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 “Increasingly, local, region, and state governments have been forced to 
tackle issues with diminishing support from the federal government.” 
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The United States although comprised of 50 states, can actually be better viewed as 
eleven interstate regions. These regions comprise a small amount of the country’s 
total land area however contain the majority of the country’s total population. These 
regions consist of metropolitan areas containing many cities, and suburban and rural 
areas near them. The 

Northern California region for example is comprised of the San Francisco Bay Area, 
the Central Valley and far east as the Reno metropolitan region in Nevada. The 
communities and people within these interstate regions are connected to each other 
through proximity of geography and are further more connected through culture, 
economics, and environmental systems.

The case for a new American geography is centered on restructuring the planning 
and control of government investment at the level of the interstate region. Through 
self-organized taxation and funding solutions, interstate regions would self-fund 
planning and investment in their respective interstate region. This system aims to be 
more effective at addressing issues by focusing on specific regions with disregard to 
existing judicial boundaries which are irrelevant on many cross-border issues. 

This report provides further explanation of the issues where this new American geog-
raphy would prove beneficial to the prosperity of Americans. 

THE CASE FOR A NEW AMERICAN GEOGRAPHY

THE EMERGING MEGAREGIONS. REGIONAL PLAN ASSOCIATON http://www.america2050.org/content/megaregions.html

“THE FUTURE IS REGIONAL.”

America’s status as the number one nation on Earth is waning. Americans are work-
ing harder than ever, yet our prosperity is declining. The idealization of more pros-
perous past has been growing, its manifestation and most recognizable slogan “Make 
America Great Again” is largely a glorification of mid-20th century America. A nuanced 
perspective is that America during that era contained inequality, racism, and envi-
ronmental degradation: issues that have always underlined American history, and 
continue to be issues today. 

However, there is some truth to the idealization of this time period. The mid-20th 
century marked major milestones in American history. This was an optimistic era. 
America had not only survived the Great Depression but also became the de facto 
world leader at the end of World War II. These events saw the growing strength and 
consolidation of power at the Federal level. Importantly, trust in America, in the Fed-
eral system of government was high. 

The mid-20th century was a time where the support for the federal government, and 
general post-war optimism generated the support for large-scale, government led 
initiatives aimed to improve the quality of life in America. The New Deal (1933), Fed-
eral Housing Administration (1934), Social Security (1935), Federal Aid Highway Act 
(1956), Environmental Protection Agency (1970), and other federal initiatives were 
decisive acts that improved the quality of life in America. 

A bulk of these programs were focused on the construction of public infrastructure: 
roads, transit systems, water, power, utility infrastructure, public amenities like na-
tional parks, and housing projects. The vision of this era was to build the America of 
the future. Today’s current landscape, the suburbanized landscape of single-family 
homes connected by highways is the result of these programs. 

Federal programs had monumental influence for the development of the United 
States and led to the prosperity for a large segment of Americans. However, to make 
clear, these programs were not at all successful in elevating the lives of all Americans. 
Today, America is divided, as America always has been. The concentration of poverty 
in both urban and rural areas of the country is the result of failure in federal poli-
cy. The segregation of Americans by race and income is a result of failure in federal 
policy.

This brief explanation of American history is to introduce several conclusions. First, 
those who feel nostalgia for a former grand era of America, have some factual basis 
for their perspective; this being that the primary cause for the success of this era was 
the large-scale federal spending on programs and infrastructure projects that the 
American people benefited greatly from. In summary, government investment of this 
nature leads to positive impacts for the American people. 

Today, the Federal government is a shell of its former self and Americans are receiv-
ing diminishing gains from the Federal system. The consolidation of power at the 
Federal level has reached a point where differences in political ideology has stag-
nated the process of improving prosperity in the America. The Federal government 
today lacks the vision to invest in the American people and landscape. Increasingly, 
local, region, and state governments have been forced to tackle issues with diminish-
ing support from the federal government. 
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The fundamental concept of planners controlling, or attempting to control aspects of 
how regular people (lack of a better term), is in direct conflict with many values that 
Americans believe in. Culturally, to varying degrees, Americans hold strongly to the 
idea of individualism. Bolstered through capitalism, Americans basically believe they 
should be able to purchase whatever they want, and government shouldn’t impede 
their ability to do so. The result of the combination of these two ideals is the division 
and commodification of land in to property. 

AMERICAN INDIVIDUALISM

“The good intentions of many, collectively 
become a destructive force to the environment 
and to society itself.”

In this response to Week 1’s reading assignment I will briefly discuss the role and 
state of planning in the United States, primarily how it is at odds with many Ameri-
can beliefs of individualism, freedom, and capitalism, leading to relatively ineffective 
ability for planning entities to manage development and natural resource use in the 
United States. In addition, I will discuss the necessities of planning, especially with 
the inclusion of the environment (environmental planning), why it must be conduct-
ed regionally, and how a region should be defined. Writing mostly from opinion after 
working in urban planning for several years, I look forward to reading this response at 
a later date when I have learned more about environmental planning.

After reading “Ecological Planning: Retrospect and Prospect” I felt it important to 
begin my study of Environmental Planning at UC Berkeley with a clear understanding 
of why planning is necessary. John Welsey Powell’s quote from the reading closely 
matched my personal opinion, “the redemption of these lands will require extensive 
and comprehensive plans,” plans including consideration of the “character of the 
land themselves,” as well as the engineering problems and the necessary legislative 
action since “here, individual farmers, being poor men, cannot undertake the task.” 
Here he is stating that there are societal tasks beyond the capability of the individuals 
within society. I like to believe that most members of society are decent human be-
ings that are trying to survive, work, and raise families. However, the good intentions 
of many, collectively become a destructive force to the environment and to society 
itself. This is the role of planners, to influence factors people do not always perceive 
as issues. 

A classic example is the predicament of suburbanization. People should have the 
right to choose whatever housing option they wish, however the result is the physical 
destruction of natural landscapes, degradation of air and water quality, higher energy 
usage, inability to operate effective public transit, traffic congestion, disinvestment of 
places of historical and cultural value, stratification of society based on racial/socio-
economic constructs, and so much more. Thus, becomes the responsibility of plan-
ners to manage suburban growth and to implement solutions and alternatives. 

suburbanization has transformed america in to an automobile dependent society where roadway infrastructure cannot keep pace with demand. bay bridge, ca.

vehicle miles traveled in the united states continues to increase. fhwa american identity is strongly connected to rugged individualism and has been 
reinforced through in media.



In “The Right to the City” David Harvey presents the close relationship that cities and 
capitalism have with one another. Through efficiencies of proximity and specializa-
tion, cities are concentrations of surplus product. Capitalism mobilizes surpluses to 
generate surplus value: wealth. However, to create more wealth, surplus value must 
be reinvested to generate more surplus value. Harvey, therefore argues that capital 
accumulation has coincided with the growth of urbanization.

Capitalism as a means of production is interesting because it contains forces beyond 
that of producing for the needs of individuals. In the most basic of circumstances, 
goods are produced as they are needed, there is no surplus. Capitalism must produce 
for the sake of keeping the system operational, regardless if anyone actually needs 
the production output. This output must be absorbed: the product must be sold for 
profit.  This circumstance has influenced urbanization. 

The United States entered in to the Great Depression in the 1930s, due in part to 
the over production of goods. These goods could not be absorbed quickly enough 
because there were not enough buyers. Many goods produced at the time were 
durable and once purchased, did not need repurchasing often, and the concept of 
planned-obsolesce- goods designed to be useful for a limited period of time was not 
yet common. World War II pulled the US out of the recession buy providing a signif-
icant way to absorb surplus goods since the war required vast amounts of supplies 
and equipment- much of it disposable (ammunition, explosives, fuel etc.).

After World War II, it was understood that another means of absorption was needed 
and suburbanization became the answer. Suburbanization assisted many sectors: real 
estate, construction, road building, automobile companies, insurance companies, 
and consumer goods industry. Suburbanization did solve the need for more housing, 
although other housing models could have been implemented, with many success-
ful cases in post-war Europe. However, suburbanization allowed for the additional 
surplus absorption through requirement of more roads, necessity of the automobile, 
and the ample space to fill with consumer goods. 

Suburbanization became a product in itself: a prestigious lifestyle that should be 
emulated. The end result is one of the greatest migrations in American history, the 
departure of whites to the suburbs, taking with them wealth and capital. People of 
color, specifically blacks, through racist policies were forced to remain in urban cores. 
The result of this spatial reconfiguration based on race and socioeconomic differenc-
es is still problematic today.   

In “The city and spatial justice” Edward W. Soja explains the main forces that drives 
injustice are forces relating to space: the fair and equitable distribution of valued 
resources, therefore making geographic location a deciding factor, as well as race, 
class, and gender. The political organization in control of space is a powerful influence 
on spatial injustice. Through capitalism, value is placed on space, and those who can 
afford the optimal locations have the best access to resources. Spatial justice does 
not equate to complete socio-spatial equality, this is not considered possible. 

“Suburbanization assisted many sectors: real estate, construction, road building, automobile 
companies, insurance companies, and consumer goods industry.”
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SUBURBANIZATION AS CONSUMERISM

CAPITALISM REQUIRES THAT GOODS PRODUCED TO BE ABSORBED. WORLD WAR II PROVIDED 
AN EFFECTIVE MEANS OF ABSORBING PRODUCTION.

SUBURBANIZATION OF THE UNTED STATES AFTER WORLD WAR II MAINTAINED AND EXPANDED 
PRODUCTION CAPACITY.

RACIST POLICIES LIKE REDLINING (the practice of arbitrarily denying or limit-
ing financial services to specific neighborhoods) PREVENTED BLACKS AND OTHER 
PEOPLE OF COLOR FROM PURCHASING HOMES IN NEIGHBORHOODS RESERVED FOR WHITES AND 
EXASPERATED URBAN POVERTY.  



I appreciated that Adger acknowledges that humans and ecosystems do not exist in 
isolation, and because they exist in the same system, compromising the resiliency of 
the natural ecosystem compromises the resiliency of humans. Humans and natural 
systems currently exist in a dichotomy. Human interaction with natural systems fo-
cuses on extracting resources from natural systems. Currently most humans on Earth 
are engaged in a capitalistic, consumer system that is rooted in infinite economic 
growth. This system conflicts with the finite capabilities of the natural ecosystem. 
Adger provides fossil fuel dependence as being neither sustainable or resilient. Fossil 
fuel reliance is neither sustainable or resilient because its combustion causes global 
temperatures to rise, adding stress to the environment that supports humans, and its 
eventual scarcity could cause negative economic and therefore social impacts.  
 
In principle, I agree that adaptive management is necessary for people to be resilient. 
I did appreciate the examples of the Inuvialuit people of the Canadian Artic and that 
of coastal district in Vietnam. It is reasonable to plan for resiliency at these scales 
to manage local issues. However, I also see the long-term futility of being resilient 
at this scale due to the global effects of globalization and climate change. How far 
can the Inuvialuit moderate their hunting due to warming temperatures before they 
can no longer sustain themselves in this manner. What is the purpose of managing 
the restoration of coastal mangroves if see levels rise due to global greenhouse gas 
emissions? Adger points out that resilience relates to the properties of ecosystems 
at different scales, and I therefore I adaptive management must also exist at different 
scales to be effective.

 
 
Fundamentally, I believe the main hurdle towards resolving environmental issues is 
consumerism. Humans are consuming more resources per person than ever before 
in history. Additionally, a smaller proportion of the world’s population consumes a 
majority of the world’s resources. As more of the world’s population become more 
advanced, overall consumption will increase, exasperating environmental issues.

I am not suggesting that people should not be able to improve their quality of life 
by buying things. It is specifically the level of consumption that is alarming. Western 
ideals of wealth are excessive and unnecessary to healthy and fulfilling lifestyles, but 
are being adopted around the world. Specifics include automobile ownership, single 
family homes, high energy usage, eating for pleasure, and frequent long distance 
traveling for recreation. 

Advanced countries like the United States should be setting a better example to the 
rest of the world in terms of sustainable life styles. It is ironic to think that developing 
nations like China (where bicycling was the dominant mode of transportation in many 
cities) aspire to live “modern” lifestyles, and are adopting cars and other amenities, 
only to incur the same environmental dilemmas that we are facing in the United 
States.

 
 
The comedian from this video is correct to suggest that if humans became extinct be-
cause of the amount of environmental damage we cause on the Earth, then the Earth 
would heal itself and be fine. However, he cites this to suggest that Environmentalism 
is pointless. He fails to realize that concern for the environment is driven greatly by 
the wish to alleviate as much human suffering as possible. His inability to understand 
this, exposes him as being a very arrogant and privileged member of society who 
doesn’t have to deal with the consequences of a damaged environment.  

“Western ideals of wealth are excessive and 
unnecessary to healthy and fulfilling lifestyles, 
but are being adopted around the world.”
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SOCIAL AND ECOLOGICAL RESILENCE

A SMALL PORTION OF THE WORLD’S POPULATION CONSUMES A MAJORITY OF THE WORLD’S 
RESOURCES. VOX
https://www.vox.com/energy-and-environment/2017/9/26/16356524/the-population-question

PERCENTAGE OF C02 EMISSIONS 
BY WORLD POPULATION

PART I: MOST SIGNIFICANT POINTS FROM “ECOLOGICAL AND SOCIAL RESILENCE” BY W. 
NEIL ADGER

PART II: WHAT DO YOU THINK THE MAIN CHALLENGE IS TO RESOLVING ENVIRONMENTAL 
PROBLEMS?

RISING GLOBAL TEMPERATURES WILL HAVE INCREASINGLY SIGNIFICANT NEGATIVE 
CONSEQUENCES. NASA
https://climate.nasa.gov/news/468/global-temperature-records-in-close-agreement/

PART II: WHAT DO YOU THINK THE MAIN CHALLENGE IS TO RESOLVING ENVIRONMENTAL 
PROBLEMS?

GLOBAL SURFACE TEMPERATURES
FOUR INDEPENDENT RECORDS SHOW NEARLY IDENTICAL LONG-TERM WARMING TRENDS



 “The main hurdle towards resolving  
environmental issues is consumerism.  
Humans are consuming more resources per 
person than ever before in history.”
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adoption rates of new technology

adoption rates of new technlogy increasing over time. the atlantic
https://www.theatlantic.com/technology/archive/2012/04/the-100-year-march-of-technology-in-1-graph/255573/

SOCIAL AND ECOLOGICAL RESILENCE



In response to Keil’s From Global Cities to Globalized Urbanization, I believe capital-
ism, primarily the concept of the corporation, and connectivity, specifically the low 
cost of transportation as strong influence to the shape of the inter-urban network. 
The effects of these two elements have been observed during Colonialism, and has 
escalated with Globalization. My opinion is derived from Jared Dimond’s Guns, Germs 
and Steel.

Dimond argues that the development of the affluent Global North was largely 
induced by the geography of Europe. To summarize, Dimond believes that limited 
resources in Europe coupled with extensive coastlines and ports promoted a system 
of exploratory trade. Under this system, ships would sail in search of trading oppor-
tunity. As expeditions grew in scale, the need to insure voyages spurred banking, 
financing, investing, and insurance. With stronger investments, Europeans innovated 
in ship design, navigation, along with monetary systems that supported and profited 
from the seafaring activity. These two elements both driven by profit, added fuel to 
conquest in hopes of fortune, which lead to the Colonial Period. 

“Limited resources in Europe coupled with extensive coastlines and ports promoted a system of exploratory trade.”
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CAPITALISM + CORPORATIONS, DRIVERS OF GLOBALIZED URBANIZATION

CONTAINERIZATION WAS A MAJOR INNOVATION THAT SUPPORTED CORPORATE GLOBALIZATION. PORT OF SHANGAHI



The 20th century has seen a transition from traditional Colonial practices in to glo-
balization, a phenomenon that can be argued as Neo-Colonialism, since many of the 
same influences and systems are so similar. Colonial powers have been replaced by 
Corporations- entities established for the sole purpose of generating wealth for its 
members. As technology progressed our world has become smaller through faster 
modes of travel as well as communication technologies that allows for instant com-
munication to anywhere on the world. 

Corporations are interesting compared to smaller capitalism ventures that define 
most small businesses, due to their sheer strength in capital resources, and discon-
nect between business operations and community. The inter-urban network has 
largely been restructured so that manufacturing production now occurs far from the 
markets they will be sold in because of cheaper labor costs, with transport costs be-
ing miniscule due to advances in transportation technology. Advanced nations have 
developed voids in their urban fabric from the departure of manufacturing activities 
and the consequences of this loss is still being dealt with. Corporations and trans-
portation technology has created a globally divided world, where cities and regions 
conduct specialized activities.  
  

“The inter-urban network has largely been restructured so that manufacturing production now occurs far from the markets they will be sold in.”
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THE FIFTY LARGEST COMPANIES IN THE WORLD. VISUAL CAPITALIST http://www.visualcapitalist.com/largest-50-companies-revenue-2016/



In the US, transportation became a powerful force in shaping the nation through 
strong influence by the automobile and road building industries. In 1956 the Federal 
Aid Highway Act was passed, providing funding for the interstate highway system. 
This massive road building campaign did not have a land use planning component. It 
connected the nation’s cities together without regard to the communities it displaced 
to build sections of roads. Its additional motive was to provide access outside of cities 
to cheap land where single family homes were being built. The land use component 
could be argued as being market-driven. 

From this era of highway building and suburbanization developed a backlash to the 
needless destruction open space as well as impacts of traffic. Continuing to present 
day, an alternative mode of development known as integrated land use and trans-
portation planning exists. Federal funding on the levels of the Federal Aid Highway 
Act no longer exist and communities are finding it increasingly difficult to build and 
maintain new roadways. In addition, the realization that traffic cannot be solved by 
building more capacity has forced communities to invest in public transit systems 
that can carry more people efficiently. “Communities are finding it increasingly difficult to build and maintain new roadways.”
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AMERICA’S UNAFFORDABLE LOVE FOR THE AUTOMOBILE

A MAP OF THE INTERSTATE HIGHWAY SYSTEM.

AFTER WORLD WAR II, HIGHWAYS WERE SEEN AS THE MODERN TRANSPORTATION INFRASTRUTURE OF THE FUTURE. IT WAS BELIEVED THAT CONGESTION WOULD BE AVOIDED BY EXPANDING 
HIGHWAYS USING FUNDS GENERATED THROUGH A GAS TAX. IN REALITY THE GAS TAX HAS BEEN  UNABLE TO GENERATE THE REVENUE NEEDED.



Collaborative planning in the United States has been effective in certain cases. “High-
way Revolts” are instances where local opposition has been successful in preventing 
construction of a freeway. Greenwich Village in New York City, Hayes Valley in San 
Francisco, are two examples of neighborhoods that prevented highways from being 
built through their communities. There are many others examples of successful high-
way revolts. 

Communities have many reasons to want to reject highways. Highways have proven 
to divide communities by causing a physical separation, while also deteriorating the 
livability around the highway itself. Sometimes the effect of stopping a highway proj-
ect is that it is not built at all, or the highway is built elsewhere, and in some cases, or 
investment is placed in to alternative modes of transportation. 

Communities with the capacity to effectively organize and successfully wage a cam-
paign to resist major infrastructure projects often are more affluent communities, 
well educated, with strong sense of identity attached to the neighborhood, or em-
phasis on maintaining neighborhood character in order to maintain property values. 
Being affluent yields greater success due to advantages education, political power, 
expendable money and time, and property ownership. The inverse is true for low 
income communities.  

“Communities with the capacity to effectively 
organize and successfully wage a campaign to 
resist major infrastructure projects often are 
more affluent communities, well educated”
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AMERICA’S UNAFFORDABLE LOVE FOR THE AUTOMOBILE

THE EMBARCADERO FREEWAY SEPERATED SAN FRANCISCO FROM ITS WATERFRONT WITH A THREE LEVEL HIGHWAY. ROBERT MOSES (TOP), JANE JACOBS (BOTTOM)



Without cities, there is no distinction between urban and rural. There is no urban-ru-
ral continuum because there is no urban. Chicago, before it became a city was a rural 
place used by indigenous peoples, and then by fur traders. Chicago had no streets, 
the land was not divided in to parcels, there were no permanent structures. As de-
velopment increased, Chicago began to move further towards the urban end of the 
continuum. 

Urban versus rural areas contain more people, who do not have rural (agriculture, re-
source extraction, etc.) type occupations. In an interesting relationship, the existence 
of an urban center, actually can support rural existence. Living in a rural environment 
“the frontier” it was difficult for producers to transport goods to sell. However, as 
Chicago grew larger and its economy more diversified, institutions like banks and 
insurance companies were able to protect the goods that people produced. Without 
this protection, the act of growing food, and transporting it was risky. Crops could 
fail, or be damaged or stolen in shipment. Furthermore as technology advanced, 
systems like railroads were built that made the transportation of goods quicker, safer, 
and more efficient. The development of progressively complex systems is highly de-
pendent on the existence of an urban area where all the necessary components are 
in close interaction, and further helps to describe Chicago’s location on the urban to 
rural continuum. 

Water access westward to the interior was a major reason why Chicago grew in to a 
major city, and illustrates another relationship that classifies the city as urban. Urban 
areas draw resources and extend influence over the surrounding rural areas. Agricul-
tural products produced outside of Chicago was transported to the city where it was 
consumed by the inhabitants, shipped elsewhere, or processed further. In the same 
fashion, other resources needed by people living in the city: wood, water, minerals, 
flowed in to Chicago. The demand for resources influenced people to produce these 
goods in huge quantities. This relationship differed greatly from Chicago’s beginnings 
as a small outpost. 

“Urban institutions like banks and insurance companies were able to protect the goods that 
people produced. Without this protection, the act of growing food, and transporting it was 
risky.”
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THE RURAL-TO-URBAN CONTINUUM: CHICAGO

urban institutions like banks and insurance companies helped to promote rural 
economic activity.

rural illinoisdowntown chicago, 1909



Tourism can be a driver that transforms spaces within cities. Historically, many Amer-
ican cities grew because of industrialization. Cities allowed for the close conglomer-
ation of goods, capital, and labor to conduct large manufacturing operations. Man-
ufacturing also was meant that transportation of materials and finished goods was 
necessary and during the age of industrialization large areas of cities were devoted to 
rail and water transportation activity. Even before industrialization, cities near water 
were hubs for fishing, and also contributed to the waterfront industrial activity of cit-
ies. However, through pollution and overfishing, stronger environmental protection, 
and the shift towards manufacturing in places of cheaper labor, American cities have 
seen dramatic decline in industrial activity. 

The decline of industrial activity has left many American cities largely dysfunctional 
i.e. Rust Belt cities of the Midwest, or struggling to reinvent their economy. Cities 
with more diverse economies have fared better such as New York City, San Francisco, 
Los Angeles, etc. However even in cities with more diverse economies, the decline of 
industry has left large swaths of the city abandoned and “underutilized.” In wake of 
the decline of industry, many cities have focused on drawing in wealth from wealthier 
places through tourism. The great amenity of cities is that they are often old, full of 
history, architecture, and nostalgia. 

San Francisco has been hugely successful in transforming its historic berths where 
ships and fishing boats once docked in to Fisherman’s Wharf, a nostalgic “theme 
park” where thousands of tourists visit every day. Here the sea, dramatic views of 
the city and the bay are combined with old buildings, and stories of an age of sail and 
quest for gold. An area that lost its purpose with the decline of industry is now a hub 
of tourism. The success of Fisherman’s Wharf can be contrasted with the still un-
derutilized industrial waterfront south of the Bay Bridge in the Bayview and Hunter’s 
Point areas of San Francisco. 

“The great amenity of cities is that they are 
often old, full of history, architecture, and 
nostalgia.”
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HOW TOURISM BENEFITS CITIES: SAN FRANCISCO

the waterfronts of american cities were once active with fishing and industrial activity but became underutilized after fish stocks were depleted and the 
decline of domestic industrial production. san francisco, ca.

many american waterfronts have transitioned in to tourist attractions. san francisco, ca.



In “Environmental Justice and the Sustainable City”, Graham Haughton presents four 
categories towards the development of sustainable cities. I rank the redesign of cities 
and “fair share cities” as the most useful models, while self-reliant cities and exter-
nally dependent cities as less optimal models. Cities, as complex systems, yet systems 
none the less contain great potential for efficiencies that can support sustainability 
(reduction of automobile reliance, development of walkable communities etc.). The 
fair share city model has great potential, especially when coupled with city redesign. 
Charging users for the full cost of a product, including its ecological impact would 
cause consumers to think differently about their needs. Because we live in a highly 
interconnected, globalized world, the self-reliant city makes less sense to me, be-
cause greater efficiencies can be achieved through specialization by specific loca-
tions. Lastly, I do not believe that the externally dependent cities model is a viable 
means towards sustainability. Adopting a high economic growth system only puts 
lesser developed cities on the same trajectory towards a city model that has yet to 
solve social inequality and environmental issues.

A NEW AMERICAN GEOGRAPHY
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homeless encampment in oakland, ca.



The Nile Delta is currently sinking because the damming of the Nile prevents the 
deposit of sediments in to the delta, which historically maintained its height. In addi-
tion, 30% of the delta is less than a meter above sea level, and so a large portion of 
the delta will be inundated because of climate change related sea level rise. The Nile 
is important because it is the agricultural center of the Nile. In my opinion, the cost 
of attempting to protect the delta from sea level rise will be cost prohibitive. The best 
strategy would be to 1) allow environmental planning efforts to guide development 
2) allow the delta to become inundated, and 3) invest in newer methods of agri-
culture that is more water and land efficient to offset the loss of the delta through 
inundation.

“The cost of attempting to protect the delta from sea level rise will be cost prohibitive.” 
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THE FUTURE OF THE NILE RIVER

FARMING IN THE NILE DELTA THE NETHERLANDS PRODUCES MORE FOOD PER ACRE THAN ANY OTHER NATION ON EARTH. national geographic 



In Chapter 15 of Can Cities Be Sustainable?, Rough explains that urbanization causes 
deforestation by two primary factors. First, he argues that urban dwellers consume 
more resources then individuals living in rural environment. Urban dwellers use more 
energy, water, eat more meat, and have more income that can be used to purchase 
durable goods. This encourages production to meet the needs of urban dwellers. The 
effect is then forests are harvested for wood, cleared for food production, or both. 

Secondly, urbanization causes deforestation by the simple need for space. Urban 
areas by default are surrounded by rural areas. Rural to urban migration is a phenom-
enon that has been occurring since cities were first established. The trend is forecast-
ed to continue. According to the United Nations, 75% of the world’s population will 
be urbanized by 2050. The need for land to build housing, as well as all the elements 
of urban life, causes undeveloped land near cities to be prone to urbanization. 
 
Potential solutions to managing deforestation is to first establish an urban growth 
boundary (UGB) limiting the spread of urbanization and protecting undeveloped 
land encircling an urbanized area. Establishing a UGB will have the adverse effect of 
limiting supply of urban space, and it is crucial to build compactly to maximize the 
limited land within the boundary. Building compactly has the positive effect of sup-
porting effective public transit, and reducing the need for automobile ownership. To 
further protect against deforestation, critical open space can be protected by either 
establishing preserves, and limiting land uses to non-urban uses such as grazing or 
agriculture. 

Another innovative strategy is the Transfer of Development Rights (TDR). This process 
a developer (hypothetically within the UGB) to build denser than the current land use 
law, by purchasing the “rights” from a farmer outside the boundary. This promotes 
development within the UGB and maintains rural use of lands outside of it. UGBs and 
TDRs require strong local and regional governance powers.

“75% of the world’s population will be urbanized by 2050” 
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URBANIZATION AND DEFORESTATION

DENSITY FROM ONE PROJECT CAN BE ADDED TO ANOTHER.

MEAT CONSUMPTION INCRASES 
WITH PER CAPITA INCOME

The inter-linkages between rapid growth in livestock production, climate 
change, and the impacts on water resources, land use, and deforestation. Back-
ground paper for the 2010 World Development Report 

https://www.researchgate.net/figure/46443906_fig1_Figure-2-The-relationship-between-meat-consumption-and-
per-capita-income-in-2002

BUILDABLE LAND INSIDE 
THE EXISTING BOUNDARY

URBAN GROWTH BOUNDARY OF PORTLAND, OR

PORTLAND URBAN GROWTH BOUNDARY WAS ESTABLISHED IN 1973.

TRANSFERED UNUSED 
DEVELOPMENT RIGHTS

UNUSED DEVELOPMENT RIGHTS ON 
ZONING LOT WITH LANDMARKED BUILDING

TRANSFER OF DEVELOPMENT RIGHTS

75% OF THE WORLD’S POPULATION WILL BE URBANIZED BY 2050. UNITED NATIONS

URBAN + RURAL POPULATION OF THE WORLD
1950-2050



Cities by function are useful for the conglomeration of diverse uses, and therefore 
areas closest to urban activity are the most valuable. Following this condition, the ru-
ral areas closest to urbanization, whether it be forest, or agricultural land, is likely to 
come under influence to urbanize as landowners see opportunity to profit from the 
sale of their land, and developers see opportunity to build and sell housing- all driven 
by the wants of individuals to live in an urbanized environment. 
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rural areas closest to existing urban areas are likely areas to become developed.

URBANIZATION AND DEFORESTATION



My knowledge of environmental labeling and certification of development comes 
from experience in reviewing Leadership in Energy and Environmental Design (LEED) 
certification, specifically in Neighborhood Development. As a consultant, I was con-
tracted by the United States Green Building Council (USGBC), the organization that 
manages LEED, to review projects for certification. This process has allowed me to 
understand the process very well. 

In the particular case of LEED-ND I have never been impressed with the levels of 
sustainability associated with any of the projects I have ever reviewed. This does not 
mean I completely dislike the LEED system. I appreciate the system for that being 
able to quantify specific aspects of a development. For example, for a development 
to earn points for bicycle parking it must have a certain number in relation to vehicle 
parking spaces, and they must be placed evenly across the development, usually 
within a certain distance of building entrances. Unfortunately, these requirements 
are not rigorous enough in terms of being sustainable.

We can all acknowledge that promoting bicycling is a good thing, however if a devel-
opment ultimately has a majority of its users using automobiles to access the site, 
then why should the development receive recognition? This is the general issue I 
have with LEED, in that it is suggesting by providing relatively minor design features, 
then the development is worthy of being recognized as being sustainable.

 Another clear issue with LEED certification is that, even if these factors were made 
more rigorous, monitoring is not a component of LEED. Credit towards certification 
can be awarded for providing transit access to a development. Sometimes this factor 
can be met because public transit is already being provided by a municipal agency. 
In other cases, the developer must contract a private transit company to provide the 
service. To apply for this credit, the developer only needs to provide a letter of intent, 
and a contract of the agreement between the developer and transit company. The 
contracts are usually for several years, and without monitoring, there is no guarantee 
this service will be provided for the lifespan of the development. 

In conclusion, I would say that I am a supporter of environmental certifications and 
labels. I would rank myself as 3 in that I think this concept is useful, but greater rigor 
would be required to gain my full support. Obviously, this is challenging, not on a 
technical level, but based on what the market is willing to build. These certifications 
are applied to new construction, and making the accreditation process too rigorous 
could detract developers. For now, LEED certified buildings are typically a step in the 
right direction, and provides built inspiration to further the goal of sustainability. 

“LEED certification is a step in the right direc-
tion, and provides inspiration to further the 
goal of sustainability.”
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ENVIRONMENTAL LABELS AND CERTIFICATES

SONGDO, A MAJOR DEVELOPMENT SITE IN SOUTH KOREA HAS LEED-ND CERTIFICATION, IT WAS BUILT ON GREENFIELD.



The City of Berkeley is justifiably one of the most forward-thinking cities in the United 
States. This being said, cities in the United States often fall behind in comparison to 
cities in other advanced nations in Europe, Asia, etc. Berkeley has many goals that 
promote sustainability and equity. The drive to make these goals more rigorous exists 
amongst city staff and residents, but must coexist with the wants and needs other 
others who have a relationship with the City. 

In the topic of transportation, Berkeley has historically been a progressive leader, 
adopting and innovating advances in sustainable transportation. Berkeley supported 
regional transit with BART, and unlike many other jurisdictions provided funding to 
underground much of the system within the city. Implementing Bicycle Boulevards, 
Berkeley championed the concept of using calmer neighborhood streets paralleling 
major streets as bicycle corridors. 

This progressive momentum in recent years has waned. A prime example being the 
rejection of East Bay Bus Rapid Transit (BRT). BRT is a transit system that mimics the 
speed and capacity of a rail system, but instead uses buses that travel in dedicated 
lanes, where they are able to avoid traffic. Combined with other enhancements, BRT 
allows for rail like efficiency at a much lower cost. Unfortunately, due to resistance 
from merchants and residents fearing loss of parking, loss of revenue during con-
struction, and general dislike of change, East Bay BRT was rejected in Berkeley. The 
project was to span from south of the UC Berkeley campus through Oakland, to San 
Leandro. It is now being constructed, omitting the city of Berkeley, exemplifying the 
city’s general loss of momentum towards sustainable transportation options.

The Bay Area has increasingly become an unaffordable place to live. Cities like Berke-
ley with strong regional and local transit systems, and walkable/bikeable neighbor-
hoods is where more people should be living. Densifying transit-oriented places 
provides housing that is much more sustainable that automobile dependent suburbs. 
New market-rate construction is occurring in Berkeley, but this is not affordable 
to many people. Housing should not be considered a reward for “hard work” but 
instead a human right. Sadly, in a capitalistic market, there is no reason why a devel-
oper would not want to maximize their profits. 

Campus planning efforts overlaps with that of the city because of the sheer size 
and influence of the University, as well as the dispersal of many campus owned 
sites throughout the city. Within the 2020 Long Range Development Plan, the areas 
classified as City Environs, and Adjacent Blocks, and Housing Zone, are all areas that 
are not on the main campus. For this reason, these sites should fall under the design 
guidelines of the city. 

The efforts of the University have effects on the city. A great example is the AC Transit 
passes University affiliates are provided, allowing for unlimited use of AC Transit 
busses. This pass is provided for many reasons; one being reducing the amount of 
parking that the University must provide by reducing driving demand. The transit 
pass benefits the city as well by reducing car traffic on city streets (imagine if a larger 
portion of students arrived by car). The University pays AC Transit for the passes, 
forming a large and continuous customer base for the transit agency. The more 
people ride transit, the more robust the system can be for everyone, including and 
not-including university affiliates.“Cities like Berkeley with strong regional and 

local transit systems, and walkable/bikeable 
neighborhoods is where more people should be 
living.”
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PLANNING AT THE LOCAL LEVEL

BICYCLE BOULEVARD IN BERKLEY, CA. MERCHANTS AND RESIDENTS PREVENTED THE EAST BAY BRT PROJECT IN BERKELEY. UC BERKELEY OFF-CAMPUS STUDENT HOUSINGFOLLOWING CITY URBAN DESIGN GUIDELINES.



What defines a region differs based on subject matter and location. My particular 
interest is urban regions and I seek to understand more in regards to environmental 
planning in these areas. Urban regions, in the United States are governed by Met-
ropolitan Planning Organizations, federally funded and mandated definitions and 
entities. The reasoning behind the regional boundaries for MPOs is based primarily 
on commuting patterns. Even with suburbanization, major employment centers are 
still clustered in central cities, or are still located many miles from where people live. 
Thus, heavy emphasis on planning roadway infrastructure dictates the MPO 
structure. 

MPOs have begun addressing more issues than just that of highway planning. For 
example, the San Francisco Bay Area’s MPO: The Metropolitan Transportation Com-
mission (MTC) in conjunction with the Association for Bay Area Governments (ABAG) 
has produced Plan Bay Area, a regional planning doctrine for the nine counties of the 
Bay Area (San Francisco, Marin, Sonoma, Solano, Contra Costa, Alameda, San Mateo, 
and San Mateo Counties). Plan Bay Area is both a conservation strategy and urban 
development strategy, by denoting areas in pre-existing urban areas where future 
residential and employment development will be built. This strategy serves to create 
walkable urban cores throughout the region where transportation investments can 
be focused, while preserving open space and productive farm land. On top of these 
land use and transportation goals, Plan Bay Area is shaped by goals to reduce pollut-
ants primarily by reducing the total number of miles an individual generates: vehicu-
lar miles traveled (VMT). 

Although the evolving roles of MPOs like the MTC show progress towards more inclu-
sive regional planning, regional planning has been met with harsh backlash by small 
but vocal groups of property-owners who believe regional planning is a conspiracy 
to reduce the rights (specifically property rights) of American citizens. These groups 
have been effective in terminating important planning efforts. I found the reading’s 
title “Retrospect and Prospect” fitting for this conversation. The need for stronger 
environmentally based regional planning is there, but the challenge will be gaining 
the political power and support to wield enough strength to put plans in to action. 

In the United States, planners face immense difficulty implementing change because 
so much control is centered on personal property, highlighted by strong local control.  
Regardless of the resistance to planning in the United States, it is ever more im-
portant to pursue environmental planning efforts on a regional scale because of the 
intensity of development in metropolitan areas. In urban regions where cities are 
close to one another, the impacts of one community, effects the other communities. 
In order to address issues effecting more than one city, planning must be conducted 
at the regional level. 
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the metropolitan transportation commision is the federally mandated metropoli-
tan planning organization (MPO) for the 101 cities and nine county san fran-
cisco bay area. plan bay area is the regional planning strategy produced by 
the mtc.

plan bay area’s key strategy for reducing automobile dependency, preserving 
productive agricultural land and open space is through the focus of new devel-
opment near transit stations in existing urban areas.

“In the United States, planners face immense 
difficulty implementing change because so 
much control is centered on personal property, 
highlighted by strong local control.”  

an example of transit oriented development (tod) near the union city bart sta-
tion.

OPPOSITION BY NIMBYS (NOT IN MY BACKYARD) GROUPS ARE OFTEN SUCCESSFUL IN PRE-
VENTING INFILL DEVELOPMENT, PUBLIC TRANSIT, AND OTHER PLANNING EFFORTS.

REGIONAL AND INTERSTATE ENVIRONMENTAL PLANNING



Public transit systems require high enough densities to operate efficiently. Suburban 
communities are too sprawled out to provide the adequate density for transit to 
work, therefore land use planning must be applied in order to make transit invest-
ments effective. In the San Francisco Bay Area, this strategy is being pressed forward 
through Plan Bay Area, a combined land use and transportation plan that aims to 
focus transportation investments to existing urbanized areas. Densification of Priority 
Development Areas is planned to allow for proper densities for transit to function.

In my opinion, to carry out a rigorous land use and transportation plan, a strong 
government agency, one that has superiority over individual cities and counties in 
needed. It must have the specific mandate to pursue the goal of implementing the 
plan, and have effective enforcement powers to ensure that local jurisdictions under 
its control follows through with the plan. Such an agency would require authority 
granted at state and even federal levels. 

“To carry out a rigorous land use and transpor-
tation plan, a strong government agency, one 
that has superiority over individual cities and 
counties in needed.”
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COPENHAGEN (THE CAPITAL OF DENMARK) IN 1947 ADOPTED THE FINTER PLAN, A REGION-
AL TRANSPORTATION AND LAND USE STRATEGY THAT FOCUSED NEW GROWTH AROUND COMMUT-
ER RAIL LINES THAT RADIATED FROM THE CITY CENTER.

IN 2017, 41% OF ALL TRIPS IN COPENHAGEN WERE MADE BY BICYCLE. THE POPULARITY OF BICYCLE TRANSPORTATION IN COPENHAGEN IS DUE TO LAND USE AND TRANSPORTATION 
PLANNING THAT PROVIDES BICYCLE AND TRANSIT INFRASTRUTURE WHILE DEPRIORITIZING AUTOMOBILE INFRASTRUCTURE.

REGIONAL AND INTERSTATE ENVIRONMENTAL PLANNING



I think interstate planning is planning that addresses issues that impact two or more 
states, or actions of a state(s) impacting another state(s). Interstate planning is often 
initiated on specific issues: a shared body of water, air pollution created by one state 
and affecting another, coordinated economic development plan, etc. Interstate plan-
ning is unique in that its scope is greater than the provincial level, but unlike federal 
level planning, interstate planning occurs between two or more states, but not for all 
states in the country.

Interstate planning is region and geography specific, making specific planning efforts 
unique to their location, hence why a federal level planning effort does not exist. The 
specific issues of the Colorado River water rights have nothing to do with two states 
working together to build a single airport that would serve a major urban center in 
each of the states. Interstate planning issues are often conducted by special organi-
zations created by the states and given the authority and mandate to accomplish the 
planning effort.

The Interstate Environmental Commission (Tri-state Water and Air Pollution Control 
Agency – New York, New Jersey, Connecticut) was a good example of a typical orga-
nization and reason for an interstate planning agency. The three states being in close 
proximity to each other produce pollution that impacts themselves and each other. 
They share a common body of water that if polluted, they all impact negatively from 
it. By acknowledging their shared geography and common agenda, the states have 
opted to have a specific agency perform monitoring for all three states. This avoids 
redundant agencies that otherwise all three states would have to operate, as well as 
providing a more holistic management of the area. 

To improve on the interstate planning system, it would be interesting to see the 
federal government provide guidelines on interstate planning. This would be ben-
eficial so that all intestate planning efforts/organizations could be catalogued, and 
their efforts monitored. In addition, if the federal government encouraged interstate 
planning agencies to follow specific organizational structure and procedure, in a man-
ner not unlike that of non-profit agencies. Particular mandates such as reporting to 
a national office of interstate planning could be useful for similar initiatives to learn 
from one another. 

“America must search deeply within itself to decide how to move forward.” 

A NEW AMERICAN GEOGRAPHY

Page 24

REGIONAL AND INTERSTATE ENVIRONMENTAL PLANNING

AMERICAN COMMUNITIES, SMALL AND LARGE WOULD PROPSER TOGETHER UNDER PROPER REGIONAL PLANNING. http://ransonrenewed.com/ranson-and-charles-towns-future-sustainable-connected-in-character/
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CONCLUSION: THE UNITED REGIONS OF AMERICA

MEGAREGIONS AND POTENTIAL HIGH-SPEED RAIL CONNECTIONS. THE NEW YORK TIMES https://www.nytimes.com/2016/04/17/opinion/sunday/a-new-map-for-america.html

Through federal action, the United States has developed in clusters around eleven 
metropolitan areas.  Federal policies such as the Federal Aid Highway Act, Federal 
Housing Administration home loans, and establishment of metropolitan planning 
organizations (Federal Aid Highway Act 1962), shows tremendous vision in continen-
tal-scale planning. It has been decades since the federal government has reached this 
level of ambition. America boomed after World War II, but it does not have to lead 
to bust. The areas that require investment in are clear. It is time to acknowledge that 
cross-border regions beyond the scale of individual cities, counties, and states exist, 
and is where unique regional American identities and economies are located.

Planning at the megaregion level could be a reality if the Federal government decides 
to enact the policy. Alternatively, megaregions could begin the process independent-
ly, but would need support from the corresponding state governments. The MPO 
structure could provide a basis for how megaregion planning could be organized, a 
coalition of towns, cities, and counties under a unified transportation and land use 
planning strategy. Regional planning centered on walkable rail hubs is possible as the 
Copenhagen Finger Plan has proved. 

Megaregion planning benefits more than just the urban areas of the country. Com-
prehensive planning would yield improved management of open space and produc-
tive farmland. The concentration of development in urban areas would allow these 
places to be shielded from the pressures of development. Megaregion planning 
would further the sustainable use of environmental services like watersheds, air qual-
ity, disaster management, etc. 

The great challenge is beginning the process. Can the idea of rethinking America’s 
geography be conveyed to enough Americans so that governments at any level begin 
to move towards megaregion scale thinking? America falls behind the world in the 
category of infrastructure, but it does not have to be this way. America’s cities could 
be connected by modern high-speed rail, well maintained roadways, utilities, and 
provide the housing and economic opportunity that is desperately needed across the 
country.

America must search deeply within itself to decide how to move forward. America’s 
shared cultural identity of rugged independent individuals does not have to be sacri-
ficed to actualize the new America geography. The process ultimately gives individu-
ality back to the distinct regions of the country. America must also decide if it wants 
to perpetuate a society where some prosper while many do not, and infrastructure 
and environmental issues increasingly become problematic. Alternatively, America 
could acknowledge that in order to be great, we must work together to ensure that 
all Americans have the opportunity to prosper.  

“Can the idea of rethinking America’s geography be conveyed to enough Americans so that 
governments at any level begin to move towards megaregion-scale thinking?” 


