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EDITORIALS/EDITORIAUX 

TOWN PLANNING OR URBANISM? 

We have learned by now that planning · at the regional or metropolitan scale is 
a good deal more than the symmetrical disposition of coloured blobs on a piece 
of paper. We know that the strategy of urban growth has to, or at least ought to, 
be governed by a variety of factors ranging from aircraft flight paths to wildfowl 
breeding grounds, from industrial employment to wind direction. But curiously 
enough, we seem slow to recognize that the considerations which ought to be 
taken into account in planning the nature and arrangement of buildings and land 
uses within an urban area are, if perhaps less wide-ranging, certainly at least 
equally complex. These considerations relate mainly to the ways in which people 
think, feel, react and behave, and they are not easily reduced to figures and charts. 

In an age when measuring seems to be all-important, we are at home with 
data which can be expressed in computer printouts, but reluctant to get to grips 
with matters which are not readily quantifiable or mappable. So we tend, un
consciously, to take the easy way out by ignoring their existence. Thus, we fall 
into the trap of oversimplification, if not outright nai'vete, in dealing with the 
nature, internal structure and functions of cities, which are essentially the matrices 
of complex patterns of human relationships not easily translated into formulae or 
graphics. We have a few functional standards for decision-making-traffic genera
tion, obstruction of daylight-but when all's said and done, in practice we fall 
back too often on what really amounts, despite the rationalisations, to what looks 
neat and tidy on a map (zoning) or on the ground (a civic centre) . We persist, 
in other words, in thinking of a city in terms of things, when we ought to think of 
it in terms of people-horribly untidy, confusing, unpredictable, and frequently 
infuriating. But we are beginning to be taught the lesson ( though not yet quite as 
forcibly as our colleagues across the border) that it will not serve to hand out 
elegantly designed arts centres and low-cost housing projects like Christmas 
baskets from well-intentioned Lady Bountifuls. We are going to have to learn how 
a city really works, not just council chambers, concert halls and courtrooms, but 
also bars, backyards and bookie shops. We are going to have to accept citizen 
participation, not just as a public relations gesture, but as an essential and integral 
part of the planning process, recognizing that Joe Blow whose neighbourhood is being 
planned deserves to have a substantial say in the planning. And perhaps most 
important of all, we are going to have to learn to detach ourselves from our 
middle-class perspectives and assumptions -and our refined aesthetic perceptions, 
so that it will no longer come as a shock to us to find out that the people we are 
ostensibly serving don't always view our efforts in quite the same light that we do. 

In French, a town planner is un urbaniste. It is a term whose implications bear 
thinking about. Where "town planning" suggests a primary concern with the 
disposition of purely physical elements, "urbanism" has the connotation of an 
understanding of the city in a deeper sense, as the expression of a complex society 
and its history and culture, not just an agglomeration of streets and buildings. An 
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urbanist would be concerned with the processes that determine the social and 
demographic character of different parts of the city; with geographical patterns of 
movement and relationship in the everyday lives of different kinds of people; with 
the ways in which people perceive their environment, and what in it is important 
to them; with the functions of different kinds of urban institution. To an urbanist, 
"urban renewal," for example, would probably suggest principally jobs and 
education, social and health services, community organisation; physical improve
ments would take their rightful place as one element (possibly a major one, 
possibly not) of a much broader programme. An urbanist would probably be less 
concerned about the architectural merits of a civic theatre than about whether or 
not it was so located and planned as to be able to attract and serve the greatest 
possible number and variety of people; that is to say, he would see it in terms of 
its general social utility rather than as a source of gratification to a limited number 
of designers, benefactors and city fathers. An urbanist might not know as much 
as a town planner about floor area ratios, traffic capacities and massing relation
ships (he might not even regard them as very important); but he might make a 
much more relevant and effective contribution to the creation of humane cities. 

N.H.R. 
Guest Editor 

REFLEXIONS SUR UN PROJET DE LOI-CADRE 

Apres quatre annees d'etude, la Commission provinciale d'urbanisme, presidee 
par Jean-Claude LaHaye, urbaniste, remettait au gouvernement du Quebec un 
impressionnant projet de loi-cadre sur l'urbanisme et la planification en general. 
Par son approche novatrice et concrete, ce document merite qu'il en soit fait etat 
dans cette rubrique. Plusieurs usages et concepts en cours sont remis en cause. 

Par analogie, une loi-cadre est a l'ensemble des dispositions legales et reglemen
taires provinciales et municipales sur la planification et l'urbanisme ce qu'est une 
politique d'urbanisme pour une ville. Elle est plus qu'un projet de refonte ou de 
coordination des mesures existantes, elle est un plan d'ensemble a court et a long 
termes de moyens legaux et administratifs. On peut l'associer au dessin d'une grande 
infrastructure destinee a permettre et a orienter avec coherence la legislation et 
!'organisation necessaires a !'ensemble des activites gouvernementales de planification 
economique, sociale et "equipemeritale" selon des echelons administratifs hierar
chises et lateralement coordonnes. Elle est l'antithese des mesures en pieces de
tachees, discontinues, chevauchantes et souvent conflictuelles. Elle met en lumiere 
les elements nevralgiques d'un vaste reseau de communication qui, corn;:u pour les 
besoins interieurs de fonctionnement de l'Etat provincial, n'en demeure pas moins 
apte a synchroniser les activites planificatrices ou autres provenant d'un palier 
superieur gouvernemental ou simplement de l'entreprise privee. 

Si le document, de pres de 600 pages, decrit et explique en details le projet de 
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loi-cadre, ii procede egalement a un examen incisif des problemes fondamentaux de 
!'urbanisation, des relations entre divers types de planification et de la croissance 
anarchique du systeme de lois et du partage des responsabilites entre autorites 
ministerielles. Sur plusieurs des questions soulevees on peut sans doute diverger 
d'opinion avec la Commission. Cependant il n'en demeure pas moins que le projet, 
dans son ensemble, est a plusieurs egards d'importance capitale pour la discipline 
et la profession que represente cette Revue, comme pour tous autres individus ou 
organismes qu'interesse la construction du pays. 

L'esprit plus que la lettre du document est ici d'interet primordial. Un mythe est 
detrone. II demontre qu'un reseau de lois comme celui des routes OU des circuits 
economiques peut aussi etre planifie si on s'accorde suffisamment d'altitude et 
d'horizon. N'est-ce pas, par la force de choses, ce vers quoi sont irrevocablement 
engages les legislateurs qui tentent d'adjuster le rythme de fonctionnement de l'Etat 
moderne aux changements acceleres que connait la societe? 

La disparition du premier mythe entraine celui de la vertu de !'improvisation. La 
contrepartie de l'Etat aux hasards d'une evolution precipitee, c'est la planification. 
La contrepartie de la planification aux imponderables de la conjoncture c'est une 
souplesse des lois, des objectifs, des structures; et la contrepartie voulue aux incon
venients de la souplesse c'est la stabilite dynamique assuree par un systeme d'auto
reglage des mecanismes de fonctionnement. C'est aussi dans !'esprit de la loi une 
consolidation du systeme parlementaire democratique par une conjugaison et une 
conciliation en interaction cybernetique des trois animateurs ( complementaires) du 
systeme, soit le politique, le technocrate et le citoyen, articulant separement et 
ensemble les trois composantes fondamentales ( economique, sociale, physique) 
d'une planification gouvernementale. 

Par sa mise en reuvre, le projet de loi forcera le gouvernement provincial a 
proceder a des regroupements ministeriels pour des fins de planification et d'efficacite 
selon les affinites logiques et les taches a accomplir. 11 entrainera ainsi les ministeres 
au dialogue, a la coordination et a la prevision. 11 les rendra conscients de leur 
interdependance respective et les amenera graduellement, par la logique des besoins, 
a passer des projets isoles ou des politiques sectorielles aux politiques globales. 

Si le culte perime des chasses-gardees ministerielles tombe avec le temps, les 
politiques d'ensemble rehausseront !'altitude des objectifs et elargiront leurs horizons 
en devenant plus generiques. L'adhesion des participants deviendra vraisemblable
ment plus facile et !'imbrication des politiques sectorielles non seulement plus 
operatoire mais plus aisement realisable. La vitalite et !'initiative novatrice attendues 
des differents animateurs tant dans la structure horizontale que verticale ne peuvent 
des lors qu'etre favorisees etant donne leurs relations competitives et complemen
taires. 

Le systeme que propose le projet de loi aura pour effet d'entrainer aussi un 
changement radical aux ordres du jour des legislateurs a tous les paliers gouverne
mentaux en rempla<;ant Jes questions traditionnelles sur des mesures isolees par des 
preoccupations de portee plus vastes et de beaucoup plus rationnelles quant a leurs 
incidences sur l'avenir de la societe. 11 s'en suit que !'animation d'un tel systeme 
exigera des hommes politiques d'un nouveau type qui auront non seulement a 
demontrer une connaissance suffisante des caracteristiques particulieres d'une inter
vention planifiee de l'Etat mais devront dorenavant savoir comment poser les 
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problemes politiques et les programmes de partis dans un contexte plus large 
d'options et d'objectifs a court et long termes. La politique se degagera alors 
graduellement des contingences de detail en faveur des questions fondamentales 
generatrices d'actions coordonnees. 

Bref, l'instauration d'une infrastructure legale et administrative, ramassee en ses 
elements essentiels, prevue par le projet, permettra d'appuyer davantage l'action sur 
un systeme coherent de textes et de relations et ainsi de concilier avec plus de 
souplesse les objectifs entre ministeres, regions et villes, et les rythmes de croissance 
et de changement propres a chaque animateur. 

Ce projet de loi-cadre sur l'urbanisme et la planification ne comporte pas que 
des aspects positifs. Il n'est pas encore cette sorte de pierre philosophale a laquelle 
revent les grands legislateurs et planificateurs. Il est par contre, et malgre les lacunes 
qu'on peut y reconnaitre un document qui devrait a plusieurs titres susciter des 
reflexions serieuses tant pour le present que pour l'avenir. 

B.J.B. 



MEASURING LAND USE AND STRUCTURAL CHANGE: 
ONE ELEMENT OF AN URBAN INFORMATION SYSTEM* 

L. S. Bourne 

INTRODUCTION 

Professor Bourne, of the Department of Geography 
of the University of Toronto, received an Honours 
degree in Geography from Western Ontario, an M.A. 
from the University of Alberta, and a Ph.D. from 
Chicago. He has been involved in research for the 
Social Science Research Council and the Economic 
Development Administration in the United States 
and for Central Mortgage and Housing Corporation 
and the Metropolitan Toronto Planning Board in 
Canada. 

The increasing awareness of data limitations in urban planning and the avail
ability of a more sophisticated computer technology1 have combined to accelerate 
the need for comprehensive urban information systems.2 In the last few years such 
systems have matured from simple automatic data storage and processing, through 
comprehensive data banks, to a new and dynamic phase-"real-time" computer 
information systems.3 In all cases these systems demand explicit formulation of the 
techniques of data compilation, storage, and retrieval before the system is rigidly 
established. 

*The support of the Canadian Council on Urban and Regional Research in the basic analysis 
from which this paper derives is gratefully acknowledged. The data were released to the author 
by the City of Toronto Planning Board, and the initial preparation of data was undertaken 
by the staff of the Long Range Division of the Board. 

lFor example, Scientific American, Information, Special Issue, Vol. 215, No. 3, September, 
1966. 

2United States Department of Housing and Urban Development, A Study ... An Informa
tion System for Urban Planning (Washington: U.S. Government Printing Office, March, 
1967). See also the proceedings of conferences on Urban Planning Information Systems, such 
as: American Society of Planning Officials and Northwestern University, Third Annual Con
ference on Urban Planning Information Systems and Programs (Chicago, Illinois, Sept. 15-17, 
1965). Several additional summaries of progress are available, for example: Britton Harris, 
"Urban Development Models: New Tools for Planning", Joumal of the American Institute 
of Planners, Vol. XXXI, No. 2 (May, 1965). The analysis of land use by electronic data 
processing techniques has also received considerable attention: see Metropolitan Data Center 
Project. The Metropolitan Data Center Project (Tulsa: Metropolitan Area Planning Commis
sion, 1966); R. D. Campbell and H. L. LeB!anc, An Information System for Urban Planning, 
Urban Planning Bulletin No. I (Washington: U.S. Government Printing Office, 1965); B. J. 
Coiner, Aerial Photography in the United Information System (Washington: Bureau of 
Public Roads, Jan. 1966); and for a general reference R. D. Duke (ed.) Automatic Data 
Processing Its Application to Urban Planning (East Lansing: Institute for Community 
Development Services, 1961). This volume also contains a reasonable bibliography on Auto
matic Data Processing for City Planning. 

3An information system is simply an organized method of using data for specific purposes. 
A real-time information system can be defined as a system of data handling in which all inputs 
are handled simultaneously and continuously, and from which it is possible to draw informa
tion at whatever time desired. A complete system can be defined as including four stages: 
(1) collection and coding, (2) storage, (3) retrieval, and (4) analysis. 

PLAN: Vol. 10, no. 2, 1969 
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One of the most critical data sources for urban planning is the land use inven
tory. Urban land use information gathered by local planning authorities is, how
ever, usually incomplete at any point in time, incompatible between surveys, and 
inconsistent or unavailable through time. Moreover, existing information is normally 
aggregated into blocks, census tracts, or even larger reporting units, thereby losing 
a large measure of detail and accuracy. Such information is most frequently taken 
from aerial photography surveys, or from planimeter estimates off standard 
survey base maps. As a result land use data are subject to considerable error and 
recorder bias, and more important, are available only for the particular areal unit 
designated, thus necessitating a very complex conversion for different sizes of 
areal units. Data on the physical structures or buildings in a city, as part of this 
inventory, are almost never available in a comprehensive and usable form, although 
such statistics are common to all municipal assessment departments. 

The first purpose of this paper is to suggest a framework for establishing one 
element of an informat~on system for multiple use by municipal agencies and urban 
researchers. The second purpose is to illustrate one set of procedures in the prepara
tion, storing and retrieval of data for referencing individual properties and record
ing land use and building changes. The data include real property and assessment 
statistics similar to that available in most cities, with particular emphasis here on 
the building inventory. 

EXISTING DAT A SOURCES 
Statistics on changes in land use and building conditions are maintained, aside 

from planning sources, as part of the normal municipal procedures of taxation and 
property assessment. In effect, such records represent a continually updated 
information system. Unfortunately, the methods of compilation and storage are 
usually such that retrieval is virtually impossible on a major scale, and the data 
are of little or no value for analytical purposes, or for use by other municipal 
departments, without considerable expenditure in time and effort. 

For each assessed property a record is maintained on certain structural charac
teristics of the building such as size, age, and condition; on the assessed values of 
building and land; and for residential properties, the number of units and popula
tion. A detailed land use classification is usually included, based essentially on 
structural or morphological differences. As a result of this emphasis, for analytical 
purposes, most classifications, including the one used in the basic data source to 
be discussed here, are inadequate. 

An important distinction should be made at this point between land use data 
and structural or building data. As a measure of the amount of urban space occu
pied by different activities and populations, land use is essentially a problem of 
classification in existing sources of information and procedures of collection. 
Structural or building data, on the other hand, differentiate characteristics within 
occupied space, and is thus essentially a problem of coding and of establishing 
comparability with land use designations. 

DAT A COMPILATION AND STORAGE: TORONTO EXAMPLE 
The procedures for coding, storing, and analyzing changes in property statistics 

over time described here, derive from a study by the author of land use and 
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structural change in the City of Toronto between 1952 and 1962.4 The basic data 
source was compiled by the City of Toronto Planning Board as part of a larger 
study primarily concerned with use change. As data compilation progressed it was 
decided to limit the analysis to changes reflected in modification or adjustment of 
the building inventory. It is within this specific framework that the following pro
cedures were developed. 

All 170,000 properties in the City in 1963 were searched by the Planning Board 
for those having undergone structural change in the period under study. 5 Structural 
change was defined as including demolition, new construction, or major modifica
tion to an existing building. This sorting procedure resulted in 11,000 "changed" 
properties. Assessment information, including property dimensions, building dimen
sions, condition, and use; and assessed values of land and building, etc., were then 
collected for these properties. A further search was made of old assessment records 
in order to compile similar information for the property before change took place. 

The arduous task of locating the old property record, given that property 
dimensions and ledger numbers usually change when the building is replaced or 
altered, had to be carried out using comparable base maps for both points in 
time. With street addresses as the guide to location, it was possible to compile the 
the ledger numbers for the original 1951 properties involved. The data were then 
read onto two magnetic tapes, one each for the 1951 properties (before change) 
and the 1962 properties ( the present characteristics), with individual records on 
each tape for the same property unit in the same sequential order. It was then 
possible to directly compare structural changes in the same property over time. 

CONTROL CRITERION FOR PROPERTY CHANGES 
The most difficult problem in co-ordinating this type of urban information 

system is to maintain some form of control over the chaotic changes typical of 
urban property. Through time, individual parcels of land are constantly being 
amalgamated, subdivided, demolished and rebuilt, in whole or in part. If the initial 
purpose of the system is to maintain "land area" and the single property as the 
basic recording units throughout the information file, then a method must be 
devised to allow for frequent changes in property dimensions. The criterion should 
be that it is possible to reconstruct, at any point in time, the use of a certain 
block of urban land and/or a set of buildings. Measures other than lot area could 
obviously be used, but for most municipal purposes, particularly physical planning 
and assessment, land is the critical variable. 

ESTABLISHING PROPERTY COMPARABILITY 

To accomplish the task of comparability among property units over time, the 
two basic procedures are the establishment of an adequate locational coding system 
and the treatment of property changes. Here, reference can be made to the Toronto 

4For a full explanation see L. S. Bourne, Private Redevelopment of the Central City: Spatial 
Processes of Structural Change in the City of Toronto. Research Paper, No. 112, Department 
of Geography, University of Chicago, Chicago, 1967, 200 pp. 

5City of Toronto Planning Board, "Outline of Procedures for Change Analysis, 1951-1962", 
unpublished manuscript, Toronto, 1964. 
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data source and the procedures implemented by the author in the previously 
mentioned study. The primary unit of measurement in this study was "lot area" 
involved in change between 1951 and 1962. The result is a storage system which 
follows a given area of land through time, whether it was part of a single property 
holding or not. 

The key to locational co-ordination in this data source at the present time is 
the individual property assessment ledger number. This is the reference system for 
assessment and taxing purposes, and despite its obvious limitations seems likely to 
remain so. The ledger number is little more than a bookkeeping index which has 
no geographic relevance. When a property is amalgamated or split, identical ledger 
numbers can be assigned to the individual parts to facilitate retrieval procedures. 
Obviously, this procedure is totally inadequate as a reference system, and over the 
long run a more comprehensive locational code is needed which references each 
property on a standardized geographic co-ordinate basis. 6 Attempts are being made 
in this direction in several cities, including Toronto, and by the Dominion Bureau 
of Statistics. It is possible, however, to incorporate this coding system directly 
within the framework suggested here, and its absence at present does not detract 
from this framework. 

To achieve comparability over time in lot area for properties undergoing change, 
it was necessary to split either the 1951 or the 1962 property to the lowest common 
size denominator in either year. For example, where a 1951 property was sub
divided during the period into three properties in 1962, the 1951 property was then 
divided into three parts, equal in size to the 1962 properties. Similarly, and 
certainly the most frequent case, when 1951 properties were merged it was neces
sary to split the 1962 property in parts equal in area to the 1951 property. 

The criterion for splitting changed properties is in terms of the proportion of the 
total lot area in each parcel measured in square feet. Once the division of land 
area has been accomplished, then ledger numbers identical to those in the 1962 
property can be applied to each respective part of the 1951 property. The ratio of 
land area in each part of the property can then be used to divide the assessed value, 
population, floor area, etc. of the single 1951 property among the parts that have 
been created. A similar procedure in reverse was used to achieve comparability 
when several 19 51 properties were amalgamated during the period. 

The example given below (Table I) is a simplified illustration of the methods of 
establishing comparability over time in a situation where two 1951 properties have 
been amalgamated in the construction of an apartment. Each 1951 property is 
taken as a proportion of the total combined land area involved, 51.3 and 48.7 
per cent, and the characteristics of the 1962 property are divided accordingly. 

In order to facilitate comparison between 1951 and 1962 land use development 
where an amalgamation of two or more 1951 properties occurred in 1962, the 
1962 property information was subdivided into proportions equal in size to the lot 
area of each 1951 property or parcel. 

GFor example: B. J. L. Berry, R. L. Morrill and W. R. Tobler, "Geographic Coding of 
Information: New Opportunities", Professional Geographer, Vol. XVI, No. 4 (July, 1964), 
39-43; and S. Nordbeck, "Location of Areal Data for Computer Processing", Lund Sil/dies in 
Geography, Series C, No. 2, Lund University, Sweden, 1962. 
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Table I 
Example of Procedures for Splitting of Redeveloped Properties 

1951 Properties 

Census Tract Block 

052 
052 

015 
015 

Lot Area '00's 
Land Use 1962 Ledger No. of sq. ft. 

96 
96 

412304 
412304 

61 
58 

% 

51.3 
48.7 

Two vacant properties (Use 96) with areas of 6,100 and 5,800 square feet respec
tively, have both been assigned the ledger number of the 1962 property. The 1951 
ledger numbers have been deleted. 

1962 Amalgamated Property 
Census Tract 
Block 
Use 
Ledger Number 
Building Assessment 
Land Assessment 
Units 
Lot Area '00's of square feet 
Total Floor Area 
Population 

Assessment Information 
052 
015 

06 (Apartment) 
412,304 
$93,599 

$7,000 
30 

119 
21,330 

54 

The 1962 amalgamated property subdivided according to lot area proportions 
given above appears as follows: 

Percentage 
Building Land Residential Total Floor of total/ 

Assessment Assessment Units Area/(sq.ft.) Population (app.) 

49,979 3,588 15 10,934 28 51.3 
45,620 3,412 15 10,396 26 48.7 

In the Toronto study these division and allocation procedures were followed in 
bringing together 11,000 1951 properties and 6,000 1962 properties, representing 
exactly the same land area. The result, after deletion of public holdings, was a 
master inventory of all changed properties, directly comparable in land area, 
counting 7,200 pairs of records for individual parcels. The data thus formed a set 
of matrices suited for computer analysis. 

The data source employed in the previous study, however, illustrates only one 
aspect of the possible information sources of an urban area. It does not, for 
example, include the multitude of changes in urban land use, household charac
teristics, and the occupance of building space, which are not reflected in modifica
tions to the structural inventory. The addition of this information to the system, 
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depending on the extent to which municipal agencies require such records on a 
continuous basis, is possible with a minimum expansion of system procedures but 
a considerable increase in storage space. 

THE SUGGESTED SYSTEM OUTLINED 
The inefficiency of the system described above is obvious, yet the possibilities 

offered by such data sources and techniques for a comprehensive and flexible 
information system are considerable. For storage purposes, all property records 
could be read directly as input onto magnetic tapes with a flexible format and 
physical record structure. Given an initial locational coding system, including both 
the assessment and record ledger numbers, as well as a geographic co-ordinate 
system, data could be retrieved at ease. With sufficient software, updating pro
cedures to facilitate the incorporation of land use and building changes as they are 
received could then be developed. Information from various municipal offices could 
serve as direct input to the system as it was being processed. 

Where the flow of information involved new properties it would simply be a 
matter of assigning the appropriate assessment and locational code for this property. 
The new record would then replace the existing record for that property on the 
master computer tape file. If only a few characteristics of that property had been 
altered, the corresponding information on the tape could be changed accordingly 
and the rest of the record left intact. 

The critical aspect for time series analysis is that records of change may be 
stored systematically. Whenever a property record is altered or removed it can be 
written directly on to a subsidiary tape, with both old and new index and locational 
codes, and stored for future reference. Storage could be arranged by locational 
co-ordinate, or by land use type, or both. At the same time, a distribution system 
for the change information could be established, sending selected characteristics 
of the new property to relevant municipal offices, or by establishing a central 
processing and control system with which each office could communicate. Either 
way, a continuously updated inventory could be maintained in each department. 

Questions concerning the degree of centralization of the information system and 
the nature of programming techniques are problems in designing the system which 
cannot be treated in depth here. The decision to establish central processing units 
or decentralized but compatible remote facilities will inevitably depend on the 
structure and needs of municipal authorities. The difficulties of programming such 
a system, allowing for flexible read, write, and list options, are considerable but not 
insurmountable. Substantial progress has been made in recent years in the field of 
inventory storage and retrieval procedures. 

IMPLICATIONS 
Although a comprehensive and real-time information system for all property 

holdings in metropolitan area seems an enormous task,7 the actual increment in 

7The City of Toronto in 1962 with 670,000 inhabitants contained about 170,000 properties, 
while Metropolitan Toronto with nearly 2,000,000 population at that time had about 600,000 
parcels recorded. As large as the data files may seem, in fact a relatively minor number of 
computer tapes could handle the storage problem. Moreover, seldom would processing of a 
significant proportion of the data be necessary for analytical or inventory purposes. In the 
City of Toronto, for example, examining properties undergoing change over an 11-year period 



MEASURING LAND USE AND STRUCTURAL CHANGE 13 

effort and time over the present method of collection and processing is not that 
substantial. Most information mentioned above is currently gathered for municipal 
housekeeping purposes, so that additional compilation is not necessary. In fact 
information for land parcels was put on punched cards and mechanically processed 
in a census test in Baltimore before 1890.8 The total cost of such a system would 
be relatively minor in comparison to the initial cost of the computer facilities. 

A complete urban information system would serve as a central data bank for all 
branches of municipal government concerned with the property or household unit. 
Moreover, once the initial locational coding system and updating procedures were 
established, the sorting and adjustment of records could be automatic and simul
taneous as each municipal office provided its respective flow of information. In 
addition to the Toronto property data, attempts have been made in the direction 
of establishing such systems in other cities, for example, Pittsburgh, Los Angeles, 
and San Francisco,9 usually as part of major transportation or renewal studies.10 

For analytical purposes in urban research the advantages of such a system are 
many. First, it is based on the individual property unit, the only spatial unit which 
is presently coded directly and for which a variety of characteristics are already 
recorded on a continuous basis. Also, such a system provides the means for com
paring and analyzing changes in the urban structure, as it records exactly what uses 
and buildings are replaced or altered in the process of growth. Urban change is 
essentially a parcel-by-parcel process, 11 and this is the level of analysis that is most 
critical.12 Third, with the aid of computer facilities and appropriate software, it 
would be possible to analyze the urban structure at any point in time and to isolate 
changes in an area for any given period. Lastly, with the advent of geographic 
coding systems, particularly for census data, 13 the possibilities for research offered 
by compatible census and property data are enormous. 

The most serious drawback to the data source described above as the basis for 
a comprehensive urban information system seems to be in the land use classification 
code. Most assessment codes are designed to reveal differences in structures and 

involved only 11,000 properties, a number conveniently handled by a 7094 system. Similar 
analyses repeated at five-year intervals would be significantly less cumbersome. 

BF. B. Martin, in Automatic Data Processing, R. D. Duke (ed.), op. cit., p. 13. 
ow. A. Steger, "The Pittsburgh Urban Renewal Simulation Model", Journal of the American 

Institute of Planners, XXXI, No. 2 (May, 1965), 144-150, and in the same issue, "Review 
of Analytical Techniques for the CRP", 166-171. 

10A somewhat similar real-time information system is operational in Metropolitan Toronto 
to coordinate traffic signal control. See the review of the pilot study in L. Casciato and S. Case, 
"Pilot Study of the Automatic Control of Traffic Signals by a General Purpose Electronic 
Computer", Highway Research Board Bulletin338 (Washington, D.C., 1962), pp. 28-39. 

11Richard U. Ratcliff, Private Investment in Urban Redevelopmellf, Research Report No. 17 
(Berkeley: Real Estate Research Program, University of California, 1961 ), p. 2. 

12The system suggested here is based on a recognition of the importance, and the com
plexities, of the mechanism of the real estate market in understanding and planning for urban 
change. For example, R. Turvey, The Economics of Real Property: An Analysis of Property 
Values and Patterns of Use (London: Allen & Unwin, 1957); R. U. Ratcliff, Real Estate 
Analysis (New York: McGraw Hill Co., 1961), E. M. Fisher and R. M. Fisher, Urban Real 
Estate (New York: Henry Holt and Co., 1954), and R. L. Nelson and F. T. Aschman, Real 
Estate and City Planning (Englewood Cliffs, N.J.: Prentice Hall, 1957). 

13PJans have been made by the Dominion Bureau of Statistics to incorporate in the next 
census a geographic coding system based on block fronts. A street address conversion routine, 
which could be applied directly to the above inventory of properties, is operational for London, 
Ontario as part of a test census survey. 
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not in the functions or activities which use these structures. It is recognized that 
a strong reason exists for maintaining some aspects of the emphasis on structural 
characteristics for assessment and taxing purposes. However, modification of the 
present codes employed by most municipal departments could be standardized 
along the lines of established coding systems, 14 without reducing their value for 
assessment purposes. At the same time, there is a similar requirement for improve
ment in the coding of structural conditions to bring these more in line with 
functional classifications. 

The urban information system outlined above would provide many municipal 
departments and research centers with a valuable and directly accessible source 
of data. 15 Municipal authorities already have this information, but assembling it for 
other purposes is extremely tedious and costly. Both the practitioner and the 
academic would benefit from the efficiency of the system.16 It is worth noting that 
the system described is more than merely a land use or assessment inventory, 
although it should serve these functions as well. It suggests a broader framework 
for incorporating information from several municipal agencies on a compatible 
scale and outlines an approach to achieving comparability in changes over time. 

The retrieval procedures should provide a continuous output measuring urban 
growth and change. This would have the effect of significantly reducing the time 
involved in assessing market and development trends and evaluating alternative 
policy decisions, and at the same time, would increase the amount of current 
information available to the planner and policy maker who must deal with these 
trends.17 With substantial improvements in machine and information technology, 
operational techniques can be built into the system directly as additional tools for 
planning and analysis. As cities become more complex, and as change in the urban 
scene becomes more frequent and abrupt, "real-time" policy decision-making 
becomes more crucial. 

RESUME 
Un prerequis important dans !'organisation des systemes d'information urbaine, 

est l' ex plicitation precise des techniques de compilation et d' emmagasinage des 
donnees. Celles-ci doivent etre confues de maniere a tenir compte des changements 
continus enregistres SUI' la propriete f onciere et immobiliere. Des renseignements SUI' 

14For example, U.S. Housing and Home Finance Agency, Urban Renewal Administration, 
Standard Land Use Coding Manual (Washington: U.S. Government Printing Office, First 
Edition, January, 1965); and A. Z. Guttenberg, New Directions in Land Use Classificatio11 
(Chicago: American Society of Planning Officials, 1965). See also M. Clawson and C. L. 
Stewart, Land Use Information: A Critical Survey of U.S. Statistics Including Probabilities for 
Greater Uniformity (Baltimore: Johns Hopkins Press, 1966). 

15For example, American Society of Planning Officials, Thresholds of Planning Infor111atio11 
Systems. Selected Papers presented at the ADP workshops conducted at the ASPO National 
Planning Conference, Houston, April, 1967 (Chicago: American Society of Planning Officials, 
1967). 

lGAnthony Downs postulates rather interesting implications for the decision-making hierarchy 
in municipal governments with the increasing role of computer-oriented information systems. 
("A Realistic Look at Final Payoffs from Urban Data Systems", Public Administration 
Review, Washington, Sept. 1967.) 

17W. L. Garrison assumes the existence of more rapid adjustment to crises, through improved 
information systems and designs, in attempts at forecasting urban traffic. "Urban Transportation 
Planning Models in 1975", Jouma/ of the American Institute of Planners, Vol. 31, 1965, 
pp. 156-158. 
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ces questions sont accumules par diff erentes agences municipales, mais manquent 
d'uniformite done d'accessibilite immediate. Cet article propose une approche 
nouvelle au probleme de codification, d' emmagasinage et de recouvrement des 
donnees sur !'utilisation du sol et !es modifications aux immeubles a partir de la 
valeur fonciere au role et des statistiques d' evaluation. Un exemple tire d'une 
etude precedente sur la construction recente a Toronto est utilise pour illustrer 
!es possibilites off ertes par cette technique nouvelle pour la recherche et la formula
tion de politique urbaine. 



THE CBD AND ITS UMLAND 
A study of the relationship between population and business floor areas 
in Manitoba service centres 

B. M. Rotoff 

Originally a Parisian, Mr Rotoff graduated in civil 
engineering from the University of Manitoba and 
subsequently received a Master's degree in City 
Planning from the same university. After serving as 
a municipal engineer in the Greater Winnipeg area 
and as a planner for the Province of Manitoba, he 
has now returned to the University of Manitoba 
as Assistant Professor of City Planning. 

Three trends have emerged in recent years, which deeply affect the structure of 
the Central Business District of Prairie Service Centres. First, there is a shift of 
population from rural areas to urban centres. The net effect of this shift is a fairly 
constant population increase in some of the larger service centres and a similarly 
steady decline of the population in smaller centres. The second trend is the decline 
in functional importance of some other, larger service centres.1 This shift of func
tional importance in service centres has been brought about by advances in trans
portation and communication technologies and is now in full swing on the Prairies. 
A similar shift took place somewhat earlier in the mid-western States and some 
of the more developed areas have by now achieved an equilibrium. It may be many 
years before such an equilibrium is reached on the Canadian Prairies. Finally, 
there developed a need for more comprehensive planning, motivated to a great 
extent by the above trends. Hence, the Prairie Provinces have enacted some plan
ning legislation which may enable the individual towns and municipalities to cope 
with many of the problems created by modern living, problems which have to be 
tackled on a more rational basis. 

In view of these developments, there is an ever-increasing demand for planning 
in rural service centres, and very often one of the major tasks is to revitalize or 
rearrange the CBD of small service centres, be it in the form of Urban Renewal, or 
in that of a Development Plan. The author was faced with problems of this nature 
and was surprised to find how little research has been done on small service centres 
of population, say, three hundred to ten or fifteen thousand. It seems that most 
studies involving the dynamics of a CBD have been carried out in the more 
glamorous, major urban areas. In all fairness, however, methods have been 
developed in estimating CBD requirements in small service centres, but these 
methods were found to be either extremely cumbersome or very inaccurate. The 
most common are: (a) estimating future requirements for the projected popula
tion by individual services or groups of services, and (b) to apply a multiplier to 
the existing CBD area. None of these methods seems to take sufficient account 
of the regional function of the town. Neither do they consider the fact that, for the 

lGerald Hodge, "The Prediction of Trade Centre Viability in the Great Plains", Papers 
and Proceedings of The Regional Science Association, Volume 15, 1965. 

PLAN: Vol. 10, no, 2, 1969 
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given type of services, one cannot indiscriminately assign the same volume of 
business to the townspeople and to the rural population, since shopping habits may 
be different among these two sectors of the population. Furthermore, it seems 
illogical to waste great effort in carrying out precise calculations of the future 
spatial needs for business or service uses on the basis of a population projection 
which is at best 30% accurate. The problem lies in the fact that the addition or 
closing down of what may be a very small industry by metropolitan standards, 
could effect a considerable increase or decrease in population in a small service 
centre. 

Thus the author set out to devise a method which would permit a reasonably 
accurate estimate of business area requirements for a given population, and which 
would also reflect the regional setting of the service centre. Certain relationships 
were suspected to exist (some of them rather obvious) on the basis of which the 
following hypotheses were formulated: 

( 1) The business floor area of a CBD varies with the population of the 
service centre. 

(2) The larger the service centre, the more efficient the use of the busi
ness floor area. 

( 3) The population of the umland2 of the service centre will affect the 
business floor area independently of the effect of the population 
of the service centre itself. 

( 4) The proximity of a major town or city to this service centre will 
affect the aggregate business floor area. 

These hypotheses were put to statistical tests. For this purpose 112 Manitoba 
service centres having a population of 300 and over were analysed.3 

FUNCTIONAL STUDY OF THE CBD AND ITS TRIBUTARY AREA 
To proceed with the statistical analysis of CBD requirements in a service centre, 

various elements had to be isolated and studied separately. To this effect, services 
provided by a CBD were ranked according to the size of market required to make 
them viable. 4 Three levels of service were identified and, for the purpose of this 
study, were designated as Type A, Type Band Type C: 

(1) "Ubiquitous Services", i.e. services not requiring a large market 
and present in most of the small service centres was designated as 
Type A. 

(2) Business establishments performing on the higher hierarchical level 
are more numerous in the larger centres. They require a much larger 
trade area because they provide more specialized services which are 

2Umland (literally "surrounding country") is a more precise term than hinterland ("back
country"). It is used in preference to the latter when referring to the tributary area of a 
service centre. 

3It was found that, with a few exceptions, communities having a population of less than 
300 provide very little services and therefore do not exert any noticeable drawing power on 
their umland. Since this drawing power is the main attribute of a service centre, these com
munities could not be considered as such. 

4The ranking of services was achieved by means of a matrix similar to that developed by 
Berry and Garrison. C.f. Brian J. L. Berry and William L. Garrison, "The Functional Basis 
of the Central Place Hierarchy", reprinted in Harold M. Mayer and Clyde F. Kohn, Readings 
in Urban Geography, The University of Chicago Press, Chicago, Ill., 1959. 
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not an every day requirement. Such services were designated as 
TypeB. 

( 3) Wholesale distribution and highly specialized services require a trade 
area even larger than that required for Type B services. Services in 
this level were designated as Type C. 

One characteristic of agricultural service centres is that most of their business 
and commercial activities take place within the confines of the CBD. Furthermore, 
it was found that those services of the Type C which chose to locate in the CBD 
represented a very small percentage of the total business floor area. Therefore, the 
study was undertaken only for Type A and Type B services and Type C services 
were omitted. 

Of course each of these service levels draws on a different trade area and 
therefore serves a different population. Thus in our delineation of trade areas we 
had to consider: 

( 1) A tributary area for Type A services which shall be referred to as 
"local trade area", and its service centre-a "local service centre". 

(2) A tributary area for Type B services or simply a "region" and its 
service centre-a "regional service centre". 

Business floor areas were obtained from tax rolls of each of the 112 service 
centres studied. Population was obtained from the Dominion Bureau of Statistics 
census data (1966 Census). The population data were compiled for the service 
centres, for the local trade areas (service centre population not included) and for 
the region (service centre population included). The reason for this breakdown 
will become apparent in the next phase of the study. 

RELATIONSHIP BETWEEN BUSINESS FLOOR AREAS AND POPULATION 
FOR TYPE A SERVICES 

This phase of the study involved mathematical testing of the above hypotheses. 
It was believed that if these hypotheses could be tested and expressed mathe
matically, a mathematical model could be built whereby these relationships could 
be explained and, if necessary, predicted. 

Standard Mathematical Model: 
The population of the service centres was plotted against the business floor area 

for Type A services. A curve which was designated "Standard Mathematical 
Model" (SMM), was derived by the method of least squares (see Fig. 1) together 
with the following formulae: 

An= (110P - 33.2)l-> - 0.643; for P > 0.7 
An= 8.547P for P < 0.7 

where An = Floor area for Type A services 
P = Population in thousands 

A quadratic curve was chosen because the distribution of the points on the graph 
strongly suggested such curve. This was construed as a strong evidence of the 
validity of the first hypothesis. The curvature of the regression seemed to sub
stantiate the second hypothesis. However, since in plotting P vs. An most points 
did not lie on the curve, deviations from the SMM had to be explained. 
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Effects of the Umland Population 
The third hypothesis was put to a test in order to explain the deviation of the 

service centres studied from the SMM. To analyze service centres irrespective of 
the absolute size of their umland population and of that of the aggregate business 
floor area for each service centre, a ratio of actual floor area to the theoretical floor 
area derived from the SMM was plotted against the ratio of the umland population 
to the service centre population. A correlation coefficient of 0.840 was calculated 
and a curve derived: 

C1 = 0.04R + 0.92 
where C1 = correction to be applied to the SMM 

Umland Population 
R =----------

Service Centre Population 

It became apparent from the graph (Fig. 2) that ideally, if the ratio of umland 
population to service centre population is above 2.0, the business floor area is 
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Figure 1: Standard Mathematical Model 
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Figure 2: Effect of Umland Population 

greater than that suggested by the SMM. If the ratio is below 2.0, the floor area 
will be smaller than that suggested by the SMM. The value of the correlation 
coefficient seems to substantiate the third hypothesis. 

Distance from major centre 
To analyze the residual service centres (27% of the number studied) the 

deviation from the SMM (after correction for umland population) was plotted 
against the distance from a major centre in miles. A correlation coefficient of 0. 816 
was obtained and the following formula derived: 

C2 = 0.0029 d + 0.82 
where C2 = correction to be applied to the SMM 

d = distance from major centre in miles. 

A significant fact is that the point C2 = 1 is at a distance of 60 miles from a major 
centre (Fig. 3). This corresponds to an economical trucking distance of 60 to 65 
miles indicated by some local business men in the trucking and wholesale distribu
tion field. This fact, together with the high correlation coefficient, seems to sub
stantiate the fourth hypothesis. 
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Other variables 
At this point there remained a residue of 11 service centres (10%) which defied 

explanation within the hypotheses tested in this study. It was found that most of 
these service centres had some unique features which caused the non-conformity. 
Features such as ethnic, social and economic problems or outstanding entre
preneurship, although quite apparent upon investigation, were so different in 
nature, and the number of service centres so small, that no further statistical study 
was possible within the framework of this research project. 

RELATIONSHIP BETWEEN BUSINESS FLOOR AREAS AND POPULATION 
FOR TYPE B SERVICES 

As stated above, Type B services are of a more specialized nature and require 
a larger trade area. However, it was observed that most service centres except a 
few very small ones provide services of the Type B varying degrees. Thus, a way 
had to be found to distinguish between those service centres that do perform a 
regional function and those to which Type B services are incidental. 

A measure of the relative importance of Type B services in a service centre was 
provided by taking a ratio of floor areas of Type B to floor areas of Type A 

services: R = .!.. Plotting the rank of the ratio versus R, a definite break in the 
A 

distribution of points was detectable at a ratio of about 0.30. Therefore all service 
centres whose R was greater than 0.30 were almost without exception considered 
as regional centres. It appeared that most of these service centres had a population 
of 1,000 and over. 

Trade areas were delineated for these service centres and population counted 
from the 1966 Census of the DBS. Population was plotted against the floor area 
of Type B services. A correlation coefficient of 0.974 was obtained. The regression 
was linear and not enough variation existed between the model and the actual 
areas to require any optimization of the results as was the case for Type A 
services ( See Fig. 4) . 

Ab = 0.8P + 0.32 
where Ab = Floor area for Type B services. 
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Figure 3: Effect of Distance from Figure 4: Type "B" Floor Area vs. 
Major Centre Regional Population 

It may be noted that some areas in Manitoba do not possess a well defined 
regional service centre. Several reasons were readily identifiable: 
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(a) In some areas two or more competing service centres vie for 
dominance, with the result that each one has some share of the 
regional trade. 

(b) In some areas a readjustment of the relative importance of two or 
more service centres is taking place and a strong regional service 
centre has not yet emerged. 

( c) Some areas are sparsely populated and therefore do not provide a 
sufficient market for regional services of the Type B. 

(d) The proximity or accessibility of a very large major centre may 
prevent a regional centre from asserting itself. 

CALCULATION OF THE CBD ACREAGE 
A flow diagram (Fig. 5) shows the operations to be performed in order to 

calculate the required CBD acreage of a service centre. Once the required aggregate 
business floor area has been calculated as follows: 

At = Aa X C1 X C2 + Ab 
where At = total floor area 

other quantities have to be taken into account such as front, side and rear yards, 
percentage of floor area to be assigned for multi-storey buildings and basements, 
parking requirements both off-street and on-street, and finally the portion of the 
gross area to be set aside for streets. These quantities may vary in various com
munities, depending on local habits and local building and zoning regulations. 
In Manitoba an average of 65% of the net CBD area is occupied by buildings; 
hence the business floor area would have to be multiplied by a factor of 1.35. 
Approximately 10 % of the floor area of a typical CBD in Manitoba service centre 
is located in basements or upper storeys, hence the business floor area would have 
to be multiplied by a factor of 0.9. Approximately 20% of the gross area is 
devoted to street, hence a factor of 1.25. Off-street parking requirements could be 
obtained from actual field studies of existing conditions. Thus the tot?; SBD area 
required could be calculated as follows: 

CONCLUSION 

Acbd = [ (At X 1.35 X 0.9) + Ap] 1.25 
Acbd = gross area of the CBD 

where Av = off-street parking area required. 
At = total floor area. 

The method developed in this study, although very speedy, seems to yield results 
comparable in accuracy to those obtained in using time-consuming, more conven
tional methods. This was checked out in case studies and compared to some 
existing urban renewal studies.5 Although the method is based on static data, the 
dynamic element is introduced by basing the projection for the CBD on an actual 
population projection. Furthermore, there is a strong evidence that economic forces 

5Jn this study, two "control" service centres were used. Their calculated CBD areas came 
within 3% and 8% of the actual CBD area. Comparing with an urban renewal study completed 
in 1966, the calculated CBD area came within 5% of the recommended CBD area. In all cases, 
the calculated area was not adjusted to existing conditions such as boundaries of a block, etc. 
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Type "A" Services 

Service Centre 
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Mathematical Model 
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Figure 5: Flow Diagram showing method of calculating the required CBD Area 

at work would cause the spatial needs of service centres to be reflected in the 
business floor areas in use. This was observed on several occasions in field studies. 

The author realises that a mutiple regression would have provided a more 
elegant solution. However, since the intent was to derive a simple method which 
would lend itself to graphical solutions and which would conceivably be used by 
planners who do not possess an extensive mathematical background, a two dimen
sional solution was favoured . Hence the use of the SMM and optimization factors. 
The method outlined in this paper was devised to solve a specific problem and to 
serve as a tool in planning for Manitoba service centres. However, it is believed 
that the same principles could be adapted beyond the boundaries of the Province 
of Manitoba. 

RESUME 
Les conditions economiques, socia/es et politiques particulieres aux Prairies 

Canadiennes ont provoque entre autres des etudes assez poussees de planification 
des centres de service agrico/e. Si /es plus importants ont d'abord retenu /'attention, 
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le role des plus petits devait etre egalement examine, mais it la lumiere d'approches 
plus soup/es et mieux adaptees. 

Dans cet article, l'auteur propose une methode applicable aux centres groupant 
une population variant de 300 it I 5,000 habitants. Utilisant /es statistiques de 112 
agglomerations du Manitoba, quatre hypotheses ont ete degagees. 

I. La superficie totale de plancher affecte aux activites commerciales est fonction 
de ['importance de la population. 

2. L'efficacite d'utilisation de l' es pace commercial est proportionnelle a la taille 
de l'agglomeration. 

3. La superficie totale d'un noyau commercial est fonction de deux variables : 
la population de l'agglomeration et la population rurale desservie. 

4. La distance et la faille d'une agglomeration plus importante entra'inent des 
effets recessifs ca/cu/ables sw· la superficie de plancher consacre aux activites 
commerciales des petits centres de service agricole. 

La validite des hypotheses a ete verifiee par une confrontation avec des ensembles 
statistiques. A cette fin notamment les services off erts par un centre de service 
agricole furent classes en trois groupes principaux : 

Type A : /es services quotidiens engendres par le marche local. 
Type B : les services engendres par le marche regional. 
Type C: !es services s'adressant it une clientele reduite : vg. le commerce de gros. 
Ces derniers services n' ont pas ete consideres dans /es calculs it cause de leur 

f aible pourcentage dans la composition de l' aire de plancher commercial. Par 
contre, l'espace des activites des Types A et B a ete evalue en rapport avec les 
populations urbaines et regionales respectives fournies par le Recensement de 1966. 

A partir de ces donnees, une courbe parabolique a ete projetee et !'equation 
suivante Aa. = (f) P. degagee pour indiquer l'espace commercial en fonction de la 
population. Afin d'optimiser cette fonction, deux coefficients ont ete introduits : 
le premier (C1) representant la proportion entre la population urbaine et la popula
tion rurale dependante du centre urbain : le second (C2) etant la fonction derivee de 
la distance entre le centre de service agricole et le centre urbain plus important le 
plus proche. Des preuves statistiques semblent soutenir les hypotheses avancees 
plus haut. 

Afin d'estimer la superficie de plancher des centres de service agricole affecte 
au marche regional, ou niveau B, la proportion consacree respectivement it chaque 
niveau d'activites A et B fut etablie et une courbe derivee de la formule: Ab= (f) P. 

Aussi, pour estimer /es surfaces additionelles necessaires d'un noyau commercial, 
partant de la superficie obtenue par At - Aa + Ab, il sufjit de proceder aux inter
polations indiquees par le zanage et /es relations d' occupation de l' es pace par les 
difjerents usages du sol: rues, stationnements, etc. 

Comparant cette methode a d'autres, et /es centres etudies par rapport a des 
"agglomerations de controle", la precision des resultats obtenus est favorable et 
elle l' est d' avantage sur /es resultats tires des methodes de projection basees SUI' la 
populatioi1 seule. Bien que l'approche procede de donnees statistiques, les facteurs 
dynamiques sont introduits du fait qu'elle tient compte des projections demo
graphiques et des effets de l'economie locale. Si cette methode fut conrue pour 
resoudre des problemes de planification au Manitoba, !'auteur pretend qu'elle pour
rait etre utilisee et adaptee au-de/it des frontieres de cette province. 
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INTRODUCTION 

L'auteur est professeur agrege a l'Institut d'Urbanisme 
de l'Universite de Montreal depuis 1967. ll est dipl8me 
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Les villes ont depuis toujours evolue par stades successifs et differentiels de 
croissance. Un concept OU une theorie generale sur les villes devrait faire etat du 
caractere de leur expansion en traduisant non seulement une progression mais un 
changement structure! de la trame urbaine. 

Dans le processus de croissance, les moyens de transport jouent un role determi
nant, lui-meme fonction de la demande. Celle-ci est caracterisee par trois com
posantes : le nombre de deplacements qu'engendre une activite dans une periode 
donnee, (habituellement un jour de la semaine), le mode utilise et la longueur ou la 
duree. Des recherches ont demontre que la duree affecte considerablement la 
localisation des activites et qu'elle devient par consequent un facteur determinant 
dans le processus de croissance urbaine.1 Cette etude se propose de faire ressortir 
les rapports entre ces deux phenomenes. 

II est constate que concurremment a la croissance globale de !'agglomeration le 
centre-ville connait aussi une poussee de developpement. Des recherches recentes 
ont demontre que la taille d'une ville est fonction de la duree des deplacements du 
centre aux aires peripheriques. Cependant si cette relation semble assez constante 
pour les petites villes, elle ne l'est pas au meme degre pour les agglomerations de 
grande taille. 2 II est alors important de creuser plus a fond la relation "taille urbaine/ 
variations dans les durees de deplacement". 

LES MODES DE DEPLACEMENT ET LA CROISSANCE DES GRANDES CONURBATIONS 
Dans l'etablissement de cette relation le premier facteur a considerer concerne 

sans doute les differents modes de deplacements existants dans une ville a un 
moment donne. Cependant, d'une part !'augmentation demographique et Ia taille 
spatiale d'une ville, et d'autre part !'introduction de nouveaux modes de transport 
ou leur amelioration ont continuellement ete en etat d'interaction. Une augmentation 

Communication presentee au 36e Congres annuel de l'Association Canadienne-Fram,aise 
pour l'Avancement des Sciences (A.C.F.A.S.) tenu les 8-9 novembre 1968 a l'Universite 
d'Ottawa. 

1W. Y. Oi et P. W. Shuldiner, An Analysis of Urban Travel Demands, (Evanston, Ill.: 
Northwestern University Press, 1962), et A. R. Tomazinis, "Transportation Inputs of Urban 
Activities", (Unpublished Ph.D. dissertation, University of Pennsylvania, 1963). 

21. Gabbour, "Travel Cost Variations and the Size of Urban Areas", (Unpublished Ph.D. 
Dissertation, University of Pennsylvania, 1967). 

PLAN: Vol. 10, no. 2, 1969 



CROISSANCE URBAINE ET DEPLACEMENTS URBAINS 25 

de population entraine une demande accrue de deplacements des gens et des biens. 
Des que des moyens de circuler nouveaux ou meilleurs sont introduits sur la scene 
urbaine des zones peripheriques deviennent plus facilement accessibles et a leur 
tour donnent naissance a des deplacements additionnels. 

Les modes de transport ont ete aussi des facteurs determinants clans le choix de 
la destination des deplacements des personnes ou des biens. Souvent la selection 
meme d'une destination est en grande partie determinee par la disponibilite d'un 
moyen de deplacement. Les relations entre ces deux facteurs - taille des villes et 
modes de deplacement - ont ete largement traitees clans la litterature.3 Qu'il suffise 
de rappeler ici la these de Lehnert dans laquelle il explique avec pertinence par un 
graphique (Graphique 1) la relation entre le "pattern" de croissance de Berlin et 
!'apparition des differents modes de transport, au cours d'une assez longue periode 
de son histoire. 11 souligne la relation entre les phases de croissance de la ville et les 
modes de transport les plus rapides disponibles a chaque stade. Un parallelisme se 

Autoroutes et voies 
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GRAPHIQUE 1: Mode de deplacement et taille de la region urbaine, 
Berlin, Allemagne 

SOURCE: F. Lehner, op. cit. 
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sw. Owen, The Metropolitan Transportation Problem, rev. ed., (Washington, D.C.: The 
Brookings Institution, 1966). 

4F, Lehner, "Public Transport within the Framework of Urban General Traffic Plans", a 
report presented at the 34th Congress of the International Union of Public Transport, Copen
hagen, 1961. 
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degage entre les tailles successives et les trajets pouvant etre parcourus clans 30 
minutes par le moyen le plus rapide. 5 

Plus specifiquement !'auteur demontre par son graphique que lorsque la loco
motion se faisait a pied, le rayon de Berlin etait d'environ 1.25 milles et corres
pondait a une demi-heure de marche. Vers le debut du siecle avec !'introduction du 
tramway, le rayon de la ville est passe a 5 milles meme si le temps du trajet demeurait 
de 30 minutes. Des observations semblables ont ete faites pour nombreuses villes. 
Bien que le graphique de Lehner ne couvre que la periode s'etendant jusqu'a 1933, 
il est concevable qu'une extrapolation incorporant les nouveaux modes de loco
motion demontre les memes similitudes entre la duree des trajets et la taille de 
Berlin. Cette projection ajoutee au graphique original donnerait presentement pour 
Berlin un rayon de 20 milles. Ainsi la similitude entre les deux courbes du graphique 
(taille et duree) parait d'une certaine importance puisqu'il est probable que la meme 
extrapolation appliquee aux villes d'Amerique du Nord fasse ressortir des phe
nomenes similaires. 

MODIFICATIONS STRUCTURELLES DES CONURBATIONS 
Le second facteur a considerer est la trame structurelle changeante des villes. 

La preponderance actuelle de !'automobile clans les deplacements urbains et la 
mosai'que desordonnee des zones peri-urbaines qui l'accompagne, sont devenues 
depuis un certain temps avec plusieurs autres phenomenes, les principales preoccu
pations des planificateurs urbaines. A cet egard deux points de vue differents se sont 
opposes, l'un qui deplore la deperdition a long terme des attraits du centre-ville et 
l'autre qui entrevoit, clans ces perturbations, l'emergence d'un ordre et d'une struc
ture urbaine centrale nouvelle. 

Presentement, par contre, les preoccupations ne portent plus sur l'accroissement 
des villes mais plutot sur le "pattern" de distribution de la population et de l'emploi 
clans la conurbation. Des etudes, comparant entre elles des villes centrales entourees 
d'anneaux peri-urbains, ant demontre une nette tendance vers la decentralisation. 0 

Un grand nombre de villes importantes ant accuse a cet egard une perte de popula
tion et d'emploi, d'une maniere relative aussi bien qu'absolue. Tandis que l'emploi 
clans le secteur des services parait augmenter clans presque toutes les villes centrales, 
cette croissance ne suffit pas a compenser la baisse generale enregistree pour l'en
semble de !'agglomeration. D'autre part une comparaison entre le centre-ville et la 
ville centre ne permet pas de conclure faute de preuve a une augmentation de 
population et d'emploi. 11 semble assez certain cependant qu'il existe une tendance 
moderee du developpement des banlieues, accompagnee d'une baisse de la densite 
de population proportionnelle a la distance du centre. Toutefois le taux de diminu
tion du centre ville est moindre que celui des zones peri-urbaines.7 L'accroissement 
des villes engendre, done, clans leur region respective, un changement clans la 
repartition des activites. 8 

5Cette question sera traitee plus largement plus loin dans le texte. 
O"Decentralisation" est defini ici comme !'emergence de noyaux peripheriques vers lesquels 

Jes deplacements sont destines et fonctionnant a titre d'option au centre-ville. 
7J. R .. Meyer, J. F. Kain et M. Wohl, The Urban Transportation Problem, (Cambridge, 

Mass.: Harvard Univ. Press, 1965), Chap. 3, pp. 25-55; voir aussi Jes references qui y paraissent. 
SH. Blumenfeld, "The Tidal Wave of Metropolitan Expansion", Journal of the American 

Institute of Planners, Vol. 20, No. 1, Jan. 1954, pp. 3-14; et "Are Land Use Patterns Pre
dictable", Journal of the American Institute of Planners, Vol. 25, No. 2, May 1959, pp. 61-66. 
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Ce phenomene est possible grace aussi a l'apparition de sous-centres qui con
courent respectivement au developpement des banlieues. La destination des deplace
ments reagit desormais non seulement a un centre principal mais aussi a plusieurs 
sous-centres peripheriques. Cependant la ou l'impact du developpement des banlieues 
n'est pas aussi manifeste (i.e. les villes de petite et moyenne taille) le centre-ville 
garde une preponderance relative. Le graphique 2 illustre comment !'attraction du 
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GRAPHIQUE 2: Deplacements--centre ville et taille urbaine 
SOURCE: W. Smith and Associates, Future Highways and Urban 

Growth, (New Haven, Conn.: The Automobile Manu
facturing Association, February 1961), pp. 9 5-97 

centre diminue proportionnellement a la taille urbaine. En d'autres termes plus la 
ville est grande plus petite est la proportion du total des deplacements ayant le centre 
ville pour origine ou destination. Concurremment le graphique 2 fait ressortir le 
phenomene inverse de la force d'attraction que conserve le centre des viHes de 
moyenne taille. Il n'est done point surprenant alors de verifier que les durees de tout 
type de deplacement augmentent en fonction directe de la distance du centre-ville. 

Il ne peut cependant y avoir generalisation. Les grandes agglomerations ayant 
deja subi des changements substantiels au cours de leur croissance ne connaissent 
pas de variations systematiques clans la duree des deplacements. 

LA DUREE DE DEPLACEMENT ET LA CROISSANCE URBAINE 
Cec deux facteurs peuvent etre examines simultanement et exprimes par une 

courbe hypothetique (voir graphique 3) ou la relation entre la croissance et la duree 
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C 
D 

Croissance urbaine 

GRAPHIQUE 3: Relation hypothetique entre croissance urbaine et 
duree moyenne de deplacement 

moyenne des deplacements change selon les points ABCD. Ainsi de A a B, la ville 
et son centre sont relativement petits, les deplacements sont polarises. Cependant 
lorsque la croissance s'accentue, les activites du centre s'intensifient et les deplace
ments vers celui-ci, comme les mouvements internes, deviennent de plus en plus 
difficiles et de plus en plus longs en temps. 

Le centre-ville maintient toujours sa preponderance jusqu'au point de la courbe 
OU la duree de deplacement continue a augmenter mais a un taux regressif, ce 
qu'explique le segment BC de la courbe. Si le phenomene prend de l'ampleur les 
sous-centres deviennent des poles assez puissants pour attirer vers eux une partie 
des deplacements destines au centre-ville. La courbe atteint done un sommet : C. 

En extrapolant le phenomene, si la desuetude du centre s'accentue et si la popu
lation augmente, des secteurs residentiels surgiront en banlieue, eux-memes greffes a 
des sous-centres en formation. Plus cette dependance s'accroitra, notamment pour 
l'emploi et les services, plus courte sera la duree moyenne des deplacements. La 
courbe s'inflechira selon la projection CD. Le centre principal prendra une vocation 
nouvelle soit celle d'un "super" centre specialise offrant des emplois et des services 
que ne peuvent, en general, supporter les centres peripheriques. Les phenomenes 
d'expansion observes dans les villes nord-americaines paraissent confirmer le pro
cessus hypothetique decrit plus haut. 11 faut admettre toutefois que des informations 
additionnelles sur la duree moyenne de deplacement, particulierement a differents 
stades de croissance des villes, seraient necessaires pour appuyer plus adequatement 
la presente hypothese. 

OBSERVATIONS SUR LA CROISSANCE ET LA FORME URBAINE 
La planification urbaine se caracterise essentiellement par l'acheminement con

certe et conscient du present vers l'avenir. C'est done sur une conception de l'avenir 
que se fondent maintenant les notions du milieu dans lequel les individus et societes 
vivront, travailleront et poursuivront leurs activites academiques, culturelles, sociales, 
spirituelles et de divertissements. Bien que cette preoccupation ait marque l'ur
banisme des ses debuts, elle retient de nos jours davantage !'attention et suscite des 
recherches plus poussees. Les formes multiples de croissance urbaine et le choix 
difficile d'une option exigent des efforts accrus d'elucidation. Cependant faute de 
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criteres satisfaisants il est difficile sinon arbitraire d'arreter une option. Ceux-ci 
relevent d'une theorie generale de la croissance urbaine, qui est loin d'etre definie. 

Plusieurs mesures ont toutefois ete proposees sur Ia croissance des agglomerations. 
Certaines concernent le deblaiement des secteurs deteriores et leur reamenagement 
plus intensif, d'autres preconisent le developpement de communautes residentielles 
sur des terrains generalement inoccupes aux limites du domaine bati. Plus recem
ment, l'amenagement de villes nouvelles aux Etats-Unis semble avoir attire les 
agences publiques et Ies entrepreneurs prives, comme en temoigne la realisation des 
premiers quartiers de Reston, Virginie, a proximite de Washington et de Colombia 
entre Baltimore et Washington. 

Un examen attentif de ces projets permet de conclure qu'ils sont dans la plupart 
des cas entrepris pour des motifs subjectifs. Ils devraient etre justifies plutot par des 
arguments rationnels mettant en lumiere plus adequatement I'opportunite des moyens 
utilises pour atteindre les fins recherchees. Une base rationnelle d'action devient 
imperieuse si l'on admet que Ia croissance urbaine, elle-meme reliee a !'augmentation 
de la population doit etre dirigee avec competence pour mieux servir celle-ci. A cet 
egard l'un des criteres de cette rationalisation est sans conteste le choix qu'exerce la 
population sur les caracteristiques du milieu urbain. 

L'analyse, de la duree et de la longueur des deplacements, permet de degager 
certains elements importants sur le comportement des citadins. Ils offrent tout au 
moins Ies premisses d'un raisonnement theorique nouveau sur la croissance urbaine, 
meme si celui-ci ne peut reposer actuellement que sur des observations empiriques. 

Les etudes sur la duree des deplacements, auxquelles il est refere dans !'introduc
tion, permettent d'evaluer le temps moyen de ceux-ci entre 25 et 35 minutes, inde
pendamment des relations observees avec la distance du centre-ville (notamment 
pour Jes grandes agglomerations). 9 Quelle utilite toutefois peut-on tirer de cette 
observation ? Y-a-t-il, la, l'indice d'une preference collective pour le temps d'un 
trajet dans une agglomeration metropolitaine ? Intrinsequement la question soulevee 
est valable a plusieurs titres. Dans une appreciation de tous les facteurs d'un trajet 
complet ii ressort que la duree est determinee par la relation qui existe entre, d'une 
part les couts de chaque unite additionnelle de duree, et d'autre part Jes avantages 
offerts pour cette meme unite. S'arretant au cout d'abord, ii semble qu'en plus d'un 
cout direct associe a chaque unite de duree, ii existe un cout supplementaire pour 
chaque deplacement qui n'est nullement relie d'une fac;on lineaire aux couts de l'unite 
consideree. Ce type de cout est determine par les conditions de deplacement, i.e. la 
contrainte des controles, !'apprehension d'accidents, !'incertitude des trajets nou
veaux, la tension provoquee par le respect de la discipline propre a un moyen de 
deplacement, etc. En somme chaque trajet engendre un degre de fatigue variant aussi 
selon le moyen utilise. La variable "fatigue" aurait done une influence relativement 
faible jusqu'au moment ou dans sa relation avec la duree elle commencerait a s'im
poser brusquement. Le point critique du "supportable" se situe entre 25 et 35 
minutes. Les trajets plus longs ebranlent la resistance. Une courbe (voir graphique 
4) traduit cette zone de marginalite entre le voyage tolere et le voyage "fatigant" en 
faisant ressortir par une pente legere !'influence relativement faible de la variable 

91. Gabbour, op. cit.; et A. R. Tomazinis et I. Gabbour "Trip Length Variations within Urban 
Areas", (Philadelphia, Pa.: Institute for Environmental Studies, University of Pennsylvania, 
June 1966). 
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urbaine d'une region. Car si l'on prend pour acquis un niveau donne de technologie 
du transport et une repartition concertee des activites il va desoi que de nouvelles 
agglomerations puissent etre planifiees et que la croissance de celles-ci et des villes 
existantes puisse etre amenee OU maintenue a leur taille optimum. Au dela de telles 
limites, l'excedent d'expansion serait oriente vers d'autres villes ou, s'il y a lieu, la 
densite et la diversite des activites seraient maintenues. Parallelement il pourrait etre 
etabli qu'une ville puisse exceder sa taille optimale seulement a la condition que des 
modifications (ou ameliorations) correspondantes soient apportees au systeme de 
transport, ou qu'une redistribution equivalente soit faite des activites urbaines. La 
transformation du reseau de transport aurait pour consequence d'entrainer la ville 
dans une nouvelle phase de croissance done d'atteindre une nouvelle taille optimale. 

En dernier lieu les metropoles et les megalopoles pourraient etre assujetties a une 
politique d'ensemble par laquelle chaque ville constituante serait limitee a sa taille 
optimale et serait reliee aux autres par un systeme de transport interurbain 
approprie. L'extension massive actuelle, sans differentiation substantielle entre ses 
elements constituants serait ordonnee et canalisee efficacement selon le scheme d'en
semble. Ainsi les villes situees le long du corridor interurbain de transport pourraient 
beneficier d'un rehaussement du niveau de leur taille. Des villes nouvelles, pourvues 
de centres dynamiques, pourraient jalonner le corridor tandis que des zones centrales 
existantes seraient revitalisees. 16 Il en resulterait une galaxie de villes a taille optimale 
chacune ayant un centre desservi adequatement par un systeme de transport intra
urbain, lui-meme integre a un systeme interurbain desservant en somme une megalo
pole.17 

Il est interessant de noter qu'une telle politique semble en accord avec les grandes 
tendances de notre epoque vu les ameliorations simultanees qui se manifestent dans 
la qualite sociale, economique et physique de l'environnement urbain. 

CONCLUSION 
Cette etude a tente de degager les relations existantes entre le processus de 

croissance des villes et le concept de duree de deplacement. Un rapport etroit 
semble exister entre ces deux phenomenes. De cette exploration des elements d'une 
theorie des durees de deplacement sont degages et discutes ainsi que quelques extra
polations des utilisations pouvant en etre faites dans une politique de planification 
de la croissance des villes. Les elements de la theorie s'appuyent sur la notion de 
fatigue que ressentent et qu'expriment consciemment ou non les usagers des trans
ports urbains. 11 va sans dire que plusieurs questions soulevees dans cette etude 
laissent entrevoir la necessite de recherches plus poussees. 

SUMMARY 
The process of urban growth usually results in a structural change of the urban 

area. Within this growth process transportation plays a predominant role, that role 
being a function of the changing demand for urban area transportation. An index of 
this demand is trip length. 

16H. S. Perloff, "New Towns Intown", Joumal of the American Institute of P[a1111ers, Vol. 
32, No. 3, May 1966, pp. 155-161. 

17Voir Massachusetts Institute of Technology, "Survey of Technology for High Speed Ground 
Transport", Rapport prepare pour le US Department of Commerce, (Cambridge, Mass.: M.I.T., 
June 16, 1965); voir aussi d'autres rapports du groupe de M.I.T. 
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Three factors are considered in the study: travel means, the structural growth of 
urban areas and, thirdly, trip length. With respect to the first factor the observation 
is made as to the correspondence of the change in city size to the change in the 
distance that could be covered in 30 minutes travel time using the most rapid travel 
means in the area. 

The second factor shows that as urban areas grow an alteration of the pattern of 
distribution of activities in those areas takes place. Such alteration seems to be the 
result of the emergence of subcenters, a process referred to as the trend of sub
urbanization. Trip destinations in these regions are responding to attractions not 
only from one main center, but also from numerous other peripheral subcenters. In 
small cities, a large proportion of trip destinations is oriented toward the central 
business district and its immediate vicinity. For larger urban areas it appears that the 
process of suburbanization has already significantly changed the structure of those 
areas. Population, commercial and manufacturing activities are located either in 
numerous centers and subcenters, or in a heretofore unclear pattern all over the 
metropolitan region. 

Viewed simultaneously, these two factors imply that when the city is relatively 
small with probably a small downtown area where most of the activities are con
centrated, most trips are oriented to downtown. With further growth, existing activi
ties in the downtown area become more and more diversified while newer activities 
continue being established there. With further concentration of activities, travel to 
the downtown section of the city becomes more and more difficult and trip length 
tends to increase. Subsequently, travel conditions together with the aging of the 
downtown area and the change in land use accompanying it, induce some of the 
existing activities (as well as newer ones) to relocate at new centers usually located 
at available land areas on the fringe of the urban regions. The downtown area, 
however, still maintains its dominance to the extent that trip length would still 
increase but at a slower rate. In time, the new subcenters would have reached enough 
strength as to divert the population from its dependence on the original CBD. With 
further aging of the city and the increase in population, residential areas would 
develop at the urban fringes of the city, each area being more or less oriented towards 
one of the newly established subcenters. At that time, trip length would start 
decreasing. 

The analysis of trip length as it expresses the distances the urban population does 
travel for the fulfillment of its daily needs provides some insights that include the 
seeds of a new approach to the problem of urban growth. These insights are based 
on the possibility of elaborating a theory of optimum trip length. Such a theory would 
imply different planning policies to be followed by the accommodation of future 
urban growth. Such policies are based on the possible notion of travel fatigue 
displayed by urban residents. 
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1. PROBLEMS AND ISSUES DEFINED: 
The contention that there exists a strong inter-dependency between the arrange

ment and intensity of urban land use and the amount and distribution of travel 
required to maintain that land use is one which in the last decade has been 
accepted by urban planners with about the same level of hesitancy as the people 
of Canada exercised in accepting Trudeau in the last federal election. While it is 
quite apparent that urban form and traffic volumes are highly interrelated, there 
is much less certainty concerning the quantification of this relationship or its 
positive and constructive utilization in urban planning. The reason for this is the 
exceedingly complex nature of the specific interrelationship itself. It is the basic 
intent of this paper to present and defend the postulate that alternative urban 
forms do have varying implications with regard to travel patterns and volumes and 
hence with transportation costs. 

In attempting to deal with a subject as general as that posed here, it is often 
best to fracture the topic into several components, with the hope that they can be 
restructured to form the whole again at a later stage. In this regard it is suggested 
that the issues involved in the urban form-transportation relationship can be 
made explicit by identifying three major problem areas. The first of these pertains 
to the extent of integration of transportation and land-use planning. That traffic 
and land use involves two-way interaction can hardly be disputed, for although it 
can be observed that various kinds of activities based on the land generate different 
amounts and kinds of traffic, it is also true that a change in the amount of daily 
movement or in the facilities provided for this movement has a considerable effect 
on the locational pattern of land uses. 

An example of the recognition of this interaction can be seen in the Metro
politan Toronto Transportation Plan,1 which states as formal objectives: 

-the distribution of land uses and the transportation facilities between the 

lPrepared for the First Canadian Urban Transportation Conference, Regional Discussion 
Group, Toronto, Ontario, August, 1968. 

lMetropolitan Toronto Planning Board, "Report on the Metropolitan Toronto Transportation 
Plan", December, 1964. 
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various land uses should be designed so as to permit commuting from any 
section of the area to any other section. 

-while the need for commuting should be kept to a minimum, the possibility 
of commuting should be at a maximum. 

In essence, this means that if access is to be relatively uniform over the whole 
urban area, then employment locations must also be distributed in a uniform 
manner; but, the plan also seeks flexibility and the maximization of opportunities, 
and achieves this by maintaining the central area as a concentrated employment 
centre while at the same time promoting new scattered centres of suburban 
employment. 

While it may appear that the concept of maintaining a single, high-density core 
area in Toronto and minor dispersed employment centres in the suburbs is a 
feasible one, certain problems do arise. The transportation study recently con
ducted in the central area of Toronto for the Metropolitan Toronto Planning 
Board2 perhaps points to the most obvious one. This particular study was to 
assess the adequacy of proposed transportation facilities with regard to the central 
business district and the study started by developing four possible alternative 
land-use plans for the CBD for a future time period. This was done because it 
was felt that future development could not be predicted in detail with any accuracy, 
since it was highly dependent on the whim of major private developers. Conse
quently, a range of transportation network plans had to be tested as well, and 
each of these, plus the compromise plan which was thought to be the best in the 
light of the many uncertainties, demonstrated significant congestion for both 
private and public modes of travel for as near in the future as 1972. The logical 
conclusion which presents itself (but which was not made in the report) is that 
the single-centre concept for Metro Toronto is not feasible and that a finger or 
satellite plan should at least be considered. It is the satellite plan, in fact, which 
Buckminster Fuller has recommended for Toronto, with suburban satellite centres 
of 30,000 population, growing to as large as 100,000 persons. This solution would 
certainly require a special kind of partnership between private and public sectors 
in order to promote this type of development but it may well be the necessary 
alternative to the single core concept. 

Whether or not it can be argued that the specification of a regional land-use 
development plan is a sufficient prerequisite for the attainment of that develop
ment configuration is perhaps open to question. Certainly in North America the 
type and number of land-use controls are not sufficient to guarantee the achieve
ment of predetermined development goals and patterns but there is reason to 
believe that they do have some measure of desired influence. The specification of a 
single core concept in Metropolitan Toronto, for example, has certainly had some 
effect on its regional development even though it by no means guarantees con
formance to this master plan. Conceptually then, the designation of a development 
plan could be the means by which all other policies might be integrated toward 
the attainment of complementary goals. This, in fact, is the argument for the 
master plan and the reason why transportation and other government services and 
utilities must be developed in accordance with an over-all plan. 

The provision of transportation services is an important element within the 
2Read, Voorhees and Associates Ltd., "Central Area Transportation Study", 1968. 
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development plan since the transportation facilities permit both the service and 
development of the land-use plan. Although the provision of transportation services 
can no longer be said to lead development as the railroad and waterway once did, 
it would appear to be true that the degree of conformance and integration of the 
transportation plan with the land-use plan can affect the resultant level of conges
tion, and secondly, that the investment cost required to maintain a given level of 
transportation service may differ according to the land-use scheme desired, i.e., 
single core, satellite or finger plan. In other words a given land-use configuration 
and travel demand implies a particular transportation network and service level 
and hence a unique transportation investment cost. Even if transportation invest
ment costs per capita were approximately the same for all urban forms, it is not 
true that the spatial and mode allocation of this investment is identical; vast 
differences can certainly be expected. 

The assessment of the need for the integration of land-use and transportation 
planning and the cost implications of this integration leads to the second major 
problem area in the relationship of urban form and transportation. This has to do 
with the integration of the planning process for each transport mode. It is not 
sufficient to say that transportation facilities must be planned in accordance with 
land-use development intentions but also that the public and private modes of 
travel be considered as an integral system. Since the automobile is the most 
efficient mode for low-density distribution and service, and bus and rail facilities 
for medium and high-density corridor volumes, the combination of mode invest
ment can be expected to differ according to the urban form or density distribution. 
For a single high-density core pattern radial rail transit and expressway lines 
can be expected, while for other less concentrated patterns exclusive bus lanes or 
expressways, restricted rail commuter lines, or arterial road networks would be 
more efficient and suitable. As a result not only should the design of transport 
mode facilities be in conformance with the desired development plan but there 
should also be policy coordination between the private and public travel modes, 
including parking facilities, public transit and intermodal feeder services. In 
summary, then, since the mode supply combination will defer according to the 
land-use density pattern, the transportation investment costs can also be expected 
to differ from one urban form to another. 

The third major problem area concerns a relatively basic question having to 
do with the technique and procedure of the planning process itself. There is no 
absolute reason why the planning process should have as its objective the pro
duction of a plan which represents an ideal end-state since a process whereby 
transportation facilities can be added incrementally to the existing system in some 
optimal manner might also be satisfactory. In many cases planning actually does 
take place by incremental steps, and it is probable that functional plans can be 
produced in this fashion. This mode of planning is in some ways more attractive 
since this step-by-step process is closer to the mechanics of urban growth than is 
end-state planning; however, the drawback lies in the uncertainty of whether or 
not an ad hoc chain of decisions necessarily results in a good over-all plan. For 
this reason it appears that some combination of the two planning procedures is 
probably best, so that a long-range comprehensive plan is derived which then 
serves as a framework within which short-run policy decisions are assessed, and 
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as the long-run goals are re-evaluated, the master plan should change and evolve; 
a process which is certainly desirable since human projections are rarely so 
infallible that static plans should be deemed immutable. It does appear, however, 
that long-range alternative land-use/transportation plans must be formulated and 
evaluated since there are definite investment cost differences which cannot be 
determined a priori within an incremental planning process. 

The three major problem areas which have been outlined here can only be 
expected to become more critical as the trend towards a higher degree of 
urbanization continues at its rapid pace. The two-thirds of the North American 
populace which resided in cities of 20,000 or more in 1950 are expected to 
increase to nine-tenths by the year 2000. Under these conditions of urban growth 
the type of city and living conditions will certainly be of considerable concern 
to its inhabitants. One of the major elements in this regard is the form and 
structure of the urban area. If present trends were to be extrapolated there would 
be a wider dispersal of certain special functions into outlying areas, with greater 
concentration of others in central areas, thereby resulting in increased problems of 
accessibility, inadequate choice, social divisions, and rising costs, particularly for 
transportation and housing. On the assumption that planning policies can be 
effected which will control the form of urban growth other patterns such as low
density, high-density, or perhaps a compromise plan of satellite centres could be 
specified and achieved. Presumably investment costs for transportation facilities 
would be one of the critical measures for the evaluation of alternate urban forms, 
and as discussed in the preceding sections, both the capacity and mode com
position of the transportation facilities can be expected to differ with changes in 
the intensity and distribution of urban land uses. What, then, are the transportation 
cost implications of alternate urban patterns and what methods may be used to 
investigate their range? 

2. PROCEDURES FOR PROBLEM SOLUTION 
Looking first at the possible procedures for the further investigation of the 

problems outlined in Section 1, it is possible to distinguish between alternative 
methods of analysis. In analyzing any given process research may be directed 
either toward a systematic study of the process itself or toward the institutional 
environment in which the process operates. In the case of the interrelationship 
between urban form and transportation both of these approaches would appear to 
be valid and of four areas of investigation listed below the first two belong to the 
first type of approach and the latter two to the second. 

That is, simulation models and experimental field testing are methods of 
obtaining simulated data and field measurements respectively for the direct analysis 
of the urban form - transportation relationship, while innovative planning and 
federal government involvement are attempts to modify the planning and govern
mental structure in which the urban-transportation process functions. Each of 
these four will be discussed in turn. 

(al Simulation Model Development 
Perhaps one of the most apparent means of investigating policy alternatives is 

to simulate the critical elements of the interrelationship on a high-speed computer. 
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This technique is currently finding wide use, both in the study of transportation/ 
land-use relationships over time, and in the analysis of the feasibility of various 
mode combinations for the accommodation of travel demands. The Penn-Jersey 
Transportation Study in the United States is a good example of a study which is 
devoted to the development of a simulation model sequence for the purpose of 
simulating the effect of alternative transportation policies on the regional distri
bution of land-use activities. 8 

The rationale behind this type of analytical procedure is that by studying the 
implications of alternative planning policies ( which the simulation model permits 
at reasonable cost) the "best" transportation or land-use plan or combination of 
policy choices may be selected on the basis of predetermined evaluation criteria. 
In many urban areas the argument is put forward that alternative development 
plans do not exist due to the configuration of the existing transportation system, 
future committed development plans, topography and other constraints. If, how
ever, there is a limited budget for transportation facilities then there is even a 
greater need to ensure that all feasible alternative plans have been considered. 
Also the demand for urban travel can almost certainly be met by more than one 
combination of travel mode facilities, each of which has different cost implications. 

Due to the continued growth of urban areas, there is also a need for some 
assurance that new methods or new planning policies are not overlooked simply 
because it is easier to formulate standard solutions. To avoid this danger, the 
simulation model is often used in a somewhat more hypothetical manner than 
merely for the straight-forward duplication of the effects of accepted policy 
measures. In this case the computer model may be used to generate optimum 
solutions, using a single criterion such as minimum total travel time or cost as the 
basis for the solution. The Chicago Area Transportation Study efficient expressway 
spacing formula is a good example of this type of technique.4 This type of 
procedure generates the ideal or "best" plan only if the criterion of least cost or 
least travel time can be accepted as all-important. For realistic conditions it would 
be most desirable to have more than one criterion satisfied at one time and in 
order to achieve this it is perhaps possible to run an optimization model separately 
for each of several criteria. All of the "best" plans could then be . combined and 
compromised to come up with a desirable over-all plan or plan alternative. In this 
way the simulation model may be said to be acting in a positive manner within 
the planning process and the standard sequence of plan ALTERNATIVES 
alternative derivation, plan evaluation, and plan selection t 
has been replaced by a single process of criteria optimiza- EV ALU A TI ON 
tion. The derivation of the Metropolitan Toronto Trans- t 
portation Plan is an example of this type of multi-criteria SELECTION 
selection process, in which an extreme range of transportation plans are assessed 
in order to determine that one plan which comes closest to meeting all criteria 
simultaneously. 0 

3This study group has recently expanded its role of transportation planning to that of com
prehensive regional planning and is now known as the Delaware Valley Regional Planning 
Commission. 

4Chicago Area Transportation Study, Volume III: Transportation Plan, 1962. 
5Metropolitan Toronto Planning Board, op. cit. 
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(bl Experimental Field Tests 
The prime advantage of the simulation model is that it permits the testing of 

policy variables which cannot be tested in the field due to the high investment 
costs and time required. There are instances, however, where it is feasible to 
experimentally test untried policies in the field. This may occur in cases where it 
is thought that existing simulation techniques are not accurate or appropriate, 
when the results of the field experiments can be observed within a short time 
span, and when the costs of experimental tests are relatively low. This type of 
condition may occur in transportation planning when new technology, a new 
service schedule or a new route requires evaluation. In the United States a mass 
transit demonstration program has been in effect since 1961 and has funded over 
$40 million for transit demonstration studies since that time. These studies have 
been concerned with a wide range of transit problems, including the coordination 
of transit systems, the design and improvement of transit networks, sensitivity 
analyses of level of service and fare schedules on ridership, the potential of new 
equipment and systems development, the public awareness of transit, and general 
transit administration problems. 6 

About the only example of this type of rervice in Canada is the provincial 
government's GO Transit service in Ontario. In conjunction with this demonstra
tion project an extensive set of surveys is being conducted in order to evaluate 
market reactions to the new transportation service. More specifically the study is 
meant to meet the following objectives: 7 

(i) to evaluate the success of the commuter rail service in attracting patronage, 
(ii) to measure its effect on land use and on other forms of transportation in the 

Study Corridors, 
(iii) to gather information to guide management in the day-to-day operation of 

the service, 
(iv) to provide guidelines for the planning, design and management of further 

commuter rail services, and 
( v) to add to the fund of information on traffic forecasting models for use in 

determining the potential for rail commuter service in regional planning. 
To date the new system appears to be providing a valuable complementary 

transportation service for the Metropolitan Toronto region and more of this kind 
of policy testing will definitely be required in order to come up with new solutions 
to the problems of transportation and urban form outlined in Section 1. 

(cl Innovative Planning 
In discussing the issue of incremental versus comprehensive planning in relation 

to the transportation-urban form relationship in the initial portion of this paper, it 
was concluded that the derivation of a comprehensive development plan was a 
critical element for the achievement of optimal resource allocation and an efficient 

6See Chapter 7 "Summary of Results from HHFA/HUD Mass Transit Demonstration 
Studies", by Louis Pignataro in "Urban Mass Transit Planning", edited by Wolfgang S. Ham
burger, Institute of Traffic and Transportation Engineering, University of California, Berkeley, 
1967. 

7Metropolitan Toronto and Region Transportation Study Commuter Rail Project, A Report 
on Market and Service Analysis, Phase I, Establishment of Research Specifications, DeLeuw, 
Cather and Company of Canada Limited, April, 1966. 
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planning process. Like all generalities, however, this cannot always be the golden 
rule. It is possible to distinguish another and perhaps equally valid mode of 
planning; a type which Friedmann terms "innovative planning."8 Innovative plan
ning is appropriate when new directions or solutions are being sought, the conse
quences of which cannot be precisely determined on an a priori basis. It is most 
applicable when a major reallocation of resources is desired and action is sought 
to meet a critical problem within a short period of time. In short, for cases when 
the advantages of strategic action outweigh the benefits of the comprehensive plan. 
Innovative planning, therefore, is "a form of action intended to change the nature 
of reality rather than a thought process preliminary to action. "9 

It is this mode of planning which would appear to be necessary in order to 
redirect financial resources toward the development of public transit systems with 
service characteristics which are competitive with the automobile. Indeed, if some 
flexibility of urban form is desired in future decades in order to efficiently and 
satisfactorily accommodate urban growth, the public transport mode of travel will 
be a necessity. To maintain this option there must be more concern for the 
mobilization of resources toward this goal, rather than the maintenance of an 
established status quo or a detailed analysis of the optimal allocation of resources 
among competing uses within the immediate future. Perhaps the utility and power 
of innovative planning is best demonstrated by the influence which Buckminster 
Fuller's urban concept proposal for Toronto has had on the thinking of local 
politicians and planners. 

(d) Federal Government Involvement 

In view of the mounting urbanization costs which are having to be met from 
local government coffers, it appears inevitable that there will be increased federal 
government involvement in metropolitan affairs. At the present time local expendi
tures are increasing one-third faster than the domestic spending of the federal 
government, and without major transfers of tax powers the only solution is to 
increase grants and subsidies from the higher level of power. 

If it is assumed that the urban economy can be divided into two sectors, one 
in which the productivity of labour is constant and another in which the output 
per man-hour grows constantly through technological advances, it is apparent 
that most of the municipal expenditures fall within the first category ( education, 
police, social services, etc.) .10 A steady increase in productivity in the second 
sector has to result in increased costs in the first sector and because of this the real 
costs of municipal services will almost certainly continue to mount in the future, as 
they have in the past. 

The implications for federal government involvement in urban affairs are readily 
apparent although the means and structure for this involvement are subjects for 
substantial debate. The prime requirement must certainly be the establishment of 
a new intergovernmental structure which will permit the recognition of urban 
development problems and the coordination of basic policy directions. While this 

8John Friedmann, "Planning as Innovation: The Chilean Case", Joumal of the American 
Institute of Pla1111ers, Volume XXXII, No. 4, July, 1966. 

9Jbid., p. 195. 
10w. J. Baumol, "Macroeconomics of Unbalanced Growth: The Anatomy of Urban Crisis", 

American Economic Review, Vol. 57, No. 3, June 1967. 
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task can best be undertaken by the federal government careful consideration must 
be given to the constitutional responsibilities of the various governmental levels. 
To guard local autonomy, therefore, it is suggested that all initiative and plans for 
action be generated at the municipal level, or even better, at the regional level. 
The regional area is the most important scale for the handling of urban develop
ment problems, so that urban policies at all levels should be oriented towards this 
unit. 

In summary then, the role of the federal government in urban affairs might be 
postulated as incorporating the following functions: 

(i) research development: the creation of a long-range program of research 
into transportation/land-use relationships, mass transit coordination, and all 
other urban problems. 

(ii) planning assistance: the promotion of regional planning by offering planning 
assistance in the preparation of comprehensive regional plans, forming and 
maintaining a data information system, and promoting new intergovern
mental arrangements for cooperation in information dissemination. 

(iii) direct subsidy: the institution of a direct subsidy program, particularly with 
regard to demonstration projects ( as mentioned in method (b)), and joint 
financing of an urban development bank to make funds available for direct 
assistance in regional areas. 

It would seem reasonable to assume that certain requirements and specifications 
would be imposed by the federal government on the participation of provincial 
and municipal governments in such a program, and these might be expected to 
include the incorporation and maintenance of both comprehensive regional plan
ning and a continuing planning process. Only through this type of cooperative 
effort can progress be expected to be made toward comprehensive urban develop
ment, whether this pertains specifically to the interaction of transportation and 
urban form or to any other dimension of the problem. 

3. IMPLICATIONS FROM PRESENT RESEARCH 
To date there have been results produced in each of the above suggested areas 

of research. The role of the federal government in metropolitan affairs may be 
assessed by studying preliminary urban programs in the United States and in the 
United Kingdom. There are several good examples of innovative planning, to be 
found primarily in the national development policies of developing countries. The 
experimental testing of transportation services, systems and policies has been 
conducted in the U.S. for several years now and Ontario's experience can now be 
assessed via the GO system. Finally, many simulation models have been con
structed and used to analyze the effect of policy variables on both predicted and 
optimal systems. It is the intention of the final portion of this article to review only 
results and conclusions emanating from simulation model studies conducted to 
date, not because the other methods have been inconclusive but because this is 
where the author's prime interest lies. In particular I should like to deal with 
conclusions pertaining to the cost implications of alternative urban forms, as found 
from existing simulation studies. 

In general all of the studies which have investigated the relationship between 
travel requirements and urban form have shown that efficient land-use distribution 
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can be a major variable in the reduction of travel. From the eight or ten major 
studies which have been conducted, it is possible to glean the following series of 
complementary conclusions: 

-the distribution and balance of employment opportunities and resident popu
lation is of importance with regard to travel requirements, with as much as 
a 20-30 per cent decrease in travel being possible through the adjustment of 
land-use densities and proximities to form distinct, subregional, satellite 
centres as opposed to a single centre. 11 

-the establishment of travel corridors is important for the minimization of 
congestion and the efficient use of public transportation. This would indicate 
that the designation of well-defined interurban and intraurban travel corridors 
well in advance of their utilization is of prime importance and should be 
undertaken by regional and local authorities. 

-a population of 100,000-200,000 is the best size for subregional satellite 
centres. 12 

-based on studies in Metro Toronto, it has been shown that excessive depen
dence on a single mode of travel is likely to be detrimental to efficient urban 
growth. The advantages of a highly road-oriented transportation system are 
largely cancelled out by the additional congestion caused by a lesser use of 
the transit facilities, and a highly transit-oriented system results in longer trip 
times and continued congestion on the existing road network. A balanced 
mode system, therefore, results in faster average system speeds and improved 
accessibility, and generally in greater efficiency in the use of both mode 
networks.13 

-the average work trip length is shorter for a central city plan with some 
dispersed employment and commercial subcentres than for other urban forms, 
although the trip intensity shows the reverse tendency. 14 

-changes in the average trip length do take place over time as transportation 
service improves. The test of effectiveness of transportation planning, there
fore, is not whether the average trip length has been increased, but whether 
the number of opportunities for the destination of a given trip are increased 
within the same trip time. 15 

-the results of simulation runs with a land-use prediction model for a 10-year 
period, assuming first that specified transportation improvements are made, 
and then that they are not, show that the provision of transportation facilities 
can result in a difference in land-use growth of as high as 20 per cent. 16 

-a highway network is quite flexible, in that it is able to support a wide range 
of possible land-use plans without changes in either location or capacity. 17 

llA. M. Voorhees, C. F. Barnes, Jr., F. E. Coleman, "Traffic Patterns and Land Use Alter
natives," Highway Research Board Bulletin #347, 1962. 

12A. M. Voorhees, C. F. Barnes, Jr., F. E. Coleman, "Traffic Patterns and Land Use Alter
natives", Ibid. 

13Metropolitan Toronto Planning Board, op. cit., Chapter IV. 
HAaron Fleisher, "Experiments on the Form of the City and the Qualities of Travel", 

Harvard-MIT Joint Center for Urban Studies, 1963. 
15A, M. Voorhees, C. F. Barnes, Jr., F. E. Coleman, Ibid. 
100. M. Hill, D. Brand, W. B. Hansen, "Prototype Development of a Statistical Land-Use 

Prediction Model for Greater Boston Region", Highway Research Record, #114, 1965. 
17E. Wilson Campbell, "An Evaluation of Alternative Land Use and Transportation Systems 

in the Chicago Area", Chicago Area Transportation Study, October, 1968. 
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The inference which these conclusions have with regard to the cost of providing 
transportation services to alternate urban forms is difficult to assess, since trans
portation costs must always be qualified by the level of service which they are 
providing. Considering travel costs at a general level only, Meyer, Kain and Wohl18 

have shown that, with respect to the cost of providing transportation service, both 
bus and rail transit are considerably cheaper than the automobile for peak-hour 
conditions and high corridor volumes. Also at low and medium population densities 
bus transit is cheaper than rail, with rail being the most favourable of any mode 
only under conditions of high population density, short trips, and high trip 
volumes. With regard to feeder systems, it was also shown that the cheapest 
residential feeder mode is the extension of the automobile trip. For downtown 
distribution surface bus is the cheapest if volumes are below 20,000 persons/hour, 
but conclusions are difficult here since availability of space is a critical determinant. 

The problem of applying these general cost conclusions to specified urban 
patterns is one which has been attempted in several research efforts, although the 
results are by no means conclusive. Considering capital costs only it can be 
concluded with some certainty that the central city concept gives the highest cost 
and the multi-centred plan the lowest, with the transition from surface to subway 
mode being critical for the public transit component of the transportation network. 
However, if both transportation investment costs and user costs are considered, it 
is the homogeneous density pattern which results in the greatest cost, with the 
many-centred plan still the lowest and the single centre plan intermediate between 
these two extremes. An important point to be noted here is that there is a sub
stantial difference in mode utilization for each of these plans, with higher transit 
investment (and lower highway investment) being required progressively from 
the homogeneous, to the multi-centred, to the single centred concept. The density 
of land-use development appears to be a critical variable in the determination of 
these transportation costs since the efficient use of both the private and public 
transportation systems (volume/capacity ratio and capacity/cost ratio) is of 
significant consequence to the resultant costs. It is for this very reason that 
different patterns and densities of land-use imply different transportation costs and 
combinations of mode facilities. 

To formulate precise conclusions from this series of studies is a difficult matter 
since the number of external variables involved in the consideration of transporta
tion networks and urban plans is by far greater than those accounted for above. 
Basically, there are three constraints which should be considered in any analysis 
of this interrelationship: 

(i) travel demand, 
(ii) the combination of travel mode facilities, and 

(iii) level of service. 
Although the demand for travel is tempered to some degree by current behaviour 

patterns, its intensity and time and spatial distribution is dependent on the intensity 
and distribution of land-use activities, which in turn is related to the supply of 
transportation facilities. Similarly it is the ability of the planned mode facilities to 
accommodate this demand that determines the resultant level of service. It is 
important, therefore, that any transportation research or planning effort be able 

ISJ. R. Meyer, J. F. Kain, M. Wohl, "The Urban Transportation Problem", Harvard Uni
versity Press, 1965. 
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to account for all of these interactions. How this is accomplished may be expected 
to vary widely. 
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In European experience, for example, there is a greater attempt to use planning 
policies with regard to the supply of facilities for the modification of the travel 
demand, thereby placing emphasis on the relationship between the level of service 
experienced and the type and magnitude of travel demanded by mode. The North 
American tendency, on the other hand, has been to establish a minimum standard 
for level of service and to seek to supply the transportation facilities required to 
meet this established level in the light of the travel demand, thereby placing 
emphasis on the level of service-supply portion of the basic three-way interaction. 

In short the options which are available for the specification of an efficient urban 
form appear to be existent and feasible; a major problem seems to be the deriva
tion of satisfactory evaluation procedures for its selection. 

4. CONCLUSIONS 
With the awareness of the danger that the general nature of this paper may 

have clouded more issues than it has clarified, the major conclusions with regard 
to urban form and the cost of transpo1tation are summarized below. 

(i) In view of impending urban growth the decision to plan the arrangement 
and intensity of land-use activities appears to be an important one. The 
planning policies required to effect the choice of urban form are at least 
partially existent now and the design of the transportation system is perhaps 
the most crucial of these. The transportation system plan is not only a prime 
variable in the achievement of a desired plan, but also forms a major cost 
component of urban growth; a cost which is significantly dependent on the 
form of the land-use plan itself. 

(ii) In addition to the location and capacity of the transportation network, the 
selected combination of mode facilities is also an important factor. Since each 
mode of travel performs specialized functions more efficiently than others a 
particular mode mix is implied by each alternative land-use plan. This, in 
turn, determines both the transportation cost and the level of transportation 
service provided. 

(iii) If more comprehensive land-use planning is to be achieved innovative plan
ning measures must be instituted, especially with regard to the introduction 
of new transport policies and the maintenance of public transit services. 

(iv) All available planning approaches and policy measures with regard to urban 
transportation costs and transport planning requirements should be exploited. 
These include a higher degree of involvement on the part of the federal 
government, a continuation of simulation analysis and research, and a wider 
use of the experimental field testing of new or revised transportation services. 
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MORPHOLOGIE URBAINE ET COUTS DE TRANSPORT : LEUR 
INTERACTION ET SES CONSEQUENCES METHODOLOGIQUES 

L'urbanisme contemporain compte parmi ses postulats les moins contestes 
!'existence d'une relation directe entre !'occupation du sol (physionomie et in
tensite) et les trafics propres a vivifier celle-ci. 

L'utilisation de cette notion en termes positifs reste toutefois difficile a definir; 
nous examinerons ici quelques unes de ses implications en termes de cout, et plus 
specifiquement !'influence des differentes formes d'urbanisation sur les charges de 
fourniture des services de transport. 

Les questions souleves par cette interdependance entre couts et formes peuvent 
se repartir d'abord en trois categories majeures : 

(i) l'integration elargie des plans d'usage du sol et de transport; 
(ii) celle de chacun des transports; 

(iii) le processus meme de planification. 
La premiere question sera consideree comme un probleme "en soi" en raison 

des lacunes dans la quantification de cette relation generalement reconnue entre 
couts et formes. 

Bien que l'offre de services de transport ne joue plus le role essentiel qui fut le 
sien dans le processus d'urbanisation, son harmonisation avec !'utilisation de 
l'espace demeure importante en raison des congestion constatees, et du cout 
d'organisation de ces services. 

En d'autres termes, la distribution spatiale des fonctions et des demandes de 
deplacement implique un reseau et un niveau particuliers des services, et des lors 
une charge specifique d'investissements. 

Le deuxieme probleme concerne la combinaison des modes de transport requis 
par la demande propre a une configuration urbaine donnee. 

Etant donne les differences d'efficience entre transports publics et prives selon 
les degres de densite cette combinaison est appelee a varier en raison des types 
d'urbanisation (haute densite a decroissance concentrique, systeme de satellites, 
etc.), entrainant des investissements differents. 

En troisieme lieu se pose la question du processus meme de la planification, 
d'une signification particuliere en cette matiere ou la difference entre program
mation partielle et integration prospective prend un sens nouveau. 

Bien que les deux modalites puissent se justifier, suivant les circonstances, la 
necessite de la methode globale s'affirme ici puisque les investissements en transport 
seront definis par les options entre concepts a long terme. 

Dans le contexte general de l'interdependance reconnue, plusieurs approches, 
d'ailleurs d'usage courant, paraissent utilisables. 

Les quatre principaux domaines de recherche sont les suivants : 
(i) Emploi des modeles de simulation : c'est celui des ordinateurs a grande 

vitesse pour simuler, en termes normatifs et effectifs, les consequences des 
differentes options de developpement urbain. 

(ii) Experimentation sur le terrain : pour les techniques nouvelles, !'adaptation 
des services et des itineraires ("GO Transit System," de !'Ontario). 

(iii) Planification novatrice : celle que definit John Friedmann par la preeminence, 
sur la recherche d'optimisation des ressources, du calcul des consequences 
attachees aux options a prendre. 
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(iv) Role du gouvernement federal : une participation grandissante dans les 
politiques de developpement urbain, dont l'aide au transport public, les sub
ventions experimentales ou autres subsides directs. 

Bien que toutes ces approches soient importantes, la premiere a peut-etre 
accompli l'avance la plus significative en quantifiant d'une maniere plus specifique 
!'interrelation "forme-transport." 

II a ete demontre d'apres Jes resultats de la simulation sur modeles qu'une 
organisation attentive des usages fanciers dans Jes centres satellites pouvait 
entrainer une diminution de 20 a 30 pour cent des deplacements. 

II apparait aussi que la dependance excessive d'un seul moyen de transport tend 
a provoquer une congestion plus marquee que l'emploi d'un systeme equilibre, et 
qu'en termes de morphologie urbaine, un plan fortement centre avec quelque 
dispersion de I'emploi et des "sous-centres" commerciaux se traduit par des 
parcours moyens plus courts que dans Jes autres concepts.1 

Bien que les c011ts de transport soient d'une determination malaisee des etudes 
preliminaires ont montre d'autre part qu'une occupation de l'espace en densite 
homogene pm'tera au maximum Jes couts d'investissement et d'usage qu'un concept 
polycentrique tendra au contraire a minimiser; un parti de type "central" prend a 
cet egard une position intermediaire. 

En resume ii apparait que les lignes de conduite relatives au choix d'une forme 
d'urbanisation sont maintenant partiellement connues. La conception du systeme 
de transport est peut-etre la plus cruciale non seulement comme variable primor
diale dans la composition du plan mais aussi comme un des elements majeurs du 
cout de la croissance, et notoirement dependant de la forme imprimee a celle-ci. 
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I 
This paper will be concerned with recent developments in a region which 

constitutes only a fragment of the Canadian-American Northeast. I think I will 
be able to demonstrate, however, that it is a significant, if not symptomatic frag
ment. I refer to the section of the St. John Valley in New Brunswick, extending 
from the confluence of the St. John River and its tributary, the Mactaquac, to 
the Town of Woodstock, 50 miles upstream. This has been the scene of intense 
activity during these last three years-activity associated with a major power 
project and a regional development plan. 

It is a region which dramatically illustrates the impact of geography on social 
and economic development. This was one of the areas which, as an aftermath of 
the American Revolution, was settled by a group of Americans who became 
known as the United Empire Loyalists. Whatever else the Loyalists may have 
been, they included a substantial number of the better educated and well-to-do 
colonial office holders from various strata, merchants, Anglican clergymen, 
artisans and farmers, and some of the intellectuals and literati of the day. It is 
believed that at least half of the graduates of Harvard came to Canada. The 
Loyalists must have been people with a certain amount of initiative and guts to 
leave established communities like Philadelphia and New York, for the bush 
country of the St. John Valley-even with the inducement of land grants from 
the King. 

As you know, some of these people did very well in Canada. On the edge of 
the region which is the subject of this paper, which I will identify as the Mac
taquac region, they played a large part in establishing the community of St. Ann's 
Point, which became the present provincial capital of Fredericton. Their impact 
on the cultural life of the country was substantial. It was here in 1785, only two 
years after their arrival, that the Loyalists were instrumental in establishing 
Canada's first University-the University of New Brunswick. And the literary 
climate they created was the matrix for the development of some of Canada's 
leading poets during our first half century-men like Charles G. D. Roberts, 
Francis Sherman and Bliss Carman, who was of New England Loyalist stock and 
related to Ralph Waldo Emerson. 

The settlers upstream along the valley, however, have not fared as well. After 

lMactaquac Regional Development Plan. Summary Report. H. G. Acres & Company Limited 
Niagara Falls, March 1965. 
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180 years of settlement, the following conditions were found among the 10,000 
or so rural people in the Mactaquac region: 

-Educational levels were lower than the rest of the province and Canada
only 40 per cent had more than an elementary school education. 

-Per capita income $734.) was only 42 per cent of the Canadian average 
(1,734). 

-A little less than half of the approximately 100,000 acres of cleared farmland 
was idle or non-productive. 

-More than half of more than a quarter million acres of small forest holdings 
was held by absentee owners-a symptom of steady out-migration. 

With the wisdom of hindsight, it is not difficult to see that a valley society 
based on farming was fighting against some tough environmental odds. The 
Canada Land Inventory shows that only 25 per cent of the cleared farmland was 
classified as good (Class II) farmland, and the remaining 75 per cent was physic
ally marginal, suitable only for pasture and hay or entirely unsuitable for agri
culture. The geographical barriers have been formidable. 

It is not the purpose of this paper to present a comprehensive picture of the 
Mactaquac region and the Mactaquac Regional Development Plan. 1 This has been 
done recently by Mr. R. C. Ballance, the General Manager of the Community 
Improvement Corporation ( the CIC), which is the body responsible for the 
planning and development of the Mactaquac region. 2 It is, instead, my purpose to 
deal selectively with certain aspects of the Mactaquac experience that are relevant 
to the development problems of the larger Atlantic and New England area. I will 
do so, I must warn you, from a highly prejudiced point-of-view-with the bias of 
someone who was associated with the Plan in a supervisory consultants' head 
office and, unfortunately, mainly absentee way. 

II 
The first point of interest to the economic developer is that the regional 

development activities in the Mactaquac area originate in the decision, early in 
1964, of the New Brunswick Electric Power Commission to further exploit the 
power potential of the St. John River ( some 1. 3 million K ws.), by the construc
tion of a dam and power generating station 14 miles upstream from Fredericton. 
The installation is designed for an initial capacity of 200 megawatts, and by 
1975, 591 megawatts. Behind this decision, at least insofar as its timing was 
concerned, was a large capital grant by the Atlantic Development Board, the 
federal agency formed a few years ago to prepare a development plan for the 
four-province Atlantic region and to build up, by financial assistance, the infra
structure of the Atlantic region. 

A power development of this nature superimposed on a settled area is bound 
to cause considerable dislocation. With an operating head of 100 feet, the head
pond will create an inland lake, 55 miles long and on average, half a mile in 
width. Below the flood line are 1000 properties and 300 families who must 
relocate. The CNR railway line, bridges and highways, including the Trans-

2R. C. Ballance: Water Pollution Control and Regional Planning: The Saint John River. 
Background Papers: Pollution and Our Environment. Canadian Council of Resource Ministers. 
Montreal, 1967. 
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Canada route on the south side of the river, will be flooded. The Mactaquac dam 
will be a barrier to the normal migration of salmon to up-river spawning grounds. 
For each of these effects certain limited and expedient steps can be and were 
taken by the Power Commission and other agencies involved. These are the in
escapable dislocation problems. The particular interest of the Mactaquac project is 
that it went far beyond these impact issues to a comprehensive study of the 
affected region's potential for economic and social development, and to the 
preparation, and later implementation of a Plan-a development strategy for the 
region, known as the Mactaquac Regional Development Plan. While for the 
Province as a whole the new power development was an unmixed blessing, an 
essential step to keep up with spiraling power demands, for the region in which it 
was located, it created a crisis. It is to the credit of those who were in the key 
decision-making positions that this crisis was turned into an opportunity for 
improving conditions in the valley. 

The forces behind this particular orientation of the Mactaquac project are of 
more than casual significance to those who are interested in the processes of 
regional development. We can trace one influence back to the Resources for 
Tomorrow Conference of 1961, and to the statement of Mr. Reg Tweedale, 
General Manager of the New Brunswick Electric Power Commission. Speaking in 
response to a paper by Mr. Irving K. Fox, Vice-President, Resources for the 
Future, Mr. Tweedale speculated on the possibilities of the multi-purpose water 
use and resource development of the St. John River basin-by a single authority, 
and he stated: "I believe that the overall resource potential of the St. John River 
is so great that no impediments should be allowed to stand in the way of sound 
planning and development."3 

At the crucial moment in the evolution of the Mactaquac development in 1964, 
this breadth of view coincided with certain trends in public policy at both pro
vincial and national levels. I have elsewhere pointed out the play of forces which 
caused certain provinces to concentrate on closing the gap in living standards and 
opportunities that exist between themselves and the Canadian heartland, of which 
Toronto and Montreal are, so to speak, the right and left ventricles. Per capita 
personal income in New Brunswick in the early sixties was 67 per cent of the 
Canadian average. The development focus of the New Brunswick government has 
been expressed on many occasions. And no matter what one's view of specific 
policies, such as the much debated "Program of Equal Opportunity", the respon
siveness to economic and social need and the propensity to bold experiment must 
be acknowledged. 

In Canada, this drive at the provincial level is paralleled by a shift from the 
Keynsian preoccupation with the gross national product and the comfortable 
aggregate to the Deutschian emphasis, after John Deutsch, Chairman of the 
Economic Council of Canada, on balanced regional development. For those of 
you who may be interested in following up this theme, I refer you to the Second 
and Third Annual Reviews of the Economic Council of Canada.4 

3"Organizing for Multi-purpose Development in River Basins", Water Workshop A, Pro
ceedings of the Resources for Tomorrow Conference, Montreal, October 1961. Queen's Printer 
1962. 

4Second Annual Review and Third Annual Review. Chapters 5 and 7 respectively. Economic 
Council of Canada. December 1965 and November 1966. Queen's Printer, Ottawa. 



50 PLAN: JOURNAL OF THE T.P.I.C./REVUE DE L'I.U.C. 

It was this combination of influences, and a few other personal and fortuitous 
circumstances, which led to the conception of a broad study and program for the 
Mactaquac area under the sponsorship of the Federal-Provincial program of 
ARDA, the Agricultural and Rural Development Administration. 

Within the framework of ARDA the federally-initiated program for regional 
development which is down-to-earth-that is, which takes its point of departure 
from man's relationship to resources, it was possible to launch a broad attack on 
the problems and potentials of the area affected by the Mactaquac power project. 
Under the supervision of the New Brunswick ARDA Committee, and a special 
sub-committee for the project, representing the Department of Agriculture, Lands 
and Mines and the Power Commission, regional studies were undertaken and a 
plan prepared by a consulting group-the planning arm of the consulting firm, 
H. G. Acres & Co. of Niagara Falls. The planning period extended from early in 
1964 to the spring of 1965. The study included each major resource-based 
economic sector, a comprehensive economic and social evaluation, resource 
capability and land use, new community development and the institutional frame
work for regional planning and development. 

The region of the study included the entire headpond area between the dam 
and the town of Woodstock, and the area of settlement (as distinct from large 
Crown and private forest holdings) on both sides of the river. A preliminary 
appraisal of conditions in the region established the premise that the study region 
was underdeveloped, in the sense that there were good prospects for using more 
capital or labour or natural resources-or some combination of these-to support 
its present population at a higher level of living. Of course, because the region is 
small and certainly not self-sufficient, it was not assumed that all adjustments of 
population to change would occur within the study region. 

To undertake the comprehensive research program, the consultant assembled 
in the region a highly diversified, inter-disciplinary group under the direction of 
Mr. Wally Packman, formerly of Federal ARDA and PAO. Through two of the 
specialist advisors, Dr. E. L. Baum and Dr. J. L. Knetsch, the group had a link 
with the experience of TV A and the Appalachian regional program. 

III 
Before commenting on specific aspects of the Regional Development Plan, I 

think it will be useful to indicate the present status of both power and regional 
development aspects. The dam and power station were scheduled for completion 
in late 1967. In April, 1965, the legislature of New Brunswick established the 
Community Improvement Corporation ( the CIC), a Crown Agency responsible 
for implementing the regional development plan. In September, 1966, a Federal
Provincial agreement was signed committing the expenditure of $21,000,000 over 
a 10 year period. The agreement covers activities and expenditures under the 
headings of Administration, Land Use and Adjustment, Forest Industry Develop
ment, Farm Consolidation, Recreation, Townsite Development, Reestablishment, 
Rehabilitation, Manpower Mobility and Training, and Research. A new town is 
being built, strategic shoreline land has been purchased, a major park is being 
developed, and historic buildings and artifacts from the headpond area are being 
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assembled. Comments on selective aspects of the regional development plan will 
necessarily reflect developments up to the present. 

Within the scope of the regional study certain aspects of the dislocation in the 
valley were seen in a new light. The headpond will not only inundate a lot of 
properties and roads, but these constitute the life-line of rural communities 
extending from 5 to 15 miles inland. Homes, schools, churches, cemeteries, stores, 
post offices and community halls are affected. It became clear that development 
potentials would not be attained by merely moving these facilities back on to the 
realigned highways. The new community pattern would have to be consistent with 
contemporary travel patterns, with new service needs, and with the potentials 
opened up by the development program. A solution was sought which would 
satisfy a number of requirements: 

( 1) The accommodation of relocating families. 
(2) The continuation of disrupted services, in a regrouped and modernized 

form. 
( 3) The accommodation of new services and activities-such as a recreation 

centre, the office of the Project Director, perhaps special training schools
which will make the new town the hub of the program of economic and 
social advancement for the region-and-

( 4) The relocation of an existing industry and the location of new industry, 
particularly plants associated with the use of the forest resource. 5 

The precise location of this centre is not of particular interest in the context of 
this discussion. Suffice to say that the town has been sited on the Nackawic River 
at a point which is about equidistant from Fredericton and Woodstock, and that 
it meets all transportation, land, utilities and scenic criteria. 

What is of interest are the means-technical, administrative and financial-for 
the creation of the new town, the town of Nackawic. Its planning and develop
ment falls within the jurisdiction of the CIC. The detailed plan of the town has 
been prepared at the request of the CIC by the federal housing agency, the 
Central Mortgage and Housing Corporation. At present the CIC has qualified 
professional planning staff to supervise the development of the town. Land for 
the town, including 2,200 acres of industrial land, has been purchased by the 
CIC, which is also bearing the cost of initial services. The federal government will 
share these costs. Local people are being encouraged to locate in the town by the 
offering of serviced lots at a price well below the going rate, by the writing off of 
major utility costs so that they will not be a burden on the town, and by the 
provision of reestablishment grants not exceeding $2,400. for relocating families, 
or for those who have sold their land because of its marginality, size, or other 
economic reasons to the CIC. 

At present the town shows every sign of fulfilling its role. Both primary and 
high schools are under construction, a recreation centre is planned, an established 
sawmill has relocated in the industrial district, and the firm of Parsons & Whitte
more have selected the town as the site of a 600 ton a day pulp mill. The foot
work and timing of the CIC exhibits a firm and sure touch. By completing the 

5For discussion of these criteria, see The Mactaquac Regional Development Plan. Interim 
Report, August, 1964. 
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engineering planning early in 1966 and letting the contract for basic utility in
stallations and the servicing of the first residential lots in the summer of 1966, 
the town is now in a position to play its role-( a) in the relocation of displaced 
families, and (b) the accommodation in the year ahead of some of the 400 
employees of the new pulp mill-as well as providing the commercial and com
munity services for the new industrial families. Nackawic is beginning to play its 
role in the development strategy of the region. 

IV 
The forest industry aspects of the Mactaquac Plan illustrates most clearly the 

main thesis of the plan, namely that the region has a substantial untapped 
development potential. I am well aware that the theory and practise of effective 
forest management and development is well established-and not exactly news. 
But the astounding, interesting and challenging aspect of the Mactaquac situation 
is that the cultural lag has been found to be so great-that is, ironically, on the 
doorstep of one of the strongest Forestry Schools in Canada. 

The basic facts are clear enough. The study of Land Use Capability for 
Forestry, which was undertaken in association with the Canada Land Inventory, 
indicates that 267,000 acres of forested land in the settled part of the region has 
a predominantly high capability rating. Costs of harvesting are reasonable because 
of the excellent accessibility of forested areas, by road and rail to markets. 6 

Nevertheless, only about half of the merchantable volume (160 million board 
feet of sawlogs and 1.6 million cords of pulpwood) is harvested, and present 
yields per acre could be doubled under improved management. Underlying these 
circumstances is the fact that the ownership of land is fragmented into 2,000 
small tracts of an average size of 130 acres-which is far below an economic 
minimum. The active woodlots are mainly sidelines to farming, and 54 per cent 
of the forest resource is absentee owned. 

To overcome the barriers to the economic development of the forests, the plan 
proposed that the regional development agency, now the CIC, take steps to 
establish an integrated forest management-processing-marketing-organization; 
a Forest Land Development Association. The basic idea is that the Association 
could become a vehicle for overcoming the handicap of absentee and fragmented 
forest land-by either the outright purchase of land, or by administrative con
solidation through the purchase of management leases from woodlot owners. The 
Association would apply sophisticated management techniques to woodlots which 
are large enough to achieve economies of scale. A key feature of the new 
structure would be the concentration yard, where the primary forest products 
would be bucked and graded for species, quality and size and sent to the wood
using industries-sawlogs to sawmills, pulpwood to pulp mills, and so on. In this 
way both the full utilization of the raw material and the rise of a group of 
integrated wood-using industries would be promoted. 

Success of this enterprise, which could take the form of a co-operative associa
tion, or a limited liability corporation, would depend upon the interest and 
participation of landowners-although the regional agency can play a critical 
role by the initial input of expertise and finance. The ARDA agreement provides 

6Forest Capability Study. The Mactaquac Regional Development Plan. November, 1964. 
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a capital fund for this purpose, and the CIC's enabling legislation provides specific 
statutory authority for this catalytic role. 

While the forthcoming establishment of a pulpmill at Nackawic bears out the 
prognostications of the plan-in a birth which I know was not achieved without 
skilful negotiating, not to mention federal and provincial aid programs-and 
provides a local market for pulpwood, and significantly the undercut species of 
hardwood, it does not in one stroke solve all the problems of the forest industry. 
It does nothing about better forest management, the essential thinnings, fill 
plantings, improvement and selective cuttings; and it does not achieve a full use 
of the timber resource. There still remains ahead the task of achieving a truly 
modernized and productive industry. It is at this point where implementation of 
the plan will run into one of its severest tests, because the indicated solution 
requires a high degree of co-operative action and initiative on the part of the 
established landowners. 

V 
When one comes down from the plane of general objectives and programs to 

the action level one is faced immediately with the question-who are the people 
we are dealing with? For this reason the Mactaquac Plan gave considerable 
emphasis to sociological studies. As stated in the report of Dr. Tom Philbrook, 
one of the aims of the planning study was to "provide guidelines for successfully 
linking development plans to existing patterns of organization and leadership, 
thereby granting greater possibility of success for the betterment of incomes and 
living standards". 7 

The social study was based on interviews, conversations and observations over 
a period of a year at two representative villages in the valley. It resulted in 
insights which relate to the carrying out of development programs, such as the 
recommended Forest Land Development Association. The landowners of forest 
land whose participation will need to be obtained consist, apart from the absentees, 
primarily of three groups: full-time farmers who own 33 per cent of the woodlots; 
part-time farmers-14 per cent, and rural residents-9 per cent. Each of these 
groups is more than a statistic. The sociological study showed quite strikingly 
that each of the three groups had distinctive values, attitudes, and ways of 
organizing themselves to achieve common purposes. The psychology of each, 
their adaptation to the modern world, and willingness to accept or participate in 
new economic opportunities are different. 

The study brought to light traits and attitudes which work at the same time 
both towards and away from co-operative action to achieve new purposes. The 
spectrum of views on change, range all the way from the old villager who told an 
interviewer-"! don't suppose the place has changed at all in a hundred years, 
maybe-I don't mean to say that's a good thing-but ya gets used to it, like that's 
the way it should be". To the view expressed at the other extreme-"It is just as 
well the government is filling this valley with water-best thing to get the kids 
out of here". 

This dichotomy runs through the values of the different groups. The full-time 

7Community Social Structure and Program lmpleme11tatio11. Mactaquac Regional Develop
ment Plan. February, 1965. 
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farmer, who is anchored in the old rural society, is a highly independent indivi
dualist who places great value on the entrepreneurial skills which have enabled 
him to survive and succeed in a market society. On the other hand he has learned 
the value of co-operation through his agricultural organization to achieve small 
economies of scale by purchasing feed on a carlot basis, and by other similar action. 

The rural resident has settled in the village because of convenience, lower living 
costs, or for sentimental reasons, and may commute as much as 30 miles daily to 
an industrial or white collar job. He is influenced by the values of the larger urban 
society which orient him towards education and a better job, but he is also 
concerned about bettering conditions in his village and has, for that purpose, 
formed village improvement associations. 

The part-time farmer, who is also a part-time labourer, has a foot in both the 
traditional and modern worlds, and is marginal to both. He survives on the basis 
of a somewhat tenuous welfare economy focussed on a household of two or three 
related families. He is turned inward to this small group, is conscious of his 
insecurity, but at the same time holds on tenaciously to his personal freedom and 
easy-going life. His co-operative efforts are limited to his own household society. 
He is difficult to reach. 

These few observations on different social patterns in the Mactaquac region 
suggest that any new approach to the work life of the various groups in a region 
like Mactaquac, such as the Forest Land Development Association, must be 
extremely sensitive to the many subtleties involved. It suggests that through the 
understanding of the society, ways can be found to release the initiative which is 
essential to the success of the development programs. 

VI 
I wish to say a final word about the Community Improvement Corporation. It 

is very much worth noting as an institution for regional planning and development. 
It combines in a single agency functions of planning, the regulation of land use, 
investment in infrastructure, manpower training, and public information and 
education on the development program. It can undertake land transactions, plan 
and develop new towns, encourage private enterprise. Under the Chairmanship of 
the Economic Advisor to the Government, its board of directors include the 
General Manager of the New Brunswick Electric Power Commission, and all 
departments of the provincial government that have some role to play in the 
development of the region. Incidentally, it also has jurisdiction over the develop
ment program in northeastern New Brunswick, based on a new metals industry 
complex, but that is another story. Through this kind of representation the 
Corporation is able to avoid the duplication in its own staff of expertise and 
facilities available in established departments. By a subtle orchestration, with not 
too many discordant notes, each of the departments can undertaken their part of 
the development program. The Corporation staff can concentrate on new functions 
related to overall co-ordination of regional land use and new town development, 
public information, the organization of regional data, and counselling to the people 
facing changes. They can also bring to bear outside specialists as the need arises, 
for example in their program of historical preservation and restoration. 

The accomplishments and potentials of the Corporation are considerable. It is 
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very much a part of the "new look" in the Government of New Brunswick with 
its emphasis on using the professional and administrative resources at the centre 
to the advantage of the regions of the province. In its present form, and looking 
at it conceptually as an administrative model for regional development, the 
Corporation begs the question: where do the people of the region enter into the 
decision-making process? I do not raise this question in the spirit of a fundamen
talist democrat, but because of the overwhelming evidence that the consideration 
of this question is crucial to effective regional development anywhere-particularly 
when a program gets beyond the bulldozer stage. 

RESUME DES OBSERVATIONS SUR LE PLAN DEVELOPPEMENT 
DE LA REGION DE MACTAQUAC 

La region de Mactaquac correspond au territoire affecte par la construction 
de la Centrale hydroelectrique du meme nom, dans la vallee de la riviere Saint
Jean. 

Le barrage et l'hydrocentrale, situes 14 milles en amont de Fredericton pro
duiront 591 megawatts vers 1975, sous 100 pieds depression. Le lac de retenue 
atteindra les lisieres de Woodstock, 55 milles en amont, avec une largeur moyenne 
d'un demi-mille. 

Le plan de developpement de la region de Mactaquac a ete instaure selon la 
legislation de l' ARDA pour faire face aux consequences immediates de cette 
operation ( 1000 proprietes, 300 familles, ecoles, eglises, entreprises, etc., devant 
etre submergees) et pour concevoir l'avenir de la region, a pres etude complete de 
son potentiel de developpement economique et social. 

L'ensemble barrage-hydrocentrale devait etre acheve a la fin de 1967. 
En avril 1965 le parlement du Nouveau-Brunswick institua la "Community 

Improvement Corporation," Societe d'Etat responsable de la mise en reuvre du 
plan. Septembre 1966 vit la signature d'un accord federal-provincial ouvrant un 
budget de depenses de $21,000,000. en dix ans. 

La portee du plan transparait dans la liste des secteurs d'activite et de depense 
figurant dans l'accord : administration; organisation fonciere et remembrement; 
developpement de l'industrie forestiere; consolidation agricole; loisirs; urbanisation; 
relogement; restauration; mobilite et formation de la main-d'reuvre; recherche. 

Une ville nouvelle est en cours de construction; des achats strategiques de 
rivage ont ete effectues; l'amenagement d'un grand pare entrepris ainsi que la 
sauvegarde des edifices historiques et des objets d'interet artistique. 

Le plan a ete prepare par un groupe d'experts-conseil de Fredericton en 1964 
et 65. Entre autres traits de particulier interet du point de vue de la methodologie 
propre a la planification d'une region sous-developpee on peut citer : ( 1) le 
developpement d'une ville nouvelle; (2) celui de l'industrie forestiere; (3) la 
creation de l'agence regionale du plan. 

L'etablissement d'une petite ville nouvelle repondait a !'intention de regrouper 
a court terme les services interrompus mais necessaires aux familles relogees, et a 
plus long terme de polariser le progres economique et social de la region. D'ou 
le centre de Nackawic, a mi-chemin entre Fredericton et Woodstock, rendu 
financierement possible par l'accord ARDA allouant les fonds devolus aux opera
tions foncieres et au relogement des familles. 
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Le plan de detail a ete entrepris par la Societe Centrale d'Hypotheques et de 
Logement, mais la "Community Improvement Corporation" est responsable de la 
conception generale et de !'administration. 

Une "Association de developpement du domaine forestier" a ete com;ue comme 
la cle de voute du programme, agissant comme organisatrice de !'exploitation, du 
traitement et de la commercialisation. 

Ses objectifs, identifiables au meilleur usage economique des ressources, seraient 
atteints par !'organisation du territoire, une gestion amelioree, la rationalisation de 
la coupe, et la formation d'une "famille" d'industries utilisatrices du bois. 

La "Community Improvement Corporation" creee pour repondre aux besoins 
specifiques de la region reunit en tant qu'agence permanente de planification et 
de developpement regionaux, les fonctions relatives aux plans a !'usage du sol, aux 
investissements en infrastructures, a la formation professionnelle, comme a !'in
formation et a !'education du public en matiere de programmes. 

Dans sa forme actuelle, conc;ue et consideree comme un prototype d'adminis
tration pour le developpement regional, la Corporation pose une question : ou les 
habitants de cette region entrent-ils dans le systeme des prises de decision ? 



PLANNING IN A FEDERATE STATE: THE EXAMPLE OF AUSTRIA 

Andreas Faludi 

A. THE LAND AND ITS HISTORY 

The author, Dip!. Ing. Dr. techn., 1940, studied archi
tecture in Vienna and graduated in 1965. For two 
years secretary to the "Austrian Society for Regional 
Research and Regional Planning" and editor of the 
Austrian planning journal "Berichte zur Raumfor
schung und Raumplanung." Thesis on planning prob
lems of a small town in the city region of Vienna. In 
1967-68 study of sociology on a British Council 
Scholarship at the University of Southampton, Great 
Britain. Major interest in planning theory. Lecturer 
at the Oxford College of Technology. 

Austria is a smallish country of some 30,000 square miles, comparable in size 
with New Brunswick or Maine and South Carolina in the United States. The 
Austrians pride themselves on living right in the centre of Europe, but since the 
political restructuring of Central Europe this is no longer such a privilege. The 
best one could make of their geographical situation is a bridge between the East 
and West: 761 ( 46 per cent) out of 1640 miles of their borderline is with 
Czechoslovakia, Hungary, and Yugoslavia. 

The country, with an area less than one per cent of Canada, stretches 350 miles 
from East to West and 190 miles from North to South at a latitude of 47-48 
degrees. A considerable proportion is part of the Alps, with altitudes of up to 
11,500 ft. North of the Danube, Austria has a share of the Bohemian Massif. 
Parts of Vienna, Lower Austria and Burgenland are basins which run out into 
the Hungarian lowlands. The mountainous character of the country poses con
siderable barriers to its over-all development. 

Ecologically the country shows a very considerable range of variations from 
glacier-regions high in the Alps to grasslands and brackish marshes round the 
Neusiedler-Lake in the East. The climate at this cross-point varies from Alpine 
to continental. 

The population of somewhat more than seven million inhabitants (approx. 38 
per cent of the Canadian population or somewhat more than the province of 
Ontario) speaks German. Slovene, Croat, and Hungarian minorities are small in 
number and comparatively well integrated. The gross-density of 33 persons per 
square mile is modest by European standards. 

23 per cent of the Austrian population is concentrated in the capital Vienna, 
a city of slightly more than 1.6 million inhabitants. Only four other towns have a 
population in the range of 250,000 to 100,000 inhabitants (Graz, Linz, Salzburg, 
Innsbruck). Half of the Austrians live in communities with less than 5,000 in
habitants. One out of six still lives off the primary sector.1 

IFor comprehensive summaries of the relevant data see: Rudolf Wurzer, Oesterreich, in: 
Handwoerterbuch fuer Raumforschung und Raumordnung, Hanover, 1966, and: Oester
reichisches Institut fuer Raumplanung, Raumplanung in Oesterreich, Vienna 1966. The latter 
includes summaries in English and French. 

PLAN: Vol. 10, no. 2, 1969 
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Many of the recent developments must be understood against the historical 
background with its shattering changes. A brief outline is therefore justified. 

Austria looks back to the days before the first World War, when Vienna was 
the royal residence, and the imperial capital of a 52 million population empire 
consisting of some 14 nationalities, the Austro-Hungarian Monarchy. This double
monarchy oriented itself to the South-East of Europe during the course of the 
Napoleonic Wars, when the Holy Roman Empire of the German Nation dissolved. 
In turmoil but not broken during the revolution of 1848, it was reorganized in 
the aftermath of a fatal war against Prussia and Italy in 1867 in an effort to 
reconcile the Hungarians. This was the last successful effort towards a solution 
of the problem of emerging nationalism. 2 Defeated in World War I, the double
monarchy broke up and a whole series of new nations emerged. 

The German speaking part of the former empire (minus the province of 
Southern Tyrol, which was lost to Italy) quite naturally oriented itself to the 
new German republic. With the Socialist government taking the lead, Austria 
wanted to become one of the German "Laender." This, however, was against the 
intentions of the Entente. 3 Austria emerged quite against its own intentions as 
an independent federal republic, which included only 12 per cent of the former 
empire's area. 

Without much incentive to survive, deprived of traditional resources and 
markets, left with a disproportionately big tertiary sector, with vital communica
tion-lines cut, shaken by an economic crises during world depression which 
brought unemployment to more than ten per cent of the population, shattered by 
a civil war, let down by the great powers, the unfortunate First Republic fell easy 
prey to the Third Reich. 4 

The end of World War II found Austria reborn if divided into four occupation 
zones. The Austrian nation, "first victim of the Nazis" (in the wording of the 
Yalta conference) ,5 developed quite unexpectedly new features under the challenge 
of partition ( with the Eastern parts occupied by the Soviets) . There were now 
strong needs for independence, and a pattern of mutual reconciliation emerged 
between the partners of a coalition government, which lasted for twenty years until 
1966. 6 

Structural changes which had begun during the expansive time of the Greater 
German war-economy, were quite logically not reverted. This refers to a range of 
large-scale and heavy industry, to an intensive build-up of a series of hydro-electric 
power stations, to the construction of motorways and the modernisation of rail
ways and other facilities. Austria set out to become, and is actually in the process 
of becoming, a fully industrialized state. 

2This so-called "Ausgleich" of 1867 created the double-monarchy. It gave the Hungarian 
part self-government under the sovereignty of the Austrian Emperor, who was at the same 
time Hungarian King. 

3The treaty of St. Germain excluded the union with the Weimar Republic. 
4The First Republic was occupied by German troops on 12 March, 1938. A plebiscite legal

ized this illegal occupation. Austria became part of the Reich and was split into several Ger
man provinces. 

5At the conference of Yalta the allies decided to re-establish Austria as an independent 
nation. 

6It may be remembered that the coalition partners were the adversaries of the civil war of 
1934. 
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In an attempt to secure the formerly German-held enterprises for Austria, 
immediately after the war a programme of extensive nationalization of heavy 
industry, banks etc. was implemented. The attempt was not fully successful and 
much of the negotiations which ten years later led to the States Contract evolved 
around the so-called "German property" in the Soviet occupation zone. The 
attempt, however, left Austria with a mixed economy, where a comparatively 
large proportion of the national product came from the nationalized basic 
industries. 

The Austrian States Contract of 1955 happily introduced a period of detente 
in the cold war. For Austria it brought independence, neutrality as a precondition, 
considerable but not unreasonable indemnities to the Soviet Union as a conse
quence, and an unprecedented prosperity as a concomitant. 7 

B. THE AUSTRIAN CONTRIBUTION TO THE DEVELOPMENT OF 
PLANNING THOUGHT 

The international competition for the "Ringstrasse" 1857 was the first of its kind 
in the nineteenth century. After the demolition of the fortifications it led to one of 
the finest achievements of civic design of that period. It initiated an age of pride 
and boom in an exploding metropolis. Many other cities throughout the world 
have followed Vienna's example. 

Vienna pioneered with another competition for a "general regulation plan" in 
1893, followed only in 1910 by the competition for Greater Berlin. In 1905, when 
forecasts estimated a population of four million inhabitants for 1950, a farsighted 
city government enacted the first green belt, the "Wood and Meadow Girdle."8 

Eugen Fassbender (1854-1923) developed an idea of functional differentiation 
during the competition for Brno, 9 and Camillo Sitte (1843-1905) wrote his "City 
Planning according to Artistic Principles," a book, which has been translated into 
several languages and commented on only recently by George R. Collins. 10 

Lecture-courses in town planning were offered at the "Technische Hochschule" 
of Vienna as early as 1902 by Karl Mayreder. Otto Wagner, prize-winner of the 
competition of 1893, presided the International Architectural Congress of 1908, 

7The States Contract was signed on 15 May 1955. No actual war-indemnities were incurred 
on Austria, but large payments had to be made in exchange for the "German property" -
mostly heavy industries which were built under German rule. 

son the development of Austrian city planning see: Rudolf Wurzer, Leistungen und Auf
gaben der Stadtplanung in Oesterreich, in: Archiv fuer Kommunalwissenschaften, vol. 4 
(1965), pp. 1-29, no. 1; especially for the "Wood and Meadow Girdle" see: Andreas Faludi, 
Der Wiener Wald und Wiesenguertel und der Ursprung der "green-belt"-Idee, in: Raumfor
schung und Raumordnung, vol. 25 (1967), pp. 193-206, no. 5, forthcoming in English in the 
Transactions of the Bartlett Society, University College, London, under "The 'Wood and 
Meadow Girdle' of Vienna and the Origin of the Idea of a Green Belt". For a contemporary 
account of Viennese city planning by an illustrious author see: Patrick Abercrombie, Vienna, 
in: The Town Planning Review, vol. 1 (1910), nos. 3 and 4. Raymond Unwin (Town Plan
ning in Practice, London, 1909) and H. Inigo Triggs (Town Planning - Past, Present, and 
Possible, London 1909) refer to Vienna in passing. 

9On Fassbender see: Rudolf Wurzer, Eugen G. B. Fassbender, in: Handwoerterbuch fuer 
Raumforschung und Raumordnung, op. cit. 

10On Camillo Sitte see: Rudolf Wurzer, Camillo Sitte, in: Handwoerterbuch fuer Raumfor
schung und Raumordnung, op. cit. The most recent translation by George R. Collins and 
Christiane Crasemann-Collins has been published in the series Columbia University Studies 
in Art History and Archaeology, New York 1965. By the same authors see: Camillo Sitte and 
the Birth of Modern City Planning, London, New York 1965. 
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which was held in Vienna. Hence, Vienna rightly claims a decisive influence on 
pre World War I planning. 

The unholy twenties and thirties saw Vienna enacting land-use regulations and 
carrying through an ambitious housing program. The latter led to the construction 
of respectable apartment-blocks, strongly influenced by an outspoken Marxist 
ideology and with mostly fine design quality, equal in standing to more famous 
examples abroad. 

In 1937, a unilateral effort of Upper-Austria to adopt legislation for regional 
planning came too late to be put into effect.11 Earlier interests in the problem of 
the city region of Vienna (plans were presented to the public as early as 1926) 
were taken up under German rule, but faded away during the restrictions of the 
war-economy. The hasty expansion of the city boundaries in 1938 was influenced 
by the need of the German administration for "greater" communities. Little 
systematic considerations had determined the extent of the new "Greater Vienna." 

C. POST-WORLD WAR II DEVELOPMENT 
Austria, as most other European countries, faced the problems of post-war 

reconstruction. The challenge was taken up with virtually no planning machinery 
at hand. Officialdom had suffered repeated purges, and what had been left was 
predominantly absorbed by the day-to-day needs of reconstruction. German rule 
had left the country with a hotch-potch of legislation, which added to the difficulty 
of handling a legal apparatus mostly consisting of ancient regulations. Acceptance 
of planning as part of the governmental machinery was very reluctant. Large-scale 
discussions of planning-issues were limited to Vienna.12 

I. The Federal States 
It was only due to the efforts of a handful of dedicated pioneers that some of 

the provincial governments instituted planning departments. A judgment on the 
legal situation, initiated by the state of Salzburg was a decisive turning point. 13 

The Constitutional Court authoritatively interpreted the standing of planning. 
According to this verdict planning was within the competence of the states, insofar 
as it did not affect explicit competences of the Federation. While admitting the 
possibilities of friction resulting from this parallelism, the Court ruled that this was 
inevitable, given the inherent character of a federation. 

Again it was in Salzburg, that the first planning-legislation was enacted in 
1956,14 to be followed by Carinthia (1959) 15 and Styria (1965).16 In 1962, 

11For the development of planning legislation in Austria see: Oesterreichische Gesellschaft 
zur Foerderung von Landesforschung und Landesplanung, 20 Jahre Raumplanung in Oester
reich, 10 Jahre Oesterreichische Gesellschaft zur Foerderung von Landesforschung und Landes
planung, Vienna 1965. 

12The 1956 Congress of the International Federation for Housing and Planning took place 
in Vienna. This congress gave rise to new discussions of planning issues. 

13See: Verfassungsgerichtshoferkenntnis vom 23. Juni 1954, Nr. 2674, K II-2754. Samm
lung der Erkenntnisse und wichtigsten Beschluesse des Verfassungsgerichtshofes, Neue Folge, 
no. 19, Vienna 1954. 

14Gesetz vom 13. April 1956 ueber die Raumordnung (Salzburger Raumordnungsgesetz), 
LGBI. f. d. Land Salzburg, no. 19, 1956. 

15Gesetz vom 10. Juli 1959 ueber die Landesplanung (Landesplanungsgesetz), LGBI. f. 
Kaernten, no. 47, 1959. 

16Gesetz vom 27. Jaenner 1965 ueber die Raumordnung im Lande Steiermark (Steiermaer
kisches Raumordnungsgesetz), LGBI. f. d. Land Steiermark, no. 78, 1965. 
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Vorarlberg adapted a formerly German act, which was said to enable statutory 
regional planning.17 This legislation had provisions in common, which gave the 
states the power to impose their will on the municipalities, insofar as regional 
plans had been adopted. Such legally binding regional plans are regarded as 
indispensable in order to secure the primacy of the public interest over the partial 
interests of individual communities. This is to be seen against the background of 
a tradition, where the power to plan is basically vested in the local communities, 
at least insofar as land-use regulations are concerned. This law was still enforced 
in 1962, when a major constitutional reform restricted state-control of local 
planning to purely formal issues.18 

Carinthia was to take the lead with the adoption of the first statutory regional 
plan, the "Development Plan for the Lake-District of Lower Carinthia." The 
author, Rudolf Wurzer, professor for city and regional planning at the "Technische 
Hochschule" of Vienna, was taking a leading part in the development of Austrian 
planning. As it stood, the plan required the communities to adopt certain land
uses in certain areas. In the absence of planning on the local level however, its 
latent function was to initiate local planning. Manifestly it aimed at structural 
improvements in an area with substantial minorities, whose allegiance had been 
repeatedly disputed by Yugoslavia.19 Another four statutory regional plans were 
to follow, three in Carinthia and only one in Salzburg.20 

Kurt Freisitzer commented on the fact that it was in Carinthia and not in 
Salzburg, where the first statutory regional plan was adopted, although it had 
been Salzburg, which had taken the lead with the adoption of suitable legislation. 
Indeed, in more than ten years which have passed since its enactment, only one 
regional plan with only minor importance has been implemented, incidentally 
comprising a community, where the head of the state planning agency acts as 
burgomaster. Freisitzer explained this deficiency in terms of organisational theory 
and pointed at the different underlying concepts of administrative structure and 
involvement of social forces. Planning in the Austrian federal states would thus 
provide excellent issues for comparative research in the administrative sciences, 
which have not yet been taken up. 21 

II. Vienna and other Municipalities 
Only moderate use has been made of the very considerable planning powers of 

local municipalities. In 1963, one out of nine communities had statutory plans. 
17Gesetz ueber die Abaenderung des Gesetzes ueber die Aufschliessung von Wohnsiedlungs

gebieten (1. Wohnsiedlungsgesetznovelle), Vorarlberger LGBI., no. 36, 1962. 
18Bundesverfassungsgesetz vom 12. Juli 1962, mit dem Bestimmungen des Bundes-Verfas

sungsgesetzes in der Fassung von 1929 ueber die Regelung der Grundsaetze des Gemeinde
rechtes und damit im Zusammenhang stehende Bestimmungen abgeaendert werden (Bundes
Verfassungsgesetznovelle 1962), BGBI. f. d. Rep. Oesterreich, no. 205, 1962. 

19This statutory plan is extensively referred to in: Rudolf Wurzer, Aufstellung und Inhalt 
rechtswirksamer Entwicklungsprogramme der Landesplanung, in: Berichte zur Landesforschung 
und Landesplanung, vol. 4 (1961), pp. 241-329, no. 4. See also: Amt der Kaerntner Landes
regierung, Abt. Landesplanung, Entwicklungsprogramm Unterkaerntner Seengebeit (Manu
script), and Verordnung der Landesregierung vom 11. Juli 1961, mit der ein Entwicklungs
programm fuer das Gebiet der Gemeinden Voelkermarkt, St. Kazian am Klopeinersee und 
Ebernclorf sowie fuer Teile der Gemeindegebiete von Gallizien und Sittersdorf festgelegt wird 
(Entwicklungsprogramm Unterkaerntner Seengebiet)", LGBI. f. Kaernten, no. 40, 1961. 

20This account does not include the latest developments after 1967. 
21See Kurt Freisitzer, Soziologische Elemente in der Raumordnung, Grazer Rechts- und 

Staatswissenschaftliche Studien, vol. 14, Graz 1965. 
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Efforts concentrated on the bigger cities, nine of which had its own planning 
department. 22 

The priority of post-war reconstruction applied predominantly to Vienna. The 
stock of housing of the old city had taken a bad beating. Shelter was the need of 
the day. Mass-transport was not thought to pose much of a problem. The most 
extended network of tramlines in the world, a partly elevated, partly underground 
circular line ( Stadtbahn), and some buses were ruled to be enough for the decades 
to come. Professor Karl H. Brunner, an eminent expert with international ex
perience, then in charge of the planning department, was not successful in his 
efforts to foster an efficient mass-transport system.23 

It was only thirteen years after the war, with the period of reconstruction just 
fading out, when the administration of Vienna-possibly under the impact of a 
congress of the International Federation for Housing and Planning, which had 
been held in Vienna in 1956, took up planning seriously. Another Viennese expert 
with international reputation, Professor Roland Rainer, was briefed. His terms 
were to present a general plan for the development of Vienna. The plan was 
adopted by the city council in 1961. 24 

In his previous writings, Professor Rainer had vigorously opposed any proposal 
of a mass-transport (subway) system for Vienna. He had advocated linear 
development of Vienna towards the South, with Wiener Neustadt, some twenty 
miles away, being the farthest point of a chain of satellites. Already in 1957, at 
the "Interbau" exposition in Berlin, he had presented the outlay of such a 
satellite with 10,000 inhabitants, which was conceived as part of this chain. 25 

Consequently, his proposals contained no plans for substantial improvement of 
mass-transport. Recent developments proved him wrong. Vienna has just started 
with the construction of a subway-system. The concept of 1961, although never 
officially abandoned, was thereby practically rendered useless. The great merit of 
Professor Rainer's work, however, lies in the minute surveys and analyses, which 
set standards for the future. Since his day the public takes some interest in plan
ning, which is nowadays even increasing. 

Ill. The Planning Profession 
Besides government agencies there are some semi-official consulting firms which 

engage in planning. Most of them restrict their activity to certain regions. All are 
supported by the government, chambers of commerce, trade unions, and other 
corporations, to whom they in turn offer professional advice. 20 Private consultants 
only rarely engage in planning. 

22See Georg Schreiber, Der Stand der Gemeindeplanung in Oesterreich, in: Berichte ztu· 
Landesforschung und Landesplanung, vol. 7 (1963), p. 297-363, no. 4. 

23See Karl H. Brunner, Stadtplanung fuer Wien, Vienna 1952. 
24See Roland Rainer, Planungskonzept Wien, Vienna 1962. 
20His advocacy of a linear development reached back to the days of German rule. See: 

Roland Rainer, Wien und das Wiener Becken, Raumforschung und Raumordnung, vol. 6 
(1942), pp. 106-113, no. 4/5. For a later statement of the same principle see: Bandstadt Wien 
- Die natuerlichen Tendenzen der staedtebaulichen Entwicklung im Wiener Raum, "der 
aufbau", vol. 8 (1953), pp. 211-220, no. 4/5. 

26The most important of these semi-official agencies is the "Oesterreichisches Institut fuer 
Raumplanung". For an account of its organizational structure and its clientele see: Raumord
nung in Oesterreich, op. cit. 
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The "Austrian Society for Regional Research and Regional Planning" (Oester
reichische Gesellschaft fuer Raumforschung und Raumplanung) provides a forum 
for discussion. Planning, not yet professionalized in Austria, established this society 
as a mouthpiece to influence public opinion. As such, it resembles rather the 
British "Town and Country Planning Association" than any of the professional 
organisations. With some ten volumes published to date and a circulation of one 
thousand, its quarterly, the "Berichte zur Raumforschung und Raumplanung," 
developed into a respectable planning journal.27 

Planning education in Austria as in Germany is a by-product of courses in 
architecture. 28 Such courses are offered at the "Technische Hochschulen" of Graz 
and Vienna and at the academies of fine and applied arts, both in Vienna. The 
newly reformed system of university education in the social sciences will induce 
the universities to offer some instruction in planning. No step towards establishing 
planning courses as such have yet been taken. 

D. THE PLANNING ENVIRONMENT IN CONTEMPORARY AUSTRIA 
Austria, it will be remembered, is a federal state. This means three levels of 

government (local, state and federal) with representative government on each 
level. As it happens, planning is performed on all the three. 

I. The Local Level 
On the local level the longest tradition of self-government is to be found. The 

very far-reaching degree of autonomy of local municipalities has its special draw
backs. The administrative load on this structure continually increases, although a 
considerable proportion of Austrian communities do not even use full-time, let 
alone professional staff. 

A major obstacle for planning from the point of view of community structure is 
the multitude of small units. 1600 out of the somewhat less than 4000 Austrian 
communities have less than 500 inhabitants. 1000 of them are concentrated in 
one state, Lower Austria. A good proportion of the smaller communities are still 
agricultural in character, a fact which does not ease the situation. 29 

The major income-source of municipalities are taxes on industry. This ruling 
penalizes communities with a great proportion of commuters. They on the other 
hand have to provide far more services. Competition for industrial development 
at any price is likely to result from this situation. Suburban communities in 
residential areas are worst off. 

II. The State Level 
On the state level planning is well established as a function of government. 

270ther Austrian journals rarely focus their interest on planning issues. A notable exception 
is the official journal of the Department of Building of the Council of Vienna, "der aufbau". 
Recent volumes have English summaries. It may be noted that the "Berichte zur Raumfor
schung und Raumplanung" are identical with the "Berichte zur Landesforschung und Landes
planung". The latter was the name of this journal until 1964. 

2sonly chartered architects are entitled to engage in land-use planning. To become a chart
ered architect, a degree and five years of approved professional practice are required, two of 
which must be devoted to site-supervision, a requirement which hardly complements the need 
for a more scientific approach to planning. 

29See: Oesterreichisches Institut fuer Raumplanung, Raumordnung in Oesterreich, op. cit. 
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However, only five out of nine states have enacted adequate legislation. In a 
governmental setting, where the concept of legal authority is eminent, where 
public action is limited to areas of defined competence, and where control by the 
public is rather rare, the establishing of a sound legal basis for planning is of 
crucial importance. Note the difference between this and the American concept 
of consensus and citizen involvement and a very loose system of government. 

Efforts in the remaining four states (Burgenland, Lower-Austria, Tyrol, Upper 
Austria) to press for planning legislation aim at replacing inadequate so-called 
building statutes, some of which date back as far as the second half of the nine
teenth century, and which only allow for some sort of land-use planning after 
very generous interpretation. 30 It is only through modern legislation, which in
corporates a notion of the common good, that the autonomous local municipalities 
can be required to coordinate their development, or-even more important-to 
allow for planning at all. 

Planning laws not only must implement planning, but must define and enforce 
land-use regulations. Compulsory purchase, expropriation, and conversion of 
agricultural land into other land-uses are still highly unresolved problems where 
private interests have a very decisive say. 

Ill. The Federal Level 
The Federation, it has been said, has no competence regarding land-use 

planning. This has proved an obstacle to overall development and only very 
recently has a commission been appointed to work out a concept for federal 
regional policies. 31 

Certain characteristics of Austrian political life form the background of these 
efforts. Animosity between the capital and the provinces (in the Austrian jargon 
the "Bundeslaender," although Vienna as one of the states is just a "Bundesland") 
leads to centralizing tendencies being identified with Viennese predominance. The 
formerly Soviet-occupied zone, having been deprived of the American help which 
was received by the Western states, and due to the relatively greater distance to 
the West, consists of the "have-nots" (with the exception of Vienna, which 
contributes very substantially to the gross national product), while the Southern 
and Western states are the "haves." They show a remarkable increase of popula
tion as opposed to stagnation and loss in the East. 

Across the real and imagined battle-lines goes another major political division, 
the fairly class-bound Austrian party system. Socialists have their strongholds in 
the cities and in particular in Vienna, while the "Peoples Party" ( something like 
the German "Christian Democratic Union") dominates more or less the open 
country. Urban-rural antagonism merges therefore with political discrepancies. 

Another political issue is likely to shape Austria's planning-environment: its 

30The building-statutes of Vienna are a notable exception. They are of comparatively recent 
vintage - 1929 - and they establish the notion of an overall land-use plan (Flaechenwid
mungsplan). Since Vienna is one of the federal states, this land-use plan has the same function 
as a state-development plan. 

31This commission is not comparable to a British Royal Commission insofar as it does not 
act independently. There is a ministerial committee, a committee of civil servants, and a com
mittee of experts including something like 40 scientists from different disciplines. No evidences 
are taken, but a great deal of research is contracted out. 
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relations with the Common Market. It is the official policy of the government to 
try to come to terms with Brussels. What is aimed at is a "special arrangement," 
more than mere association, but somewhat less than full membership, which is 
incompatible with neutrality status. 

A successful arrangement with the Common Market-admittedly a remote 
possibility in the near future-could have quite unexpected repercussions on 
regional structure. This unresolved problem gives all government measures ( and 
therefore planning) a provisional flavour. 

IV. Officialdom 
An account of the planning environment would be incomplete without a brief 

comment on officialdom. The Austrian (and the German) concept of administra
tion is that of authority as opposed to the civil service in Britain and "the 
machinery" in the United States. The citizen approaches authority as a subject, 
well aware of its legal power. The official is favored by whole series of legal 
prerogatives and exchanges comparably modest salaries for-political stability 
given-very considerable security. His code of conduct and the day-to-day reality 
of his professional career, on the other hand, subordinate the official to the 
politician. He still up to now fits very well Max Weber's distinction between 
politics and officialdom as two mutually excluding ways of engagement. 32 

It might be expected that this context of officialdom does not create an 
atmosphere, which is extremely favorable to innovations. In the absence of any 
standards, however, we do not wish to venture an opinion. Existing research 
confirms the apparently obvious inherent conservatism of bureaucratic organisa
tions. Even in Austria conservative attitudes might prevail among officials. 

E. RECENT PROBLEMS 
Which are the major problems which have to be tackled in this environment? 

Not unexpectedly, some are fairly general in nature, while others are peculiar to 
Austria. 

I. Shifts of Population 
The overall increase of Austria's population is a very modest one. Between 

1951 and 1961, however, there have been internal variations in the range from 
0. 7 per cent (Vienna) to 16.9 per cent (Vorarlberg). 

One of the striking facts about Vienna is the phenomenon of a shrinking 
metropolis. Had migration ceased, Vienna would have lost more than one fifth 
of its population. Cut off from the traditional immigration-areas after World War 
I, left with pensioners from all over the monarchy, the capital took another blow, 
when the Jewish community, some 200,000 in number, ceased to exist. With the 
rest of the immigration areas being depopulated by the pull of the capital, it is 
difficult to see how the inflow could be maintained at the present rate. Self
regeneration of Vienna's population is the least of possibilities, given its age
structure and procreation-patterns. 

Not only Vienna, but virtually all urbanized areas benefit from rural-urban 

32Max Weber, Politics as a Vocation, in: Essays in Sociology, edited by H. H. Gerth and 
C. W. Mills, New York, Oxford Univ. Press 1947. 
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migration. With Austria not yet being fully industrialized, this process is paralleled 
by heavy losses in the primary sector (24 per cent from 1951-1961). 

These tendencies are enforced by an overall shift of population away from 
what used to be called the iron curtain in the days of the cold war. 

II. Structure of Municipalities and Tourist Trade 
The smaller of the local municipalities tend to be most severely affected by the 

population-shifts outlined above. Even far-reaching mergers would only ease the 
purely administrative problems, but would not substantially improve the provision 
of facilities and services in those depressed areas. Given an overall tendency 
towards urbanization and industrialization, depopulation of rural areas will con
tinue and render increasingly difficult the securing of adequate standards of living. 

For years, the tourist trade has flourished and helped not only to maintain the 
Austrian balance of payments, but also to increase the income of rural areas. In 
the days of new currency allowances, however, tourism is a shifty fellow. 

There is no doubt, tourism always has had and will always have a very con
siderable importance for Austria. But in the age of mass-tourism further expansion 
will increasingly depend on heavy capital investment, capital badly needed in 
other branches of the economy. 

Ill. City-regions 
Fifty-seven per cent of the population live in six major urbanized areas. The 

concentrating tendency will probably continue along with population shifts such 
as outlined above. With Vienna being an exceptional case, the rate of growth is 
even likely to increase in the minor agglomerations. Among them, the city-region 
of Linz with its heavy industry grows fastest. 

Problems of planning in city-regions have not yet been tackled very vigorously. 
The planning environment has its special drawbacks. In particular with Vienna 
and the adjacent Lower-Austrian communities the situation is a complicated one. 
One of the controversies between the two states (it might be remembered that 
Vienna is a state and a municipality) evolved around the status of those local 
communities, which had been merged with Vienna into Greater Germany's Greater 
Vienna. They were finally ( and against the manifest desire of their population) 
given back to Lower-Austria. 33 

No legal framework exists for coordination and cooperation between the two 
states, nor is any conceivable for the moment. Without legal backing planning 
must depend on the good will of the two parties. Success of such voluntary 
cooperation has been limited to comparatively simple problems to date. 

Not so much with the other city regions. Klagenfurt, capital of Carinthia, and 
its environs have a statutory development plan, the only one thus far adopted in 
a city region. It deals with land-use only, but at least brings order into this vital 
part of planning. Incidentally it is the only one out of the four states with adequate 
planning legislation, where the rule of political rural-urban antagonism does not 

33The issue was an extremely complicated one. It involved constitutional laws and thus a 
two-third majority would have been required for amendment. It became finally entangled with 
the antagonism between Vienna and surrounding Lower-Austria, and hence a political contest 
of prime importance. In this atmosphere, a qualified majority which could have made the 
necessary amendments was inconceivable. 
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apply fully: Klagenfurt and Carinthia are both predominantly Socialist.34 

Studies in other regions are under way: Linz, capital of Upper-Austria,35 and 
the Rhine-valley far to the West, a highly dynamic, multi-centred agglomeration 
from the Lake Constance to the South, are subject to a kind of metropolitan 
planning. 36 

IV. Urban Renewal 
Urban renewal has two distinct meanings in Austria. First, vast pre-World War I 

multi-storey housing areas, densely built-up in a period of rapid expansion, are 
largely inadequate by contemporary standards. The problem applies predominantly 
to Vienna, where 70 per cent of the stock was built before World War I. Until 
recently, any solution was blocked by the unresolved question of housing legisla
tion. Effects of newly adopted legislation can not yet be estimated.37 

Second, a great many urban centres built in the early days of European history 
are in danger of falling prey to the repercussions of modern times, predominantly 
to traffic. This applies to numerous cases from the centre of Vienna to Salzburg, 
Graz, Innsbruck, and smaller places down to charming market-towns and villages. 
A federal authority for the care of monuments can rule against pulling down single 
objects of cultural significance. It cannot, however, protect whole areas nor has 
it the power or the means to assist in necessary protective and adaptive measures. 38 

The number of successful renewal projects and the delicacy of their solution 
are remarkable, given these difficulties and the excessive costs of such an under
taking. 39 Attempts at overall solutions have been limited to the city of Salzburg, 
where probably the most coherent core of some 400 mostly baroque houses exists. 
Only there steps have been taken towards securing financial means for renewal. 
It is disputed whether these means are adequate. Whatever the outcome will be, 
urban renewal has been institutionalized and thereby recognized as a common 
responsibility. 

What course urban renewal will take, depends not only on the incalculable 
amount of capital required, but also on an institutional structure which will have 
to involve the Federation. Local authorities, states, and the free market are very 
unlikely to arrive at satisfactory solutions on their own. 

V. Planning on the Federal Level 
While regional planning is within the competence of the federal states a number 

of issues with eminent repercussions on the regional structure are federal responsi-

34Amt der Kaertner Landesregierung, Abt. Landesplanung, Entwicklungsprogramm Klagen
furt und Umgebung (Manuscript), see also: Verordnung der Landesregierung vom 22. Mai 
1962, Zl. Verf. - 242/13/1962, mit der ein Entwicklungsprogramm fuer das gebiet der 
Landshauptstadt Klagenfurt und ihre Nachbargemeinden festgelegt wird (Entwicklungspro
gramm Klagenfurt und Umgebung), LBGI. f. Kaernten, no. 87, 1962. 

35The study is undertaken by the "Oesterreichisches Institut fuer Raumplanung". 
36The study is undertaken by Rudolf Wurzer. 
37Pre-World War I houses were until 1967 rent-controlled, and the largely privately owned 

stock was drained of capital. 
38Federal legislation reaches as far back as 1923: Bundesgesetz vom 25. September 1923, 

betreffend die Beschraenkung in der Verfuegung ueber Gegenstaende von geschichtlicher und 
kultureller Bedeutung (Denkmalschutzgesetz), BGBI. f. d. Republik Oesterreich. no. 533, 1923. 

39See Andreas Faludi, Die Sanierung des Wiener Blutgassenviertels, in: Berichte zur Raum
forschung und Raumplanung, vol. 10 (1966), pp. 245-264, no. 3/4. 
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bilities. Among them railways, certain classes of roads, airfields, mining, inland
waters, and forestry are the most important.40 Other legislation has been adopted 
with effects on regional structure in view, whereby general tax rebates, loans, and 
preferential public service price tariffs, were favored to direct subsidies.41 As an 
exemption a structurally very problematic primary sector is helped out by a 
protectionist policy. Direct subsidies and import-restriction have been mostly 
preferred to structural improvements. 

Some of the federal responsibilities are delegated to the states for administration. 
Planning for a network of roads, until recently, was in general limited to the area 
of one state. An overall framework on the federal level is under consideration. A 
preliminary survey has revealed very great differences in the provision of roads. 42 

The railway-network-with only one exception-did not see any extension 
since World War I. On the contrary in a number of cases secondary lines have 
been closed down and bus-services substituted. In an effort to rationalize the 
Federal Railways-notorious for their deficit-another major cut in the network 
is under consideration. This regression runs counter to other efforts aiming at 
structural improvements in depressed areas.43 

Advice on the coordination of a multitude of structurally relevant federal 
policies is one of the objectives of a newly appointed commission of experts. This 
commission-set up in a similar manner to one in the Federal Republic of 
Germany, where a comparable commission was of decisive influence-will come 
up against the drawbacks of a federal constitution. While the West-German 
statute gives the Federation the responsibility for adopting a legal framework for 
regional planning, no parallel provision in the Austrian constitution exists. 
Constitutional amendments require a two-third majority in the national assembly 
and, practically, an acceptance by the federal states, which is not very likely in 
the present circumstances. 

In the absence of any likelihood of such a consensus one does not want to 
venture an opinion as to the outcome of present developments. This, however, is 
only the political side of the coin. The great encouragement of regional research 
gives the impetus to these efforts towards the development of planning.44 

40Jt is within the nature of a federation that these federal responsibilities are listed in the 
constitution. All other responsibilities, including those which were not accounted for at the 
time when the constitution was drafted (1920), are automatically within the responsibility of 
the states. This includes land-use planning. Hence the ruling of the Constitutional Court re
ferred to further above. 

41The relevant legal provisions are extensively referred to in Rudolf Wurzer, Oesterreich, 
op. cit. 

42Oesterreichisches Institut fuer Raumplanung, Die Strassen Oesterreichs, Vienna 1965. 
43See Rudolf Wurzer, Die voraussichtlichen raumordnungspolitischen Auswirkungen von 

Rationalisierungsmassnahmen fuer Nebenbahnstrecken, Berichte zur Raumforschung und 
Raumplanung, vol. 11 (1967), pp. 61-86, no. 2. 

44For a summary of the work of the committee of experts see: Rudolf Wurzer, Probleme, 
Rechtsgrundlagen und Aufgaben der Raumordnung in Oesterreich, Berichte zur Raumfor
schung und Raumplanung, vol. 12 (1968), pp. 3-16, no. 1. 

For articles in English on specific Austrian planning problems not referred to in the text see: 
Leopold Rosenmayr, Housing and Family in the City of Vienna, A Report 011 Current 

Research, in: Transactions of the Third World Congress of Sociology, London 1956, vol. 
7, p. 81. 

Walter Stoehr, Development Planning for Depressed Areas: A Metlwdological Approach, in: 
Journal of the American Institute of Planners, vol. 30 (1964), pp. 123-131, no. 3. 

Hans Strotzka, Man, Health, and City Structure, Socio-medical and Socio-psychological Views 
on City and Land Planning, in: Journal of the American Institute of Planners, vol. 23 
(1957), pp. 9-12, no. 1. 



PLANNING IN A FEDERATE STATE: THE EXAMPLE OF AUSTRIA 69 

VI. Planning Education and the State of the Profession 
Only architects are legally qualified as planners in Austria. For historical 

reasons land-use planning, still the prevailing form of planning, is a by-product 
of the architectural profession. No differentiation even within the architectural 
profession has yet taken place. 

Under these circumstances physical determinism is a predominant feature of 
planning thought. With notable exceptions no interest has been taken in filling the 
gaps between planning and the social sciences and vice versa. Consequently, 
planning theory is particularly unsophisticated. 

What has been achieved in planning is due to the dedicated efforts of indivi
duals, but not to the effectiveness of any machinery. These largely self-styled 
planners have accumulated considerable experience. In an age of rapid change, 
however, the absence of a theoretical basis is badly felt throughout the world. 
It is likely to be felt soon in Austria as well. 

Planning education is a concomitant of architectural instruction. It is hard to 
see how the mounting need for trained staff in agencies throughout the govern
mental structure could be met in the future without a professionalisation of planning 
and an emphasis on planning education as a precondition to the first. 

E. FINAL REMARKS 
In the previous pages planning has been described in the fairly structured but 

tight governmental system of a federation. Drawbacks are inevitable in any system. 
Deadlocks of development are not permanently insurmountable. Relatively great 
powers of government and an underlying commitment to the common good can 
create very favourable circumstances for planning in the future, much more 
favourable possibly than in other countries, where, indeed because of greater 
challenges, a more sophisticated planning profession exists. 

, , 
RESUME 

L' Autriche, pays au territoire relativement petit, peut dans un certain sens 
etre considere comme une tete de pant entre !'Est et l'Ouest. Malgre son histoire 
longue et animee, !'urbanisation et !'industrialisation n'ont pas atteint le developpe
ment espere. Pour etre compris, plusieurs elements de la situation actuelle devront 
etre analyses a la lumiere des changements souvent fracassants de son histoire. 
De l'Ancien Empire, il ne reste a l'Autriche de 1969 que 12 pour cent de son 
ancien territoire. Apres son assujettissement au Troisieme Reich elle rena'it a 
nouveau et a la suite de la signature du "Contrat d'Etat" en 1955, conna'it depuis 
une periode de prosperite sans precedent. 

Vienne, la fiere et glorieuse capitale imperiale, a joue un role decisif sur la 
planification dans la periode precedant la premiere guerre mondiale. Signalons le 
"Ringstrasse," le "plan regulateur" de 1893, le projet de "Ceinture Verte" et les 
travaux d'Eugen Fassbender, Camillo Sitte et d'Otto Wagner. L'Autriche d'alors 
contribue substantiellement a !'evolution de la pensee en urbanisme. Cependant en 
1945, malgre l'urgence de la reconstruction d' apres-guerre, le pays sub it une 
periode de stagnation. La planificatior. n'est acceptee qu'avec reticence. Ce n'est 
qu'en 1956 qu'une legislation satisfai,<,,.-.te en ce domaine est adoptee et ceci par 
un des Etats federaux. Mais !'importance d'une assise legale gouvernementale 
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solide est bientot reconnue et trois Etats suivent peu apres l'exemple du premier 
tandis que [es autres reclament maintenant une legislation appropriee. 

Le contexte actuel, de la planification autrichienne, est decrit en details dans 
/'article. ll fait etat des grands problemes presentement confrontes tels : les mouve
ments de population de !'Est a l'Ouest et des zanes rurales aux centres urbains, 
la restructuration des gouvernements municipaux, le developpement de l'industrie 
touristique, !'emergence des villes-regions, les problemes de renovation urbaine et 
ceux de la planification au niveau federal qui, rappelons-le, sont particulierement 
delicats etant donne !'absence de pouvoirs habilitants clans ce domaine dans la 
constitution de l'Etat Central. 

ll est espere dans les prochaines annees que les institutions autrichiennes 
d'enseignement superieur dispenseront des cow·s avances sur la planification pour 
palilier aux lacunes existantes. Car [es gouvernements en possession de pouvoirs 
relativement influents peuvent engendrer un climat des plus favorables a la plani
fication, peut-etre plus que dans d'autres pays, oi't a cause de defis plus aigus il 
existe des groupements professionnels de planificateurs plus chevronnes. 
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Les lecteurs sont invites ii soumettre des 
commentaires ou des exposes sw· taus 
sujets se rapportant a la profession ou sur 
!es articles publies dans cette Revue. Ils 
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Brief Resume of Author's Background 
Born in England, Mr. Udy was evacuated 

to Montreal during World War II. He returned 
to this country in 1958, after obtaining an 
honours degree in Town and Country Plan
ning from Durham University, and working 
both in England and Ethiopia. In Ethiopia, the 
author worked as an assistant to Sir Patrick 
Abercrombie; and latterly as Planning Direc
tor for Addis Ababa, and as new town con
sultant to the Governor of Sidamo Province. 
After a short stay in Western Canada, Mr. 
Udy worked in the U.S.A. He produced a 
metropolitan plan for Albuquerque, New 
Mexico, moving then to Minnesota to work 
on the Twin Cities' Joint Program for Land 
Use and Transportation. For the past three 
years, he has been working on the "Plan Te
moin", Montreal's demonstration regional 
plan, and recently has accepted to join with 
Sunderland and Simard Planning consultants 
in Montreal. 

THE TALE OF THE 
ADANAC'S CALLIDACS 

A Modern folktale inspired by 
some of the briefs to the 

Hellyer Commission 
JOHN UDY. 

Once upon a time, a long time ago, 
there lived in a country called Adanac a 
people who loved big cars. Their Dorfs 
were big, so were their Telorvechs; but the 
biggest of all were their Callidacs. 

After a long and arduous war, with the 
soldiers coming home, the cry went up for 
"cars fit for heroes to drive in". Adanacian 
politicians, campaigning for re-election, 
were prone to talk about the "God-given 
right" of every citizen to own a Callidac. 
For those following these events, it was no 
surprise that the Adanacian Parliament 
soon passed without opposition the "Na
tional Automobilising Act." This was hailed 
as a great step forward, and everyone was 
happy, at least for a while. 

But bit by bit, people began to wonder 

Readers are invited to submit letters or 
short statements on any subject of profes
sional interest, including comments on 
articles, for publication under "Opinion". 

whether all was well with the production 
of automobiles in the country. There was 
the automobile industry, for instance, 
which in Adanac was composed of many 
small companies. They lacked good admini
strators and were greatly limited by the 
splintered guild system of the mechanics, 
body-workers, painters, and all the other 
trades that went into making the hand
crafted Callidacs. 

However, the industry was proud of it
self. It claimed to exemplify the best char
acteristics of the favoured economic sys
tem, "private endeprive". Unfortunately, it 
also exemplified some of the worst aspects 
too; one of them being expressed in the 
phrase, "Wotsgood IV jenrulmoter zizgood 
IV th 'ewessay," which roughly translated 
means, "People are buying our products 
and we're making a profit, so why rock the 
boat by trying to find out what people 
really need." 

It was true that people were buying their 
Callidacs, but as time went by, even with 
generous government help, less and less 
could afford them. Many were forced to 
share the use of old Dorfs and Telorvechs, 
rented to them by the notorious "lum 
slandorls," who, when they were asked 
how they could be so mean would reply, 
"Nonsense! We are providing a public ser
vice," which everybody reluctantly agreed 
was true. 

Nevertheless, this state of affairs was 
shocking to the "diddle mass," the ruling 
caste in Adanacian society. People should 
not have to suffer the dangers and in
dignities of driving such old and unsafe 
vehicles, they said. Forthwith, they quickly 
passed "auto renewal" legislation, which 
gave the government the right to pay the 
"lum slandorl" for his car, eject the occu
pants, and at government expense, crush 
the dorf and melt it down to make more 
Callidacs. 

Occasionally, they build buses for the 
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"roop" ( the untouchable caste), but not 
too often, for they weren't very popular. 
Later they conceived of the idea of replac
ing worn-out parts to make old cars run 
again. Sometimes, this process of "auto
mobile renovation" even caught the imagi
nation of wealthy diddle mass people, as 
witness Nwotegroeg, in the capital of near
by ASU. 

Things came to a head, when not only 
the "roop" were without suitable vehicles, 
but many of the less wealthy "diddle 
mass" too. Finally, under a new govern
ment headed by a Mr. "True Doe" ( trans
lated "Real Money"), an in-depth investi
gation of the automobile situation was in
augurated. Mr. Heavenyer, Minister of 
Housing, was collecting briefs from every
body who thought they had the solution to 
the problem. 

One group known as BERT who repre
sented the auto industry, said all was fine, 
except people could not always afford the 
Callidacs they were producing. The ob
vious answer, they said, was to raise the 
standard of living to the point where they 
could. A suggestion that the auto industry 
could never build enough Callidacs to fill 
the expected need, was angrily denounced. 
"We can produce the Callidacs," they said, 
"if government would cut back on the 
completely unnecessary high standards that 
are imposed, and the red tape one has to 
go through to get a licence." 

The local governments countered by say
ing the industry did not realise the prob
lems forced on the government by their 
building Callidacs. Every time one came off 
the assembly line, more roads had to be 
built; more sidewalks, traffic lights and in
terchanges, and more parking areas and gas 
stations. 

Finally someone representing a profes
sional group of people- and auto-watchers 
spoke up. Plainly, he said, the reason for 
our problems is that a group of people are 
making a packet selling gas at exhorbitant 
prices. It is this, he stated, that is putting 
the costs of a Callidac beyond the reach 
of the average earner. 

No one, it seems, was willing to suggest 
that though they might condemn the profi
lators for specuteering perhaps the Ada
nacians' inordinate love of big cars was the 
root problem; and that if smaller cars, and 
many more buses were built, the price of 
gas would not be so important. Granted, 

some people really needed and could afford 
or should be subsidised to own Callidacs, 
but many more would actually be happier 
driving something less bulky and money
and time-consuming in upkeep. If less Cal
lidacs were built, congestion problems 
would diminish, as would the growing 
need for more roads and service stations. 

Interestingly enough, the Adanacians did 
not always dream of big Callidacs. In 
earlier times, even very wealthy people 
drove much more modestly scaled vehicles 
which needed much less gas. The taste de
veloped, it seems, when many Adanacians 
went west to open up their country. Under 
such circumstances, gas was so plentiful, 
that one could easily justify driving the 
biggest car one could afford. Later, when 
many Adanacians moved from the 
countryside to the small town, they bought 
the same kind of car. The towns being 
small, gas was still quite plentiful, and 
there weren't so many people that their 
large vehicles caused too many problems. 

Nowadays, as elsewhere in the world, 
Adanac's growth is concentrating in but a 
few huge metropolitan areas. What is not 
realised is that much as their forefathers 
had to adapt to the wilderness or perish, 
they now have to adapt to metropolitan 
living or they too will perish. The Ada
nacian must stop building cars suitable for 
the countryside. The price of such presti
gious items is just too high. The crisis is 
now making it clear that drastic changes 
are needed; but strangely enough, no one 
seems to suggest the necessity to start at 
the beginning by designing from the 
driver's seat, with comforts and accomoda
tion for all sizes of family, all incomes and 
age groups in mind. It is strange that Ada
nacian government policy has thoughtlessly 
extended unrealistic and inappropriate 
modes of driving in Adanac and through 
this, artificially boosted a moribund in
dustry. In short, Adanac's highways are 
still clogged with Callidacs because Adana
cians persistently ignore root issues to 
squabble about side effects. 

Of course, this could never happen here! 

Resume 
L' Adanac parle aux Canadiens 

L'auteur prend J'exemple d'un pays ima
ginaire, l'Adanac (Canada a l'envers) pour 
montrer la fa~on singuliere dont l'industrie 
du batiment, et bien souvent Jes urbanistes 



eux-memes, ont l'habitude d'envisager les 
problemes du logement. Sous forme de 
parodie, on montre l'Adanac aux prises, 
non avec une crise du logement, mais plu
tot avec une plethore de grosses voitures. 

La morale de l'histoire est que )'accep
tation inconditionnelle des normes residen
tielles de banlieue entraine l'etablissement 
inconsideree de la ville avec ses conse
quences sur la hausse des couts financiers 
(speculation entre autres) et sociaux de 
!'urbanisation, ainsi que ceux des couts de 
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la vie par menage de plus en plus prohibi
tifs. Le desir generalise de la maison isolee 
en banlieue est a la source d'un grand 
nombre de nos diflicultes en logement. II 
est important de retenir cette constatation 
si nous voulons nous attaquer au fond du 
probleme (le genre d'habitation desirable) 
plutot qu'a certains de ses symptomes 
comme ceux des couts prohibitifs du ter
rain et de la construction. 

Michelle Keaton 
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