal-
ents of their children. Local farmers, artisans, and musicians are
likely to play a critical role in supporting such events, because
these events provide outlets for performances and sales that
would otherwise be unavailable to them. In many communities,
nonprofit organizations are formed with the support of local gov-
ernment and civic leaders to manage and promote these events.
Chambers of commerce, economic development agencies, civic
associations, and other Jocal organizations can play an important
role in bringing together the diverse parties that are necessary to

make these events vital parts of the community landscape.

I0O.

Enact clear design guidelines so that streets, buildings, and
public spaces work together to create a sense of place.

Beyond basic requirements for safety and accessibility, buildings
are often subject to little regulation of how they look, how they
are constructed, or how they relate to the street. In the absence of
such requirements, few developers find it in their financial best
interest to invest in architectural detail or decorative features,
which would enhance the look of buildings and would contribute
to a more distinctive and appealing community. The same could
be said of public officials who, in the construction of civic build-
ings, sidewalks, streets, and public parks, are motivated primarily
by the desire to deliver the Strict design criteria help create
Civano’s unique look in Phoenix,

Arizona - one that evokes traditional
Southwest architecture.

necessary product at the low-
est possible cost and in the
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shortest possible time. Yet, it is precisely the cumulative effect of
these numerous individual development and design decisions that
create the look and feel of our built environments.

Communities that include well-designed buildings, attractive sig-
nage, well-maintained facades, and a positive orientation of build-
ings to the street are often the most distinctive. Other opportuni-
ties for improved design guidelines pertain to the placement of
bus shelters and benches, the design of sidewalks and bike paths,
the introduction of landscaping and street trees, and the incorpo-
ration of community parks and public gathering spaces. With
improved attentiveness to these aspects, communities are more
valued for their uniqueness, better able to attract new businesses
and residents, and therefore less likely to suffer disinvestment and
neglect. This ongoing vitality of neighborhoods is both an out-
growth of and a contributor to smart growth.

As the community establishes its own definition of a desirable
look, an opportunity arises to create a unique, memorable
streetscape to attract future development. These preferences can




form the basis for the creation of clear design guidelines that reg-
ulate building setback, street and sidewalk design, architectural
styles, signage practices, and building materials. The guidelines
can be prescriptive and detailed, regulating everything down to
the size and color of signs, or they can set broad parameters for
design to allow for maximum diversity among users. In either
case, when they are applied in a clear and consistent fashion, these
design considerations add value to the community and provide
guidance for developers who, in turn, can create higher quality
projects by being attentive to their end design from the early
stages.

State of Maryland, Office of Smart Growth.

Other state activities to support renovation include: (1) the establishment
of a state-level “Main Street” office to support local affiliates, (2) priority
allocation of transportation or infrastructure funding for communities
committed to preserving historic structures, (3) grants to local nonprofit
organizations to carry out rehabilitation and restoration activities, and (4)
efforts to inform local government officials on the economic and cultural

value of preserving historic structures.

FOSTER DISTINCTIVE, ATTRACTIVE COMMUNITIES WITH A STRONG SENSE OF PLACE
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Alternative Community Forms

by Kent Munro

As the debate about New Urbanism shifts from its core principles to the implications of its application, many planners wonder about the
public costs of a new community design paradigm. Research has indicated that total public infrastructure costs in a New Urbanist
community are higher than they would be in a more conventional form of development. But costs are just one side of any fiscal analysis.
From a municipal perspective, are the revenues generated from property taxes also higher? This case study analysis indicates that not only
do higher taxation revenues offset the increased costs, but it also suggests that New Urbanism is actually better for a municipality’s bottom line.

Alors que le débat sur l'urbanisme nouveau se détourne de ses principes fondamentaux pour s’intéresser aux conséquences de son
application, bien des urbanistes s’interrogent sur les codts publics d’un nouveau paradigme de développement des collectivités. La recherche
révéle que le codit public total des infrastructures dans une collectivité développée selon le modéle de P'urbanisme nouveau est supérieur a

ce qu'il serait suivant un mode de développement plus conventionnel. Cependant, les coiits ne représentent qu’un c6té de la médaille de
Fanalyse fiscale. Du point de vue des administrations municipales, il faut se demander si les recettes rapportées par les taxes fonciéres sont
elles aussi plus élevées. Cette étude de cas indique non seulement que les recettes fiscales accrues compensent Paugmentation des coits,
mais aussi que Furbanisme nouveau est en fait plus sain pour le résultat net des municipalités.

f one is to believe the mainstream

media, a revolution may be unfolding
in the way new communities are
designed. For many, however, skepticism
rages not only about the physical form
that new community building ought to
take, but also about the comparative
merits-—economic, social, aesthetic,
environmental—of various approaches.
Simply stated, the goal of the community
design paradigm called New Urbanism is
to reformulate a vision of community
based on a village concept. Generally,
New Urbanist design can be distinguished
from more conventional development
approaches by distinctive physical
characteristics that include compact and
contiguous community form, a more
complete mix of land uses, interconnected
street patterns, strategic placement of
parking facilities, inclusion of rear lanes
and pedestrian-conscious detailing.

Straiton Streetscape

Plan Spring/Printemps 2004

25



Given that this research focuses on the
fiscal implications of New Urbanism,
only a brief overview of its main
elements is presented here. For details,
see the Charter of the New Urbanism.'
Fundamentally, New Urbanism
incorporates a different “package” of
municipal infrastructure that is intended
to support a set of broad community
planning objectives.

The critical New Urbanist objective for
a more compact and complete form of
community typically results in higher
average residential densities and,
accordingly, more units to share in the
costs of services. It is perhaps not
surprising, therefore, that comparative
studies have concluded that per unit
infrastructure emplacement costs and
long-term operating and maintenance
expenditures are lower with New
Urbanist designs.? Nevertheless, most
New Urbanist designs result in higher
total infrastructure costs within a given
land area because of greater lengths of
roads and sidewalks, incorporation of
rear lanes and the addition of enhanced
design details such as custom street
lamps, grassed boulevards with street
trees, pinched roadways and rear lanes.
A key issue that has not been addressed
in the literature, however, is whether a
New Urbanist community generates
higher municipal property tax revenues
that would tend to offset the increase in
total infrastructure costs.

To address this aspect,a comparative
study of projected infrastructure costs
and municipal revenues associated with
alternative approaches to community
design was undertaken using empirical
data derived from two actual development
plans, each of which was not only
produced but also approved in the mid-
1990s for a site in Abbotsford, British
Columbia. In the end, the New Urbanist
plan was implemented. Construction of
the “Auguston” community began in
1997 and, to date, approximately 100
homes, local parks and a community
school have been constructed.’

Although beyond the scope of the
present study, it is important to recognize
that the costs and benefits of a New
Urbanist planning approach are best
considered holistically. Significant
benefits relating to environment,
resource consumption, aesthetics,
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Straiton New Urbanist (1997) Plan

housing affordability, travel behaviour,
transit viability and public safety might
otherwise be sufficient to argue in
favour of New Urbanist design.Yet the
critical question remains: is a New
Urbanist community better able to
fiscally support its infrastructure!

Straiton Neighbourhood—
Comparison of Alternative Plans
The 184-hectare Straiton neighbourhood
site is located in the City of Abbotsford.
A conventional development plan,
approved in 1993, would have produced
1,490 dwelling units and a limited
number of ancillary facilities. In 1997,
however, an alternative concept founded



on the principles of New Urbanism was
prepared, approved and is now under
construction. That plan accommodates
2,316 housing units. In addition to the
55 percent increase in residential yield,
the New Urbanist plan provides a vast
increase in housing variety and a
significant improvement to the
“completeness” of the community. It
includes sites for a recreation and social
complex (athletic facilities, art studios,
business centre, day-care), 5,100 square
metres of commercial space, a place of
worship and an ice arena complex. Both
plans incorporate nearly 60 hectares of
public parkland and open space.

Capital or emplacement costs of
infrastructure for a new community are
significant; however, these are typically
borne by the developer and do not
result in any direct financial burden on
the municipality. Nevertheless, to set
this study within a broader research
context, detailed capital cost estimates
were produced for the two alternative
plans to assess the magnitude of the
difference in infrastructure emplacement
costs. Emplacement costs are the total
construction costs to build the
infrastructure and include underground
services (sanitary, water, storm, shallow
utilities) and aboveground right-of-way
amenities such as pavement, sidewalks
and street lighting. For this research,
costs were based on actual construction
costs experienced in similar projects in
southwestern British Columbia.*

The analyses indicated that total
emplacement costs for the New
Urbanist plan for Straiton would be
about $1.9 million more than the
conventional plan ($15.6 million versus
$13.7 million). However, on a per
dwelling-unit basis, the New Urbanist
plan is 27 percent less costly. For the
purposes of validation, it is noted that
such results are notably similar to those
of the 1995 Canada Mortgage and
Housing Corporation (CMHC) study?
that concluded it would be 33 percent
cheaper per dwelling unit to construct
the infrastructure in a more compact,
mixed-use community. It can be noted
that the CMHC study tabulated a more
comprehensive list of infrastructure
items than this study. For this analysis of
Straiton, only physical engineering
infrastructure? @& ) was considered.

Fiscal Analysis—Cost Side

The purpose of this study is to assess
and compare the ability of the two
alternative community designs to be
fiscally self-supportive on an annual
basis. Specifically, to what degree do the
total municipal tax revenues generated
offset the annual costs of operating

and maintaining the community’s
infrastructure? To address the cost side
of the question, detailed maintenance
costs were developed for each of the
road types in the two alternative plans.
Since a variety of road right-of-way
configurations are present in the two
alternatives, disaggregated maintenance
costs were used to differentiate costs
among road types. Recorded costs from
the District of Chilliwack (1996)° were
used. Chilliwack, a municipality adjacent
to Abbotsford, tracks its operating costs
using a computerized maintenance
management system. That data source is
considered highly transferable to the
Abbotsford context given the similar
geographic and climatic conditions and
the standards of maintenance.

To establish infrastructure maintenance
costs, base costs for a “standard” metre
of serviced street were derived for five
service components: water, storm
sewers, sanitary sewers, roads and snow
operations. Component costs were
derived for all road types and were
applied to the two alternative designs
for Straiton to project the total annual
infrastructure maintenance costs. A
comparative analysis concluded that
projected total annual maintenance is
$65,500 higher for the New Urbanist
plan. This represents maintenance costs
of 36 percent more than the total for
the conventional plan.

Fiscal Analysis—Revenue Side

To address the revenue side of the fiscal
analysis, detailed projections of municipal
property tax revenues were prepared.
Since only a portion of the municipal
property taxes collected support
general municipal purposes (including
operation and maintenance expenditures),
only that component of the tax rates
was used in the analysis. A significant
portion of annual property taxes is
collected by the municipality on behalf
of other levels of government or outside
agencies for services such as schools,
hospitals, regional libraries and specific

capital projects. Such an approach
enables one to directly relate revenues
to the expenditures associated with the
municipal operation and maintenance of
infrastructure.

Actual municipal tax “mill” rates (1996)
from the City of Abbotsford were
applied to the assessment values of all
development within the two alternatives.
Housing market data from the same
year were used to estimate the assessed
lot values of all residential land uses in
both of the alternative plans. Permitted
floor space ratios established the amount
of constructed floor space, and that was
subsequently used to estimate assessed
building values. A consistent methodology
was employed for each of the alternative
plans to ensure an equitable derivation
of taxable property values.

The results of the analysis indicate that
the annual municipal property tax revenue
generated from the conventional plan
would be about $1.6 million while that
from the New Urbanist plan would be
$2 million. More specifically, the New
Urbanist plan generates $438,000 more
tax revenue annually than the conventional
plan.This translates into a 28 percent
increase in total tax revenues over the
conventional plan. It is interesting to
note that all but about $100,000 of the
increase in revenue comes from the
New Urbanist plan’s more diverse
residential land-use base.

Conclusions

The comparative analyses of conventional

and New Urbanist plans for the Straiton

site result in a significant conclusion:

a New Urbanist community is, in fact,

better able to fiscally support its

infrastructure on an annual basis. To arrive
at this conclusion, both sides of the
fiscal equation—municipal expenditures
and revenues—have been analyzed. The
approach has been to establish and
compare total community costs and
revenues to demonstrate the fiscal
benefits of a more compact mixed-use
form of community development.To
summarize, the following findings result
from this analysis:

» Total annual municipal expenditures
to operate and maintain the capital
infrastructure are $65,500 more
(increase of 36 percent) in the New
Urbanist plan.
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* Total annual municipal tax revenues
generated by the New Urbanist plan
are $438,000 more (increase of
28 percent) than they are under the

conventional plan.

Admittedly, one could question whether
these two alternative community plans
appropriately reflect the principles of
each design paradigm, or whether they
are merely hypothetical or unfeasible. If
such doubts exist, this fiscal comparison
could be legitimately dismissed.
Nevertheless, given that both community
plans were prepared under generally
accepted municipal planning precepts,
each was considered acceptable by the
developer, and both were approved by
the municipality, it is reasonable to
accept that they represent realistic
alternatives.

When considered from a municipal
fiscal perspective, the New Urbanist
plan generates significantly more
revenue than it does expenditures.
Although total public expenditures
would be higher to maintain its
infrastructure, a New Urbanist plan
results in significantly more tax revenue
than the conventional plan. Stated
another way, for each additional dollar
spent on maintaining the New Urbanist
plan, the municipality would receive
$6.69 in return in the form of additional
tax revenue. T hese results are significant.
It would be helpful for others to
corroborate these findings or to refine
the methodology. In the meantime,
planners might want to consider this
comparative analysis in the context of

their municipality’s bottom line.m
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