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1 ABSTRACT

Travelling to work in Kuala Lumpur Cornurbation (Kl. can be nerve-racking. Majority of workers travel
from their homes by cars along web of congested metwork that converge into Kuala Lumpur City
Center. Those who travel to work using public tpamgation struggle daily through much inconvenietee
reach their workplaces in the morning and homethénevening. Travelling to work ordeal is therefire
most mention grouse among KLC residents. For KL€ ihnot merely a transportation problem as people
would like to imagine but can also be looked atasirbanism problem. Many researchers relate thanur
form with travel patterns so much so as urban aaeadecoming more sprawled that it is allegedetdhie
main cause for driving habits among urban residdttsvever the urban form is created through complex
decisions of urbanization and urbanism therefoig plaper explores the association between the éwo t
explain travel pattern in KLC in order to make &Hing easy for workers throughout KLC.

2 INTRODUCTION

Traveling to work in Kuala Lumpur Conurbation (KLC&n be nerve-racking for both who drives and who
uses the public transportation. Like most majorauarareas around the world, road networks and highiva
KLC are heavily congested due to dominant use iwhf® vehicles. In 2005 modal split between pubhc
private transportation was 14:86 as compared t663#Hh 1985 (Kuala Lumpur City Hall, 2005; Zakaria,
2008). Majority of workers in KLC travel from thefromes in the suburbs and urban fringe by carsgalon
web of congested road network that converge intal&lumpur City Center. Despite encouraging padicie
and investment in public transportation infrastmwetand usage improvement, the modal share forigoubl
transportation continues to drop (Zakaria, 2008hc& 1995 rail-based commuter services have been
introduced to serve suburban areas in additiorh¢ordad-based public transportation (Mohamad, 2003)
Nevertheless those who travel to work using pulii@nsportation struggles daily through much
inconvenience to reach their workplaces in the mmgrand homes in the evening.

Part of this problem can be attributed to the Hgaxingested road network systems. While high ty&diil-
based public transportation services were beirrgdutced, the efficiency of road-based public trantsion
services were being hampered by large number wétgrivehicles running along the same route as agell
low quality infrastructures and issues of maintag® In addition the increase in vehicle ownership®ng
KLC households are also a pressing concern. ZgR&08) did a survey on car ownerhip in KLC and
reported incidence of households who owns up tar§ per household, 64 percent own at least onanzhr
26.3 percent own two cars or more. With all of has hand it is no suprise that traveling to wantteal is
the most mention grouses among KLC residents. Hewéw KLC this is not merely a transportation
problem as people would like to imagine but is @sairbanism problem.

3 URBAN FORM, TRAVEL AND URBANISM

Many researchers relate the urban form with trgeglerns so much so as urban areas are becomiregg mor
sprawled that it is alleged to be the main caus@iiwing habits among urban residents (Giulian&&all,
1993; Levine, 2006; Stead & Marshall, 2001). Itaikerged also that as the urban land uses such as
residences, shops and workplaces decentralizedhetsuburbs the need to commute by private caanhe
more widespread (Glaeser & Kahn, 2003; Hayden, PODHis situation is explained by looking at the
distance between land uses that constitute thénagigd destination of a person’s travel. As urbanters
become more decentralized, location between urbaesbecome more distant from each other therefore
travelling using motorized vehicle between any twamles became essential (Giuliano, 1999). Furthermor
most of these urban nodes are not effectively atiedeby physical infrastructure to allow for thee usf
nonmotorize transportation i.e walking and cycliigese urban land uses and activities are alsdlysud
effciently served by public transportation to irase mobility for residents and workers . Therefore
general people in urban areas are more apt to avenand drive to get to their destinations.
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Urban sprawl form is a widespread phenomena glptzdl urban residents earn more and can buy more
living space in the suburbs followed by affordabde ownership (Giuliano, 1999; Glaeser & Kahn, 2003
Decentralization of major urban centers is a moverteimprove the quality of urban living. Majorityere
inspired by the Garden Cities movement which adtescéor larger living space that was mooted through
creation of garden suburbs (Gallion & Eisner, 1986jl, 2002a; Howard, 1902). In these suburbs each
workers and their families live on single familyuseas that are built on private lots. Residentiausios in
most part of the world were also influenced by Atmeerican dream that advocates for home ownership as
symbol of one’s level of socioeconomic status actdevements in life (Hayden, 2004). As a resultelere
great demand for these garden suburbs as theyderexorkers and their families with private and widial
spaces as well as dignity. With increased deman ieaad more greenfields were developed into resaen
suburbs making the urban to sprawl further out.

The spread of the urban sprawl were intensifietheycreation of employment districts known as edlties
and free standing employment nodes known as thelesigcities in the suburbs (Garreau, 1991; Gla&ser
Kahn, 2003; Lang & LeFurgy, 2003). It has beenrg#d that when employment are located in the sburb
workers will be able to travel short distant to Wwars their homes are already in the suburbs. Homave
employment started to follow the people to the shbut has been noted that people are travellingemo
miles to work instead of less (Cervero, 1989; We03). The reason being that although both retmle
and employment areas are located in the suburpsatieeinfact separated from each other. Futherreach
suburb district does not have good mix of land u$eg land use activities in Edge Cities for instaare
mostly employment that are office based as welletail based and because there are not many houses
Edge Cities workers were drawn from the residergigburbs that are connected to the Edge Cities by
highways (Garreau, 1991). Edgeless cities like Edgies are employment centers but unlike Edgee€iti
that are massive and concentrated at the urbapheeiés, Edgeless Cities are small and scattetex/ex

the suburbs and are not efficiently served by putidinsport (Lang & LeFurgy, 2003). Although mariyhe
researches are American based research, polyeenisisalso happening in other parts of the world
(Alpkokin, Black, Kato, & Vichiensan, 2007). HowevAlpkokin et al (2005) found a decrease of travel
time for workers in Turkey metropolis as employmestatrted to move to the suburbs nevertheless weorker
are still traveling via motorized vehicles betwdba two land uses. On the other hand measure \adl thy
time does not necessarily imply short distanceefrut may aslo imply ease of movement on highwhys.
Alpkokin et al (2005) 60 percent of travels weredeby public transport.

The urban ecological model presented by the Chi&gml relates the physical urban environment tigh
way people conduct their life (Hutter, 2007). Itsisbmitted that the behavior of urban residentsfescted

by their environment on the other hand the actiohghe urban residents affect the nature of their
environment. Perhaps this model rightfully explaimsy the sprawled urban form induce travel between
multiple origins and destinations. The sprawledanrknvironment, where each category of land usesl st
as a single-land use district that are remotehaisgpd from each other, leaving people with not lmuc
options but to use their cars to access each datitkuse districts in their course of living espg where
homes and workplaces are concern. Hence many cesesipostulate that people are drving a greatdiesal

to the sprawed nature of the urban environment. é¥ew it can be postulated also that the demand for
homes that provides more space and sense of didpiNtys urban to sprawl thus increase driving aade
distance for urban residents.

Many other researchers also examined the urbanarticularly the urban sprawl form because itaiisl $0

be the source of a wide environmental as well aget issues and problems (Couch & Karecha, 2003).
the hypothesis of the urban ecological model hotden these environmental and societal issues and
problems can be mitigated using the reverse nafiusprawl that is the compact form. In fact muck baen
done in this area in parts of the world to mitigatban sprawl or to ensure urban does not spraviduf,
2005; Couch & Karecha, 2006; Yuen, 2007). Theresargs of commitments in the form of policies adlw

as movements to stop sprawl or make the urban aneas compact. Britain for instant has been very
commited to combat urban sprawl using greenbeltiesl and strong planning control measures (Couch &
Karecha, 2006). In the United Stated the battie  much bigger form of smart growth movement, alihi
calls for smarter moves in developing the urbarasré&mart growth movement present a much wider
principles and approaches to change people perggecin urbanism (Smart Growth Network, 2002, 2003;
Urban Land Institute, 1999). Studies on peopleispectives have found that households be them itetUn
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States or United Kingdom as well as in New Zealara mostly reluctant to accept compact and vertical
living therefore poses great challenge in planniog compact development (Arbury, 2005; Couch &
Karecha, 2006; Richardson & Gordon, 2000)

Success in Transit Oriented Development (TOD) shihas driving habits can be suppressed through the
change in urban form (Cervero, 1998; Dittmar & @ia2004; Yuan). Transit Oriented Development is an
effort to integrate all aspects of people’s life live, work and leisure with moblity needs witldrcompact
and manageable area. Manageable in this sensevislipg the people and the authority alike theifeebf
control towards otherwise chaotic situations getieery an urban form that condition people to he# tcar

for every trip that they have to make in the cowba day’s life. The center of a TOD area is ttansit
station which provides people with a gateway farglalistance physical connections to the other T@mb
other areas beyond the disignated TOD using puitditsportation. However the most important aspeftts
TOD are the characteristics of the development dnatlocated near the transit stations and therenatiu
initiatives that supports sustainable living whiaklude convenience living, less dependency ontreevel
policies, walking and cycling and decreased traggetime (Belzer & Autler, 2002; Cervero, 1998; Dittr

& Ohland, 2004). Dispite ovserved success theystiteskeptics about this concept due to the latk o
understanding about the overall concept as welipgsehension about the future (Belzer & Autler, 200
Cervero (2006) found that workers who work nedrseaivice facility will likely use the facility ithe station
areas are equiped with other supporting land usels as restaurants, retail shops and day carersdnte
children further to the provision of feeder bus dravel to work financial support from their empéoy.
Therefore compact urban form can be an alternativide sprawled urban form but will not be sucogssf
without the support of mixed development that pdevinkages to people’s daily tasks as well asaouittthe
support of incentives and policies that promotasdit riderships.

4 EFFECT OF URBANIZATION ON URBANISM

Urban growth process around the world has trangfdrmmany traditional compact cities into gigantic
urbanized area covering massive area of land withdensity urban development (Burchfield, Overman,
Puga, & Turner, 2005; Glaeser & Kahn, 2003). Urbatidon of the rural area had started well befoee th
World War Il (WWII) but post WWII especially in Amiea, withessed massive tracts of land outside the
cities transformed into low density urban resid@ngardens that was led by real estate developignstive
support from government policies and home appliarmesinessmen (Hayden, 2004; Nicolaides & Wiese,
2006). The transformation of these tracts into mrbesidential gardens not only transformed the rahtu
landscape but also the cultural landscape of tlplpecreating a new class of urban lifestyle. Alito
writings about suburbanization of America dominalie scholars conferences and forums, suburban
development is not unique to America (Giuliano, 999Around the world other nations had also
suburbanized and largely had emulate the sprawkactexistics of American suburbans therefore
experiencing similar problems posted by the surdurdevelopments. As discussed in the previousoseitti

is noted that human behavior can be influencedhby environment vice versa. It is acknowledge that
urban form are vast and wide, people will be iretito own cars and travel long distance using tpesate
vehicles in order to over come the distance betveeparated destination points especially from theines

to workplaces. Alternatively, this situation canregersed by promoting compact urban form thatjiratiees
land uses activities with various modes of trarnggimn. However the reverse process is not as &asy
accomplish without further understanding of urbanis

Louis Wirth (1938) who was part of the Chicago Sihargued that urbanism or the city way of life is
created by three elements; the size, density aratdgiy of the urban population. He put forwardttas the
size, density and diversity of urban populationréased people become more impersonal, separated and
indifference. As a result there is social disorgation in the city. Wirth’s argument discribed tiféects of
urban concentration on people’s behaviour towaath @ther and towards the urban society as a wihbée.
city has always been regarded as a place of diva@eomic opportunities and most who came to the ci
came for economic gain through different skillstitieey possessed. Generally those who migratduetaity
came from multiple origins and cultural backgroumads they came either alone or in small groupsithegv
behind their family kinships. Therefore it is natlufor cities or urban areas to reflect individtiahs well as
diversity in cultural and socioeconomic backgrour@snsequently they will lead their life differgnthnd
will only communicate intimately with those who Rawhigh level of similarities, in cultural and
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socioeconomic background with them because ittleerampossible to form a bond with everybody ie th
city as compared to the rural settings.

Earlier Robert E. Park’s had also acknowledgedfdnee of the diversity of the people who residehe
urban areas on their environment. Park maintaifed the urban physical environment evolved by
responding to the diverse conditions of the urbaputation (Hutter, 2007). Therefore as the econaanid
population of the city grows in size the impacirafividuality and diversity of the urban populatibacome
more intense that they often lead to economic aeteal frictions that later leads to fractions. geen in
the Mercantilism Era, economic expansion led tediity in economic activities and increase requaenof
space for running business; therefore, workers wemoved from their normal live-work environment to
accomodate for this expansion (Vance, 1990). Wiés happened workers had to compete with other
workers as well as business entities in order taintsuitable home that they can afford outsideheir
working environment. Thus as the conduct of ecopaaativities changes it brought changes to the ways
urban residents conduct their living. As a redudt places for living and places for working begarsplit-

up, each located separately in diffrent districihim city centers (Vance, 1990).

This situation build up during the Industrial Revodbn Era where when the streetcar were invented th
living space or homes for the urban population begaoccupy lands in the urban peripheries alomg th
transit lines. During that time it was consideredc@l for urban residents to move out of the cignters as
the industrial technologies were still inferior thiawas not conducive to live near industrial efislhment.
Rampant emission of smoke from industrial smokdstagere becoming very hazardous to the urban
residents’ health. At the same time the physicdl @mvironmental conditions of the city centers wesgy
depressed and congested that city living becamibleerThe decentralization of the urban populaticere
accelerated when the car was made available tpuhkc, accordingly the urban peripheries were pdsh
farther from the city centers urbanizing rural @mdenfields along the way. In this sense it casumgested
that the initial reason why people moved to theusb was to escape the horrible urban physicalitonsd
and that the inventions of the rail transports and had assisted the urban population to improeg th
quality of life by moving away for the city center.

The outcomes of all decisions made by stakeholdheosighout these urbanization process are the qdiysi
environments and urban landscapes that can bevelséoday i.e. sprawling urban residential areas,
commercial ribbons and leapfrogs, suburban matlgeecities, edgeless cities, web of land transpornta
infrastructures as well as predominance of citye®nas job centers in most part of the world. Adicmly

the side effects of these long term urbanizatiosc@ss such as travelling long distance to workyyea
dependency on private vehicles, polluted urbaraaid, traffic jams were securely infused as a waifefor
contemporary urban residents. Therefore reverdirg type of urbanism trend require not only phyksica
change but also changes in perceptions of urbaitggif. The suburbanization of urban residentsésyv
much part of the urbanization process and werdyeascepted by the urban residents because it gesmo
individuality and self esteem as well as psychalabindependence and freedom, which the industitigls
could not offer. The iconic thinking by Ebenezerwdod (1902) on urbanism as a mixture of rural-urban
living had captured the minds of urban residentsldvavide till today. Unfortunately the aspects adtly
organized self-contained or self-sufficient comntiesi where people would live work and travel easily
within the Garden City was not passed on well Bip¥eers of the thinking. Much of Howard’s originialea
had been misconstrued and sadly there are widesp@zeptence of the manipulated idea that promotes
rampant urban development behavior from authorétgesell as the urban populaton and it is hard¢al

5 URBANIZATION IN KUALA LUMPUR CONURBATION

Kuala Lumpur Conurbation (KLC) as depicted in figur consists of the Klang Valley Region (KVR), Kaial
Langat District and Sepang District in southernaSgbr including the Federal Territory of Putrajaya
(Putrajaya) and part of the Negeri Sembilan Stateatds the Town of Port Dickson. The southern pért
Kuala Selangor District and Hulu Selangor DistiicSelangor State make up the northen part of Kh@ a
the rest of the KLC comes from the western pathefstate of Pahang in the east of KVR to encomibess
Town of Bentong. Klang Valley Region on the othant are made up of the Federal Territory of Kuala
Lumpur (Kuala Lumpur) and four of Selangor Statdistricts namely Klang District, Petaling District,
Gombak District and Hulu Langat District. The totahd area of KLC amounts to approximately 504,000
hectares. This is an increased of 221,000 hect&8) from the original 282,600 hectares of KVR lameda.
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Fig. 1: Kuala Lumpur Conurbation

The KVR are known for its rapid urban developmemd aue to that the KLC has been designated as the
main development area for Malaysia (JPBD, 2002)dystlone by Ibrahim et al (1999) shown that thétbui

up area in KVR covered more than four times as mant in 1998 as compared to the coverage in 1988.
They found that within the 10 years period, land residential use had increased by more than 50,000
hectares and industrial use by almost 20,000 heec@onsequently around 55,000 hectares of agrieultu
land and forest land were lost during the sameogetPetaling District lost almost 19,000 hectaregso
greenfields within the same 10 years period whiclownted to 40 percent of the available greenfigids
1988 while other areas lost between 8,550 — 10he@fares with Federal Territory of Kuala Lumpurings

45 percent of its available greenfields in 1988 ai#, Ibrahim, Mohamed, & Kamarudin, 1999). The
period of 1988 — 1998 was a period when KVR expeee intense economic development that was brought
about by conducive economic development policiesnimourage industrialization in Malaysia particiylam

the KVR. This has brought many people to the regmmneasing the demand for housing and other urban
services as well as moblity. These developmentfarathe most part fuelled by the Malaysian Expresgw
System that escalated during this period. With x@ersive web of expressways, the KVR became highly
accessible and greenfields inside the area asawellutside were easily accessed for developmepogpes.

Evaluation on the achivements of Kuala Lumpur St Plan 1984 (KLSP 1984) development strategies
indicated that Kuala Lumpur’s population in the iy2@00 fell short of the KLSP 1984 population pojen

for that particular year by 0.8 million people. $hwas attributed to the out migration of Kuala Lump
population to other areas in the KVR in searchnfiore affordable housing (Kuala Lumpur City Hall O20).

The area outside of Kuala Lumpur were said to offiere affordable housing although more than 8,600
hectares of greenfields in Kuala Lumpur were dgvedoduring the 1988 — 1998 period. According to the
Kuala Lumpur Structure Plan 2020 (KLSP 2020) in@G&R percent of the housing supply were categarize
as high cost housing whereby more than 68 perdekduala Lumpur’s population required low to medium
cost housing creating a mismatch of 19 percentupply and demand for affordable housing. This sttbwe
that affordable housing are not located approgyiaecording to where they are need therefore peaglre
forced to seek for affordable housing elsewheréds $trengthen the report attributing the lack dbfable
housing in Kuala Lumpur as the main reason foraiemigration of Kuala Lumpur’s population to other
areas of KVR. What these entail is high demandrtrelling especially from workers who work in Kaal
Lumpur but live outside of Kuala Lumpur. With degséng mode split for public transportation the deda
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for infrastructures that promote mobility servioga private vehicles increased thus explaining ikavy
investments on the expansion of the Malaysian Bgway System within the KVR. Nevertheless traffic
congestions are still the mainstay problems for KWBrkers and population alike. Being the center for
economic development for KVR, Kuala Lumpur alscoréed a high job-housing ratio at 2.56 in 2000sThi
indicates an imbalance between the availabilitpobs and housing units in Kuala Lumpur as a whadd-
housing ratio is yet another indicator of spatidgmmatch but accordingly it is an indicator to meastie
availibility of employment compared to the availabiof housing in an area. Since a high job-hogsiatio
indicates that there are more workers than housitg within an area, it is implied that most waskeuill
definitely need to travel longer distance to redlchir workplaces from their homes which are located
elsewhere. Therefore both types of locational mishes will induce travelling between the two poiofs
origin and destination for workers.

In response to the high demand for housing withenKVR, many greenfields were opened to make way fo
the development of new residential suburbs. FiQudepicts the chronicle trend of urban settlemeattgyn
within the KVR and Selangor State between 1895-200f figure shows that KVR’s development is
anchored in the historical significance of Kualarijpur as the first administrative center as wellh&smain
business district for Malaysia and the Town of Kjas a port district as well as the Royal Towntfer
Sultanate of Selangor (Gullick, 1998). The two fquaints are linked together by various links tonferce
the connection between the two thus developmeliR had grown linearly along the Federal Routedt th
connects them. However as the National Capitaleldgment in Kuala Lumpur is more intense compaoed t
Klang Town nevertheless various settlement aredscammercial districts were developed betweenwie t
forming multiple centers along the Federal Rout&His has been looked at as a decentralizationepsoin
effort to redistribute the urban population withihe Region. However within 1991 — 2002 urban
development started to sprawl and leaped frogtimtogreenfields outside of the KVR. This is indathby
the maroon color on the map in figure 2.

KLANG VALLEY URBAN SETTLEMENT PATTERN 1895-2002
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Fig. 2: Klang Valley Urban Settlement Pattern 182602

It is in these response that the KLC was identifiedrder to justify the KVR’s urbanization pattesithin
the context of regional development. Similar toeotbountries most of the new residential developrtieat
are located in the suburbs in the KVR and outsideregion are low density development that had been
brought about by the same nature of urbanizatiohuabbanism process. This is the preference for st
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offer individuality and privacy as well as symbdlsmcioeconomic achievements. Consequently thisstyjh
residential development present the urban areasivithar problems like it did in other developediotries
such as America as well as Europe. Around the gibbas been widely argued that urban sprawl cause
people to travel more as compare to a compactacityis a source of various environmental probleéms t
lead to unsustainable living.

The NPP projected that around 8.5 million popufatidgll reside in the Kuala Lumpur conurbation in280

As an expanded version of the Klang Valley RegbhC currently have multiple urban centers, 45 to be
exact, with employment and commercial areas runalogg its major roads and urban highways. However
Kuala Lumpur is still and will be the main employmeand commercial focal point for KLC with its
surrouning areas providing bulk of the housing eoshmunitiy facilities for most of the KLC residents
2005 the jobs-housing ratio for the Kuala LumpurliS7 indicating an acceptable jobs-housing balance
according to reseachers in this field if the numibeworkers per household is 1.5 (Cervero, 1989jt¥\Ve
2003). This is a lower ratio compared to the presip discussed for year 2000. An explaination ie if
perhaps that in realizing the short fall of affdsda housing the Kuala Lumpur had taken mitigation
measures to increase the supply of affordable hgusithin the City Council area between 2000 an@d320
therefore could retain more workers to stay in kala Lumpur. Nevertheless the KL City Plan 2020
projected that there will be around 1,419,600 jobKuala Lumpur as opposed to 626,317 units of mous
thus increasing the jobs-housing ratio to 2.27. ¥Whia represent is a jobs-housing imbalance inkihala
Lumpur in 2020.

There is an increasing trend in car ownership inay&a annually. The average anual growth ratecéor
ownership for the year 1986 — 2003 was 9.23 perd¢er2003 Kuala Lumpur and Selangor recorded more
than 2.2 million registered car ownerships, thisipdsed about 42 percent of the registered cadrénthole
of Malaysia of which about 70 percent were regextén Kuala Lumpur (Zakaria, 2008). The high reaayd
of car ownerships in Kuala Lumpur and Selangoinikeld to the concentration of urbanization in KVRda
the characteristics of the urbanization that pr@asdtavelling. Zakaria (2008) in his survey foundrenthan
90 percent of his responden own a car while otbens either motorcycle or other type of vehicle atd
percent of those who own a car used the car foilityolyhile less than 10 percent use public tramtgtoon.
Therefore if the trend in urban sprawl and car asinigs persist along with the preference for cathas
major mode of transportation to workplaces then l&uaimpur specfically and KLC in general will be
experiencing severe traffic congestion and enviremiad degradation in 2020. (Kuala Lumpur City Hall,
2008).

To put it briefly it can be said that for the mesirt urbanization in KLC had exploded into the areayond

the boundary of KVR and need to be readdress tter@ more refine decision on urbanization dudsto i
negative externalities. The condition of urban sptia KLC had been attributed to few factors fiystkuala
Lumpur had neglected the demand for affordable ingutherefore more workers who work in Kuala
Lumpur have to live elsewhere in KLC. As a resultrengreenfields in KVR were developed into resident
suburbs making the urban area to sprawl beyondaahius it had to be redefined as KLC. Secondd th
spatial mismatch between workers and affordableinguas well as between jobs and housing locatiads
created a commuter’s lifestyle among KLC workenserefore workers do not expect or are not expdcoted
live near where they are working because it hasrbecan accepted custom in the KLC to live and work
separately. Furthermore the KLC is seen as a hetmg single metropolitan area rather than congisti
multiple independent urban centers. Therefore geapt not seeking to live and work within a specifi
location in anyone of the centers but to live aralknanywhere in the metropolitan area. Lastly peshthe
most important challenge in urbanzation and urlmanis the next decade is the increasing trend in car
ownerships and car usage as the major mode of umdaportation among KLC population. As the
KLSP2020 indicated despite improved commuter raivises the usage is not yet optimized because the
transit station area are not supported by mixed lese development, nonmotorized mode of transpantat
as well as other mode of transportation.

6 RE-PLANNING EXERCISE

In 2001 the Town and Country Planning Act of 19A6t(172) under the Malaysian law were ammended to
allow for a three tier land use planning: Natior&tiate and Local Authority with options for a ragiwide
development planning. Act 172 in its original statewed only for a two tier land use planning witla

ProceedingREAL CORP 2011 Tagungshand ISBN:  978-3-9503110-0-6 (CD-ROM); ISBN: 978-3-9508%1-3 (Print) m
18-20 May 2011, Essen. http://www.corp.at Editors: Manfred SCHRENK, Vasily V. POPOVICH, Peter ZEILE



Re-Thinking Urbanism for Kuala Lumpur Conurbationvé.Work and Travel Easily

Local Authority jurisdiction and did not providerfand use planning at the national and state leotEven

at a regional level. What this amounts to lateraas the end of the 20th Century was a considerable
amount of chaos in term of urbanization and urbanikVR in particular received intensed development
pressure and recorded more than 440% increaseilirupuarea in 10 years within 1988 through 1998
(Yaakup, Ibrahim, Mohamed, & Kamarudin, 2003). Altigh local authorities were given power to plan
their areas most chose to focus on overseeing dilg drban services tasks as stipulated in the Loca
Authorities Act of 1976 (Act 171). As a result unimation was very much led by the industrial seet®r
well as real estate development that gain its monnenn the mid 80s throughout early 90s. During ahahi
many people migrated to major urban areas in tla@dgValley Region for employment purposes. Under th
ammended act (Act 1129) the first National Physkiain were prepared to provide a framework towards
sustainable and integrated land use planning systiéinm Peninsula Malaysia. However the planing ever
done within the context of regional as well as gloperspectives. Basically what this entail is taka a
detail inventory of all the land resources in Psola Malaysia and to categorize them accordindhéir t
limitations and potentials as an exercise to pmvidr sustainable development. Therefore with full
knowledge of land resources it is imagined thatllage planning can be done efficiently and this semwve

as a good foundation for lower level planning.

As mentioned, the original Act 172 did not provide an integrated planning and developement aghehni
level therefore each local authorities took upam tidsk to prepare development plans rather isofabeal
other areas and local authorities in the countignfing in isolation would create incompatiblestsas the
spatial mismatch between supply and demand of dedfide housing as mention earlier. At the same time
would also create an imbalance of jobs-housing. Uifexpected experience of losing its populatioather
areas of the KVR by Kuala Lumpur when the developnstrategies in KLSP84 did not take place as
planned demonstrated the need to integrated dewelapplanning as much at a higher level. In the cds
Kuala Lumpur the KLSP84 were done rather isolaffeith® conditions prevailing in other areas in tHéRK
and outside the KVR. The problem of planning irlasion is not unique to Kuala Lumpur alone but ine

by almost all local authorities in Malaysia. Howeitds more pressing for a large metropolitan aseeh as
the KLC to have an integrated planning due to theid development and more intense development
implications such as traffic congestion and comnmproblems. The move to amend the Town and Country
Planning Act was promted by the need to promotéaswable urban development however since 2001
Malaysian urban areas are still hard pressed bgaise commuting problems among urban workers.

There are 13 local planning authorities in KLC dhéd most prominent ones are located within the KVR,
they are Kuala Lumpur City Council, Petaling Jayisy @ouncil, and Shah Alam City Council. Urban
planning exercise in most of the local planninghauties in the KLC are bind under the Town and oy
Planning Act , 1976 (Act 172). Since the amendnmémct 172 in 2001various Development Plans were
prepared and completed by respective local planairtborities, including the NPP and the SelangateSt
Structure Plan (Selangor SSP). While, the plan@ixercise in the Federal Territory of Kuala Lumpsir i
executed under the purview of Act 267, the Fed&aatitory (Planning) Act, 1982. Under this partiaul
Act, The Kuala Lumpur Structure Plan 2020 (KLSP2020d Kuala Lumpur City Plan 2020 (KLCP2020)
were prepared and completed by Kuala Lumpur Cityri¢d. Nonetheless although there are supposed to b
a natural progression of planning levels accordeddt 172 from the NPP to State Structure Plansugh

the Local Plan and later on the Action Area Pldinis, rather ambiguous as to how the Developmean$|
prepared under Act 172 is integrated with the thesgprepared under Act 267 in KLC. On the othedhan
there is also some level of difficulties if notistances to incorporate plans and planning ideamgrthe
ones prepared under the Act 172. Therefore ittigeradifficult to have a fully comprehensive pldmat can
take into considerations all aspects to mitigatatiap mismatches and planning aloofness among local
planning authorities with regards to the locatibh@mes and workplaces.

As mention previously, travelling to work ordealKi.C is not merely a transportation problem butliso
an urbanism problem. Therefore installing transgmnh infrastructures such as expressway and Map&iR
Transit (MRT) to form connections within the KLCnst adequate to contain worker’s journey to wauk b
merely facilitating their travel. Live, work andatrel easily requires local planning aurhoritieXlC to act
upon the landuse-transport integration planningtatries that will facilitate the development of TOIhe
need to plan for the integration of landuse andspartation is now urgently needed in KLC to create
urban form that can demote travelling by car, lesashicle mile travelled to work and shorten timavelled
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to work. Among the reasons identified as contrilgitio the non-optimal use of the rail base public
transportation in Kuala Lumpur is inadequate ftiedi at the station area for trip linkages in foaof
pedestrain walk way as well as efficient feeder. Bdthough the concept of landuse-transport integnain
form of TOD at transit station area has been reféweregularly in some of the development planpared
under Act 172 there is yet one TOD at any traratian in KLC. The National Urbanization Policy Nbb
explicitly list TOD concept as one of the actiongvards an integrated public transportation sisteat are
efficient and user friendly. TOD is perhaps theyoobncepts which captures all of the smart growth
principles in creating a livable area. In Malaysig gaining recognition particularly for the apmaition in
KLC. TOD in its simple version is the location obrhe, workplace and transportation thus providing
residents ease of living , working and travelling.

7 CONCLUSION

With development areas approaching the “full” leaeld the level of service (LOS) for almost all road
network within KLC slumping their grade towards “E"is now important to rethink about reversing the
trend of home and workplace separation. First bftedvelling ordeal must not be looked at soletya
transportation problem because travelling is iefated with land use activities that form the deston for
one’s travel. Subsequently travelling ordeal mesbiercome. If prevously the target of travel takvs to
overcome the distant by driving cars at preserdanmqédrs in KLC should be led to overcome traffic
congestion by designing and encouraging developmaenterge as Transit Oriented Develoment at station
area.
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