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EDITORIAL 

Panegyrics on Canada's great open spaces are not one of our scarce resources. In 
fact, we grow so accustomed to the continental scale of our country that we often 
fail to appreciate its significance. This has particular point in the field of town and 
regional planning. 

The magnitude of the country and its federal form, together work to produce a 
diversity in development challenges and in patterns of community planning. This 
can be a great boon to progress in the continuing battle to shape our environments 
and use our resources in an optimum way. For within a single federal state, sharing 
certain broad traditions and objectives, we can draw upon a great variety of 
approaches and experience, which is extremely important in a field that moves for
ward by the inter-action of concept and practice. 

While each part of the country feels compelled to work out its own distinctive 
solutions, these solutions are not merely of parochial interest. Thus, in meeting its 
water conservation problems, Manitoba can learn from the efforts to plan for entire 
watersheds in Ontario, just as Ontario-with its great burst of urbanization-may 
find some interest in understanding the basis of regional planning in Alberta. 

While Canadian planners have this great advantage, we do not always capitalize 
on the increments arising from our size and diversity. We are sometimes reluctant to 
leave the comfort, or at least the familiar pitfalls, of our own oysters, and our 
means of communication at a professional level are limited. 

Over the past four years, PLAN has attempted to construct a bridge across the 
country. We have had articles on zoning administration in Vancouver; on "new 
town" planning in Kitimat, Prince Rupert and Fort Saskatchewan; on the back
ground to regional planning in Alberta; on metropolitan, neighbourhood and project 
planning in Toronto; on an approach to planning education in Quebec; on the 
development of the North; and on some of the historical background to urban 
development in British Columbia and the Atlantic Provinces. At the same time 
there has been an attempt to follow trends, both of practice and theory, while 
keeping open a window on the world. 

There are some obvious gaps in the bridge. There remains a need for a steady 
and constructively critical commentary on the planning experience of the different 
parts of the country. To progress, we must dare to walk the rope between useless 
pleasantries and insulting attack. 

As the beginning of a more systematic presentation of current trends in Canadian 
planning, the forthcoming issues of PLAN will present a series of articles on the 
evolving approach to regional planning in the Province of Quebec. 

1.0.G. 



LIMITATIONS OF SIMULATION OF FUTURE BEHAVIOUR 

Hans Blumenfeld 

Mr. Blumenfeld is a planning consultant with exten
sive international experience. He is at present a 
Research Associate at the Division of Town and 
Regional Planning, University of Toronto, and con
sultant to the Metropolitan Toronto Planning Board 
and the Planning Department of the City of Montreal. 

The ultimate purpose of all planning work is to recommend decisions, generally 
involving investments, to public or private action agencies. Decisions are always 
based on a prediction of their consequences, whether this prediction is made expli
cit in detail or merely implied in a general way. If a decision is made by tossing a 
coin, the probability that the prediction will come true is 50%. If a prediction is 
based on informed judgment, the probability that it will come true is increased by 
a sizable percentage, but it is not possible to measure the size of the percentage. 
Any decision involves a choice between alternatives. The correctness of the pre
dictions concerning the results of the chosen alternative can be measured, but only 
after the investment has been made. The correctness of the predictions concerning 
any of the rejected alternatives always remains unknown. 

The use of computers to simulate future traffic behaviour makes possible far 
more detailed predictions of the results of a number of alternatives than can be 
made by any other method, and thereby increases the probability that the predic
tions are true and that the decisions based on these predictions will be correct. 
With an investment of one billion dollars even an increase in probability by as little 
as 1 % is likely to result in saved costs or increased benefits of the magnitude of 
10 million dollars. The justification for the expense in time and money required to 
construct computer models rests in this increased probability of true predictions. 

Therefore, the Metropolitan Toronto Planning Board has undertaken a study of 
traffic expected in 1980, using simulation techniques. In this study the distribution 
of land uses, population, and employment, laid down in the draft of the Official 
Plan, was treated as fixed. Also assumed as fixed were the correlations between 
variables such as number and density of households and of jobs, income level, time 
and cost distance, street capacity, trip generation and distribution, and choice of 
mode and of route. These correlations had been derived from the analysis of a vast 
array of observations of past behaviour and were expressed in the form of mathe
matical equations. Systems of transportation facilities, income levels, speed and 
fares of transit, and parking costs were varied in various simulations. 

As usual in all such studies, land use data were averaged and summarized for 
areal zones, and travel paths were represented by a limited number of links and 
nodes. Simulated traffic loads represented average hourly loads during a two-hour 
workday morning peak period. 

The study has produced very valuable results. In addition it has produced, as a 
fringe benefit, some insights into the limitations of simulations which may have 
some general validity. 
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WHAT THE COMPUTER CAN AND CANNOT DO 
There is a popular notion abroad that electronic computers are "thinking ma

chines". Actually they can perform only a very few of the simplest of those opera
tions of the human brain which we call "thinking". They can perform three operations: 

(a) Add and subtract figures 
(b) Differentiate between zero and other numbers 
( c) Memorize numbers 

In the performance of these three operations the computer is vastly superior to 
the human brain. But it can undertake these operations only after having been 
instructed by men how to apply them in a long series of carefully programmed 
steps. Any errors of judgment in the formulation of these instructions, as well as 
any inadequacies of the data which are being processed, will be reflected in the 
results produced by the computer. 

These results consist of arrays of many thousands of numbers. These numbers 
have to be arranged, mapped, and compared, in order to derive a meaningful 
interpretation of the results of a set of computer runs. This interpretation inevitably 
requires a certain degree of human judgment. 

As will be evident from these short remarks, the computer is a very potent and 
valuable instrument used by fallible human beings, not a superior brain endowed 
with some superhuman power to see the future in a crystal ball. 

CHANGES IN TRAVEL BEHAVIOUR 
Of necessity, any prediction of future human behaviour can be based only on 

experience of past behaviour. In Toronto adequate observations were available only 
for the year 1956. It was not known whether behaviour would remain constant. 
The correlations between behaviour and the factors which had been found to 
determine behaviour might change, in which case the equations expressing these 
correlations would be valid no longer. Fortunately, a comparison with travel 
behaviour observed in a number of metropolitan areas in the U.S.A. over a period 
of 15 years indicated that these correlations are indeed relatively constant. 

However, this by no means precludes the possibility of future changes. If and 
when observations made in different years in the same area should show such 
changes, it would be possible to project trends of behavioural change. This would 
reduce the chances of erroneous predictions, but it would not eliminate them. 
Trends may change and new trends may appear at any time in the future. Here 
lies a first and basic limitation of all simulations of future behaviour. 

IMPACT OF TRAVEL ON LAND USE 
As noted earlier, in all models land use has been kept constant, although it is 

well known that changes in the transportation system will generate strong pressures 
toward changes in land use, which changes in turn will generate different traffic 
patterns. 

The draft Official Plan had, of course, attempted to anticipate the probable effect 
of the transportation facilities included in that plan. Insofar as facilities finally 
adopted differ from those in the draft Official Plan, it must be expected that land 
uses and densities will differ from those presented in the plan. Moreover, other 
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changes, in particular in density, may occur for a variety of reasons beyond the 
control of the Planning Board. 

While the models, being based on the assumption of a given fixed land use 
pattern, could, by definition, not reproduce the changes which may be expected to 
result from changes in transportation, they do give some indication of the direction 
and order of magnitude of the pressures which are likely to produce such changes. 
These indications are contained in the results of the traffic assignment programmes. 

VARIATIONS WITHIN PEAK HOUR PERIOD 
A serious difficulty arises from variations of demand within the two-hour peak 

period which has been simulated in the models. Observations show that the load 
on transit facilities during periods of a quarter of an hour or longer may exceed 
the average of the two-hour peak period by as much as 50%. The load may be 
further increased when weather conditions cause people to switch from driving to 
transit riding. Observations on roads generally show variations of only I 0% to 
20% during a two-hour peak period. This is evidently due to the fact that during 
the whole length of such periods most roads are used close to the limits of their 
capacity. On roads not used to capacity variations up to 50%-70% have been 
observed. 

TRIP DISTRIBUTION 
A key part of the models consists in programmes which simulate the number of 

trips which people will make between any one zone and all other zones, under 
given conditions. If one of these conditions is changed anywhere, the trip distribu
tion is changed in the entire system. For instance, if a new expressway reduces the 
travelling time between zones A and B, more trips will be made between A and B 
and correspondingly fewer trips both between A and C, D, etc., and between B 
and C, D, etc. 

The increased trip volume between A and B found by a trip distribution pro
gramme is then assigned by a second programme to the various facilities which 
can be used to make trips between A and B. This may lead to the result that the 
addition of a new facility, such as, e.g., a commuter railroad line between A and B, 
may show an increased, rather than a decreased volume on roads connecting A and 
B. This result may not be as absurd as it appears to be at first glance. Assume, for 
instance, a person working in zone A in the central city making a choice between 
suburban residences in zones B and C, respectively, which have equal road access 
to A. If zone B, in addition, has access by suburban railroad, he is likely to choose 
zone B, but may still drive to zone A. 

Under the conditions of fixed land use distribution assumed in the models, this 
effect is probably overstated. It implies that some other person, who would other
wise have lived in B and worked not in A, now lives in some other zone. In 
reality, it is more likely that the new commuter to zone A will be added to those 
who would have lived in zone B under the previous conditions ( without the com
muter railroad). In this way an increase on all facilities between A and B indicates 
strongly that the land use plan should assign higher volumes of residents and of 
jobs to zones A and B, respectively. 
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The effect of changed accessibility on trip distribution is, of course, a long-term 
effect which works itself out only as and when people change residences or jobs. 
In the short run, immediately after a new transportation facility becomes available, 
the old pattern of trip distribution still prevails and the change will consist only in 
a shift of travel from the old to the new facility. This can be measured by "freezing" 
the trip distribution. In evaluating the different results of "free" and "frozen" trip 
distributions, respectively, this difference between long-term and short-term effects 
must be kept in mind. 

SIMPLIFICATION OF ZONES 
In order to process the hundreds of thousands of households and many thousands 

of other establishments which are places of origin and destination of work trips 
it was, of course, necessary to summarize them in zones, assuming that all trips to 
or from each zone have their origin and destination in the point of gravity of their 
zone. This involves a certain, relatively minor, possibility of distortion. A number 
of trips have their origin and destination within the same zone. These short "intra
zone" trips are not represented by the model. 

Two conclusions must be drawn from these considerations: 
(a) The total number of passengers and vehicles will be higher than shown in 

the results of the models. This difference is likely to be negligible on express
ways and on rapid transit lines, but may be significant on arterial roads. 

(b) Because short trips are made predominantly by automobile (pedestrian trips 
are not represented in the model), vehicle person trips will be more strongly 
under-represented than transit trips, resulting in a certain distortion of the 
"modal split" between vehicle and transit trips in favour of transit. This has 
to be borne in mind in comparing the modal split predicted by the model 
with the modal split actually observed in the past. Similarly, the "submodal" 
split between expressways and arterial roads will be slightly distorted by 
understating the number of trips on arterial roads. 

SIMPLIFICATION OF ROAD SYSTEM 
For the same practical reasons which apply to zones, the many existing roads 

which can be used by vehicles had to be summarized into a simpler system of arterial 
roads. For this purpose the capacity of arterial roads was increased by the capacity 
of parallel roads which, by their location, may serve the same trips as do the 
arterials. The traffic loads shown on the arterials can therefore not be taken literally. 

SIMPLIFICATION OF SURFACE TRANSIT SYSTEM 
A similar, but much more serious problem was encountered in dealing with sur

face transit. On the basis of information supplied by the Toronto Transit Com
mission, probable bus headways were determined on the basis of the future density 
and distance from downtown of each zone, and simplified into three concentric 
zones with peak-hour headways of 2, 3 and 6 minutes, respectively, with 10-minute 
headways being assumed for the balance of the Planning Area. 

However, it was not possible either for the T.T.C. or for anybody else to 
determine on which particular streets bus lines would be run in 1980. It was 
therefore technically necessary to assume that buses would run on all arterial roads 
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at the headways described above, although in practice these headways could be 
maintained only in the most heavily travelled direction. Furthermore, as the location 
of lines was not known, it was impossible to determine where transfers would be 
required. Consequently, it was impossible to introduce "transfer penalties" for 
waiting, as has been done for instance for transfer between two subway lines. 
Consequently, in all preliminary models, more frequent and faster surface transit 
has been assumed than can be expected realistically, resulting in a considerable 
overstatement of the number of passengers shown on surface transit. 

In the final model of the recommended plan, an attempt has been made to correct 
this overstatement by increasing the relation of bus speed to vehicle speed from the 
observed ratio of 12: 17 to 10: 17. This may be adequate for the system as a whole, 
but does not eliminate possible distortions in individual sections of the area. 

SIMPLIFICATION OF JOBS AND LABOUR FORCE 
The most important factor in the distribution of trips is the journey to and from 

work. In simulating these work trips, it was assumed that everyone is equally able 
and willing to fill any job. This assumption was inevitable, because it is quite 
impossible to predict the spatial distribution of the supply and demand of a vast 
number of different skills-many of which do not even exist at present-in 1980. 
But it is, of course, far different from the situation in the real world. 

SIMPLIFICATION OF PARKING COST 
As parking cost is an important factor in determining the individual's choice 

between private and public transportation, it has also been introduced into the 
models in the form of a time equivalent ( 10 cents parking fee equal to 2 minutes 
travelling time) . 

It has been assumed that in 1980 the all-day parking fee in the Central Business 
District will average $1.50 (in 1956 dollars). Parking fees in other areas have been 
scaled down from this level in proportion with the predicted levels of demand. 

It is, of course, known that not all persons parking their cars in a given area pay 
for that service. Some park on the street and some in facilities provided by their 
employer. However, as it is impossible to estimate the percentage of all parkers in 
a given area who may enjoy these privileges in 1980, it was necessary to assume 
that all would pay the full cost. This would be the case if prohibition of all-day 
parking would be strictly enforced on all streets and if appropriate government 
action would force all employers, including non-profit making organizations, to 
charge the full cost of parking facilities to their employees. The method used in 
the models inherently implies these policies. 

SIMPLIFICATION OF COST OF TRANSPORTATION SERVICES 
Income was estimated in terms of "purchasing power of transportation services". 

This implies that the relation between the cost of supplying various forms of trans
portation services will remain constant, the same as it was in 1956. 

In the past this relation has been far from constant and it is likely to change in 
the future, because the real cost of any product changes with changes of produc
tivity in the particular industry which produces that commodity or service. In the 
recent past increases in productivity in the oil industry have reduced the real cost 
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of gasoline. On the other hand, there is only a limited scope for increases in pro
ductivity in the transit industry, because the major part of its cost consists in wages. 
The assumed constancy in the price relation between private and public transporta
tion probably can be maintained only if an increasing part of the cost of public 
transportation is borne not by the rider, but by the public purse. 

MARGIN OF ERROR 
As is evident from the foregoing, there remain considerable areas of uncertainty. 
If this is disappointing, it should be recalled that all sources of uncertainty 

enumerated in this discussion are present also in every other method of estimating 
future traffic, together with many sources of error which have been eliminated by 
the use of explicit and exact mathematical simulation models. The margin of error 
has been substantially reduced by their use. 

This is all that can be expected from any method. No magic wand exists or will 
ever exist which can conjure up a completely exact and reliable image of the future. 
Uncertainty about the future is simply the corollary of the freedom of human beings 
to make their own decisions. 



THE MEASUREMENT OF PLANNING READINESS 

Leon A. Pastalan 

Dr. Pasta/an holds the position of Assistant Professor 
of Sociology at University of Toledo, Toledo, Ohio, 
U.S.A. He is a graduate of the Maxwell Graduate 
School in Sociology, Syracuse University, 1961. 

One of the most perplexing problems that professional planners face is the 
uncertainty of public reaction to planning programs. It is almost redundant to say 
that the most intelligent and beneficial of plans will often fall short of expectations 
if the intended benefactors either do not want or are not yet ready for some type of 
formally planned social action. It would be helpful if planners had at their dis
posal an instrument that could give a measure of assurance before the fact, that a 
given program would in all probability have the backing and cooperation of the 
majority of individuals being affected. 

This paper deals with the preliminary construction and testing of a "planning 
readiness scale". This scale or instrument does not deal with any specific type of 
planning, rather it is broadly oriented to planning as a general theoretical concept. 
It is still in a rather crude form and too early to be overly optimistic, but there are 
certain indications that it has some promise as a predictive device. 

Space does not permit a detailed explanation of the theoretical bases for making 
certain decisions relative to the construction and standardization of items in this 
attitudinal scale. Suffice it to say that in selecting items for inclusion in a scale, two 
criteria are commonly used. First, they should generally, though not necessarily 
always elicit responses that are psychologically related to the attitude being 
measured. For example, the following item that was included in the scale has a 
direct relation to the attitude being measured. "Public or group planning action 
is 'socialism' or 'regimentation' and opposed to the democratic way of life." In 
another item: "The owner should always be able to do with his property as he 
pleases", does not have a direct relation to the concept of planning but was designed 
to elicit degrees of a more general attitudinal response in terms of establishing 
whether a given respondent is primarily oriented toward selfinterest or in the inter
est of the common good if occasion demands. This type of item represents an 
indirect type of psychological relationship. 

A second criterion requires that the items differentiate among the respondents 
who are at different points along the dimension being measured. To discriminate 
not merely between opposite extremes in attitudes but also among individuals who 
differ slightly, items must be found which discriminate at different points on the 
scale. 

This particular scale has eleven items and each appears in the form of a negative 
statement pertaining to the concept of planning. Thus if a given respondent agreed 
with a particular statement, the reaction to this item would be tabulated as a nega
tive attitudinal response toward planning. There are six possible reactions to each 
item ranging from: strongly agree, agree, not sure, disagree, strongly disagree, to 
no opinion. ( See Appendix A: Attitude Scale.) 

PLAN: Volume 5, Number 1, 1964 
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The purpose of such a series of questions possessing attitude scales is to sum
marize in a score or scale position the individual's responses to a number of carefully 
standardized items. The separate items or questions in attitudinal scales are usually 
not of interest in themselves; rather, the interest is in the total score or sub-scores 
which result for each individual or group of individuals from the combination of 
responses to the various items. 

Testing the validity and the predictive value of this scale posed a serious problem. 
To test the predictive value of the planning readiness scale, would have involved 
locating scores of representative areas where there was no evidence of formal plan
ning; interview an appropriate sample of the residents in each area and tabulate 
the results; note which areas were "ready" for a planning program and which ones 
were not ( according to the scale); wait for planning programs to be instituted in 
all of these areas and then pause for an unspecified period to give the programs 
time to become fully operative and developed. It would then be necessary to com
pare the programs in those areas identified as "ready" against those identified as 
"non-ready" and evaluate the results. If the programs in the "ready" areas were 
demonstrably more effective than the "non-ready" areas, tentative conclusions could 
be drawn that the instrument has predictive value. The level of course would depend 
on the results of the tests. 

It was clearly impossible for the writer from the standpoint of time, control of 
the variables involved and lack of resources to carry out such a testing procedure. 
As an alternative, it was decided to test only the validity of the scale and to propose 
an unorthodox procedure to test its predictive value.1 Two towns in the State of 
New York were selected for the test, the towns of Henrietta and Manlius.2 Each 
town had an active town planning board and both had rather extensive planning 
programs in operation for at least five years. However, it was quite apparent that 
Henrietta had a much more pervasive and effective system of programs than did 
Manlius. 

It was postulated that one of the reasons for the relatively successful efforts of 
the town planners was the favourable attitudes that the majoriy of the residents of 
these two areas had toward planning. The writer further postulated that if the scale 
actually measured what it purported to, then the majority of these residents would 
indicate favourable responses on the attitudinal scale. If such proved to be the case, 
then it would suggest that the instrument does in fact measure attitudes relative to 
planning and would have passed the first preliminary test toward validation. 

A three percent random sample was conducted in each area. The representa
tiveness of the sample was based on the percentage distribution of the three resident 
types that made up the universe of both towns as indicated by the Special Census 
of 1957.3 According to the census in both areas, the percentage distribution of the 
three resident types (farm, rural non-farm and village) were identical. The popula
tion within each area was made up of seventy percent rural non-farm, twenty per
cent village, and ten percent farm residents. The combined total population for both 

lSee proposal, page 7. 
2The term town as it is employed in New England, New York and Wisconsin refers to a minor 

civil division that is synonymous with township elsewhere in the United States. 
au.s., Bureau of the Census, Special Cellsus Conducted ill New York State, April, 1957, 

Series P-28. 
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areas/towns was 21,250. A three percent sample yielded 261 respondents in the 
town of Henrietta and 376 in the town of Manlius for a total of 637. 

Although there was one of six possible responses to each item, for the purpose 
of this study, it was decided to tabulate only three types of responses: ( 1) favor
able; (2) unfavorable and (3) indefinite. Those who either agreed or strongly 
agreed with a given item were categorized as unfavorable responses; those who 
either disagreed or strongly disagreed were put in the favorable category; and those 
who either indicated a not sure or a no opinion response, were classified as 
indefinite. 

Out of a possible 7,007 responses (637 respondents multiplied by 11 items on 
the attitude scale), there were 3,723 Favorable, 2,321 Unfavorable and 963 In
definite. This gives a percentage distribution of: 53 .1 % Favorable, 3 3 .1 % Un
favorable and 13. 8 % Indefinite. ( See Table II for percentage distributions of 
responses for each town separately.) It can be inferred from the distribution of 
favorable responses in the sample that both towns have a "ready" population and 
this helps to explain why each town has a fairly effective planning program in 
operation. It is quite probable that there are various stages of receptivity or "readi
ness"-the more "ready" the more optimum the conditions for effective planning 
programs. For instance, the scale detected a lower level of "favorableness" toward 
planning in the Manlius area and it was precisely this area that had a less successful 
planning program. (See Tables II and III.) 

In addition to the above, the attitude scale provided a surprising degree of dis
crimination relative to the distribution of favorable and unfavorable responses 
according to occupation. The professional and managerial groupings consistently 
indicated the highest degree of "favorableness" toward the concept of planning, 
while the entrepreneur group indicated the lowest. (See Table IV.) 

There was a rather high incidence of indefinite responses in both areas. A no 
opinion or not sure response usually indicates one of three things: ignorance, 
indifference or a shifting of attitude. It is probable that the bulk of indefinite res
ponses was due to a basic shifting of attitude. It should be pointed out that the two 
towns both socially and in terms of land use were rapidly changing in orientation 
from predominately rural to predominately urban. It is entirely possible that the 
transitional character of these two study areas could account for such a relatively 
high incidence of indefinite responses. (See Appendix B: Tables.) 

Due to limitations of space, only some of the significant aspects of the study 
have been presented. The writer is satisfied however, that the overall results of this 
study suggest that the attitudinal scale not only measures attitudes toward planning 
but shows promise as a predictive device as well. 

It should be stressed however, that this study represents only the first preliminary 
step and the necessity for further research is obvious. In conclusion the writer 
invites interested parties to employ this scale experimentally. Whenever a planning 
program is to be initiated in an area, it is suggested that this attitudinal scale be 
used as part of a survey. If a sufficient number of interested individuals carry out 
such surveys with the proper precautions, it would be one of the most effective 
ways of testing the predictive value of the scale. It could also serve as an excellent 
vehicle for the further refinement, improvement and validation of this instrnment. 
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APPENDIX A: PLANNING READINESS SCALE 

Attitude scale pertaining to the concept of planning administered to sample populations of 
the Henrietta and Manlius study areas. 

A. Free competition accomplishes the necessary coordination of economic activities 
individuals in our country and planning of this kind is generally unnecessary. 
1. Strongly agree ... .. .......... 4. Strongly disagree . 
2. Agree 5. Disagree ..... 
3. Not sure . ........................ 6. No opinion . 

for most 

B. Government expenditures or government activity cannot be as efficient or desirable as 
private spending and private activity. 
1. Strongly agree ... . 4. Strongly disagree 
2. Agree .......... 5. Disagree 
3. Not sure ... .. 6. No opinion . 

C. What is good for the individual is good for society. 
1. Strongly agree . 4. Strongly disagree 
2. Agree .......... 5. Disagree 
3. Not sure ...... 6. No opinion . 

D. The owner should always be able to do with his property as he pleases. 
1. Strongly agree . . 4. Strongly disagree . 
2. Agree 5. Disagree 
3. Not sure 6. No opinion .... 

E. It is better to stick with the "tried and true" ways of doing things instead of trying some
thing different. 
1. Strongly agree . 4. Strongly disagree 
2. Agree 5. Disagree 
3. Not sure . 6. No opinion . 

F. Professional planners or "experts" are highly impractical and should not be trusted. 
1. Strongly agree . 4. Strongly disagree 
2. Agree 5. Disagree 
3. Not sure 6. No opinion . 

G. Man conquers nature rather than cooperates with it. 
1. Strongly agree . 4. Strongly disagree 
2. Agree 5. Disagree 
3. Not sure 6. No opinion . 

H. Natural resources are inexhaustible. 
1. Strongly agree ... 4. Strongly disagree 
2. Agree 5. Disagree 
3. Not sure .... 6. No opinion . 

L Quick money return on an investment is the most important measure of success. 
1. Strongly agree . 4. Strongly disagree 
2. Agree 5. Disagree 
3. Not sure 6. No opinion . 

J. The individual should, in general, be left to make his own adjustments to reverses, failures, 
and calamities. 
1. Strongly agree . 
2. Agree 
3. Not sure 

K. Public or group planning 
democratic way of life. 
1. Strongly agree . 
2. Agree 
3. Not sure 

4. Strongly disagree 
5. Disagree 
6. No opinion . 

action is "socialism" or "regimentation" and opposed to the 

4. Strongly disagree . 
5. Disagree 
6. No opinion . 
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APPENDIX B: TABLES 
*Table I. Numerical and percentage distribution of attitudinal responses of the 
sample of populations of the Henrietta and Manlius study areas toward the concept 

of planning 

Attitude Toward Concept of Planning 
Attitude 

Unfavorable Favorable Indefinite 
Scale 
Items # % # % # % 

A 283 44.4 272 42.7 82 12.9 
B 291 45.7 243 38.3 103 16.0 
C 283 44.4 270 42.4 84 13.2 
D 319 50.0 283 44.4 35 5.6 
E 89 14.0 477 74.9 71 11.1 
F 197 31.0 329 51.7 111 17.3 
G 108 17.0 394 62.0 135 21.0 
H 82 12.9 427 67.0 128 20.9 
I 224 35.2 362 56.8 51 8.0 
J 280 43.9 294 46.1 63 10.0 
K 165 25.9 372 58.4 100 16.7 

Totals 2,321 33.1 3,723 53.1 963 13.8 

*The letters A-K in all the tables correspond to the letters A-K on the attitudinal 
scale. See Appendix A. 

Table II. Numerical and percentage distribution of attitudinal responses of the 
sample population of the Henrietta study area toward the concept of planning 

Attitude Toward Concept of Planning 
Scale Unfavorable Favorable Indefinite 
Items 

Attitude # % # % # % 

A 83 31.7 160 63.3 18 7.0 
B 99 37.9 132 50.6 30 11.5 
C 87 33.3 137 52.5 37 14.2 
D 88 33.7 149 57.1 24 9.2 
E 17 6.5 204 78.1 40 15.4 
F 63 24.l 141 54.0 57 21.9 
G 49 18.8 161 61.7 51 19.5 
H 25 9.6 166 63.6 70 26.8 
I 91 34.8 163 62.5 7 2.7 
J 76 29.1 172 65.9 13 5.0 
K 61 23.4 174 66.6 26 10.0 

Totals 739 25.7 1,759 61.3 373 13.0 
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APPENDIX B Continued 

Table III. Numerical and percentage distribution of attitudinal responses of the 
sample population of the Manlius study area toward planning 

Attitude Toward Concept of Planning 
Scale 

Unfavorable Favorable Indefinite 
Items 

Attitude # % # % # % 

A 200 53.1 112 29.7 64 17.2 
B 192 51.1 111 29.5 73 19.2 
C 196 52.1 133 35.3 47 12.6 
D 231 61.4 134 35.6 11 3.0 
E 72 19.1 273 72.6 31 8.3 
F 134 35.6 188 50.0 54 14.4 
G 59 15.6 233 61.9 84 22.5 
H 57 15.1 261 69.4 58 15.5 
I 133 35.3 199 52.9 44 11.8 
J 204 54.2 122 32.4 50 13.4 
K 104 27.6 198 62.6 74 19.8 

Totals 1,582 38.2 1,964 47.5 590 14.3 

*Table IV. Numerical and percentage distribution of attitudinal responses of the 
sample population in both study areas by occupation 

Attitude Toward Concept of Planning 

Occupational 
Unfavorable Favorable Indefinite 

Groupings # % # % # % 

HENRIETTA 
Non-Professional 299 27.5 608 55.8 182 16.7 
Professional 86 11.8 616 83.5 35 4.7 
Managerial 50 14.7 278 81.5 13 3.8 
Entrepreneur 246 58.8 67 16.0 105 25.2 
Farm 68 23.8 180 63.9 38 12.3 

MANLIUS 
Non-Professional 726 35.2 874 42.4 457 22.4 
Professional 168 29.3 393 68.7 11 2.0 
Managerial 231 34.8 382 57.9 47 7.3 
Entrepreneur 260 60.6 114 26.5 55 12.9 
Farm 197 47.0 191 40.9 30 12.1 

,:'The residents in the study areas were categorized into five occupational groupings: (1) non
professional includes all minor white collar workers, foremen, skilled, semi-skilled and 
unskilled labor; (2) professional: includes doctors, lawyers, engineers, teachers, and others 
with professional degrees, who perform professional services; ( 3) managerial: includes all 
types of major white collar work; (4) entrepreneur: this group includes proprietors of small 
businesses such as grocery stores, gas stations, insurance agencies, and so on; (5) farmer: 
includes all who derive the major proportion of their income from farming. 
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COMPONENTS OF POPULATION CHANGE 
IN METROPOLITAN AREA OF TORONTO, 1951-1961 

H. Husain 
The author holds Masters degrees in Geography and 
Sociology from the Universities of Aligarh, India 
and Maryland, U.S.A., respectively. He has held a 
Fullbright Fellowship in population studies at the 
University of Chicago. His present work is with the 
Community Planning Branch, Department of Muni
cipal Affairs. 

Planners are often handicapped in the study of cities because of the lack of com
parative data on population. A simple procedure which might be of help in 
representing comparative analysis for the benefit of urban researchers is, therefore, 
desirable. Such procedure, if applied to a big metropolis, should show whether or 
not a particular aspect of population change is typical also of the constituent parts 
of the metropolis. 

The population of an area can change in two ways: one, through natural increase 
( or decrease) and, two, through net migration. Natural increase/ decrease and net 
migration are called the components of population change. 

An area of population research in Metropolitan Toronto, that has not been inves
tigated is the extent of differential changes that have occurred between these com
ponents. Therefore, the purpose of this paper is to analyse statistically the 
comparative changes that have occurred in these components in the Metropolitan 
Toronto area, during the decade between 19 51 and 1961. 

For the purpose of analysis, two aspects of population growth have been taken up 
briefly. First, an effort is made, in general terms, to outline population distribution 
and change in the Metropolitan Area of Toronto showing its importance as an area 
of heavy population concentration. Second, and this is the main focus of the study, 
a comparative analysis is made of the growth of population in the Metropolitan 
Toronto Area1 and its constituent parts, in terms of the components of population 
change. 

The 1961 population statistics of Canada's metropolitan areas were released by 
the Dominion Bureau of Statistics, during the years of 1962 and 1963. With the 
exception of a few estimates, the 1961 census population together with previous 
D.B.S. population and vital statistics data, form the basis of the analysis in this 
paper. 

Census population figures are the basic statistical source employed in this 
analysis. Unfortunately, however, data related to net migration are not available. 
But those census and vital statistics data which are available have made it possible 
to obtain satisfactory estimates of net migration. 

The technique used here for estimating net migration is that of vital statistic 
method. For each municipality in the metropolitan area, natural increase (births 
minus deaths) in each year in the intercensal periods of 1951-1956 and 1956-1961 

1The Metropolitan Area of Toronto is that defined by the Dominion Bureau of Statistics, 
in the 1961 census release. 
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was estimated by reference to vital statistics, as allocated to place of residence. The 
difference between this estimate and the total population increase in these periods 
was taken as an estimate of net migration.2 

ift must be emphasized that this procedure of measuring natural increase and net 
migration yie1ds only crude results. But it is very difficult, perhaps impossible, to 
determine the exact amount of error occuring due to this method of estimate. In 
spite of the fact that there may be some theoretical criticism against it, this pro
cedure is employed because it is thought that it would be the simplest and most 
easily understood statistical measurement of net migration. 

In addition to the estimate made for deriving net migration, two other minor 
estimates were made in the process of measuring natural increase. 

For the intercensal years of 1952 and 1953 no population and vital statistics data 
were available for those municipalities of Metropolitan Toronto which are called 
townships. Also no population and vital statistics data were reported for the entire 
intercensal periods of 1951-1956 and 1956-1961 for the township of Trafalgar. 
Such data for these municipalities were needed for estimating the number of births 
and deaths. These intercensal population data were estimated by linear interpolation. 

For estimating the births and deaths and thus natural increase in these same 
municipalities during these intercensal periods, appropriate birth and death rates 
were applied to the interpolated population. This procedure, it is hoped, has given 
a reasonably accurate number of births and deaths in the municipalities concerned. 
The difference of births and deaths becomes the natural increase. 

The decade of 1951-1961 is the period of greatest population increase in 
Ontario. During this period more than 1.6 million people were added to the popula
tion. This represents slightly more than two times the growth between 1941 and 
1951: 

Population Distribution 
1941 1951 1961 

3,787,655 4,597,542 6,236,092 

Numerical Increase 
1941-51 
809,887 

1951-61 
1,638,550 

Percentage Increase 
1941-51 1951-61 

21.4 35.6 

It should be noted that out of the total population increase in the 1951-1961 
decade, 96.0 percent were in the urban areas and 4.0 percent in the rural areas: 3 

Ontario Total 
Urban 
Rural 

Numerical Increase 
1,638,550 
1,572,430 

66,120 

Percentage Increase 
100.0 
96.0 

4.0 

It should also be noted that out of the total urban increase in the same period, 
83.8 percent were in the metropolitan areas only 16.2 percent were in many non
metropolitan urban areas of the province: 4 

Urban Total 
Metropolitan 
Non-Metropolitan Urban 

Numerical Increase 
1,572,430 
1,317,748 

254,682 

Percentage Increase 
100.0 
83.8 
16.2 

2See: George W. Barclay, Techniques of Population Analysis, Chapter 8, Migration and the 
Distribution of Population, John Wiley & Sons, Inc., New York, 1958. 

3Qrowths in urban and rural areas between 1951 and 1961 were calculated on the basis of 
the D.B.S. urban and rural population definitions of those years. 

4Growths in metropolitan population were also calculated on the basis of the metropolitan 
area population definition for the years 1951 and 1961 as defined by D.B.S. 
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The decade of 1951-1961 is all the more interesting because for the first time in 
Canadian census history, two censuses, at five-year intervals, were taken. As a 
result of these two censuses further insights into the the growth trends were revealed. 
The figures in Table I, indicate that Ontario's total population as well as total urban 
population grew at a faster rate during the 1951-1956 period than during the 
1956-1961 period. However, the metropolitan area population grew almost twice 
as fast during 1956-1961 period as in the previous five-year period.5 Rural and 
non-metropolitan urban area population during these periods had a fluctuating rate 
of population change. 

19.51 

Ontario 
Total 4,597,542 

Urban 3,251,099 
Rural 1,346,443 
:Metropolitan 1,875,027 
Non-Metropolitan 

Urban 1,376,072 

1951 

Total 
Metropolitan 2,192,197 

Metropolitan 
Toronto 1,210,353 

Metropolitan 
Rest 981,844 

Distribution 

1956 

5,404,933 
4,102,919 
1,302,014 
2,292,467 

1,810,452 

TABLE I 
Population Change in Ontario 

Numerical change Percentage change 

1961 1951-56 1956-61 1951-61 1951-56 1956-61 1951-61 

6,236,092 807,391 831,159 1,638,550 17.6 15.4 35.6 
4,823,529 851,820 720,610 1,572,430 26.2 17.6 48.4 
1,412,563 -44,429 110,549 66,120 -3,3 8.5 4.9 
3,192,775 417,440 900,308 1,317,748 22.3 39.3 70.3 

1,630,754 434,380 -179,698 254,682 31.6 -9.9 18.5 

TABLE II 
Metropolitan Population Change in Ontario 

Distribution Nun1erical change Percentage change 

1956 1961 1951-56 1956-61 1951-61 1951-56 1956-61 1951-61 

2,673,822 3,192,775 481,625 518,953 1,000,578 22.0 19.4 45.6 

1,502,253 1,824,481 291,900 322,228 614,128 24.1 21.4 50,7 

1,171,569 1,368,294 189,725 196,725 386,450 19.3 16.8 39.4 

From the foregoing analysis it is clearly demonstrated that metropolitan area 
population in Ontario has grown very rapidly. By 1961, more than half of the 
population of Ontario was living in a metropolitan community. It is impossible to 
forecast with precision the future growth of metropolitan area population, but if the 
rate of growth noticed during the last decade continues, it can be safely expected 
that by 1971 there will be nearly 5 million people living in metropolitan areas. This 
will be roughly equal to the total population of Ontario in 1956. 

The extent to which metropolitan area population in Ontario has tended to con
centrate in one area can be better appreciated if it is viewed from the perspective 
of population distribution and change in the metropolitan area of Toronto alone. 
Of the 3,192,775 persons living in the seven metropolitan areas of Ontario in 1961, 
1,824,481 or 57.1 percent lived in Metropolitan Toronto. 

In this section of the paper, statistics on the metropolitan area population are 
arranged on a different basis. Working from the seven metropolitan areas in Ontario 
in 1961, the figures are rearranged to present comparable area data for 1956 and 
19 51. In the earlier part of the analysis it was stated that metropolitan population 
in Ontario during the 1951-1961 decade had grown to a gigantic proportion, part 

5This is also due to the following changes: 
(a) The number of metropolitan areas in Ontario increased from five in 1951 and 1956 to 

seven in 1961. 
(b) In many cases the designation of the metropolitan areas has changed because of the 

inclusion of additional territories, generally contiguous municipalities and whole townships. 
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of that growth was due to the changing definition of the metropolitan area. For this 
analysis, the 1961 definition of metropolitan area was chosen because it was 
desirable to reveal the urban regional pattern of growth, and therefore satisfy the 
needs for information on regional population change. 

Working from the 1961 area definition of metropolitan population, Table 2 has 
reconstructed comparable data for 1956 and 1951 population. Between the census 
years of 1951 and 1961, the population of the Census Metropolitan area increased 
by over one million, of which, well over six hundred thousand were in Metropolitan 
Toronto. It will also be seen that the rate of growth in Metropolitan Toronto has 
been faster than the rate in the rest of the metropolitan areas combined. 

The above analyses have demonstrated the importance of Metropolitan Toronto 
Area as an area of population concentration and growth relative to the rest of the 
combined metropolitan areas in Ontario. The analysis of population change in terms 
of total growth is important but the total population increase can be more thoroughly 
appreciated when it is shown in terms of the components of population change. It 
has already been stated that population growth is not an independent phenomenon 
rather it is the result of two distinct events known as natural increase and net 
migration. 

With this practical consideration in mind, an examination has been made of 
population change by components in the Metropolitan Toronto Area and in its 
constituent parts. Data pertaining to these phenomena, for the periods 1951-1956 
and 1956-1961 reveals that migration has accounted for the larger share of the 
total increase in the Metropolitan Toronto Area. 

The most interesting example of population growth due to migration is in those 
parts of Metropolitan Toronto which lie in Halton, Peel and Ontario counties. Here 
these increases have been greater than the average for the whole metropolitan area 
or that part lying in York county. 

Growth due to net migration tends to be negative in built-up parts of Metro
politan Toronto. Whereas it is generally positive in the suburban areas. 

When the population distribution and change for the city of Toronto is examined 
it will be seen that the city suffered a net loss during the decade of 1951-1961. But 
the average for the ten year period is rather misleading. It is gratifying that there 
have been two census counts during this period for they have revealed some useful 
insights into the growth trends. The period between 1951 and 1956 saw a loss in 
the population of the city, but this situation seems to have been reversed during the 
period between 1956 and 1961. This growth was produced by natural increase 
alone, in fact the city has grown in spite of migration and not because of it. 



TWO WORLDS MEET: A SURVEY OF NEWFOUNDLAND SETTLEMENT 
Part 1-The Great Fishery and Early Settlement 

Michael Hugo-Brunt 

Professor M. Hugo-Brunt continues his studies into 
the origin of Maritime settlement patterns. This 
paper, which is being published in two sections, pro
vides a general survey of Newfoundland settlements 
from their earliest origins to the present day. It will 
also include a general investigation of some contem
porary planning achievements. 

Newfoundland is the oldest region of British settlement in North America, although 
it was the last Province to enter the Canadian Confederation. It consists of a large 
island and Labrador, or that section of the western mainland adjoining Quebec. The 
total area of the Province is 156,185 square miles, but only 143,045 square miles is 
land, the remainder being water. As much of the area is glacial moraine, it is 
characterized by an undulating land mass, punctuated with lakes, moors and bogs. 
The Province is hilly without being monotonous. The highest mountain is in Labra
dor, this is the Cirque which is only 5,500 ft. in height. 

Much of the island is wild and virtually uninhabited, although it has extensive 
forests which have had dramatic effects upon the economy and colonization. This 
is also characteristic of the 112,826 square miles of Labrador with its small popula
tion of 6,000 people. Like the Island, Labrador also has potentialities for develop
ment which are only now being explored. Newfoundland is separated from Labrador 
by the Belle Isle Strait and as most of the population live on it, this study will focus 
upon it. 

The 6,000 miles of indented coastline bays and numerous offshore islands have 
influenced settlement location and nearly all early settlements were planted on the 
shores of bays or coves. Newfoundland's strategic disposition, at the mouth of the 
St. Lawrence, made it a gateway to Canada, but it is also the nearest land to Europe, 
as well as adjoining the richest Grand Bank fishery. 1 As the icy Labrador current 
and the warm Gulf Stream mingle off the Island, fog has always been a major 
navigational hazard. 

The climate, being continental in character, is not severe, although wide tem
perature variations are generated by, in summer, west winds which cause coastal 
temperatures to rise as high as 80°. The annual rainfall registers between 40" to 
50" but decreases in the northern areas. In winter, temperatures range between 
18°-16° although ocean breezes moderate any extremes. The southern shore is ice 
free when the north eastern and western coasts are ice bound during the winter. 

Several large rivers run from north to south, viz., the Gander, the Terra Nova and 
the Exploits which is navigable for 30 miles of its 200 miles length. The 80 mile 
Humber River alone flows to the Bay of Islands on the west coast. As fishing and 

1The banks are a series of shallow submarine coastal shelves where marine life has 
developed prolifically, e.g., lobster, cod, herring and halibut. 
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forestry have always been essential to the economy, lakes and rivers have provided 
the easiest system of transportation for materials. Today, they have new potentials 
for power and recreation. Mineral extraction has become increasingly important 
during the last 50 years, and will have the most significant effects in future. 

The population is predominantly British, Scotch and Irish in origin, although 
there are small French communities. Most of them being employed in fisheries or 
lumber, live in scattered coastal townships. Almost 225,833 of the 457,853 popu
lation live in rural areas, 232,020 are urban dwellers. The population is expected 
to be as high as 550,000 persons by 1971. 

THE EARLY EXPLORATION 
Newfoundland and Labrador were known as early as 834 A.D. to the Norsemen 

who sailed with the north-east winds from Greenland and Iceland. In 985 A.D., 
Bjarni Herjolfsson sailed in the area and he was followed in 1000 A.D., by Leif 
Ericsson who explored the coast, probably as far as New England. Thorfinn Karl
sefni also established a short-lived settlement somewhere in North America between 
1004-5 A.D. Nevertheless, during the next four centuries these epic voyages were 
forgotten leaving only Eskimos and Indians in the region. 

Britain, France, Portugal and Spain were closely associated with the early voyages 
of discovery, while both Iberian nations claimed the area by virtue of Alexander 
VI's 1493 Bull of Demarcation, Azores Portuguese and others may already have 
visited the fishing grounds.2 

The British claim to the sovereignty of Newfoundland was based upon the 
voyages of the Cabots to whom Henry VII of England granted Letters Patent "to 
establish his banner on any new-found-land."3 Their fleet of 5 vessels, probably 
under the command of Sebastian Cabot, sighted Cape Breton on the 24th June 
1497.4 On the 18th December 1497, Cabot's voyage was described in a letter 
written to the Duke of Milan by Raimondo de Soncino, which stated that John 
Cabot had made a chart and 

"the sea is full of fish which are taken not only with a net but also with a 
basket in which a stone is put so that the basket may plunge into the water ... 
and the Englishman and his partners say that they can bring so many fish that 
the kingdom will have no business with islands (Iceland) and that from this 
country there will be a very great trade in the fish they call stock fish". 5 

A second voyage was undertaken by Sebastian Cabot and other British Masters 
in ships equipped with fishing gear. Stowe wrote: 

2See: The Rev. G. Patterson; "The Portuguese on the North West coast of America"; Vol. 
8, Sec. 2; 1890; p. 145. 

Newfoundland was called "Tiera Nova de Corte Real" on their maps. Labrador was named 
after Joao Fernandes (who was called "Llavrador" by Sebastian Cabot. 

3See: Letters Patent, Henry VII to John Cabot & Sons; 5th March 1496. Although Genoese 
in origin, John Cabot ( 1450-1498) the Navigator, Explorer and merchant also served Venice 
and Spain, although he spent most of his life in England with his family. In 1496, he was a 
naturalised Englishman. He lived at both London and Bristol and prior to his discoveries had 
traded with Iceland. Sebastian Cabot 1476-1557 was his son. 

4The map of Newfoundland made by Captain John Mason identifies the Cape as the first 
found by Cabot. 

5See: Letter in Milan State Archives published in Annuriao Scinetifico 1865. This also 
mentions that John Cabot made a globe and chart. 
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"1498. This year Sebastian Caboto a Genoa's son born in Bristow .. caused 
the King to man and victual a ship at Bristow to search for an island which he 
knew to be replenished with rich commodities. In the ship divers merchants 
of London adventurer small stocks and in the company of this ship sailed, also 
out of Bristow three or small ships brought in the sleight and gross wares as 
coarse cloth caps, laces, points and such other."6 

On this occasion the Cabots landed as they brought back three Indians, two of 
whom were living at the Court of Westminster as late as 1502. The Spanish Cartog
rapher, Juan de la Cosa later made a map on which he described Cape Race or 
St. Mary's Bay as the "Cabo de Ynglaterra", as well as notating the "Mar Descri
bieta por Ingleses" or "The Sea discovered by the English". 

In 1501, a Portuguese voyage was made to Newfoundland by Gaspar Corte Real 
which was sanctioned by a Royal Charter from the King. 7 This was followed by 
the creation of Portuguese fishing companies in Viana Oveiro and Terceira which 
ultimately established fishing posts in Terra Nova. In 1506, the fishermen were 
ordered to pay a tenth of their profits to the Portuguese Custom House. 

In March 1501, John Cabot's Patent was cancelled and a new English Charter 
was granted to Thomas Ashenhurst, Richard Ward, John Thomas, John Gonzalo 
and John and Francis Fernando.8 Nor were the French far behind for as early as 
1504, Basque and Breton fishermen had established themselves on Cape Breton 
and were fishing off the south-western coast of Newfoundland. Jean Denys of Har
ffour, sailed for Newfoundland in 1506 where he left boats and barques. He made 
a map of the island which subsequently disappeared, but which was the basis of 
an engraved map by Ruysche in 1508. Later, the Florentine, Giovanni Verrazano 
had cruised along the Atlantic coast from Carolina to Cape Breton, in 1523, for 
Francis I. In 1531, 1535 and 1541, Jacques Cartier was granted a French Patent 
and carried out voyages of exploration although Breton merchants opposed his 
Patent believing it would interfere with their fishing rights in the Gulf. Cartier 
encountered fishermen in their fishing centre of Brest-Entre-du-Golf. In August 
1541, Cartier partly circumnavigated Newfoundland and sailed up the St. Lawrence. 
He anchored in the vicinity of present day Quebec, awaiting the arrival of the 
Seigneur de Robeval with 3 ships from France and later wrote a description of the 
St. Lawrence and made the first accurate map of Newfoundland. The voyages of 
Cartier undoubtedly did much to establish the French dominion in Canada and led 
to the planting of the New France colony as well as the development of Indian trails. 
In 1603, Champlain continued the exploration and established the Port Royale 
settlement in Arcadia. By the middle of the century many fur trading and fishing 
communities were planted in Cape Breton and Newfoundland.9 

THE ESTABLISHMENT OF FISHERIES 
During the 16th century, the British North Atlantic fisheries were located near 

Iceland, and, but for this industry the British could not have maintained a favour
able balance of payments with the Mediterranean countries. When, in 1570, the 

6See: Stowe's Annales; London 1615; pp. 482. 
7Real was later awarded the hereditary title of Governor of Terra Nova. 
SThe three Englishmen were British merchants. The Portuguese came from the Azores. 
9Les Carbot met a Captain Savalet, who made 42 voyages to Newfoundland, at St. Jean de 

Luz. These voyages were made in 80 ton vessels with 16 men crews. Each ship carried cargoes 
of 100,000 dried fish, which sold for a profit of £ 1000. The Captain estimated he took 50 
crowns worth of fish a day. 
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English directed their attention to Newfoundland, they employed the techniques they 
had developed in Icelandic waters. Their first operations were on a small scale but 
were supplemented by trade with the French or the capture of fishing cargoes on 
the High Seas. 

The British cod fishery operated as early as 1512-1513. Royal ships were actually 
hired which returned with fish cargoes. Such voyages were not restricted to fishing 
alone as the Masters bartered for fur with the Indians or with other nationalities. 

The British regarded Newfoundland as national territory and being the "lords of 
the Harbour", they frequently utilized the service of foreigners if they required 
them.10 They were actively engaged in "a well established occupation" by 1541,11 

and, by 1560, annual fishing expeditions were common. 
In 1576, Martin Frobisher's expedition cruised off Labrador and by 1578, 400 

vessels were fishing annually. In 1583 the most leading English merchant as Admiral 
of the Fishing Fleet organized a rough and ready administration over all British 
subjects in the region. 

The Elizabethans deliberately encouraged policies which bolstered the fisheries 
and fostered maritime supremacy. As early as 1562, fishermen were exempted from 
Admiralty exactions and British subjects were compelled to eat fish on Wednesdays 
and Saturdays to encourage the market. A duty was levied on all foreign fish landed 
in England after 15 81 although British boats were exempted.12 

THE ELIMINATION OF FOREIGN COMPETITION 
By the 16th century, Portugal, France, Spain and England were fishing exten

sively. In 1550, Aveiro alone sent 60-150 fishing vessels from Portugal to New
foundland and similar fleets which sailed from Oporto and other ports realized 
enormous profits. The Portuguese maintained their maritime supremacy until 15 80 
when their sovereignty was usurped by Spain and their economy was ruined. 

Although the Spaniards claimed sovereignty over Newfoundland, they were too 
preoccupied in South America to mount more than fishing expeditions, yet, as early 
as 1511, Juan de Agramonte was granted a fishing licence by the Spanish King. 
They were, however, fishing extensively between 1541 to 1545, their activity then 
declined, but revived in 1580 when Spain assumed control of Portugal. The out
break of war between Spain and England in 1599, finally eliminated both nations. 

The first colonization attempts of Sir Walter Raleigh and Sir Humphrey Gilbert, 
were specifically hostile to Spain, for, a portion of their Charter read: 

"A discourse how Her Majesty may annoy the King of Spain by fitting out a 
fleet of shippes of war under pretense of a voyage of discovery and so fall upon 
the enemies shippes and destroy his trade in Newfoundland and the West Indies 
and possess the country". 

In 1583, when Gilbert arrived in the St. John's area he surprised 20 Portuguese and 
Spanish ships. In 1585, Queen Elizabeth commissioned Sir Francis Drake to cap
ture Spanish ships, subjects and fish in the area and warn other British vessels of 
the outbreak of hostilities, he was so successful that the Spaniards never again 
ventured into the cod fisheries, except under French protection. 

lOSalt was also exacted in return for which the foreigners were protected against 'rovers' 
and other violent intruders. 

llSee: Act of Henry VIII and the 1548 Act of Edward VI. 
12Newfoundland fish sold at the low prices of 10/- per 100 or about 50/- per quintal. 
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THE EVOLUTION OF THE FISHING COLONY 
The British fishing fleets sailed in February or March for the Bank fisheries and 

congregated on the east shore of Newfoundland by spring. Most crews came from 
Devonshire, Cornwall and Somerset. Together, they received 1/3 of the profit, 
while the Master had the remainder. The vessels, some of which were over 80 tons 
in displacement, returned to Europe with dry salted cod cargoes in autumn. There 
were also special carriers or "sack" ships which transported dried fish directly to 
the Mediterranean markets. 

The English evolved coastal fisheries for the salting and drying of cod. Conse
quently, the characteristic fishing village of Newfoundland grew almost haphazardly. 
The fleets anchored in bays and coves adjacent to timber stages and fish flakes on 
shore. Maintenance crews erected dwellings for summer use and for processing 
and packing. They usually remained in Newfoundland to maintain the facilities in 
these communities and spent the winter preparing timber for the construction and 
repair of boats, wharves, stages, warehouses and dwellings. 

Prior to the reign of Queen Elizabeth boat Masters usually made fish cures, flakes 
and dryers wherever they chose. Sir Thomas Hampshire was then sent to supervise 
the fisheries and prevent disputes. He decided that 

"whatever room or space aforeshore a Master of a vessel selected, he could 
retain it so long as he kept up his buildings on it and employed it for the use of 
the fishery". 

The maintenance teams who wintered in Newfoundland were the first permanent 
colonists. They built small cottages for themselves, and during the more temperate 
periods of the year cultivated turnips, cabbages, peas and other root crops; they 
also introduced poultry, hogs, sheep and goats. After the fleets departed there were 
periods of inactivity in which they felled lumber for fuel or went hunting and trap
ping. They were well supplied with sugar, molasses, flour, tea, textiles and iron
mongery which they bartered with visiting ships and the Indians. Their diet was 
supplemented with fish, wild game and fruit. They were hardy people and became 
skilled timber and marine carpenters. Although few in numbers, their numerous 
settlements were scattered along the coast between Cape St. Francis and Cape Race. 
The major concentrations were in the Conception Bay area. Later, as the organiza
tion improved, merchants' agents established themselves and sold or brought sup
plies for fish oil, furs or lumber. 

COLONIZATION 
The Elizabethans, being politically conscious, realized the importance of rein

forcing territorial claims by planting colonies. Colonization also benefited the 
Motherland, for it reduced both population and unemployment, and, invariably 
the most discontented elements made the best settlers. The colonial system origin
ated in the feudal system. Grants of land were made to the aristocracy, sometimes 
as a reward for outstanding services and sometimes on petition.13 The Crown en
couraged such monopolies as these, maintained its sovereign interests, and rein
forced the prevailing establishment. The Tudor aristocracy, which survived the 

13Edward Gibbon Wakefield was one of the first Reformers to challenge this philosophy of 
colonization. He felt the size of the immense grants, the absentee landlord, the speculative 
holding of undeveloped land impeded colonization and development. 
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Wars of the Roses, originated from the wealthy merchant class whose interests were 
grounded in realism and practicality. The English colonized in an attempt to secure 
effective marine bases in their struggle for commercial supremacy against Spain 
and France. The most successful ventures were organized by companies from Lon
don, Plymouth and Bristol, which recognized the advantages of New World coloni
zation. The American Colonies presented obvious opportunities but colonization 
was discouraged in Newfoundland because merchant interests believed it could 
endanger the fisheries, although they were fully prepared to utilize the resources. 

Thus, when Sir Humphrey Gilbert arrived with his fleet at St. John's in August, 
1578, he was received in a most hostile manner by the English Masters in the 
Anchorage.14 Gilbert claimed possession of the land within a 200 league periphery 
and erectea a wooden pillar with the Arms of England to signify territorial posses
sion.15 Gilbert mortgaged his estates, on his return home, to finance a second voyage 
from which he never returned in 1584. 

St. John's was a free port by 1594 and merchandise was sold or bartered for 
fish, oil, salt, olive oil, cordage, clothes and other Mediterranean products. The 
sheltered bay was not the only rendezvous of all convoys but functioned as head
quarters of the great fishery. Stores had been erected and a cherry garden adjoined 
banks of the Waterford River. 

During the reign of James I, Sir Francis Bacon encouraged the King to grant 
settlement patents to other aristocrats and merchants and, shortly afterwards, a Royal 
Charter Company was established to govern and settle Newfoundland. In 1633, 
the Crown established the office of "Fishing Admiral" for the organization, adminis
tration and control of the fleets and the territory.16 The merchants still opposed 
permanent settlements although they, themselves, had established small fishing 
communities in the neighbourhood of St. John's, Conception Bay and other coastal 
inlets. 

In 1610, the Bristol Alderman, John Guy and other merchants17 was granted a 
Patent for colonization from Cape St. Mary to Bonavista although their fishing 
rights were limited. He became the first Governor and founded a permanent settle
ment in the Bay de Grave. Guy was instructed to accumulate stores for a year; he 
was directed to breed domestic animals including sheep, plant fruit orchards and 
barter the products for fish and oil. He was to dispose of his stock cautiously and 
thus avoid glutting the Spanish market; he was also to explore the natural resources. 

The settlement was similar, in many respects, to those of the Portuguese in Africa 

14He was undoubtedly influenced by Sir Walter Raleigh, his half brother. Both envisaged 
profits from encounters with the Spaniards but were also interested in discovering a North 
West passage. 

15This was a common practice amongst the Portuguese explorers whose Padroado or crosses 
signified national ownership. 

16The Star Chamber (no doubt drawing upon Portuguese precedent) issued regulations for 
the guidance of fishermen and planters. It established the rights and duties of the fishing 
'Admirals' who were to be the first captains entering the harbour at the beginning of the 
fishing season. The second and third arrivals were automatically the Vice-Admiral and the 
Rear-Admiral; the offices were similar to those used by the Portuguese trading fleets in the 
Orient at Macao and Malacca, where "Captains of China" and "Captains of Japan" were 
annually appointed to control the trading fleets. 

17Jt was granted to The Company of Adventurers and Planters of the Cities of London and 
Bristol for the Colony of Plantations of Newfoundland. Sir Francis Bacon was also a 
shareholder. 
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HARBOUR GRACE AND 
CARBONERE 1762 
NEWFOUNDLAND. 

This plan part of Capt. Cook's S111'1'ey 
of the coasts of Newfoundland indi
cated the clustering of the fishing 
village along the coast fine. As fishing 
was the predominant specialization 
these are always associated with good 
protected anchornges. 

Courtesy Dominion Arcl1ivist, Public Ar
cliives of Canada, !Hap Division; Ottawa. 
Fran Cool~; Coasts of Nova Scotia; New
foundland & Cape Brnton; London; 1762; 
BK 140; pt. 4335. 

FERRY LAND 
NEWFOUNDLAND 
1762. 

This plan done by W. W. DesBarres, 
later the first Govemor of Cape 
Breton shows how the town grew 
along the eastem coast of the islands. 
Note the numerous fishing jettys and 
their associated dwellings. The en
trance to the harbour was defended 
by magazines, storehouses & batteries 
(for protection against the French). A 
number of dwellings, probably farms 
located themselves in the N. Eastem 
headland. 

Courtesy; Cliief Archivist; Public Archives 
of Canada 43/140 Ottawa. 
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and the Orient. A timber stockade, 90'0 wide and 120'0 long was built which 
enclosed a storage warehouse, a Governor's residence and a three gun battery. 
Wharves, a fishing installation, three houses and a walled area of cleared land were 
made. Mills, houses and farms were then erected on an inlet of the southern river. 
A 12 ton vessel and 6 smaller fishing boats were built. Despite initial success, 
Devonshire fishermen subsequently attacked the colony and partly destroyed a grist 
mill and a saw mill.18 

Guy lived in Newfoundland from 1610 to 1611. He then sailed to England in 
the autumn of 1611 to fetch more artisans, farmers and a Church of England Chap
lain as well as horses, cattle, pigs, poultry and additional farm implements. Even
tually, 150 to 200 permanent settlers resided in the colony. William Colston suc
ceeded as Deputy Governor in 1613, but, unfortunately, the settlement was attacked 
by pirates. 

In 1615, an efficient Governor, Captain John Mason, was appointed and the 
Cupids and Harbour Grace settlements prospered. Mason surveyed the coast exten
sively and later wrote his famous book.19 He eventually left to establish a fishery 
in New Hampshire and colonize the area, for which he obtained a Royal Patent. 20 

Mason was succeeded in office by Robert Heyman who founded the Harbour Grace 
settlement as its original Patentees had disappeared. Settlers remained, but were 
interfered with by the summer fishermen who numbered between 15,000 to 20,000. 

In 1616, Sir William Vaughan acquired the right to plant a plantation which he 
settled with "Idle fellows from Wales". This did not fair well although Vaughan 
himself resided at Trepassey Harbour between 1622-1625. Vaughan also bought 
the Avalon Peninsula from Guy's Company between Petty Harbour and Cape Race, 
a territory extending across Placentia Bay. In 1615, a Court of Admiralty was estab
lished under Sir Richard Whitbourne which dealt with harbour damage, the destruc
tion of fishing stages and huts, the burning of woods and monopolies on convenient 
space. Vaughan ultimately found himself in financial difficulties. He sold part of his 
land to Viscount Falkland, the Lord Lieutenant of Ireland. This stretched from 
Renews to a point between Fermeuse and Aquaforte and thence in two parallel 
lines to Placentia Bay. Falkland's predominantly Irish settlements were at Trinity 
Bay and Renews. 

Sir George Calvert, later Lord Baltimore, received a Charter in 1623 for an 
immense tract of land which included all islands lying within 10 leagues of the 
eastern shores and fishing rights. He called it the Province of Avalon and incorpor
ated the northern portion of Vaughan's grant which he purchased at a high price. 
Baltimore sent out Captain Wynne as his Governor for the colony of Ferryland on 
the east coast about 14 miles from Cape Race. Wynne built a stockade with a 
dwelling, forges, a cookhouse and various stores facing the sea. In 1624, more 
immigrants arrived with stores and implements. Lord Baltimore also established a 
small Catholic seminary. He arrived with his family to live in a stone house at 

lSThe Governor established peaceful relations with the Indian (Beothicks). Hostile fishing 
fleets forced the settlers to locate their villages in creeks and coves where ships could not 
anchor with safety. This precaution afforded some protection and explains why Torbay, Pouch 
Cove, Grates and Bonavista were some of the early sites. 

19See: "Captain John Mason". 
20See: Author; Portsmouth Prototype of Maritime Settlement; Plan; Toronto; Vol. 1. No. 

3. Nov. 1960. pp. 144-170. 
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Ferryland but eventually left to develop the colony of Maryland when war was 
declared with France. 

Unfortunately, Guy's Protestant colony in Conception Bay, and Baltimore's 
Catholic colony clashed, so that by 1625 both were lawless and disorderly, there 
being no authority to maintain order. Charles I appointed a Commission to govern 
the conflicting Colonists and Merchants in 1630 although the latter remained bitterly 
opposed to any authority. 

The Sovereign frequently made fresh grants or Patents for colonization in New
foundland but as its geography was relatively unknown and maps were inaccurate, 
persistent disputes arose concerning the boundaries. The fishery also inflamed the 
difficulties because merchants and ship owners opposed aristocratic colonization 
and their enmity hindered effective development. This group eventually became 
associated with the Parliamentary controversy against the English Crown itself. 
Parliament championed the cause of free fishing while the Court, which numbered 
most Grantees amongst its members, denied such rights. This was one of the griev
ances which led to the Civil War. The situation deteriorated when Charles I granted 
a fisheries monopoly to the Western Adventurers and fishermen, and further in
censed the Colonists by granting a joint Patent to the Duke of Hamilton and Sir 
David Kirke which effaced earlier Patents and the privileges enjoyed by earlier 
Grantees and Colonists. Lord Baltimore's grant was ignored on the pretense that 
he had deserted his settlements without regard for his Colonists or the previous 
Patentees. In fact, the Monarch chose to overlook the immense investments of the 
early developers. 

The Hamilton and Kirke Charter of 163 7 granted the entire island to them and 
forbade the construction of dwellings within six miles of the sea, but as the Grantees 
were unable to exercise their Patents effectively the Settlers remained in their vil
lages-although their colonization was only assured by the Commonwealth Parlia
ment. Lord Baltimore having departed, Kirke and his family took possession of his 
estate as well as his house. 

Kirke also brought 100 Colonists with him and immediately proceeded to enrich 
himself from rents, licences and other dues, so much so, that bitter complaints were 
made in London. A Royal Commission was appointed to investigate the charges, 
whereupon his Associates deemed it prudent to replace him with a new Governor, 
John Downing. When Kirke returned to England in 1640, he was prosecuted by the 
Baltimore family in an attempt to regain possession of their property. Kirke died 
in prison, in 1663, although some of his family lived in Ferryland as late as 1680. 

By the mid century, fifteen communities existed on the eastern shore, viz St. 
John's, Conception Bay, Ferryland, Bristoll's Hope, Trepassey Harbour, Renews, 
Bay Bulls, Torbay, Pouch Cove, Grates and Bonavista. These were inhabited by 
350 families or about 1,500 people. There was, in addition, a seasonal fishery popu
lation which contributed additional settlers over the years. 

THE COMMONWEALTH AND THE RESTORATION 
The establishment of the Commonwealth, after the Civil War, improved condi

tions for the pro-Parliamentarian Colonists although Prince Rupert and Sir David 
Kirke projected an attack against the fishing fleet in 1649 which was only pre
vented by the arrival of two Parliamentary ships-of-war. The Council of State ap-
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pointed John Downing Governor in July and assumed administrative authority. 
John Trewongie succeeded him in office between 1653-1660 and prospered. 
Despite periodic attacks which accompanied the outbreak of war the fisheries ex
panded and new markets were established in New England. The American colonies 
were represented by an Agent to St. John's where they exchanged both West Indian 
and their own products for fish and oil. 

The Cromwellian Governors or Commissioners were the first effective admini
strators. When they assumed office in 1651, they were provided with naval protec
tion for the fisheries to consolidate their authority. Trade increased as the fisheries 
improved, local agriculture was promoted, justice was impartially executed and boat 
building expanded. 21 

The Dutch Admiral, De Ruyter, attacked St. John's in 1655 and burnt the town 
with its installations. 

The Restoration heralded new dissatisfaction for Newfoundland's Colonists. 
Although Charles II endorsed Acts legislating the strict observance of Lent in an 
attempt to encourage fishing as well as another Act in 1663 which rescinded salt 
duties in fisheries and exempted Newfoundland's fish from all tolls and taxes in 
England, the Monarch, being indebted to Louis XIV who had succoured him during 
his exile, concluded a secret Treaty which granted France the southern and western 
areas of Newfoundland including the right to occupy and fortify Placentia. This was 
to result in the Newfoundland fisheries being persistently harried by both the Dutch 
and the French for almost a century, so much so that in 1665, the Crown recognized 
that settlers were necessary for the defence of the island against the Dutch. Never
theless, serious attempts were also made to evict the Colonists and an expedition 
led by Sir John Berry was actually dispatched for this purpose, but, John Downing 
opposed it to such effect that the inhabitants were left unmolested. However, at the 
end of the reign of Charles II the New England trade had become so significant that 
the fishing merchants were seriously perturbed. Trade was also increasing with Ire
land and this led to the immigration of Irish servants who were subsequently 
absorbed into the growing population. 

THE FRENCH SETTLEMENTS 
The French were well established in Canada by 1630 and had settlements in 

Acadia and Cape Breton. As the English occupied the eastern or New England 
coast, the south Newfoundland became a no-man's-land in which both nations 
fished. Although Newfoundland was used as a centre for the French fisheries before 
1660, it was only in 1662 that 150 Frenchmen under Cargot as Governor, occupied 
the Placentia area. A thriving settlement was soon established, churches were built 
and priests arrived. Isaac Dethick (an English resident in Placentia) described the 
colonization in a report to John Raynor, the Governor of Newfoundland thus: 

"In 1662 a great French ship full of men and women put into Grand Placentia 
where she landed a number of soldiers and passengers who fortifies the harbour 
with 18 pieces of ordnance." 

The Placentia fort was strengthened with auxiliary fortresses located along the 
shore at regular intervals and the Colony soon became the French administrative 

21So much so that the Colonists of New France bought them so extensively that the business 
had to be halted. Boat smuggling, therefore, resulted in handsome profits. 
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PLAN; THE ORIGINAL FRENCH 
SETTLEMENT IN PLACENTIA 1690 

This old drawing, despite its crude graphic 
presentation, depicts the early French com
munity and is not unlike the Port Royal 
habitation. It is adapted to a fishing speciali
zation. Placentia had a timber stockade with 
east and west gates. There were 9 wharfs with 
sheds. A northem bastion accommodated 
stock while a large residence to the northeast 
was enclosed in its own stockade. This was 
the Commander's residence and it included a 
store area. 12 residences are within the en
closure. Four buildings, together with the 
chapel, form a simple court; JO smaller resi
dences with 7 adjoining wharfs lie to the west. 
The early fishing community survived within 
defences erected to protect it from both the 
English and the Indians. Local lumber was 
used in its construction. 40 buildings, includ
ing a chapel, comprised the community and 
most of these appeared to have accommo
dated 2 households. The population probably 
numbered 300 persons. 

Photograph; Courtesy The Archives of Nova Scotia; 
Garland Studios, St. John's, Newfoundland. 

THE PLAN OF CASTLE HILL; 
PLACENTTA; 1695. 

This plan of the settlement and the fishing 
rooms owned by the French inhabitants shows 
fourteen landing stages adjoining the water. 
All buildings are oriented to the north or to 
the east. Adjoining the stages a street has been 
made which divided the residences from the 
storage areas. These are often completely or 
partly enclosed with courtyards. A Convent, 
having a garden, is sited in the southwest and 
is, in effect, the main symbol of civic identity. 
36 landowners are indicated which would 
imply approximately 200 inhabitants; three in 
the southwest appear to have specialized in 
agriculture. Placentia was a French fishing 
settlement. 

Photograph; Courtesy of The Archives of New
formdland; Gal'land Studios, St. John's, Newfoundland. 
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centre. A 1690 Plan of Placentia indicates that the town had nine fishing stages and 
quays projecting into the water. It was surrounded by a timber palisade incorpo
rating an internal firing platform. A church, the Governor's residence and six other 
dwellings were inside the defences while four storage warehouses ad joined the east 
gate. A two storied dwelling, surrounded by palisades, was sited in the west. This 
was probably the first garrison house. The palisade was not regular being adapted 
to the contours. Enfilading fire could be provided for the northern defences, while 
two angular revetments were developed on the west to protect a hamlet of seven 
houses and two warehouses. Seven fish flakes and wharves also adjoined them. The 
large buildings may have been of masonry but the remainder were timber structures. 

The Governor's residence was sited in a rectangular bastion while the church was 
in a revetment. Placentia had two gates opposite to each other leading to the fishing 
installations and jetties. The 1662 fort was erected at the enrance to the Gut. A 
battery was then mounted on the Jersey point overlooking the entrance. Later, the 
star shaped wooden Fort Louis was erected on the crest of the hill overlooking the 
settlement and any approaching fleet. 22 When a second fort was erected on the 
Jersey side the settlement became virtually impregnable. 

At the end of the 17th century, 16,000 to 20,000 Frenchmen worked in the 
fisheries which were adequately protected by their navy. France was firmly estab
lished in southern Newfoundland and Cape Breton by 1675 so that her control of 
both coasts adjoining the Gulf of St. Lawrence was assured. This protection was 
reinforced by many small coastal forts. Although Placentia menaced the security 
of British Colonists in Newfoundland the disputes between the fishing and coloniza
tion groups neutralized any effective action. 

Louis XV described Newfoundland "as being situated in seas which were free 
and common to all", in a Royal Ordnance of 1681 which also defined the duties of 
French subjects, their conduct on shore, the survey of boundaries and procedures 
for establishing French possession of coastal areas. French Colonists were originally 
licenced by the Governor of Newfoundland for coastal fishing. This had, however, 
recognized British sovereignty so that such transactions were never officially recog
nized by France. As France and Britain engaged in twenty-five years of sporadic 
warfare, settlements, on both sides, existed precariously.23 Five times, English buc
caneers ravaged Placentia prior to 1685, despite its formidable defences. The Comte 
de Frontenac had the decaying defences of Placentia repaired, Fort Louis built as 
well as installing an energetic military governor between 1689-96. The British re
mained inactive. After the 1688 revolution, King William ascended the British 
Throne, this led to a renewal of Anglo-French hostilities, although French activities 
in Newfoundland were also held to be responsible. The French attacked St. John's, 
Bay Bulls, Ferryland, Conception and Trinity bays which were all burnt, sacked 
and destroyed so that Carbonear Island and Brigus alone survived. As the settlers 
and the New Englanders suffered severely in 1689 the British government was peti
tioned to defend Newfoundland from the French and their allies. 

In 1692, Placentia was attacked by an English Naval squadron, which retired 

22This Fort was erected during Comte Frontenac's Governorship of New France between 
1689-96. 

23As there were few French Colonists their administration endeavoured to entice English 
settlers to their flag in 1667 by offering shipmasters a bounty of 5 Iivre for every man and 3 
livre for every woman brought to Placentia. At first, prospective Colonists were offered a year's 
free subsistence but this was eventually increased to three years. 
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after making a bombardment of six hours. The Chevalier Nesmond then attacked 
and sacked all English settlements save Bonavista and Carbonere. In November 
1696, St. John's was attacked and two hastily constructed forts, Fort William on 
the crown of the hill and Fort Frederick defending the entrance were captured after 
a three day defence. When a relief force with Admiral Norris arrived, he found an 
abandoned city without a single usable building. 

After the 1697 Treaty of R yswick, the French relinquished all conquests except 
territory they occupied in the south-west. The peace was of short duration and 
hostilities were renewed in 1702. The French settlements at Trepassey, St. Mary's, 
Colinet, Great and Little St. Lawrence were destroyed by a small British squadron 
under Captain Leake, who also seized St. Pierre and dismantled the fortifications. 
The French, however, remained in possession of Placentia. In 1705, the French 
retaliated with an unsuccessful attack against St. John's. Nevertheless, they did 
manage to devastate neighbouring settlements and captured many inhabitants. 

Between 1698 and 1708, St. John's fortifications were strengthened and a perma
nent garrison was posted. Fort William was rebuilt with brick rumparts, bombproof 
parapets, powder magazines and substantial barracks, while another fort was made 
on lower ground for the townspeople. Two batteries were mounted at Chain Rock 
and the present site of Fort Frederick. An entrance boom was placed across the 
harbour. Nevertheless, French forces from Placentia, again attacked St. John's 
successfully on New Year's Day in 1709. The Forts were then dismantled and most 
of the houses destroyed. A further attack against Carbonear was unsuccessful. After 
the Peace of Utrecht, in 1713, the French acknowledged British sovereignty in 
Newfoundland and surrendered Placentia, although they retained their right to catch 
and dry fish on the west side of the island between Cape Bonavista and Point Riche. 
Thus, almost two thirds of the eastern shore, the northern shore and one third of 
the western shore were available for French fishing, despite being under British 
sovereignty. They also retained possession of Cape Breton, although Nova Scotia, 
Newfoundland and Cape Race remained British. Nevertheless, the war resulted in 
the devastation of the early settlements which had to be reconstructed. 

The Newfoundland fisheries enjoyed relative security at the beginning of the 18th 
century. St. John's was established as a Naval Station with a Commodore-Governor 
who superseded the fishing "Admiral" as the senior British administrator.~~ Trade 
improved and settlements grew although the old controversies concerning settlement 
remained unresolved. In 1728, Justices of the Peace and local constables were 
appointed in each district to promote civil government, but, as the Justices fre
quently disagreed with the Governor, the system was ineffective. The outbreak of 
hostilities with France in 1756 was succeeded by yet another successful enemy 
assault on St. John's. The town was again reconstructed by the inhabitants and in 
1759, a large Anglican Church was erected. The Peace was of short duration. In 
17 61, war was declared against France and a feverish attempt was made to repair 
the St. John's fortifications. This proved of little use, for the French occupied the 
town from the 27th June to the 20th September 1762. Many French settlers con
tinued to live at Placentia until the 7 Years War when they fled to French territory, 
while the Placentia defences were prepared against French attack in 17 61 but were 
never needed. They finally surrendered New France to Britain at the peace although 
St Pierre and Miquelon remained as French fisheries. 

24His authority was only confirmed, however, by the 1791 Act of Parliament. 
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1798. ST. JOHN'S NEWFOUNDLAND. 

This plan prepared by Francis Owen of H.M.S. Agincourt, shows the city of St. John's. Note 
how the anchorage and· beach line dictated the development patterns. There are dwellings and 
stores associated with timber wharfs reaching into the water. The courthouse and the customs 
house are at a higher level and safeguard the crown revenues & ensure the good order of the 
community. Notice the large number of military i11stal/atio11s such as Fort Townshend in the 
North West and Fort William in the centre. The town developed about the circumference of 
one of the finest natural harbours in the Island. It was well protected by high land 011 the 
sides and could be easily defended. 

Co11rtesy ·Dominion Archivist; P11blic Archives of Canada. Ottawa; Vl3(E.C.-140.; Chest dedicated to 
Ho11. ,vm. ,valdegrave; Governor of Island of Newfo1111dla11d. R. Laurie an< ]. ,vhiltte; London; 1794. 

THE AMERICAN REVOLT AND THE FRENCH SHORE 
A period of tranquility now prevailed. In 1762, the first Customs House was 

erected in St. John's and it was followed by an accurate 4 year survey of the Island 
by Captain Cook in 1763. Salmon fisheries were established as well as fisheries for 
cod in Labrador and Anticosti. In 1763, Newfoundland's population consisted of 
9,976 men, 1,645 women and 3,863 children as well as 9,152 fish employers making 
an overall total of 24,636 persons.25 

In 1764, Sir Hugh Palliser became Governor, but, as he regarded the fishing 
colony as an auxiliary centre for naval seamen he proved incapable of evolving a 
coherent colonization policy.26 This was the end of a phase in British colonization 

25Although St. Pierre and Miquelon employed a small French population of 1,600 in 1763 
it employed over 15,000 people in the fishery. 

26Jt is extremely difficult to formulate an objective appreciation of the many Governors of 
Newfoundland, nevertheless, one cannot but observe few British possessions were cursed by so 
consistent a succession of incompetent and incapable men. The appointments represent a 
singular triumph for the Establishment. 
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which finished with the American Revolution and not only terminated Newfound
land's trade with New England but encouraged attacks on fishing and agriculture by 
American privateers. In 1776, Newfoundland was defined a British fishery and 
_Americans were excluded. Nevertheless, the Revolution was profitable to New
foundland, for, not only were new markets developed but numerous American ships 
were captured and sold. Ultimately, the reassertion of British marine supremacy 
led to the deportation of the St. Pierre and Miquelon population and protected 
Newfoundland effectively from further attacks. 

Although the French were defeated in North America, France still retained the 
right to dry fish without interference on the French shore i.e., the northern half of 
Newfoundland's coast and the British were expected to remove all settlements from 
the area. The Americans were permitted to dry fish in the unsettled bays and creeks 
of Labrador, from Cape Ray to the Ramea Island and this privilege was later con
firmed in the Convention of 1818. The outbreak of the Anglo-French Wars of 
1787-1814 resulted in the capture of the French off-shore islands and an isolated 
French attack on Bay Bulls. English fishermen had established themselves on the 
north-eastern section of the coast from Bonavista to Quirpon during the wars, but, 
after the peace their settlements were represented by France as interfering with the 
free exercise of her fishing rights. Her fishermen, however, encouraged the local 
inhabitants who, being trappers or sealers in the winter also functioned as guardians 
for France's installations. The French fishery was, therefore, a ship fishery using 
temporary coastal installations until 1857, whereas the English fisheries were almost 
wholly dependent upon coastal installations. As the latter became increasingly con
cerned with Labrador their antagonistic legislation restricting the sale of bait to 
foreigners had little effect upon the existing operations. After the 1867 Confedera
tion until the late 90's, these French rights prevented the development of a logical 
railway system, for Newfoundland, in reality, only enjoyed a limited sovereignty 
over her territory. It was only after protracted diplomatic negotiations that the 
French eventually surrendered their right to dry fish on shore in 1904, although 
they retained their prerogatives to fish in the territorial waters during the season. 27 

In 1910, a Hague Tribunal settled outstanding disputes with the United States by 
defining and interpreting the 1818 Convention. Once these two agreements were 
concluded, Newfoundland was able to initiate resource development effectively. 
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"MAN-MADE AMERICA-CHAOS OR 
CONTROL". CHRISTOPHER TUNNARD 
AND BORIS PusHKAREV, Yale University 
Press; New Haven and London, 1963. 

In 1950, the Authors focussed their at-
tention on American urbanization after 
Yale University and the Connecticut De
velopment Commission had held a joint 
Conference to discuss urban sprawl. Con
ferences are so often fruitless and time con
suming, but the results in this case have 
been exceptionally rewarding. Assisted by 
Graduate Planning Students at Yale, the 
authors collaborated in the celebrated De
cember 1950 number of "The Architec
tural Review" on "Man-made America." 
This essay was the predecessor of the pres
ent work. Their studies continued and in 
1957 the book, aided by a grant from the 
Humanities Division of the Rockefeller 
Foundation, was commenced. The result 
is one of the most significant studies pro
duced on American urbanization in this 
century. The authors are to be congratu
lated on their efforts which have resulted 
in concrete and provocative conclusions. 
The continuance of their studies, the re
search which was undertaken, and the 
sympathetic response from both students 
and members of the profession are a tri
bute to their energy and their persistence. 
The book consists of 461 pages, 176 draw
ings and 398 photographs. The great care 
which the authors have taken to ascribe 
credit for assistance to both individuals 
and organizations is worthy of the highest 
commendation. It in no way detracts from 
their achievement, but merely enhances 
their status as outstanding leaders in their 
profession. The bibliography, although se
lective, is extensive and invaluable. There 
is also an excellent index. 

Part One deals with urbanized land
scape and includes a detailed analysis of 
the contemporary scene, investigating land
scape as art, the American landscape, the 
emerging landscape of America, the beauty 
spots, the new settlement patterns and the 
non-beautiful. The authors point out that 
North Americans have been too hasty in 
placing their reliance upon technology as 
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a means of resolving problems only to dis
cover they have created a soulless environ
ment. Chaos and monotony have occurred 
in settlements which formerly possessed a 
genuine urban atmosphere, and these are 
perpetuated by the present economic sys
tem. The authors are disturbed by the pub
lic indifference to beauty, as well as the 
low level of popular taste. They are con
vinced that an environmental art can not 
be limited to buildings alone but should 
be applied even more extensively. They 
identify the indigenous landscape and ex
amine new changes. The City Centre, its 
trends and new forms which are emerging 
are scrutinized. Today the middle ground 
( or inner ring) is changing as municipal 
attention is focussed ( often belatedly) 
upon it. This has produced cities with res
idential areas characterised by extremes in 
accommodation. Conservation and rehabi
litation must be undertaken in other areas 
besides the core. While improvements have 
occurred in the standards, space and leis
ure for suburban families their residential 
areas are personified by escapism and have 
often imprisoned the commuter. As the 
suburb is geared to status and income it 
usually reflects a mosaic of different con
cepts which are not integrated. This mo
notony is intensified by age and sprawl as 
well as other pressures on the rural-urban 
fringe. A radical change must occur in at
titude if this rural pattern of living is to 
be metamorphorized into true urbaniza
tion. It is mainly fringe development which 
has personified "the mess that is man-made 
America". Other pressures are exerted on 
rural environment, such as changes in 
farming technology; the impact of markets 
and the opening up of communications, 
and these have even affected the wilder
ness and other unsettled areas. 

The authors conclude that greenbelts are 
essential elements in future city planning. 
They deplore the lack of enterprise in the 
exploiting of beauty spots or attractive 
areas and attribute the latter to the absence 
of an historic preservation group in the 
Federal Government. Characteristic conur
bations are identified but the attitude of 
planners is questioned, particularly where 
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populations are isolated in new towns 
which are too small in size. As this often 
results from a superficial comprehension 
of the region; the work of economists, 
geographers and visionaries who have rec
ognized various urban socio-economic in
fluences, and the relationships between va
rious centres is emphasized. Men cannot 
be isolationists, and their governments will 
have to be more responsive to their needs. 

Dwelling groups and the aesthetics of 
low density housing are carefully evalu
ated. The editors of "The Architectural 
Forum" conclude that man never created 
ugliness before the industrial revolution. 
Nevertheless today's low density housing 
is visually unacceptable and individual de
signs cannot be excused because there are 
improvements in accommodation standards 
or liveability. 

Few communities reject public action to 
achieve a satisfactory aesthetic although 
this often prevents the cultural elite from 
exercising its creativity. Nevertheless re
cent Supreme Court rulings may have 
more constructive results. 

Three distinct cycles of urban expan
sion are identified. The compact pattern at 
the turn of the century was followed by 
scatteration associated with the develop
ment of new communications. After World 
War II low density speculative sprawl as
sociated with economies in transportation 
and a desire for home ownership followed. 
To-day low densities are being subjected 
to increasing criticism, by architects, con
servationists and sociologists who believe 
that it is asociated with rising transporta
tion, utility, capital, municipal, aesthetic 
and building costs. The present morphol
ogy of the urban fringe is dependent upon 
access to developments and the variety of 
site selection. The scale of development is 
of supreme importance to the building in
dustry and the sociologist, while street and 
unit arrangement are of equal significance. 
The visual principles associated with hous
ing reveal design monotony, chaos in ar
rangement, disharmonious house groups in 
the environment, the monotony and chaos 
accompanying gridiron planning, and an 
absence of order. A three-dimensional 
comprehension is necessary if better aes
thetic results are to be achieved. Greater 
variety must be sought even if it is de
pendent upon geometric patterns. Houses 
dominate and define space, but the resi-

dential aesthetic can also be improved with 
curvature, variations in lot size, yards, 
heights, landscape and set-backs. The ar
ticulation of housing groups and their en
vironmental integration are equally compe
tent, yet the nature of speculative building, 
aesthetic legislation and standardization 
are also subject to future improvement. 
The aesthetics of freeway design in rela
tion to vehicular speed and their functions 
pose equally serious problems. The roads 
may be justifiably regarded as extensive 
generators of commercial blight, particu
larly if their historical evolution in Europe 
and America is examined, and the form of 
highways has received little attention des
pite the intimate relationship between them 
and their landscape, and this is an aesthetic 
which has not been effectively exploited. 
The visual response which colour, tone 
and texture evokes in the user has disre
garded the nature of human vision and its 
ability to discriminate detail. A driver's 
concentration increases in relation to the 
speed of his vehicle. Thus, while the driver 
may be enriched by his visual experience, 
he must never be distracted from the road. 
Freeways may not be arbitrary in form and 
planners should always bear the visual re
quirements in mind when choosing their 
location. Traffic planning, land use plan
ning and visual synthesis are basic to all 
highway design, yet land use planners pre
vent the division of associated use areas 
by them so frequently that conflicts invari
ably arise with the engineers. It is normally 
necessary to sacrifice most urban elements 
in order to obtain freeway efficiency. The 
road is equally important in both town and 
country, thus bridges, intersections, over
passes, under-passes, protective strips, signs 
and billboards, lines of sight, distant pano
ramas and parking relationships shape the 
highway environment. 

The "monuments of technology" are ob
vious manifestations of the industrial and 
commercial aesthetic. Industrial location 
has been revolutionized since the removal 
of metropolitan manufacturing plants to 
the outskirts. As industries compete for 
cheap land in the open market and move 
away from the older areas of the town they 
are accompanied by populations which 
move out to areas circumscribing their 
new sites. As local authorities value their 
tax contributions present day industries oc
cupy 6 to 12% of most urbanized areas. 



Their location is primarily determined by 
transportation, labour cost and the advan
tages of agglomeration, but the nature of 
each industrial operation in relation to its 
market, product, raw materials and system 
of communication is also important. Many 
industries are characterized by chaotic lay
out although others have a notable clarity 
in massing. Their rhythmic co-ordination 
and structural expression are closely asso
ciated and produce an appearance express
ing the dominating elements and an excit
ing silhouette. The volumetric-height rela
tion should be carefully related to the ar
ticulation of elements. Urbanized indus
tries must relate to their landscaping as 
this will humanize the setting, buffer the 
obnoxious uses and produce more satis
factory industrial estates. 

Commercial uses locate in conspicuous 
areas adjoining major thoroughfares and 
occupy at least 3% of the urbanized land. 
There are, however, serious planning prob
lems, for the use of such land is moulded 
by consumer supply and demand so that 
there is invariably a conflict between the 
planner and the developer. While the for
mer is trying to avoid waste and produce 
a balanced development, the latter is often 
exaggerating a service to the point of im
balance. All shopping and commercial fa
cilities have their own design peculiarities. 
New commercial and shopping centres as 
new developments produce a new and 
often unhappy effect upon old town centres. 
The freeway service park and the roadside 
commercial strip which accompany them 
reflect a need for visual order which is 
rendered even more apparent by gas and 
service stations, commercial parking, adver
tisement. A recent and virtually unstudied 
development has been the locating of the 
corporate headquarters in once rural areas. 

Aesthetic and recreational functions are 
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closely associated with the provision of 
open space, and the conflict between the 
urban expansion (which is absorbing thou
sands of acres of countryside) is exagger
ated by public demands for even more out
door space. It is obvious, therefore, that 
greater discipline is necessary in planning 
if balanced development is to occur. Many 
inhabitants have acquired week-end cot
tages in an attempt to escape from the city. 
The noon hour park, the after work play
ing field, the local park and other recrea
tional facilities do provide this to some ex
tent, and their facilities are being used 
more intensively than ever. Picnicing, 
swimming and ,boating have also increased 
enormously, and these functions emphasize 
the need for further areas. 

Although National Parks tend to be 
used most intensively during vacation pe
riods, the journeys to them are often ex
tremely harassing. Greater attention must 
be paid, therefore, to such regional com
munication systems. Many factors affect 
park design, such as the natural limita
tions, the character of the users, multi
purpose use problems, aesthetic organiza
tion, the gradation between formal and in
formal natural areas, the role of composi
tion and material, the material and design 
of organic and man-made open space, and 
the role of water, forest, desert, prairie 
and farm lands. Technological installations 
can improve the organization, scale and 
amount of man-made space. Case studies 
reveal new recreational areas at national or 
regional level, e.g., river basins, forests, or 
agricultural zones. Private and civic space 
is also available, although it is closely 
bound up with legislative enactments and 
the lower tiers of government. 

M. HUGO-BRUNT 

Toronto, Ontario 
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