




Vol. 4, No. 3, 1963 

Canada 

EDITORIAL 99 

ARTICLES 

Transportation Planning and Urban Development. Alan M. Voorhees 100 

A Tale of Two Cities. N. H. Richardson 111 

Some Planning Aspects of Outdoor Recreation. E. Mattyasovszky 126 

NEWS, VIEWS AND REVIEWS 

London Letter. R. N. Percival 138 

Plan is published by the Town Planning Institute of Canada. Editor: Leonard 0. Gertler, M.A., M.T.P.1.C. 
Editorial Advisers: M. Zides, Saint John, N.B., J. T. Allston, St. John's, Newfoundland, J. LaHaye, Quebec, 
Que., F. Marlyn, Edmonton, Alberta, B. Wiesman, Victoria, B.C., R. M. Rookwood, Cambridge, England. 
Address all correspondence to the Secretary, Hugh T. Lemon, The Board of Trade Building, 11 Adelaide 
Street West, Toronto 1, Canada, 

Price, $2.00 a copy for members; $2.50 a copy for non-members. December, 1963 



Printed in linotype Times Roman and Spartan by the 
University of Toronto Press. Cover design by Zoltan Kiss. 



EDITORIAL 

One of the emerging dialogues about the North American City, concerns the 
significance of what Tunnard and Pushkarev have called the "huge population 
clumps . . . stretching out in vast complexes of houses, factories, highways, and 
commercial and institutional areas, and forming several easily-distinguished regions." 
One contemporary viewpoint tends to regard this new settlement pattern as here to 
stay, and as the accepted framework for working out more viable and rewarding 
environments for 20th Century Man. Another, regards this pattern as essentially 
unsympathetic to the fulfillment of human potentials-as the anti-City that needs to 
be fundamentally transformed. 

In The City in History, Mumford poses the issue sharply: "If no human purposes 
intervened to halt the blotting out of the countryside and to establish limits for the 
growth and colonization of cities, the whole coastal strip from Maine to Florida 
might coalesce into an almost undifferentiated conurbation. But to call this mess a 
'regional city' or to hold that it represents the new scale of settlement to which 
modern man must adapt his institutions and his personal needs is to mask the 
realities of the human situation and allow seemingly automatic forces to become a 
substitute for human purposes." 

The tendency towards conurbation, which exists in Canada as well as the 
United States, poses as the central planning question of our time-how can we 
infiuence and shape the patterns of economic development and of settlement to 
achieve, both efficiency and satisfying living conditions? And, as a corollary of this; 
Do we have the means-legislative, financial, administrative, and technical-creative, 
for effectively applying the concepts that offer the greatest promise? 

L.O.G. 



TRANSPORTATION PLANNING AND URBAN DEVELOPMENT 

Alan M. Voorhees 
The author, a transportation specialist, is President 
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Washington, D.C. The article is the text, with minor 
revisions, of a paper presented to the Annual Meeting 
of the Town Planning Institute of Canada, held at 
Ban-ff, Alberta in June, 1963. 

There are, of course, many ways that we can look at traffic. Certainly we should 
consider it from the individual's point of view. We should get right down to his 
basic needs for travel. If we do this, we find that the average person makes about 
two trips a day. However, this will vary depending upon his status in life-whether 
or not he is a breadwinner, or a student, or just how old or young he may be. His 
economic position will also have an impact upon this average. Of course, there are 
other factors involved in trip frequency which are not solely related to the indi
vidual; for example, the geographical position, climate, adequacy of the transporta
tion system, and the patterns of urban development. 

TRANSPORTATION REQUIREMENTS 
Trip Production 

Although this approach is the best way to look at transportation needs, we have 
found it easier to analyze them in other terms. For example, how many trips are 
made by an auto in a given day? As you might expect, we have found that this is 
highly correlated with auto ownership. In fact, a great deal of research has been 
undertaken recently to explore the other elements that are involved in "auto trip 
production." Although these explorations have not been as revealing as we had 
hoped, they certainly indicate that many other factors are involved-family size, the 
number of retired persons in the family, the number of school age children, etc. 
However, it is very clear that car ownership is an excellent indicator of the trips 
that are made by a family and the mode of transportation that is used. Generally 
we know that about four daily trips per car are made in the larger cities-200,000 
or more-with more trips being made in smaller cities. We also know that once the 
level of one car per family is reached, transit usage becomes very low. Therefore, it 
is very important to understand what influences car ownership. 

Figure 1 shows what we feel are the key factors influencing car ownership; 
namely, type of residential area and income. It shows that with a rise in income 
there is a rise in car ownership. This seems to "ceiling out" at about $8,000 to 
$10,000 income per family. Car ownership is particularly sensitive as families rise 
in the $3,000 to $5,000 income bracket. At this range there may be a 10 percent 
change in income and a 30-40 percent change in car ownership. Many European 
countries are moving through this range at the present time. We all went through 
this in the 30's and 40's. Right now, car ownership per person is going up quite 
slowly. By 1980 it should stop climbing. In fact, if we could keep the birth rate 
down, we might have the whole problem licked. 

This curve also indicates that if we could keep everyone living in higher densities, 
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we would be a lot better off. As shown by Figure 1, as the density increases the car 
ownership drops. Of course, this reflects many factors which influence transporta
tion requirements. First of all, as the density increases there are generally errands 
that can be accomplished on foot, thereby eliminating the need of an automobile. 
But unfortunately, many of our new apartment house areas do not provide for this 
type of development-too often they are sterilized from commercial use and walking 
trips to the grocery store or laundry are almost impossible. So I am not too sure if 
these patterns will hold true for the new apartment areas. But certainly with higher 
densities we can gain a higher level of transit service, since there is a greater market. 

Just how important the level of transit service is in this whole picture is still not 
clear. However, stepped-up transit service by itself cannot be assured usage. If 
parking is readily available people undoubtedly are going to have a car, and once 
they have a car they will tend to use it. The only time they will not use it is if the 
parking rates where they are going are exceedingly high, or if the transit service is 
much better than auto. Perhaps the zoning ordinances that we have which require 
sufficient off-street parking in apartment house areas have a greater impact than we 
realize upon the mode of travel. We have never adequately evaluated our zoning 
requirements, particularly in light of the impact they have upon the mode of travel 
that people use. 

Trip Length 
Another important element in transportation-probably more important even 

than the question of trip production is distribution and trip length. Surely we know 
that work trips must go to places where there are jobs and that shopping trips must 
go to shopping centers-but do they always go to the closest place of employment 
and the closest shopping center? 

In reality we all know that they do not. People require and demand variety-not 
only in terms of where they shop, but where they work and where they spend their 
leisure. This desire is really the culprit behind our traffic problem. This can be made 
clear by a simple example. If trip length could be cut in half, the traffic loads on all 
our streets could be reduced by half. If the trip length in Los Angeles were similar 
to that in Chicago, there would be one-third less traffic in Los Angeles. So trip 
length characteristics are of vital importance. 

The next graph, Figure 2, shows the range of trip length for different purposes 
that have been found in various studies throughout the country. As might be 
expected, the work trip is the longest. In considering the various cities and localities 
in the country, it is quite evident that the communities that have had the greatest 
fluctuation in the job market and have the highest level of transportation service 
have the longest trip length. Los Angeles is a good example of this. However, areas 
like the New London Area in Connecticut have similar trip length mainly because 
of fluctuations in the economy. People are willing to travel great distances if neces
sary to get a satisfactory job. This has been the case in the New London region, 
since some of the basic industries have moved to the South. In other areas where 
social patterns and local traditions had made these areas more self-contained, the 
work trip may be very short by comparison. This is true in some cities in Iowa 
where over the years people have lived and sought employment close to home. 
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Unfortunately, we have not been able to quantify all these things, but it does 
appear that an area that is subject to employment changes is likely to be subject to 
greater transportation problems than a stable community; therefore, a community 
that is expecting fluctuations in its economy should probably try to provide for 
greater flexibility in its transportation system than a more stable community. 

Work Trips 
The only solution I can see to shortening the work trip is by carefully planning 

and programming the development of our communities. As new industries or 
activities move into the area, their development must be tied in with housing pro
grams. Adequate housing for their employees must be nearby. This must be avail
able at the time industrial development occurs, and it must be at a price the worker 
can afford. Some of our faster growing metropolitan areas are plagued with this 
problem. For example, while industries were expanding in the Los Angeles Basin, 
a great deal of the housing was being provided in the San Fernando Valley twenty 
miles away. This naturally generated a long work trip. I feel that with proper co
ordination of public and private interests we can do much better in this direction 
than we have in the past. Certainly we should give more consideration to the work 
trip in our urban renewal programs and try to reduce the work trip wherever 
possible. 

The other types of trips, such as those related to shopping, are going to be 
influenced by dispersion of our retailing activities and the transportation services to 
them. Although in many ways we should attempt to reduce them as much as pos
sible, they do not have as great an impact on traffic since the majority of these trips 
do not occur at the peak hour. From a planning point of view, it is probably much 
more important to have strong commercial centers that have a depth of variety in 
merchandise than to have them close to everyone, which really doesn't benefit 
anyone. 

As for the social and recreational trip, I feel that with our increased standard of 
living, we can expect nothing but additional increase. If our transportation facilities 
of the future permit it, we will undoubtedly see longer and longer trips-they may 
even exceed the work trips in length. This undoubtedly will put greater strain on 
our transportation facilities, particularly those that are serving the key recreational 
areas. I wish there were ways that we could reduce these trip lengths, but on the 
other hand a good plan for an urban area certainly would call for many types of 
social and recreational diversion and they should be accessible to all. This is 
undoubtedly what the people will want, and it is something that we will have to 
plan for. 

We undoubtedly should be doing more transportation planning for our recre
ational needs than we have done in the past. Along this line, several recent transpor
tation studies are developing a special analysis of recreational travel and plan to 
take recreational needs into consideration in designing for all future highways. 

The City 
Whenever we talk about transportation needs, I think we cannot gloss over the 

city itself. After all, transportation needs are related to the city, and the exact form 
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that the city takes in the future will have a terrific impact upon transportation 
requirements. Thus, we are justified in emphasizing a few things that are occurring 
in urban growth, which provide a full perspective on our transportation problems. 

The first one that I should like to stress is the flexibility that has been brought 
about by the automobile. As we all know, the automobile has provided a fantastic 
flexibility not only to the businessman but to the individual. The flexibility has 
permitted the individual to live almost any place that he chooses in the metropolitan 
area, and it has permitted the industrialist and businessman to move about freely 
and locate wherever they desire. 

By providing this flexibility we have given people the opportunity to consider 
many other factors in making the decision as to where to live or work or locate their 
business. The individual is given the opportunity to consider the quality of the 
schools, residential amenities where the area has prestige, housing costs and many 
other factors in choosing his home. 

This means that in making a decision as to where to live transportation is not 
having the influence that it once had when our cities were built around a rapid 
transit system. The individual under those conditions had little choice, but now with 
our extensive highway systems in urban areas and with the automobile he is given 
a great deal of freedom. 

Furthermore, as he rises on the income scale, he seems to put more emphasis 
on larger lots and the amenities associated with such lots-as illustrated in Figure 
3. This, of course, is somewhat related to the fact that people's values would 
change with a rise in income, and it also shows up in various other aspects about 
urban living. A curious fact that we have observed in connection with some of the 
attitude surveys we have been conducting is that as income goes up the proximity of 
commercial development become less and less important. The reasons involved are 
not established, but it appears that as income rises people would prefer to have 
"pure" residential areas, and hence travel several miles further to a store rather 
than to have commercial areas mixed in with their residential neighborhoods. 

This may be due to not having any example of how commercial areas have been 
effectively woven into residential development. But it is probably related to the 
fact that once people accept the fact that they have to use a car for an errand, they 
are not too concerned whether the trip is four miles or two miles. This is illustrated 
by Figure 4 which shows the satisfaction of people with various public services 
located at different distances from their home. 

This was obtained simply by asking people if they were satisfied with the distance 
to their schools or shopping centers, and then determining the actual distance and 
rating the proportion of people who were satisfied at a particular distance from these 
various facilities. With the exception of mass transit, most people are not too con
cerned about having some of these facilities close at hand. It was found that they 
really would like to have mass transit close by in order that they could walk to this 
facility. For the other activities they more or less expect that they will have to go by 
auto and are not too concerned about additional distance. They are more con
cerned, in my opinion, at what they get at the end of their trip-is it the right 
doctor; is it the right store; is it their favorite hairdresser? So, in effect, their desire 
for variety in choice has magnified our transportation problem. 
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SATISFACTION WITH DISTANCE TO PUBLIC FACILITIES Fig. 3 
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I don't think it is correct to say that "the spread city" is caused by the automobile, 
although it has made this possible. After all, some of the fast-growing downtown 
areas, like Toronto or Montreal, and Houston, Texas, are auto-oriented cities. The 
fact that Los Angeles has a relatively small downtown area is primarily related to 
the nature of the Los Angeles area-that it developed as an industrial complex of 
many downtown areas-Pasadena, Hollywood, Long Beach, etc. The long trip 
that is familiar to most Los Angeles residents is due to the way the city grew-the 
development of a large number of small, independent cities that have grown into one 
large metropolitan area. I cite these cities only to point out my basic thesis that 
there is much more involved in urban growth than transportation facilities, and that 
as planners we have too often over-emphasized the role of transportation in urban 
growth, while under-playing some of the key issues, such as social and technological 
change. Until we understand these latter factors better, we will not be able to truly 
plan for the future. 

The technological change that has been occuring in urban areas is very remark
able. I think that one of the best indicators of this change is that with all the growth 
that we are getting in the United States we have had no increase in manufacturing 
jobs since 1955. An industrial city like Baltimore has less manufacturing jobs today 
than it did in 1948. During this period, the population has grown by 45,000. All 
this can mean is that service jobs have been growing at a fantastic rate to off-set the 
lack of industrial growth in employment. This undoubtedly will continue-meaning 
that more job opportunities will be created in our commercial centers in contrast to 
our industrial parks. 

In attempting to look at the social changes that have been occurring, we have 
been studying leisure activities. Figure 5 represents a summary of these findings. 
This shows that with change in income we get change in leisure activities. Television 
becomes less important. Even in the higher income groups it consumes 40 percent 
of their time, and in the lowest income groups it consumes about 70 percent of their 
time. I think that the startling thing from a planning point of view is that 80-90 
percent of the time is spent around the house. The gay life just doesn't exist in the 
typical family. This, I think, influences the values that people have about their 
community. It certainly places a high degree of emphasis on the home and the areas 
immediately around it. It certainly indicates that as planners the way to make the 
greatest impact is to concentrate on the immediate neighborhood surroundings. We 
need to know more about these and other social changes. This will call not only for 
the kinds of studies that have been made but for more studies in depth than ever 
have been done before. We certainly have to watch changing technological develop
ment so that we can more adequately anticipate the needs of the future. 

TRANSPORTATION SOLUTIONS 

These are some of the conclusions that can be derived from studies that have 
been made on urban transportation and urban growth. These points are seldom 
brought out in the report, but I think they are the key factors behind our planning 
problems. Unfortunately, we are not really using them as effectively as we could 
in our planning for the future. 
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Metrotowns 
Here are a few areas where some of this knowledge is being applied. One of the 

most commendable is the work being done in the Baltimore Region where they have 
developed a concept of "metrotowns" which take into consideration the way people 
live in metropolitan areas today. This concept is aimed at reducing transportation 
requirements and obtaining greater amenity and personal identity. It attempts to 
eliminate the suburban sprawl by intelligently arranging the land so that it takes 
into consideration social as well as economic goals. 

At the heart of these metrotowns is a commercial core which will house between 
10,000 and 20,000 jobs. This core will be fed by freeways, and, it is hoped, by 
mass transit. The advertising values provided by freeways is almost essential if you 
are to provide strong commercial development in any particular section. The 
development of transit stations to this area will further strengthen this pattern. 

A large portion of the high density development in these towns will be located 
nearest these centers. The density will decrease to the edge of the metrotowns where 
open space will be provided. This open space will help define these metrotowns and 
force commercial development to the center, for one of the best ways to prevent 
commercial spread is to create open spaces which automatically define market areas. 

The type of metrotown center required is being planned for a community outside 
of Washington. It contains a subway station tied in with an improved arterial street 
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system that tends to strengthen the whole core. Direct highway access is provided 
through the retail area; transit service is highly coordinated with the high density 
employment areas. It is felt that by this general pattern of development transit usage 
will be maximized and that the center will attain its greatest strength. 

We hope that these metrotowns can be built through a cooperative relationship 
which will tend to assure that the right type of residential development is built for 
the jobs that are created in the towns. This will make it easier to find work within 
the town in which you live. However, it is well recognized that people are going to 
find jobs beyond the metrotown in which they live. It is believed by the intelligent 
planning of these towns and the programming of their development that perhaps 40 
percent of the people within a town might work in it. This is in contrast to the 10 
percent to 20 percent that is found in existing suburban complexes of similar size. 

The one thing different about the concept of these "new towns" is that they are 
really part of the metropolitan area. The wide range of choice found in a large 
metropolitan area is still available. Our attitude studies in cities of less than a million 
indicate that people are generally quite unhappy with job opportunities in such areas. 

The size of these metrotowns should be between 100,000 and 200,000, which is 
adequate to serve most of their daily and weekly needs. Current studies indicate 
that as a unit like a metrotown grows in size in a metropolitan area it becomes 
more and more dependent upon itself until it reaches 100,000 or more. This, of 
course, reflects the fact that we need 100,000 people to support the variety of activi
ties that we desire-enough hairdressers, dentists and doctors to give your wife a 
choice. 

Street Patterns 
For those of you who do not live or work in a large metropolitan area you may 

be interested in knowing some of the thoughts we have been developing on street 
patterns for smaller cities. In such cities we have, for some time, recognized that 
streets should perform various functions and that the design characteristics should 
reflect these functions. We have talked about expressways, arterials, collector 
streets and local streets. In our smaller cities the expressway, or freeway, serves a 
unique function. It may bypass the community or it may provide important access 
to the downtown area or other key industrial areas, but the bulk of the traffic will 
have to be carried by the arterial streets. The spacing of these arterial streets will 
vary depending upon the density of development and the location of the streets in 
relation to other major traffic generators. In lower density areas-those with 3-5 
families per acre-a street spacing of about one mile apart has been found satisfac
tory, but if the density gets higher these streets must be closer together. Often we 
find that it is desirable to have these streets spaced at one-half or one-quarter mile 
intervals in the more congested areas. 

With regard to collector streets, we are beginning to recognize that streets which 
serve over 100 homes (100 homes generate 1,000 auto trips a day) have to be 
wider than the 30 feet generally recommended for residential areas. In such cases a 
36 to 40 foot street of higher design standards is required. 

If you accept that collector streets in residential areas should not have com
mercial development along them, every attempt should be made to keep the traffic 
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below 10,000 trips a day. It should be less than 5,000 per day, because as soon as 
you get volumes of this magnitude commercial developers will think about develop
ing along them-then your only hope is zoning. 

The Neighborhood 
As we all know, the classical neighborhood building around the elementary school 

does not tie in with the social patterns of the teen-ager or the adult today. In fact, 
the only thing that you can say about the neighborhood is that it is the sphere of 
interest of the elementary school child. For example, our studies have shown that 90 
percent of the socializing people do beyond their home is done more than one mile 
from their home and only about 2 percent of the socializing is done on foot. There
fore, it would appear that the kind of neighborhood that made sense is one at a 
walking distance scale, which is probably less than 1,000 feet. And, instead of 1,000 
or 2,000 families the only type of neighborhood unit that makes sense today is one 
of 100 to 200 homes which are tied together by unique topography, an original 
design concept, a common recreational area such as a swimming pool and tennis 
courts, or just a wooded area left untouched. 

In considering this neighborhood concept-of 100 to 200 homes-we should 
attempt to keep through-traffic from piercing it wherever possible. 

This certainly is a lot easier to do than laying out a classical neighborhood. It 
may be necessary to have a collector street in them, but often this can be avoided by 
keeping collectors on the boundaries of such neighborhoods. However, sometimes 
it has been found that collector streets in such neighborhoods can help knit the area 
together, particularly if the volumes do not exceed a couple of thousand trips a day. 

If this type of neighborhood concept makes sense, then all that one needs to do 
is set up standards as to what type of activities should be located on various streets. 
For example, "collectors" might only serve 

Elementary Schools 
Minor Recreational Facilities 

while "arterials" should serve 

Commercial Areas 
Industrial Areas 
Major Public Facilities. 

There are many other concepts that we could discuss which would show how to 
interrelate transportation and city planning, but I hope that these examples have 
given you some insight into how this can be done. We must analyze our traffic pat
terns more thoroughly and evaluate people's values. Until we understand the nature 
of our problems more clearly it is going to be difficult to develop the type of plan
ning principles that we need to plan adequately for the future. 
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A TALE OF TWO CITIES 

N. H. Richardson 
This paper is a revised and expanded version of the 
essay "Kitimat, B.C.: An Appraisal", which was 
awarded the 1961 President's Prize of the V.K. 
Town Planning Institute. The T.P.J.'s permission to 
make use of the essay is gratefully acknowledged. 

Mr. Richardson, formerly a senior planner with 
the Lower Mainland Regional Planning Board in 
British Columbia is now working as Staff Consultant 
with the City of Toronto Planning Board. 

Between the Pacific Ocean and the 4,000-foot crest of British Columbia's Coast 
Mountains, the westernmost mainland range of the Canadian Cordillera, is a rugged, 
forest-covered land of rivers and fiords. Among the mountains, away from the sea, 
its summers are cool and its winters bitterly cold; but on the lower levels, along the 
inlets and the coast, the climate is milder, with mean monthly temperatures between 
55° and 65° in July and between 20° and 35° in January. Precipitation is high, 
reaching 160" or more annually in some areas, and rain or snow fall throughout the 
year; except on the sea-coast the land is blanketed by thick snow during the winter 
months. 

Until the latter part of the nineteenth century the region was virtually unknown 
to the white man, though scattered along the fiords and the rivers were the villages 
of the Tsimshian, Bella Coola and Kwakiutl, dependent on fish for their livelihood 
as most of their descendants are today. The first systematic exploration was carried 
out in 1859 and 1860 by Major William Downie, who was impressed by the poten
tialities of the Skeena Valley as a transportation route. Five years later the "Collins 
Overland Telegraph", which was to link North American with Europe across the 
Bering Straits and Siberia, reached the Skeena, but in 1866 came the news that a 
cable had been successfully laid across the Atlantic, and the project was abandoned. 
But many of the workers stayed to look for gold, which in due course was found on 
the upper Skeena, and by the seventies the rush was on. The riches of the Skeena, 
however, did not compare with those of the Yukon and the Cariboo, and, as else
where, frustrated prospectors turned to less colourful occupations: logging, farming 
or fishing, for the most part. By the 1890's fish canneries were being established at 
several points along the coast and the rivers. White settlement was firmly established 
by the end of the century. 

Surveys for a transcontinental railway were carried out as early as the 1870's, 
and it seems that serious consideration was given to the adoption of a northern route 
through the Yellowhead Pass and along the Skeena Valley. But the CPR chose the 
southern route instead, and Vancouver rapidly blossomed from a cluster of shacks 
along the shore to British Columbia's chief city. However, the possibilities of the 
northern route were not forgotten. In 1903, with the support of Sir Wilfrid Laurier, 
the Grand Trunk Pacific Railway Company was incorporated. The Grand Trunk 
Pacific was the brainchild of C. M. Hays, General Manager of the Grand Trunk 
Railway, a line beset by chronic financial difficulties, and it was Hays' scheme to 

PLAN: Volume 4, Number 3, 1963, 
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build a second transcontinental railway to compete with the CPR and, in fact, by 
bringing the railhead five hundred miles closer to Oriental ports, to outstrip the 
CPR in the race to carry the rich trade that was expected to develop with the Far 
East. Construction of the line eastward from the coast was started in 1907; in 1914 
the route was completed, from North Bay, Ontario, to the Pacific. 

PRINCE RUPERT: NEW TOWN, 1904 

Meanwhile, even before any track was laid, a site had been chosen on Kaien 
Island, some ten miles north of the mouth of the Skeena, for the city that was to be 
the line's western terminus. The company bought 10,000 acres of land from the 
provincial government at $1 per acre, on condition that a quarter of the townsite 
and a quarter of the waterfront would be reserved for government use. It then took 
a step of considerable significance in the history of Canadian town planning by 
engaging a prominent U.S. firm of landscape architects, Messrs. Brett and Hall of 
Boston, to design a townsite layout for the new city of Prince Rupert. 

The planners were faced with a twofold objective. First, they had to plan for a 
city of 100,000 people, which might before very long have a population consider
ably exceeding that figure. If that now seems a trifle ridiculous, one must recall that 
in 1904 Vancouver, which was barely a village at the time it was reached by the 
CPR, less than twenty years previously, already had a population nearing 50,000 
and in fact destined to reach 100,000 only seven years later, and a spectacular rate 
of population increase was no more than consistent with the rosy prospects that 
were thought to lie before Vancouver's rival. 

Second, Brett and Hall were expected to design a city of beauty and dignity, 
according to the formal civic aesthetics of the day, on a topographically difficult site 
consisting largely of rock and muskeg and covered by dense forest. Considering the 
circumstances, their layout was remarkably successful. A series of monumental 
thoroughfares, terminating in natural elevations or sites for public buildings, was 
skilfully adapted to the form of the land. The streets connecting them were laid out 
broadly on a grid, but where topography demanded it the planners were prepared 
to modify the grid or even depart from it altogether. In fact, the care and deftness 
with which a formal street layout is fitted to a rough and broken site commands 
great respect, particularly when the Prince Rupert plan is compared with the infini
ties of rectangles which were being imposed elsewhere upon the land of British 
Columbia with brutal disregard for hill, stream or coastline. The two main axes 
which dominate the plan, with their related systems of avenues, circles, crescents 
and public sites, were in fact intended as the commercial and institutional foci of a 
great city. The residential areas which were to house a hundred thousand people 
were to be more freely and informally laid out, their streets curving along the sides 
of the hills that rise behind the city centre.1 

In anticipation of the tremendous boom that was to occur when the railway was 
opened to traffic and the docks of Prince Rupert were crowded with transoceanic 
shipping, and in an attempt to regain some of the money that it had spent, the Grand 

1For a contemporary account of the planning of Prince Rupert, see George D. Wall: "The 
Future Prince Rupert as conceived by Landscape Architects", Architectural Record, 26.2. 
August 1909. 
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Trunk Pacific soon began to sell lots. And in the euphoric atmosphere of the time, 
and with the rosey image of a Canadian San Francisco before their eyes, many 
people bought them. Streets, sidewalks and utilities were laid in the forest. Within a 
couple of years of establishment of the town, Prince Rupert had a population of 
over four thousand, a Council, an apparently firm financial base, electricity, water 
supply and a telephone system. 

PRINCE RUPERT: DEVELOPMENT AFTER 1912 

Then the bubble burst. In 1912 Hays went down in the Titanic: the new docks 
were almost unused; the real estate boom was over; the City was in serious financial 
difficulties. In Prince Rupert's hinterland there were riches of minerals and timber 
indeed, but the time was not yet ripe for them to be tapped. Farming was scattered 
and marginal. In 1914 Prince Rupert was stagnant, and the coming of war destroyed 
what hope there might have been that the opening of the railway would revive the 
golden prospects of a few years before. Eight years later the Grand Trunk Pacific 
was absorbed into the Canadian National Railways. In 1929 most of the land pur
chased by speculators twenty years before began to revert to the City for tax delin
quency. In 1933 the City itself went bankrupt. 

For a quarter of a century Prince Rupert's population remained almost unchanged 
at about 6,500 people engaged mainly in fishing and fish processing, but also in 
government and other services, logging and sawmilling. The Second World War 
brought a temporary boom ( during which the population, including servicemen, 
rose to some 20,000), plus the more lasting benefits of enlarged docks, a seaplane 
base, and, most important of all, a road which for the first time linked Prince Rupert 
to the provincial highways system. A pulp mill was established near the City in 
19 51, a new airport has recently been built, and a ferry service to Alaskan ports 
will soon be started. The City's population, which dropped to 8,500 after the war, 
reached 12,000 by 1961. 

Physically, the City's growth has taken place almost entirely within the area 
originally intended for commercial, institutional and governmental use. Ironically, 
however, the street which was intended as the principal boulevard of the City is 
now not even the main business street, chiefly because speculation raised lot prices 
so high that businessmen preferred to establish themselves on a parallel street a 
block away, which is now in effect Prince Rupert's "Main Street"-a lesson not 
without contemporary relevance. Prince Rupert is still not a wealthy place; shabby 
frame houses and weed-grown vacant lots adjoin the wooden sidewalks of streets 
built over gullies or blasted through rock, streets that were to have been lined with 
tall and stately buildings. Comparing the vision of 1905 and the plan which grew 
out of it with the reality of a half-century later, one is reminded of an impoverished 
family squatting in the ballroom of a palace abandoned long before it was 
completed. 

But from the viewpoint of physical development Prince Rupert has two great 
assets. Almost all its unused land is in public ownership, amounting in total to over 
half the City's land area; and, partly as a consequence of this, the built-up area is 
fairly well-defined and compact, with a minimum of "sprawl". There is, however, a 
housing shortage, and much existing housing is in poor condition. 
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Today, the future of Prince Rupert looks brighter, perhaps, than it has since 
1912. The old dreams are unlikely ever to be realized, but new transportation links 
to the south and north, development of timber and other resources, and tourism, 
hold out hopes of better times to come. At the same time, the silver lining has a 
cloud in the form of indications of a decline in the City's staple industry, fishing. 
In the face of these prospects, the City Council recently engaged a Vancouver firm 
to carry out an economic survey and a study of housing conditions, and a report 
on planning.2 These were completed early in 1963, and may provide a sounder 
basis for future development than the febrile optimism in which Prince Rupert was 
born.3 

THE ORIGIN OF KITIMAT 

From the beginning of the First World War to the end of the Second, as mining 
was almost completely abandoned in the face of adverse economic conditions, the 
North Coast-Skeena region as a whole depended almost entirely on fish and 
lumber for its livelihood. By 1951 it had only 20,000 people, about a third of them 
Indian. 8,500 people lived in Prince Rupert and the remainder mainly in small 
towns strung along the railway-now part of the Canadian National Railways 
system-or in isolated logging communities scattered along the coast and in most 
cases accessible only by sea or air, still the only direct means of communication 
between the region and the main population centres of the province. But in addition 
to fish and forests the north coast had an almost untapped reserve of hydroelectric 
power from the drainage of the Nechako Plateau between the Coast Range and the 
Rockies, estimated at three million kilowatts. It was this potential supply of cheap 
power which in 1951 led the Aluminum Company of Canada ("Akan") to decide 
on the establishment of a major aluminum smelting plant; for while the raw 
materials of aluminum reduction can be shipped cheaply in bulk by sea, the process 
requires enormous quantities of power-20,000 kilowatt-hours for every ton of 
ingots produced. Smelters are thus tied to sites near sources of ample power and 
with deepwater docking facilities as well as road and rail transportation, require
ments which were met at the head of the Kitimat Arm, some fifty miles inland and 
connected with the railway and the Prince Rupert-Prince George highway by a 
convenient valley. 4 

To provide the power, Akan undertook several major engineering projects, 
including the reversal of the drainage of an entire lake system. The physical and 

2Associated Engineering Services Ltd.: Prince Rupert: Economic Prospects and Future 
Development. Vancouver, B.C., January 1963. 

3For general accounts of the geographical background, early history, and planning of Prince 
Rupert, see A. D. Crerar: Prince Rupert, B.C.: The Study of a Port and its Hinterland, unpub
lished M.A. Thesis, UniversHy of British Columbia, 1951; and P. D. McGovern: "Prince 
Rupert, British Columbia", Town and Country Planning, XXVIII 4-5, April-May 1960. 

4For general accounts of the Kemano-Kitimat project, see: Aluminum Company of Canada 
Ltd.: Kitimat-Kemano: Five Years of Operation, 1954-1959; Paul Clark: "Kitimat-A Saga 
of Canada", Canadian Geographical Joumal XLIX, 4, October 1954; L. G. Ecroyd: "Start-Up 
at Kitimat", Westem Business and Industry, 28.7, July 1954; "The Nechako--Kemano-Kitimat 
Development", The Engineering Joumal, April 1953 and November 1954; "Kitimat: A New 
City", Architectural Fon1111, July and August 1954; Pixie Meldrum: Kitimat-The First Five 
Years, Corporation of the District of Kitimat, 1958. 
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economic problems were thus overcome; but the human problem remained. The 
plant, located in almost virgin wilderness forty miles from the nearest town, needed 
a workforce of thousands; and to get and keep a stable and contented workforce 
meant providing living conditions that would compare favourably with those ob
tainable in the cities and towns to the south. Thus Kitimat was born, the region's 
second planned "new town", only eighty miles as the crow flies from its first, 
making them next-door neighbours in the terms of that vast country. 

THE PLAN FOR KITIMAT 

Akan, like the north coast, had had previous experience with new towns, and in 
the Company's case, like the region's, the experience had not been entirely happy. It 
is likely that the problems created by Arvida, established under similar circum
stances on the Saguenay in Quebec in 1926, had a good deal to do with the care 
devoted to the physical and administrative forms of the new venture. To shape the 
general conception and principles of the town plan for Kitimat, the Company 
engaged Clarence Stein, the author of the Radburn plan, working in collaboration 
with the New York firm of Mayer and Whittlesey; while a team of experts prepared 
proposals on the administrative, fiscal and social aspects of the scheme. The result 
was a remarkably comprehensive series of detailed studies and plans embracing every 
important consideration which could be expected to apply to the building and 
operation of a town of ten thousand or more people in a virgin wilderness, forty 
miles from its nearest neighbour and four hundred from a large city. 5 

Twelve years have now passed since the decision was made, and a decade since 
Kitimat was formally incorporated as a Municipal District by a special Act of the 
British Columbia Legislature. The town is today generally recognized as one of the 
most significant of contemporary North American contributions to planning prin
ciples and practice, and one of the few ventures on the continent to compare in scale 
and character with the British New Towns. A first assessment of the true extent of 
its achievement can now be attempted. 

In doing so, however, one must bear in mind the physical circumstances and the 
handicaps which were imposed upon the planners thereby. When Akan came, the 
country was largely unexplored and unsurveyed. Since it was covered by dense 
timber, mistakes were made even after aerial photography, mapping, ground surveys 
and test drillings. Ravines were discovered that had not been suspected, and the 
site of the City Centre was found, after construction had actually started, to consist 
in part of muskeg, and the intended arrangement of the Centre had to be drastically 
altered. 

These were the circumstances under which Stein had to devise his plan. There 
were two courses which he could have adopted: to adapt to geography and climate 
or to adapt to people and culture. The former would have meant probably a tight 
design, a huddling together of people and buildings about a compact, perhaps multi
levelled centre, a solution such as has been adopted in northern Sweden and has 
been proposed in other parts of Canada. Instead Stein chose the latter. He assumed 

5See Clarence S. Stein et al.: Kitimat Townsite Report, edited and reissued by the Corpora
tion of the District of Kitimat, December 1960. 
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that the people of Kitimat would be the same sort of people as those of Vancouver 
or Winnipeg or Toronto, living as far as possible in the same way; and he adapted 
to the rugged landscape the "Radburn idea", the principle of the loose-knit com
munity based upon but not subjected to the use of the automobile. He designed a 
pattern of trafficways linking the City Centre to neighbourhood centres, and, con
nected to the trafficways, a series of loops and culs-de-sac around which the houses 
are built. Among the buildings run pedestrian walks and park strips by means of 
which supermarket, drugstore, movie theatre, church and school can be reached on 
foot, in complete safety from vehicular traffic. 

All this presupposed a car-owning society, and although the car is kept to its 
place, serving but not dominating the houses and excluded entirely from the inner 
ways which link homes to community facilities, the mobility which it gives and the 
demands which it makes have clearly been the chief determinants of the pattern of 
the town to the almost complete exclusion of any deferring to the exigencies of land 
and climate. Kitimat has as a result been described derisively as "Radburn revisited" 
and "A suburb without a city", and indeed it seems at first a little strange to find 
amid the forests and rugged hills of British Columbia a town which would seem 
quite at home in the suburban fringe of any North American city. But social values 
and habits are facts to be faced as much as are snow and muskeg, and less easily 
overcome; and this being so Stein's application in Kitimat of the principles which 
he had pioneered in Radburn to permit peaceful coexistence between man and 
machine was not only sensible but perhaps inevitable. 

KITIMAT ASSESSED 
In fact, if any criticism can be levelled at Stein's general conception it is that he 

did not fully appreciate the extent of automobile domination; while he allowed in 
effect for two separate but equally complete systems of circulation, one for motor 
traffic and the other for bicycles and pedestrians, it has proved in practice that much 
of the latter has been neglected and has served little useful purpose. While the 
internal "greenway" or park belt is well used, the connecting footpaths running 
between the rows of houses have mainly degenerated into mud tracks littered with 
garbage cans and junk, and they are likely to be abandoned in the design of new 
neighbourhoods. It could be argued that for a town set in the midst of a wilderness 
of tremendous potential for hunting, fishing, skiing and other forms of outdoor 
recreation, with fifteen feet of snow in the winter and much rain the rest of the year, 
the whole system of parks and greenways is unrealistically generous; that for its real 
value the cost of landscaping and maintenance will be too high. The present munici
pal administration would not agree, but as time passes and the consciousness of and 
pride in being part of a new venture fades, future municipal councils may well look 
on all this open space flowing through the town with more jaundiced eyes. 

While the quality of the two-dimensional plan of Kitimat can be considered 
worthy of the tremendous enterprise of which the town is a part, the same unfor
tunately cannot be said of its physical form. Once the decision was made to go 
ahead with the project, time was of the essence; production had to be started and 
houses for the workers had to be built as quickly as possible. For several years 
shortage of accommodation was a chronic condition, and quality of design and con
struction was hardly considered. Akan in any case left the provision of housing to 
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others as far as possible; where necessary it had houses and apartment buildings 
erected to rent to its workers, but for the most part it sold land to private developers, 
mainly from the Vancouver area, and left them to build as they saw fit. This meant 
in practice that the standards of construction were those imposed under the National 
Housing Act as a condition of N.H.A. financing, while the standards of design were, 
aesthetically speaking, nil. In terms of space, Kitimat houses and apartments are 
quite acceptable; in terms of solidity of construction they are no better than N.H.A. 
minimum, which is not high; in terms of appearance they are at best undistinguished 
and at worst quite bad. One looks in vain for any evidence of care for civic design. 
Among other things, the visitor to Kitimat quickly notices that the builder, 
accustomed to the standard Vancouver suburban grid, was clearly puzzled by the 
Stein concept of the inward-facing house turning its back upon the street, which is 
quite contrary to the North American convention. It is obvious too that the same 
applies to many of the residents; the consequence is that some houses are oriented 
toward the street, in the usual manner, with the orderly, well trimmed "front yard" 
located accordingly and the washing hung out at the back; while others are reversed 
according to the Stein conception to face the pedestrian ways or greenways. 6 As a 
consequence, the vista whether of the street or of the interior frontage is generally 
scruffy. 

To such criticisms Alcan's reply would be that its business is to produce alumi
num, not to build towns; and that its policy, based on its Arvida experience and 
pursued vigorously by means of second mortgages at N.H.A. rates, home-ownership 
bonuses and repurchase guarantees, is to encourage its employees to own their own 
homes, to avoid the "company town" stigma, and generally to encourage Kitimat to 
become in every possible way a "normal" Canadian community. These principles are 
sound enough, and have undoubtedly greatly helped the town to become, as it now 
is, a vigourous community largely free of company paternalism. Nevertheless, it is a 
matter for regret that Kitimat's physical manifestation is so far removed from the 
high aspirations of Stein's original conception; and it is particularly regrettable that 
no attempt has been made in the building of the town to take account of its geo
graphical circumstances. The same buildings might equally well have been erected 
in Vancouver or Halifax or for that matter in Chicago or Boston; in conception they 
are as much mass-produced as cars or coffeepots. As a single example, the canopy 
which surrounds the main block of the City Centre-the commercial heart of the 
town-is perhaps six feet wide, a token shelter which is of little value in a place 
with heavy rain or snow during most of the year. This failure to respect, even to 
consider, the nature of the place is unfortunately completely characteristic of the 
building of Kitimat; no attempt whatever has been made to try out ideas and 
methods geared to the circumstances of the site rather than to custom and conven
tion. Even apart from the lack of experimentation the general level of design is low. 
There is not one building in the town with any claim to architectural distinction, 
though there are several examples of uninspired but respectable contemporary 
design. The only obvious examples, in fact, of imaginative design lie in a few such 
details as the street-name signs, which are colourful, legible and handsome (and 
made of aluminum). 

6After this was written the author was informed that this was in fact a deliberate attempt to 
introduce "variety". If so, it succeeded only in introducing visual chaos. 
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There has in fact been a general lack of concern with the quality of execution, all 
the more striking and disappointing when contrasted with the care and skill devoted 
to the preparation of physical, administrative, fiscal and social plans. There has been 
a similar lack of concern, the job once having been done, with the success of these 
plans or with finding out how they have worked, despite the largely experimental 
nature of the project and the enormous potential value of such an experiment for 
the planning not only of future ventures of a comparable nature but of new com
munities generally. In particular, it is impossible to know how successful the con
ception and exception of the scheme has been for the people most closely concerned, 
those who live in the town, and it is impossible also to know what relationship exists 
between physical conditions, planned and unplanned, and their way of life and the 
degree of satisfaction which it provides. 

This failure to consider Kitimat as anything but an expedient design, however 
competently, to meet the exigencies of an immediate practical problem has in fact 
been apparent from its very inception. Consider the circumstances; here was a town 
established in a region with a great and almost untouched store of natural resoures, 
a town confidently expected to be the largest in hundreds of thousands of square 
miles, yet next door to another which had been founded only a few decades earlier 
amid even rosier hopes only to become a shabby fishing community. But almost no 
thought was given to its prospects as a regional centre, almost none, in fact to the 
eventual settlement pattern of the region or to the appropriateness of Kitimat's loca
tion from this point of view, or even from the point of view of the eventual 
development of resources other than hydroelectric power. Here was a site that met 
the requirements of the company for the production of aluminum; that was sufficient. 
Its suitability in terms of the future economic development or human settlement of 
the region was simply not a relevant consideration. 

To sum up, Akan must be given credit for the care which was taken in the plan
ning, physical and otherwise, of Kitimat. The site plan is not beyond criticism but 
it is unquestionably distinguished. But a townsite had to be planned and from a 
purely businesslike point of view it made more sense to do the job well than to do it 
poorly. Good industrial and a stable labour force were important to Akan, and any
thing necessary to aid in maintaining them made sense. This attitude was hardly 
novel. Akan is in the direct line of descent in this respect from the New England 
mill-owners of the early nineteenth century, from Salt, Lever, Cadbury, Pullman 
and other industrialists who, over the last century and more, have provided their 
workers with better living conditions for the sake not only of social ideals but of 
hard cash. Akan probably had its eyes fixed more firmly on the latter rather than 
the former than had some of its distinguished predecessors. As evidence, one may 
point to the three main areas of criticism which have been discussed: the lack of 
interest in the quality of building design, particularly from the aesthetic viewpoint; 
the failure to make any but the most tentative efforts to learn from so valuable an 
experiment in town planning, social organization and local administration; and the 
lack of regard for Kitimat's place in the economic, geographical and social evolution 
of the region as a whole. Kitimat was, in short, seen in exactly the same light as was 
the Kenney Dam, the Kemano powerhouse, the plant itself, or any of the other com
ponents of a single tremendous industrial project: as a job to be designed by the best 
men available, to one end only-the production of aluminum. 
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THE LESSONS OF PRINCE RUPERT AND KITIMAT 
A comparison of the histories of Prince Rupert and Kitimat produces some 

striking parallels. Both towns were created (almost exactly half a century apart) as 
integral parts of great commercial enterprises intended to tap the vast resources of 
the north. Both towns received generous allotments of land from the provincial gov
ernment but both were developed entirely by private enterprise, with little or no 
government interference. Both towns were planned by American firms according to 
the most up-to-date principles of their time. 

But the most significant similarity lies in the fact that neither town has achieved 
what was to be its appointed destiny. In the case of Prince Rupert, the economic 
base upon which a great city was to grow proved to be an illusion; the second 
Canadian transcontinental railway was a failure; and the new town, almost stillborn, 
had to struggle along on a single industry which had hardly, if at all, entered the 
calculations of its founders. The economic planning which produced Kitimat was 
more thorough and more realistic. The ingots flow from the Akan plant and will 
probably continue to do so-but they are not flowing at the rate that was originally 
expected. In the face of unexpected adverse conditions in the world markets, pro
duction has levelled off and has even been cut back, instead of rising steadily as was 
anticipated when operations were started. Furthermore, the Company and the 
municipality have so far found little success in their search for new industries to 
broaden the community's economic base and lessen its dependence on Akan. Conse
quently, the town's population seems to have stabilized at a figure between 8,000 
and 8,500, having dropped from a peak of ten or eleven thousand accounted for by 
construction workers. This may be compared with the estimate of 35,000 to 50,000 
used by Stein as the basis of his plan. 

Today the attention of Canadians is turning more and more to the north-to the 
last land frontier, with what we are assured is its vast storehouse of riches. Where 
there are riches men will certainly go; new communities will come into being; 
thousands of people-eventually, perhaps, millions-will call the north their home. 
What lessons do the stories of Prince Rupert and Kitimat hold for us as we contem
plate this prospect? 

That depends on the answer to another question. When we talk about northern 
"development" ( a word which, as every planner knows, covers a multitude of sins), 
do we mean resource development or do we mean regional development? Because, 
in practice, these are very different things involving very different philosophies. Re
source "development" is too often mere exploitation of natural riches for financial 
gain, without regard to the long-run fate of the region which supplies them or of the 
communities to which the process gives birth. Canada can supply many examples; 
the fact that no consideration other than the requirements of aluminum production 
entered into the choice of Kitimat's site is only one illustration. It may well be that 
in this particular instance no other location would have served, but in view of earlier 
experience in other parts of Canada-experience in which Akan has been involved 
-it seems most regrettable that so little thought was given to future regional devel
opment. The case of the Saguenay-Lac St. Jean region may be cited: this part of 
Quebec offered a variety of natural resources, including, like British Columbia's 
north coast, minerals, timber and water-power; but each of these resources was 
exploited independently without reference to the development of the others or to the 
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future of the region as a whole. The result today is a settlement pattern consisting 
of a scattering of small or medium-sized one-industry towns (including Alcan's 
Arvida) within a relatively small area, in some cases only a few miles apart, none 
of which can aspire to the size or functions of a genuine regional centre. The 
economic dangers, human deficiencies and general inefficiency of such an arrange
ment both for the individual community and for the region as a whole are obvious 
enough; yet the same pattern seems to be emerging around the Skeena Valley. 

The best known example of the alternative approach, of course is TV A. Certainly 
TV A was concerned with making use of resources, but always as part of the process 
of developing, improving and helping a region. TVA's achievement lies not in the 
number of dams it has built or the number of kilowatt-hours of energy it produces, 
but in the fact that the Tennessee Valley is a better place, its economy stronger and 
more diversified, its communities more prosperous, the lives of its people fuller, 
healthier and more secure, than they were thirty years ago. This is regional develop
ment in the true sense of the words, and it is to be hoped that the future settlement of 
Canada's north and the utilization of its resources will be carried out in this spirit. 
On this assumption, let us return to the question: what lessons can be learned from 
the experience of Prince Rupert and Kitimat? 

First, a single industry is not a satisfactory basis for a permanent community. 
This is perhaps a truism; certainly after the experience of Elliot Lake, to name only 
the most famous recent example, the point is unlikely to be disputed. But even if an 
industry is soundly based, stable and prosperous, it is not a healthy thing for a com
munity to be almost solely dependent upon it for employment, for tax revenue, 
sometimes even for welfare assistance, entertainment and social facilities. Sometimes 
it may be unavoidable; but when a new town is to be created, every effort should be 
made to find a site with the best possible chance of attracting industries other than 
the one which called it into being; and every effort should be made to encourage 
such diversification within the community and the concurrent development (in the 
true sense) and settlement of the area around it. In other words, the enterprise 
should not be seen as a matter of a single industry and a community serving and 
subordinate to it, but as the initial phase in a coherent regional development pro
gramme whose object will be not only the exploitation of the region's natural 
resources but also the establishment of a sound and broadly based local economy 
and of a full and secure way of life for the people of the region. Really successful 
new town planning, in short, is inextricably bound up with regional planning and 
economic planning, and regional planning and economic planning are but two sides 
of the same coin. 

The second lesson to be drawn from the history of the Skeena-Coast region is 
that regional development planning of this coherent and comprehensive kind cannot 
be expected from private enterprise. This is no criticism of the Grand Trunk Pacific 
or of the Aluminum Company of Canada or of any other private firm. Their func
tion is to run a railway or to produce aluminum or whatever the case may be, and 
to pay dividends to their shareholders, not to design towns or to develop regions. It 
is to the credit of both the GTPR and Akan that, the nature of their commercial 
activities requiring the creation of new communities, they went to considerable pains 
and expense to create good ones, at least to the extent that enlightened self-interest 
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dictated. They could not be expected to do more. It follows, therefore, that if future 
regional development based on the exploitation of the natural resources of the north 
is not to be the hit-or-miss process that it has been in the past; if the tapping of 
natural riches is to provide the basis for permanent and stable settlement providing 
the best possible way of life for the entire regional community, then public partici
pation will be required in very considerable measure. 

NEW APPROACHES TO BUILDING FRONTIER REGIONS 

Let us consider briefly where models of such participation might be found. 
Several Canadian provinces, notably, perhaps, Alberta and British Columbia, 

have legislation providing for the establishment of regional planning agencies. But 
these are clearly envisaged as essentially intermunicipal bodies operating in settled 
areas. Their function, broadly, is to prepare plans to regulate private development 
and to guide the works programmes of other public agencies. Several provinces also 
have statutes providing for special forms of administration for new communities.7 

But again, this legislation is in general terms designed to provide a special form of 
local government to apply during the life of a temporary settlement or pending the 
establishment of normal municipal administration. In neither case does it appear to 
be envisaged that the special agency, either regional or local, will play a very posi
tive role in the development of the area under its jurisdiction. On the other hand, 
there is a number of agencies established by federal statute-the Prairie Farm 
Rehabilitation Administration, the Agricultural Rehabilitation and Development 
Administration and the Atlantic Provinces Development Council, for example
whose purpose is quite explicitly to play an active and constructive part in the 
development or revitalisation of the economy of some part of the country, including 
making changes in the accustomed manner of land use. None of these, however, is 
concerned primarily, if at all, with the opening up of largely undeveloped and unin
habited areas, but rather with improving the situation of regions where development 
has been unsoundly carried out or has not kept up with the more prosperous parts 
of the country. (One is tempted to suggest an analogy with urban growth, wherein 
the profitable building of new houses at the edge of the city is left to private firms 
while government assumes the cost of tearing down the old and decayed areas at 
the centre and replacing them with something better.) 

Thus there exist in this country at least the seeds of three relevant ideas: regional 
planning, special administrative arrangements for new towns, and government action 
to aid and stimulate the economies of particular regions. But in pursuing possible 
avenues of approach to Canadian regional development it is also worthwhile to con
sider two cases outside Canada, neither of them new: the British New Towns Act of 
1946 and the Tennessee Valley Authority itself, born in 1933. Both are too familiar 
to Canadian planners to warrant detailed description, but it is useful to recall briefly 
the features of the two schemes which are particularly relevant. 

The New Towns Act, based upon the Scott and Barlow Reports and upon Aber
crombie's Greater London Plan, had as its chief object the dispersal of population 

7E.g., Local Improvement Districts in Newfoundland and Manitoba; Mining Towns and 
Mining Villages in Quebec; Improvement Districts in Ontario; New Towns in Alberta; Local 
Administrative Districts in the North-West Territories. 
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from Greater London. What is of interest here, however, is not the purposes of the 
New Towns but the manner in which they are established, financed and operated. 
A New Town, under the Act, is the responsibility of a Development Corporation 
appointed by the Government with the power to acquire land, to build, to construct 
utilities, to provide community facilities, and " ... generally to do anything neces
sary or expedient for the purposes of the new town or for purposes incidental there
to." ( the words of the Act). Apart from the fact that they are financed by Govern
ment loans and grants, the role of the Development Corporations in relation to the 
New Towns has in fact been very much the same as the role of the Grand Trunk 
Pacific or Akan in relation to their respective offspring-with the very important 
exception that the former are instruments of national policy rather than private 
investment, and that consequently the first consideration has been the establishment 
of sound, viable and permanent communities, and each New Town ( apart from 
special cases such as Corby) has been carefully sited and designed with a view to 
attracting a wide range of industries and not just to serve the needs of one. 

The special relevance of TV A lies in the fact that the utilisation of a resource 
was regarded not as an end in itself but as a vehicle for the economic and social 
enrichment of an entire region, and that this enrichment took many forms and was 
effected in many ways-direct action by the federal government being the exception 
rather than the rule. TV A's way was to educate, to demonstrate, to assist, to encour
age, not to step in and do the job itself, beyond its immediate statutory task of har
nessing the Tennessee River for power production, navigation and flood control; but 
it did these things to such good effect that a poor and primitive region achieved 
prosperity and vitality. 

From all these-from present Canadian regional planning and special local 
administration legislation, from PFRA, ARDA and APDC, from the British New 
Towns and the American TV A there are valuable lessons to be learned, and it is to 
be hoped that they will be noted and applied. For the experience of Prince Rupert 
and Kitimat shows unmistakably that good town planning under the aegis of private 
firms is not enough. Each of the two towns is a fine example of the best town plan
ning thought and skill of its day, and the differences in approach, planning and exe
cution provide a fair measure of the progress that has been made in this field in half 
a century. But in origin and concept, in the kind of consideration that led to and 
conditioned the establishment of the two communities, there was no significant 
change at all. In each case the first consideration was economic exploitation, not the 
creation of a good environment for living or the future wellbeing of a region. It is 
here that progress in thinking is long overdue; it must be understood that the use of 
the resources of the north means the building of new human communities, urban 
and regional; that the creation of such communities demands an enlightened and 
comprehensive economic development and regional planning policy; and that this 
in turn requires a large measure of public participation, public initiative and public 
responsibility. 

While the manner in which these responsibilities could best be exercised is 
obviously a matter for careful and expert study, the requirements of the job as well 
as experience both in Canada and elsewhere indicate the need for some special form 
of regional planning and development agency, adequately financed and with the 
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authority and capacity to undertake a variety of functions, including resource 
surveys, provision of roads, harbours, airports and other elements of the economic 
"substructure", industrial promotion and investment, town planning and building, 
and perhaps also local administration. There is no exact model to be slavishly fol
lowed in meeting the special conditions of the Canadian north, but there are many 
examples to learn from, not only those already mentioned but others in many parts 
of the world. By such means, not only could the resources of the north be brought 
into use more rapidly and more efficiently, but settlement and urban development 
could take place in a stable and orderly fashion to the lasting benefit of the people 
who are, in the final analysis, what really matter. 



SOME PLANNING ASPECTS OF OUTDOOR RECREATION 
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Dr. E. Mattyasovszky is Assistant Professor in the 
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of Toronto. Experienced in regional planning, he has 
for some time been carrying out research into the 
problems of outdoor recreation, an area of planning 
which lags considerably. 

The rapidly rising material standard of living, shorter working hours and increased 
income, greater mobility and other socio-economic factors give exceptional signifi
cance to planning for leisure. 

This leisure-at least for the average man-is a new phenomenon, and we find 
ourselves unprepared to handle it. How to spend this leisure time valuably has be
come one of the most prominent social problems of our age. 

Rapidly increasing urbanisation makes the solution even more difficult. In 1911, 
54% of Canada's population were classified as urban. In twenty years from now 
this is expected to be about 80%. To provide easily accessible recreational space 
for this urban population has become a major task and a challenge for the planner. 
Recreation can be varied and has to have the broadest meaning: recreation of 
health and spirit, as well as enrichment and development of the personality of the 
individual. 

This paper concentrates on the areal aspects of outdoor recreation and tries to 
give a few tentative suggestions which are felt timely and may have some specific 
importance for the planner. It does not aim to be a complete coverage of the subject. 
Certain specific references will be made to the Toronto region. 

The major areas of thought would appear to be the following: 

I. For what forms of outdoor recreation have areas and facilities to be provided? 
Their relative importance and trends. 

II. Where to provide areas for the different recreational activities? Questions of 
distance, accessibility, density of use and physical setting, consideration of the suita
bility of areas and their preferential use for outdoor recreation. 

III. To establish standards for different outdoor recreational uses, taking into con
sideration specific local modifying factors, such as existing natural assets. 

IV. To co-ordinate the recreation area planning with planning for other uses. 

V. To find legislative and administrative measures to acquire, establish and main
tain outdoor recreational areas, and secure the recreational function of "multiple 
use" areas. 

VI. Establish a guiding policy for recreational uses to be provided by the various 
levels of government and private enterprise. 

No study at the present time can aim to give a complete solution to all these 
problems, because we are not in possession of the basic data which has to be the 

PLAN: Volume 4, Number 3, 1963, 
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starting point in any attempt to reach a comprehensive answer. The need for this 
basic research is very concisely and convincingly stated by the Conservation Council 
of Ontario, dated 5th of April, 1963. There is nothing to add to the points of the 
brief. 

On the other hand it would be an unfortunate reaction to the brief, if all search 
for solutions should be suspended until the findings recomended in the brief are 
available. On the contrary, this is the opportune time for research to be undertaken 
by various agencies in support of a large scale program. 

I. WHAT FORMS OF OUTDOOR RECREATION? 

To be able to plan for outdoor recreational uses and to measure up to the 
expected future demand, the planner has to have some idea of the preferences of the 
recreational activities of the public and their expected changes in the future. Un
fortunately there is no detailed research in this field in Canada. Before a compre
hensive survey will be available (which obviously takes time) the planner can try 
to approach the problem in two ways: 

1. Try to find out the preferences of the public through the observations 
of authorities dealing directly or indirectly with the problem (Depart
ment of Lands and Forests, Conservation Authorities, Parks Depart
ments, Departments of Highways, etc.) and by trends in attendances at 
different outdoor recreational areas, and the extent of participation in 
different activities within these areas. 

2. Try to use the data of other areas where there are more comprehensive 
surveys in this field (U.S.A. and some European countries). 

At present planners are using both these techniques but they are inadequate 
as approaches and each has its own traps. 

There is some excellent material ( case studies, data, etc.) about different Ontario 
recreational uses: some conservation authority reports, data of the Department of 
Lands and Forests, Parks Departments, etc. The difficulty is that they are fortuitous 
in their coverage, discontinuous, and do not give an overall picture of the relative 
importance of the diverse activities. We get a convincing picture, for instance, of the 
urgent demand for well-warmed up water for a short distance from Toronto in the 
story of Hart Lake; we get important information about the effect of temperature or 
pollution on the recreational use of Lake Ontario from different reports, but we do 
not know exactly to what degree these factors should be considered in a future rec
reation plan. 

The second approach (using surveys from other countries) can be objected to on 
the grounds that the situation in the two areas is always different. This is true, but 
the material still can be useful. For instance, as long as Canada has no comparable 
research, the U.S.A.'s Outdoor Recreation Research Review Commission report 
can yield very valuable material and some stimulus. 

This report shows an interesting picture of what people do for outdoor recreation 
and what they are likely to do in the future. The variety of these activities and the 
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relative time spent on them reflects the importance of outdoor recreation in the 
average American's life. 

This research shows the following, in order of preference, ( only the first 9 activi-
ties are given here) : 

1. Driving for pleasure 4. Swimming 7. Fishing 
2. Walking for pleasure 5. Sightseeing 8. Attending sports events 
3. Playing outdoor games 6. Bicycling 9. Picnicking 

(The table lists 14 additional activities in rank order.) 

To find out the future possible changes by questionnaire, the research tried to 
discover "who would like to do so more often" and "who would like to take it up 
in the future". In this list also the fishing and swimming are in the lead, but the 
rank order is somewhat different than in the former list. 

Another way is to forecast the future demand by projecting the trends of the 
past ten years. This shows the following from 1951-59 in order of the increase: 

1. Visits to selected recreation areas ( 143 % increase) 
2. Boating 3. Visits to recreational parks 
4. Inter-city travel 5. Fishing 

If Canada had a similar body of detailed research data the future demand pro
jection would be easier. As long as we have not, the question is how far can the 
O.R.R.R.C. research be used as a guide or whether it can be used at all. 

We can assume without too much risk, that many of the findings are applicable 
as a general indication. The general character of the recreational activities draws the 
planner's attention, among other things, to the importance of water and relatively 
undisturbed "wilderness" type areas. According to the O.R.R.R.C. findings "water 
is the greatest magnet". All research shows that the overwhelming majority of 
people in the summer period seek recreation areas where swimming and water 
sports can be combined with other recreational activities. But how much water sur
face should be provided, or how much beach area should be set aside is not clear. 
The O.R.R.R.C. studies indicate that "by the year 2,000 swimming will be the most 
popular single outdoor recreation activity, exceeding even driving for pleasure which 
now holds first place". The trend will be greatly accelerated if pollution control pro
grams are successful in cleaning up streams, lakes, and seashore areas that are 
presently off limits for recreation, or are now so unattractive as to preclude many 
activities. 

As the population grows and interest in water-based recreation increases, the 
already heavy recreation pressures on water resources will reach critical proportions. 
The problems stemming from this pressure are among the most difficult in the entire 
outdoor recreational field. 

Unfortunately we have no reliable statistics or survey in Canada or in the Toronto 
region dealing with the different kinds of recreational uses. We have only U.S.A. 
surveys which can give some guidance about the use of North American recreational 
areas. Examples are these: 
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(California Public Outdoor Recreational Plan-
Part I. Sacramento 1960) 

1. One-day round trips 

Activity Passenger Miles-1958 
Sightseeing and study .................................... 11,500,000,000 
Swimming and aquatics .................................. 4,400,000,000 
Picnicking ....................................................... 1,700,000,000 
Hunting and fishing ....................... ................. 1,200,000,000 
Boating .......................................................... 1,000,000,000 
Winter activities . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 700,000,000 
Riding and hiking . . . . . . . .. . .. . . . . .. . . ... . . . . . . . .. . . . . . . ... . 200,000,000 
Other . . . . ... . . .. . .. . .. . ..... .. . . . . . . . . . . . ... .. . . . . . . ... . . . . . .. . .. . . 3,300,000,000 

2. Number of activity days per person 12 years and over June 1, 
1960 to May 30, 1961, U.S.A. Report of O.R.R.R.C. 

Driving for pleasure ........................................................... . 
Walking for pleasure ........................................................... . 
Playing outdoor games or sports ......................................... . 
Swimming ........................................................................... . 
Sightseeing ........................................................................... . 
Bicycling ............................................................................. . 
Fishing ................................................................................. . 
Attending sports events ....................................................... . 
Picnicking ............................................................................ . 

20.73 
17.93 
12.71 

6.47 
5.91 
5.15 
4.19 
3.75 
3.53 

3. Activities in Region's All-Day Recreation Areas (July 4, 1958) 
"The Race for Open Space"-Final Report. U.S.A. 

Activities Primarily Engaged in All Parks 
Swimming ............................................ .............................. 75 
Boating .............................................................................. 0 
Picnicking . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 10 
Camping ............................................................................ 1 
Golf .................................................................................. 1 
Organized games . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 2 
Walking, natural area activity . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 6 
Other ................................................................................ 5 

Total 100% 

The above figures show that about J~ to ½ of all recreation activities are directly 
connected with water, but do not give any suggestion of how many acres of water 
surface, beach area or how many feet of shore line should be provided in a park, or 
how these can be related to an overall standard based on total population. 
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II. WHERE TO PROVIDE OUTDOOR RECREATION AREAS? 

Obviously they must be located where the physical setting is most suitable for 
varied outdoor recreation activities. Many activities can be performed in one area if 
the site itself is varied enough. From this point of view it is convenient to make the 
distinction between active and passive ( or contemplative) outdoor recreational 
activities. Another convenient distinction is between high density and low density 
recreational uses. Both groups include a wide range of recreational activities. 

To select areas for them the planner has to reckon with certain physical require
ments. The least complicated is to provide areas for those type of active (and high 
density) recreation areas, such as sportsfields and playgrounds, where the standards 
are well established by the rules of the games. In these areas, as well as for other 
intensive outdoor recreational areas such as neighbourhood parks, it is not so much 
the physical character of the setting as their relation to other land uses, such as 
distance and accessibility, that are the planner's chief concern. We will return to 
these later where the "distance" problem will be discussed. 

It is more difficult to find suitable physical settings for those types of outdoor 
recreation areas which try to combine passive (contemplative) low density recrea
tional uses with some playfield and sports activities. 

The ideal setting for this area must include possibilities for: 
1. Water-oriented activities such as swimming, water games, fishing, 

boating. 
2. Passive, contemplative or other low density uses, such as walking, 

hiking, nature study, etc. 
3. Other activities which are difficult to classify but which are directly 

connected with this type of recreational area: such as picnicking, playing 
games not needing designated or equipped areas, etc. 

4. Sports activities and games with designated areas. These can be of 
different kinds, some having similar characteristics to the intensive use 
recreational areas ( city sportsfields and playgrounds), or other types 
needing more space and preferably less "density" such as riding, 
skiing, etc. 

On examining these requirements separately it immediately becomes apparent 
that it is not easy to find "ideal" physical settings to fill all the following require
ments: 

1. Water. 
This is perhaps the most prominent requirement. Survey shows that in the U.S.A. 

70% seek water-oriented activities; the attendance at some Canadian parks and 
conservation areas such as Hart Lake, Boyd Lake, etc. correspond with these find
ings. Unfortunately the requirements of the different water-oriented activities differ 
qualitatively and quantitatively and their uses are in many cases incompatible. 

Swimming. 
There are very definite requirements about temperature range, sanitary conditions, 

turbidity, etc. Beyond this, if it is not provided in a wholly artificial basin, the condi-
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tion of bottom, depth, slope of bank, possibility of draining, refilling, etc. are other 
requirements to be taken into consideration. The temperature, sanitary and draina
bility conditions can to a certain degree be manipulated, but often at the expense or 
interference with other uses of the same source of water. For instance, in a dammed 
up creek section, draining will effect the fishing, etc. 

Boating. 
The basic requirement is a considerable surface area. It is hardly compatible with 

intensive swimming use and can disturb the fishing. On the other hand, many kinds 
of fishing are combined with boating. 

Fishing. 
The requirements differ according to the fish. The ecological requirements of the 

most popular sport fish are well studied and available. Here only some recreational 
aspects can be emphasized. One is that the most ambitious stocking program in 
smaller creeks or other water can be disappointing for the fisherman, partly because 
of the public's false concepts about the capacity of small waters. The most popular 
sport fish, the trout, rarely exceeds 54 lbs* per surface acre of water, which works 
out at a few trout in a considerable length of creek. Managements of outdoor recrea
tion areas have to overstock, because of the high and growing popularity of fishing 
among recreational activities. 

2. Physical setting for passive (contemplative) outdoor recreational activities sug
gests the suitability of a varied physiography. The more varied the better. Varied 
topography, varied vegetational covering, preferably natural or seemingly natural, 
are desirable. Also low density use coupled with a high degree of undisturbed 
environment seems to be a prerequisite which implies considerable size. 

3. & 4. The physical requirements of areas for spol'ts, games and picnicking are 
generally not so specific, and somewhat different than in the first two kinds of out
door recreational activities. Here a flat, well-drained area with good traffic access 
should get preference. This area can be a suitable part of a great park, but can be 
anywhere else because the size requirements are less demanding. 

There are further requirements ( other than physical) mostly connected with the 
density of use. There is extensive literature about the maximum density of uses of 
the different passive types of outdoor recreational areas. 

Another important question is the distance from residential centers. This is all 
the more important because the public generally has quite false conceptions of the 
distance people are willing to drive for a one-day trip. All the existing surveys 
(R.R.C.C., California Institute, etc.) show that this distance is surprisingly low. 
The Canadian observations (no systematic research on this question) corresponds 
fully with this, if the attendance figures of different parks are examined. 

The desirable distance range varies according to the type of outdoor recreation. 
From this point of view the following grouping can be convenient: 

1. Outdoor recreation areas within the town (playground, sportsfields, 
different city parks, parkways, green areas, etc.). 

*Odum: Fundamentals of Ecology. 
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2. Outdoor recreational areas outside the built-up part of the town but 
within a distance easily accessible within a few hours' driving (some 
major parks, regional parks, certain private parks, beaches, etc.). 

3. Outdoor recreation areas outside the "second belt" (Provincial parks, 
other-mostly passive type recreational areas, "wilderness" areas, 
shooting preserves, etc.) . 

How distant should these types of recreation be located from an urban centre? 
The first group obviously has to be within, or near, the town. 
The maximum distance for the second group can be anything between 30 and 80 

miles. The greater the distance (and consequently the wider the belt) the easier it is 
to find suitable and available land for outdoor recreation. On the other hand the 
previous observations and surveys show that this distance can hardly be more than 
50 miles. For example, the most visited outdoor recreation areas, according to the 
R.R.C.C.A. and some other U.S. surveys as well as around Toronto, are within less 
than 50 miles of the city. 

If the relatively short distance of 50 miles is accepted for the outer boundary of 
this semi-circle thereby creating a belt for a very important group of outdoor rec
reational areas, the consequences for planning are many-sided. Competition with 
other land uses is already high. The availability of suitable, continuous, and acces
sible land at reasonable prices, is already limited. 

Another location aspect observable in many European or U.S. plans is the quest 
for continuity-the attempt to form the outdoor recreational areas such as river 
valleys, parkways, etc. into a connected network. The advantage of this, apart from 
the possibility of continuous hiking and perhaps driving on the road network, is 
questionable. 

Ill. STANDARDS 
These are a major tool of the planner, and they are important for him even if he 

has no specific interest in the outdoor recreational problem. In possession of an 
accepted set of standards, he has some indication of how to proceed in terms of how 
much land to designate, even though he may not have much guidance as to where 
he should designate. 

Standards in this context are restricted to "area standards" (generally expressed 
in acres by number of persons), because amongst planners it has become customary 
to use standards to mean "area standards". The most frequently used standards the 
U.S. National Recreation Association's standards, are well known by the planners. 
These and other standards show that for different types of recreation areas the 
requirements are generally considered to be between 5 to 10 acres per 1,000 popu
lation for the present demand. 

Even if we accept temporarily any area standard as a minimum, it immediately 
brings up further questions: 

1. To whom must we relate it in terms of population groups? 
2. What percentage of them should be provided for the different kinds of 

outdoor recreational uses, and in connection with this, what part 
should be allocated in the different belts-within the town, in our 
"second belt", or beyond it? 
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The legislative and administrative framework of planning in Ontario requires 
each planning area to relate its land use requirements to its present or expected 
future population. Obviously this is wrong. For example, a regional park in the 
Credit River Valley will serve the whole aggolmeration, including Toronto, and 
not exclusively Toronto Township's population, but in the present legislative frame
work it has to be related to the local population if the necessary financial support is 
to be forthcoming. Judged from this narrow point of view the demands of a planning 
area can appear excessive and be rejected, thus allowing the best and last available 
areas to be wasted away. As such a recreation area would be used by the whole 
agglomeration, demand has to be related to the whole population. 

What proportion of the total outdoor recreation should be provided within the 
different belts? 

This depends on the type of recreation area. There is no problem about the town 
parks or those recreational uses which are generally provided within the town. A 
much more controversial question is what proportion of the other types of recrea
tion areas should be provided within the one-day trip or 50 mile radius belt. 

Unfortunately very few definite statements or guides can be found in official plans 
or in the literature generally. One interesting statement in the O.R.R.R. Commission 
report is that "more than half seek recreation one--or at most two-days' travel 
from home. For weekend or day trips they travel only a few hours". 

Using the six outdoor recreation area classes of the O.R.R.R. Commission we 
find: 

1. Most though not all of the "high density recreation areas" (swimming 
beaches, sport or playfields, city parks, etc.) have to be within, or in 
easy access of urban centres. 

2. The so-called "General Outdoor Recreation Areas" and "Natural 
Environment Areas" categories of the O.R.R.R.E. plan can be handled 
together in the case of the Toronto region and it seems desirable that at 
least% be provided within Toronto's "second belt". 

3. The "Unique Natural Areas" and "Historic Cultural Sites", have to be 
provided where they are. 

4. The "Primitive" or "Wilderness" areas, because of their character, 
have to be provided outside the "second belt". 

There are well worked out area standards for playgrounds, playfields, and dif
ferent kinds of sportsfields. There are less exact figures for the different passive 
recreation areas such as major regional areas and parks, and practically nothing 
that deals with beach or open water (as against swimming pool) uses. 

This water question seems to create the greatest difficulty in the experiment to 
define even tentatively a working-standard, on which the demand can be calculated. 

The examples of the existing parks, particularly in regard to their inadequacy in 
providing water-based recreation, show that planning has to arrive at some con
clusion, some tentative standards or guiding policy as far as recreational water and 
beach uses are concerned. Even the best area standards applied exclusively on the 
basis of park area uses will prove inadequate. 

Two other American recreation plans-The Three State (New York Metropoli
tan) and the Recreational Plan of California are struggling with this same problem 



134 PLAN: THE TOWN PLANNING INSTITUTE OF CANADA 

of trying to establish standards. Apart from the doubts about how far these standards 
can be applicable even with modifications, the differences between the two plans 
are remarkable. The California Recreation plan demands 25 effective feet of shore
line for each 1,000 people (not uses) for a depth of 665 feet from the waterline. 
This strip is made up of 100 feet for swimming, an additional 200 feet for sun
bathing and play, 100 feet "buffer" zone and another additional 265 feet wide strip 
for parking. Translated to an acreage basis this means that each 1,000 people need 
0.38 acres of beach land. 

In the New York plan for a "County Park" (more or less equivalent to the kind 
of regional and major parks which we are dealing with in our "Second Belt") 1 acre 
is needed for each 1,000 people. Even with the Ji acre calculated for boating it is 
rn acre altogether. This is for a "County Park". To make the whole picture more 
confusing in another section of the plan they state: "In projecting future needs the 
Project assumed an average beach density of 150 persons per acre, which approxi
mates to conditions now found at Jones Beach State Park". The discrepancy can be 
perhaps explained in that in the previous standard they are calculating with a less 
intensively used recreation demand and in the latter case it is for an inner belt use. 

IV. CO-ORDINATING RECREATIONAL AREA PLANNING WITH PLANNING FOR 
OTHER USES. 

First of all a general acceptance of recreational uses as being equal to other main 
land uses has to be achieved. There is nothing to add to the statement in the intro
duction of the Brief of the Conservation Council of Ontario " ... the principle should 
be spelled out and accepted that outdoor recreation is as important a use of the land 
as agriculture, forestry, etc .... " 

As long as recreational use is handled as a kind of luxury use of secondary im
portance there will be difficulty in securing the proper kind and amount of land for 
this purpose. 

Fortunately there is a growing public acceptance of its importance, and at least 
in the case of outdoor recreational areas within built up areas it has more or less 
equal rights with other land uses. 

In connection with coordination one has to distinguish between the exclusive and 
multiple uses. Designated areas with exclusive recreational uses can be secured 
according to an overall land use plan, which will vary according to local conditions. 
There is not much to say in this context. It is worth pointing out, however, that in 
many cases the best areas for recreational uses are not well suited to other uses: 
river valleys, flood susceptible areas, steep slopes, etc. In these cases the competing 
use is likely to be residential. Architects have well worked out solutions for using 
rough terrains and their popularity is gaining. River valley slopes have become 
fashionable and fetch premium prices. All of this is rather unfortunate from the 
planning point of view. 

Multiple-use areas are of growing importance. For recreational area planning 
three forms have exceptional significance: (a) flood control projects in river valley 
lands, (b) conservation areas, and ( c) public forests. Combinations of these in the 
same area would be examples of the multiple-use concept. 
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The areas acquired or controlled under the provisions of the Canada Water Con
servation Assistance Act (Conservation Authorities Act R.S.O. 1946. Statutes 
1952/53 Chap. 21) within a flood control project, can be partly or wholly used for 
recreational uses. Actually they are sometimes the best areas for these purposes and 
these uses are compatible with the flood control program. Because of the local 
physiography, this type of area has exceptional importance in the Toronto region. 
The recreational use of the jurisdictional area of the River Valley Conservation 
Authorities has to be handled individually. These authorities have to work out what 
parts of their areas and what forms of recreation can be compatible with the conser
vation goals. In a later phase their findings can be coordinated with a comprehensive 
outdoor recreation area development program. 

A somewhat difficult question is the recreational use of public forests. Opinions 
as to the compatibility of the recreational uses of these lands differ, and even within 
the Department of Lands and Forests there is not full agreement on this question. 
One view considers the public forests as the main natural reserves for outdoor 
recreation areas and advocates their multiple-use. This view was expressed in some 
papers presented to the "Resources for Tomorrow" Conference in Montreal, and 
the arguments carry a good deal of conviction. 

On the other hand there are grave doubts and scruples on the part of others, 
mostly foresters. They point out many risks connected with recreational use (fire 
hazard, necessity of protection of trees, of certain phases of managed forests, etc.), 
and are inclined to restrict the recreational use in type as well as in area. 

It seems to be desirable: 
1. that public authorities concerned with public forest management should 

establish a uniform policy setting out the compatible forms of recrea
tional use, acceptible seasons, and intensity of use, and 

2. to make a survey (as part of the overall survey program proposed by 
the brief of the Conservation Council of Ontario) of public forests 
suitable for recreational uses on a multiple-use basis. The survey might 
distinguish between the different types of public forest suitable for 
various kinds of recreational uses: hiking, camping, fishing, hunting, 
etc. 

V. LEGISLATIVE, ADMINISTRATIVE AND JURISDICTIONAL MEASURES 

This is the field where most of the inefficiency in outdoor recreational area plan
ning is rooted. It is outside the scope of this paper to give a comprehensive account 
of all the patterns and procedures under this heading, as these will be as varied as 
the tasks themselves. Until the proposed survey program is completed it is too early 
to propose procedures since we do not yet know what it is necessary to regulate. On 
the other hand there are legislative and administrative problems for which solutions 
seem to be urgent and where the tasks are well defined. These are statutorily allo
cated to different federal, provincial and municipal authorities and all of them have 
well cherished ideas about the necessary steps to be taken. 

However, some tentative suggestions can be timely and may help to draw atten
tion to certain problems which we feel important. These are the following: 
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1. There is a considerable area north-east of Toronto ( within a 50 mile 
radius) which does not belong to any river valley conservation 
authority. We need to find a way to handle this area, establishing con
servation areas and lands suitable for outdoor recreational purposes 
using the same jurisdictional forms as the existing river valley auth
orities. 

2. With full appreciation of the effective activities of many river valley 
conservation authorities, a solution has to be found to ensure that the 
work of those authorities with less initiative can be promoted and 
brought into harmony with that of the more active. An area's develop
ment cannot be left entirely to the mercy of its authority's initiative. 

3. The legal status of different parks, including regional parks, is a prob
lem. Many legislative measures are also needed to improve private 
parks, control shooting preserves, etc. These measures should have the 
effect of encouraging the establishment of these private enterprises, 
rather than merely restricting them. 

4. Perhaps the most important of all is to modify and complete the 
present legislative provisions, which are not encouraging to the estab
lishment of larger outdoor recreational areas in financially weak mun
icipalities, even with 50% or more governmental assistance. The best 
physical settings such as scenic river valleys and beach areas can be 
lost in this way. The surrounding municipalities with low populations 
feel that the 50% burden is unfairly high, partly because the park will 
be used mostly by outside users. 

VI. ROLE OF PRIVATE OUTDOOR RECREATION 

Most of the publications dealing with outdoor recreational areas give dispropor
tionally limited space to private enterprise. The probable reason for this is the 
difficulty in obtaining reliable data on their present areas and the unpredictability 
of their future development. In sizing up the available recreational areas-present 
and future-we cannot omit the private areas. They can be, and are, very import
ant in certain categories such as: passive recreation areas (nature parks, picnic 
areas, hiking, swimming and other high density recreational uses), fishing hunting, 
golf, skiing, horse riding and other sport facilities. In practice usually two or more 
of these are combined in the same area. 

Many of these private enterprise areas-mostly of the "high-density recreational 
uses such as swimming pools, sportsfields"-are located within or near the city. 
Others are outside the city but within the 50 mile belt. 

A typical example would be one of the private parks around Toronto occupying 
a few hundred acres, frequently in a varied wooded terrain, providing a passive 
recreational area of considerable size, with nature trails and picnic tables, also active 
recreational facilities, swimming basins created by damming up a creek, and per
haps other forms of recreation such as ski slopes, horse riding, trout fishing, mini
ature golf course or other playfield, etc.-nearly all kinds of recreational facilities 
that a well developed public park can provide. The role of this type of private park 
in the one day trip zone can be exceedingly important. 
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Other fields where the role of private enterprise can be very important are those 
outdoor recreations, such as hunting and fishing, which are easily compatible with 
the basic agricultural or forestry use of the land. 

The growing popularity of the so called "controlled shooting areas" established 
on private farms indicates a new possibility. It can provide an income for the farmer 
and can relieve the pressure on areas already "overshot", in this way helping the 
wildlife conservation of the neighbouring areas. The game animals, mostly pheasants 
and bobwhite quail, are bred and released so that the original wildlife are not too 
much affected. 

These private controled shooting areas can utilise rough, erosion-susceptible 
lands hardly useful for anything else, without disturbing the vegetation covering. 
The regulation of the sport, specific open seasons, rate of restocking, etc. should be 
controlled by the Department of Lands and Forests. 

Similar, but less well established, are the private fishing facilities in Canada. The 
restocking and breeding of the two most popular sport fish, the black bass and the 
trout, are technically easy. The examples of Switzerland, Austria and Norway show 
that private enterprise can provide excellent possibilities even in the proximity of 
densely populated areas. In bass breeding and management the U.S.A. has long 
experience. Utilising this experience (and its own) and extending their promotion 
program further in the private sector, the Department of Lands and Forests could 
improve substantially the fishing possibilities in the more densely populated and 
overfished parts of southern Ontario. 

A more subtle problem is to evaluate the role of the private sector where the 
offered use is restricted to a limited number of users-for instance an exclusive golf 
club occupying a valuable section of scenic river valley, or the downright excluding 
of the public as, for example, in summer cottage development. How far should 
official encouragement go in these cases? Can it be left in the hands of the private 
developers or organizations, with a more or less indifferent official attitude, or 
should we promote a definitely restrictive attitude as representing the interest of the 
wider public in securing such amenities as public access to water in a cottage devel
opment area? 

In all these questions a suitable guiding policy needs to be established at the 
federal or provincial government level to help planners in formulating their plans 
and local authorities in deciding their policies. 
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London Letter 

The second most important matter of con
versation here, next to weather, is traffic, and 
its related problems. 

The situation in some towns and districts 
can only be described as fantastic. We have 
all heard that Britain has more vehicles per 
mile than any other country in the world; 
what really are the figures? The following 
statistics were obtained from the British 
Road Federation and are to be considered as 
approximate only. There are over 11 million 
vehicles on the roads of Britain (England, 
Scotland and Wales) of which 7)i million are 
automobiles. There are 200,000 miles of paved 
road in the country which means approxi
mately 55 vehicles per mile. To compound 
the problem it is expected that one million 
new vehicles per annum can be expected over 
the next few years. When one considers that 
Britain is less than one quarter the size of 
Ontario, the situation can be brought into 
focus, although the mind boggles at the prob
lems to be faced in the 1980's onwards. 

In the history of planning we learn that if 
a community grows slowly, its pattern tends 
to be radial. This is true of most British cities, 
albeit that it is a somewhat higgledy-piggledy 
radial system. This fact, however, has pre
vented complete strangulation and even now 
I would venture to suggest that it is easier to 
get into the centre of London by car than it 
is into the centre of Toronto. When the new 
expressways into the heart of Toronto are 
complete, this situation will be changed, but 
some considerable cross town manoeuvering 
onto and away from the expressways will 
still be required. The main city roads here 
are also surprisingly wide and there are quite 
a few streets in London for example, which 
carry three lanes in each direction. 

The problems of traffic movement in Bri
tain are not, in my opinion, the inadequacy 
of city streets, but the lack of good inter
urban routes and the absence of imposed traf
fic disciplines. For example, there are very 
few white lines indicating traffic lanes or 
turning movements; there are very few traffic 
control signs; there are inadequate numbers 
of traffic lights and stop signs, and the park
ing and loading restrictrons are sporadic and 
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largely unenforced. Half a dozen main routes 
out of London could be named which have 
no rush-hour parking ban whatsoever, while 
the unloading of vehicles, starting and stop
ping of buses and "U" turns by taxis make 
for a really hazardous passage-largely in 
crooked single file. 

Some intersections would surely be the 
traffic engineer's nightmare-no more fright
ening, however, than the nightmare a stranger 
might experience. Five main routes inter
secting at odd angles with no traffic control 
whatever is not uncommon, and but for the 
self-discipline of the average British motorist, 
chaos and anarchy would surely rule. Traffic 
islands, or rotaries as they are often called in 
Canada, are still in vogue in many areas and 
notwithstanding adverse comment from traffic 
engineers, they do work remarkably well. 
When the flow from any one direction exceeds 
say 1,500 vehicles per hour, however, they 
do succumb and back-ups occur. In some 
instances the problem has been simplified by 
the addition of traffic lights as well, and while 
such intersections might not clear as many 
vehicles as the straight cross roads, they do 
enable right hand turns to be executed by 
large numbers of vehicles with minimum 
delay. 

The streets are remarkably free of signs 
and this in itself may contribute to a gen
erally high traffic speed within urban areas. 
The imposition of new controls will have to 
be done with great care, if the imposed disci
pline that is necessary is not to detract from 
the street scene or provide a frictional drag. 

Parking provision is totally inadequate, 
nor does there seem to be a great rush to rec
tify the situation-perhaps this is just as well 
if any sense of civic design is going to be 
retained. There is little encouragement for 
the commuter to use his car, and notwith
standing the decline in the use of public 
transport great efforts have been made in the 
past to provide a first rate passenger railway 
service, including in London, an excellent 
underground system. 

It is always a source of amazement to me 
that the London underground railway system 
has not received as much world publicity as 



it deserves-perhaps it's because of its age, 
in that no new subways have been built for 
fifty years and only recently has new work 
been commenced on the so-named Victoria 
Line. There exist seven main "underground" 
lines at present, and some of these have as 
many as three branch lines into different parts 
of the suburbs and thirty or more stations 
throughout their length, excluding the secon
dary branches. They go for thirty miles or so 
beyond the city centre, largely above ground, 
but many lines are also underground for dis
tances of over 12 miles, which is a long 
tunnel by any standards. 

The regular railways also contribute enor
mously to the travelling and commuter public, 
and the Southern Region alone carries more 
passengers over any given period than all 
the railways of Canada and the United States 
put together. 

After the foregoing comments one must 
come to earth again and recognize that the 
inter-urban road system is extremely poor. 
Apart from the few short lengths of express
way that exist, travel between various cities is 
a long and tiresome business. It may take 5 
hours by car from Manchester to Central 
Wales, a distance of 130 miles or even pro
portionately longer times for travel of the 
same distance within the midlands and other 
areas of high population concentration. Where 
improvements have been made to the so
called arterial system, they have been done on 
a piecemeal basis and 5 miles of twin pave
ment is all too often followed by 10 miles of 
winding 30 feet pavement. 
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Some roads are still being built with three 
lanes. This is an rncredibly short-sighted and 
dangerous practice; some bridges are still 
being built with two lanes on routes where 
four will be required in the very near future; 
some housing and commercial developments 
are still being permitted direct access to main 
routes and very little effort has so far been 
made to create housing areas where vehicle 
and pedestrian are separated. Of course it is 
easy to criticise, and some of the latter points 
above are difficult to get across to the 
developers and councillors of many Canadian 
communities. 

It is to be hoped that the eagerly awaited 
Buchanan Report* here will provide some of 
the answers, although change in Britain comes 
slowly. Anyway, as I ride home on my fast 
electric train, I sympathize with those in 
Vancouver, Toronto and Montreal, and cities 
of lesser size who struggle in their never
ending line of automobiles, or fight the transit 
authorities to get two buses an hour into their 
own remote suburb. 

R. N. PERCIVAL, M.T.P.I.C. 

London, England 

•~Mr. C. D. Buchanan, Civil Engineer, Arclzi
tect and Town Planner was appointed by the 
Minister of Transport in 1960 to undertake 
a study of roads and traffic in urban areas. 
His report was published in November, 1963. 
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