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  2.1 Early ‘industrial dwellings’ in Bethnal Green, London. From the 
mid-nineteenth century onwards, these were a reaction by private 
philanthropic landlords to the slum problem of the Victorian city. They 
offered superior working-class accommodation and yet gave a return 
on capital.  19  

  2.2 Aerial photograph of Preston in the 1930s. This demonstrates the high 
density and closely built-up nature of the early industrial town. Though 
open space is lacking, the town is small, and open countryside is not 
far away (though not visible here); and, with factories scattered among 
houses, the journey to work is short. Today, many of the mills have been 
demolished although those remaining are the subject of conversion 
and redevelopment into residential, commercial or community uses. 
Much of the housing in this picture has been replaced. Many of the 
inhabitants of the town doubtless travel further to work, for many of the 
jobs are either on the town’s periphery or further afi eld in and around 
the Lancashire conurbation, accessed via motorway and rail services.  21  

  2.3 Edgware, north-west London: (a) 1926; (b) 1948, showing the impact 
of the extension of the underground railway (station in centre of 
pictures) on suburban development. Typical are the uniform rows of 
semi-detached housing, built at 12 dwellings to the acre (30/hectare), 
with generous gardens. Better transportation allowed the city to spread.  24  

  2.4 The Great West Road, London, in 1951; ribbon development of the 
1920s and 1930s alongside an interwar arterial road. This consumed 
most of the best agricultural land in southern England, and aided the 
movement in the 1930s for more effective controls on urban growth. It 
also compromised the original purpose of the road as a through road, 
so that by the mid-1960s a replacement motorway was needed.  26  

  3.1 (a) New Lanark (Robert Owen, c. 1800–1810); (b) Saltaire (Titus 
Salt, 1853–63); (c) Bournville (George Cadbury, 1879–95); (d) Port 
Sunlight (William Lever, 1888). These four pioneer new towns were 
established by philanthropic industrialists around their works in open 
countryside.  31  

  3.2 Letchworth from the air, showing the general physiognomy of the town. 
The large open green space in the centre of the town faithfully followed 
the original schematic plan in Howard’s book. Industry is aligned along 
the railway, which existed before work on the town was started.  38  

  3.3 Two views of Radburn, New Jersey, USA, a town designated in the 
early 1930s by the American architect Clarence Stein. This was the 
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fi rst recorded case of planned segregation of pedestrians from vehicle 
traffi c, and gave its name to the Radburn Layout, widely used in British 
plans from the late 1950s onwards.  42  

  3.4 La Ville radieuse, as seen from the air. This is Corbusier’s own 
imaginative conception of his radiant city. The cruciform tower 
blocks are designed to admit maximum light to the apartments. Dense 
fl ows of traffi c on the motorway-style roads are handled by complex 
interchanges.  54  

  3.5 Roehampton, south-west London; the practical application of 
Corbusier’s ideas after the Second World War by the architects of 
the old London County Council in their celebrated Alton West estate 
(late 1950s).  55  

  4.1 Jarrow in the 1930s. Jarrow became known as ‘the town that was 
murdered’ after closure of its Tyne shipyard threw nearly half a million 
workers into unemployment in the early 1930s. Its plight contrasted 
strongly with the prosperity of towns like Slough.  61  

  4.2 Slough. An unplanned ‘new town’ of the 1920s and 1930s, Slough 
developed almost as an accident around an industrial trading estate, 
itself a converted wartime supply base. New industries, such as 
electrical goods and motor engineering, helped secure its prosperity 
and continued growth through the depression of the early 1930s.  62  

  4.3 Stevenage town centre. The Town Square was one of the fi rst pedestrian 
precincts in a British town centre. Stevenage has fared better 60 years 
on compared to some of the other Mark I town centres.  76  

  5.1 Aerial view of Port Talbot steel mill, Glamorgan, South Wales, 
 c . 1970 – an example of the new industry deliberately implanted in a 
development area. This picture also illustrates the attraction of deep 
water for heavy industry in postwar Britain.  96  

  5.2 The former Ford factory at Halewood, Merseyside (later to become a 
Jaguar manufacturing site). The then modern plant outside Liverpool 
was located there in the 1960s, with government encouragement, to 
implant one of Britain’s growth industries in a development area. 
Similar development took place on the opposite bank of the Mersey at 
Ellesmere Port (General Motors), Linwood in Scotland (Chrysler) and 
Bathgate in Scotland (British Leyland).  96  

  5.3 Reconstruction in central Glasgow. To clear the backlog of obsolescence 
in Scotland’s biggest city was a Herculean task. Government policies in 
the 1960s and 1970s deliberately diverted funds into the city’s ambitious 
urban motorway programme, seen here; the objective was to give a new 
image to the city and to Scotland but, in turn, created a rather different 
form of environmental degradation and community impacts.  97  

  5.4 The Scottish Parliament building, Edinburgh. Designed by Enric Miralles, 
the building opened in 2004, some fi ve years after the implementation 
of devolution to Scotland. The building is meant to be a symbol of 
optimism for the country. The UK government’s 1990s devolution 
programme also led to the establishment of the Welsh Assembly and the 
mayoral offi ce for London and the London Assembly. The peace process 
in Northern Ireland led, simultaneously, to the creation of the Northern 
Ireland Assembly. These governmental arrangements refl ect the desire 
for areas within the UK to determine their own policies and devise their 
own planning processes, suitable for their needs.  105  
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  5.5 The city of Sunderland is the second largest city in the North East of 
England and is in the second tier of cities in the UK, known as ‘key 
cities’. A city that economically relied on shipbuilding and coal mining, 
it has struggled to transform itself into new sectors. The city gained 
notoriety in 2016 when 61 per cent of residents voted to leave the EU. 
Sunderland City Council saw a £290m reduction in its budget between 
2010 and 2019 due to austerity, and there is uncertainty over the future 
of the Nissan car plant located within the city due to Brexit.  111  

  5.6 St Pancras International railway station. A popular planning project 
that opened in 2007 at the London end of High Speed 1, the Channel 
Tunnel rail link between England, France and Belgium. Projects of 
national importance such as this one have long been subject to diffi cult 
political and planning processes. As the country will continue to require 
infrastructure renewal and investment for such services as new high-
speed rail lines, energy installations and fl ood protection, increasing 
focus will be placed on the appropriate democratic level of decision-
making to determine the projects and which regions of the country will 
benefi t directly from the new developments.  120  

  5.7 Greater Manchester’s Metrolink, one of the most successful tram or light 
rail projects in the UK. Originally opened in 1992, it now comprises 
the largest light rail network in the UK, across 62 miles (100 km) of 
track and encompassing 93 stops. Metrolink was the forerunner of new 
tram systems for cities and regions in other British locations, and has 
opened up previously car-dependent places in wider urban hinterlands.  124  

  5.8 London King’s Cross station. Originally opened in 1852 by the 
Great Northern Railway to serve east coast stations to Newcastle and 
Edinburgh, the station underwent a £500 million restoration and was 
opened in 2012. The semi-circular passenger concourse, seen in the 
photograph, was designed to cater for the national increase in rail 
passengers. It also allows for better connectivity to HS1 services at 
the adjacent London St Pancras station, London Underground, and to 
King’s Cross Central, a new development comprising offi ces, homes, 
shops and restaurants.  127  

  5.9 Millennium Dome, now the O2 Arena, in London Docklands at 
Greenwich, was originally opened to house the controversial Millennium 
Experience exhibition, part of the UK’s millennium celebrations in 
2000. Nationally funded, it is located in the Docklands and Thames 
Gateway regeneration area. The Dome’s siting was determined by 
the fact that the Prime Meridian passes its western edge: there are 12 
yellow supporting towers, representing each hour on a clock, while the 
diameter of the construction is 365m representing the number of days 
in the year.  134  

  6.1 Suburban development at Heswall, Cheshire. Though after the Second 
World War it was at fi rst thought that most urban development would be in 
comprehensively planned new towns, the unexpected population growth 
of the late 1950s and early 1960s – plus a changed political climate – led 
to big private building programmes on more conventional lines.  144  

  6.2 A view of the London green belt at Cockfosters, North London. The 
effectiveness of the green belt is well illustrated by the sudden stop 
to London’s urban area. Most of the land in this picture would almost 
certainly have been developed but for the postwar planning controls. 
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Trent Park, on the right of the picture, is a country park designated 
under the 1968 Countryside Act.  146  

  6.3 Reconstruction in London’s East End. Formerly the scene of some of 
London’s worst slums, the East End has been largely reconstructed 
since the Second World War. The old terrace houses have been replaced 
by mixed development including tall blocks of fl ats – now criticized, 
here as elsewhere, on social and aesthetic grounds. Rebuilding could 
not house all the former population, so some left London in planned 
dispersion under the 1944 Abercrombie Plan.  148  

  6.4 (a) Milton Keynes new city, Buckinghamshire. Designed in the late 
1960s, this was planned as a series of low-density housing areas in the 
interstices of a rectangular highway grid. The aim was to promote easy 
mobility both by private car and by public transport. It has been more 
successful in the former than the latter.  154  

  6.4 (b) Cumbernauld new town, Dunbartonshire, Scotland. Designed in the 
mid-1950s, this is a celebrated example of a compact new town built at 
higher densities than the Mark I examples, with an extensive network of 
high-capacity roads. The town was intended to house overspill arising 
from Glasgow’s slum clearance programme, and to serve development 
in central Scotland by attracting new industry.  155  

  6.5 Elvaston Castle, Derbyshire. This country house and grounds, situated 
between Derby and Nottingham, in open countryside, was one of the 
fi rst local authority country parks designated under the 1968 Act.  170  

  6.6 The redevelopment of London Docklands: (a) Housing at Wapping: 
new commercially developed housing for owner-occupation on the site 
of the old London Docks basin; (b) Canary Wharf: the largest offi ce 
development in Europe, which provides space for 120,000 workers, 
seen across the Thames from North Greenwich.  179  

  6.7 Jubilee Line Canary Wharf station. Integral to the success of 
the regeneration of London Docklands was the provision of new 
infrastructure. The London Underground Jubilee Line extension from 
Westminster runs through the docklands area before linking in to a new 
international station on the Channel Tunnel high-speed line and the 
London 2012 Olympics site at Stratford. The line was opened in 1999 
and each station on the extension was designed by an internationally 
renowned architect. Canary Wharf was designed by Norman Foster 
and the station’s construction was partly fi nanced by the private sector 
offi ce complex above it.  180  

  6.8 The transformation of British cities. The urban development 
corporations brought about the transformation of derelict areas of older 
industrial cities by funding infrastructure provision and improving 
the physical environment, making areas more attractive to market 
investment and allowing further planning for new developments in the 
years after the UDCs were wound up; (a) The Gateshead Millennium 
Bridge linking Newcastle and Gateshead, Tyne and Wear, located in 
an area already subject to waterside regeneration; (b) The City of 
Manchester showing the Bridgewater Hall concert venue, the GMEX 
exhibition area converted from a former railway station, and the 
landmark 47-storey Beetham Tower skyscraper, opened in 2007.  181  

  6.9 Salford Quays, The Lowry. An international quality concert venue and art 
gallery that opened in 1999 as one of the jewels of the local authority-led 
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regeneration of Salford Quays, on the former Manchester Ship Canal. 
The area is also the venue of Imperial War Museum North, a new media 
centre for the BBC, hotels, commercial venues and apartments.  182  

  6.10 Housing market pressures; (a) New apartments, the Norman Foster 
designed Albion Wharf complex at Battersea, south-west London, 
built on a brownfi eld site. In 2019, prices to purchase apartments 
here ranged from £1m for two bedrooms to £7m for a penthouse; (b) 
Deptford in south-east London, less than 1 km from Canary Wharf 
fi nancial centre and Greenwich on the south side of the Thames, an 
area that has suffered economically with the closure of the dockyard 
and still has high concentrations of deprivation. But development has 
caused gentrifi cation. In 2019, the average residential property price in 
this inner-city area was £610,000, three times what it was in 2010, and 
still over 17 times the average London salary.  185  

  6.11 Liverpool waterfront, Prince’s Dock. An example of the regeneration 
of former industrial areas in an inner northern city and the provision of 
new high-rise apartments targeted at one- and two-person professional 
households.  190  

  6.12 Moss Side, Manchester. A multi-ethnic area, Moss Side has suffered 
high levels of deprivation, poor quality state housing, and crime 
incidents. In the 1980s and 1990s, it was the location of riots and trading 
in narcotics. Since 2003, the area has improved with redevelopment 
and regeneration of the housing stock, local environmental schemes 
and the provision of local public services. Moss Side was part of the 
£361m state funded Manchester Salford Housing Market Renewal 
Pathfi nder Scheme of the 2000s targeting deprived communities and 
housing market collapse.  198  

  6.13 British city urban renaissance; (a) The Liverpool One complex, a 
shopping, leisure and residential development of 42 acres (17 hectares) 
and 160 stores in Liverpool city centre opened in 2008, the largest 
city centre redevelopment project in Europe since the postwar period. 
Signifi cant attention was paid to the quality of the architecture and the 
public realm; (b) Bristol’s Cabot Circus development, also from 2008, 
comprising multi-level pedestrian streets and walkways, and over 150 
shops and services in a mixed-use development. Both centres have 
seen stores closures due to the recession and rise of online retailing but 
remain popular visitor attractions.  201  

  6.14 The heart of the North East of England, Newcastle and Gateshead 
Quayside, and the centre of Newcastle’s City Deal after 2012. The north 
Newcastle bank of the River Tyne has undergone waves of waterside 
regeneration since the 1990s; the south bank centred on Gateshead is 
home to the attractions of art, cultural and entertainment complexes that 
have only recently started to benefi t economically the rest of the town. 
Further housing and creative hubs are proposed for these locations in 
the next few years.  208  

  6.15 Birmingham, and the old canal network at the heart of the city, once 
called the workshop of the world, and now the centre of the West 
Midlands Combined Authority. The Combined Authority was created 
through a devolution deal with the UK government and has a directly 
elected mayor who has overall budgetary responsibility for inward 
investment, public services and transport. The mayor also has the 
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power to produce a new regional spatial development strategy and deal 
with strategic housing development.  211  

  7.1 TGV and tram at Grenoble, a dynamic high-tech city in the French 
Alps. One of the fastest trains in the world, the  Train à Grande Vitesse  
(high-speed train) runs at speeds up to 205mph (325 km/h) between 
Paris and other European destinations along the European high-
speed rail network. Here, as at Grenoble and other French cities, it is 
increasingly integrated seamlessly with the city’s new tramway system, 
providing integrated and convenient public transport that effectively 
challenges the private car.  232  

  7.2 (a) Reconstruction of La Défense, Paris. Located just outside the limits 
of the historic city of Paris, La Défense was one of the biggest pieces 
of reconstruction in Europe in the 1960s and 1970s. It contains offi ces, 
homes, a station on the Métro and a highway interchange. (b) The 
western extension of La Défense, a continuation of the great linear axis 
of Paris begun by Louis XIV, with public space over an underground 
motorway.  233  

  7.3 (a) Euralille: view of the World Trade Centre next to the Lille Europe 
Eurostar/TGV station. (b) Lower-level view of Euralille with shopping 
centre, offi ces and hotel. Planned on abandoned military land around 
the new high-speed line from London via the Channel Tunnel, Euralille 
is a spectacular example of the French approach to planning integrated 
 grands projets  around new transport links, here in order to trigger 
urban regeneration and regional development in a deindustrialised 
former coalfi eld area of northern France.  237  

  7.4 (a) Main axis of Vauban, a model suburban extension in Freiburg, a 
university city on the edge of the Black Forest. Since the late 1970s 
Freiburg has consciously developed itself as one of the most advanced 
eco-cities of the world, with exceptionally high standards for urban 
energy consumption and recycling; its public transport system has 
managed to reverse the growth in car ownership. (b) One of the Vauban 
neighbourhoods, developed by cooperative building groups within an 
overall city master plan, producing an exceptionally attractive urban 
environment with a special stress on shared open space for children.  244  

  7.5 Aerial view of Farsta, Sweden: the centre of one of the planned 
Stockholm suburbs, designed in the early 1960s. The underground station 
is seen in the right-centre of the picture, surrounded by higher-density 
residential developments. The shopping centre is easily accessible by 
car, underground train or on foot from the apartment blocks.  256  

  7.6 Hammarby Sjöstad, Stockholm: a model eco-development along the 
waterfront in inner Stockholm, on the site of an old industrial area, 
and served by a new orbital tramway line, Hammarby consists of 
moderately high-density apartment blocks with attractive public open 
space. There is particular stress on low-energy construction and on an 
ambitious recycling system through vacuum tubes to a central station. 
Designed for singles and childless couples, it has paradoxically proved 
attractive to families with young children. Unlike the 1960s suburbs, it 
is however a commercial development for an affl uent market.  257  

  7.7 View of Randstad Holland near Rotterdam. The mixture of new housing 
and intensive agriculture is typical of the Randstad – a polynuclear 
urban region in which town and countryside rapidly alternate.  260  
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  7.8 (a) Vathorst: aerial view of a planned urban extension on the edge of 
Amersfoort, a city at the periphery of the Randstad, it is served by a 
new train station and dedicated BRT (Bus Rapid Transit) system along 
its central axial boulevard. (b) a Vathorst neighbourhood: part of the 
VINEX housing programme, this illustrates the extremely high quality 
of Dutch urban design, which compares with the best recent German 
and Swedish examples.  263  

  7.9 Berlin Reichstag. The renovated building housing the Bundestag, the 
German Parliament, opened in 1999 after being derelict since 1933 
and is now a symbol of a new unifi ed Germany. Berlin is the capital 
and largest city in Germany and now home to a vibrant cosmopolitan 
and entrepreneurial society. Germany is regarded as one of the two 
leading nation proponents of the European project alongside France, 
and is the largest net contributor to the EU. As Germany’s Chancellor 
Angela Merkel steps aside, there will be a power battle that will not 
only determine the fate of Germany but also the European Union.  273  

  8.1 Levittown-Fairless Hills, New Jersey, USA; postwar suburban 
development in the Atlantic urban region. Low density single-
family homes occupy subdivisions, with much leapfrogging of urban 
development over patches of vacant land. Commuting and movement 
generally in such areas depend almost exclusively on the private car.  282  

  8.2 Milford Center, Milford, Connecticut, USA. Located in the fast-
growing suburban zone outside New York City, this is a good example 
of the suburban, edge-of-town, new shopping centres that have 
developed on a large scale for car-based shoppers in the United States 
since the Second World War.  283  

  8.3 Freeway interchange in Los Angeles. The southern California 
metropolis, with a population of over 10 million by the 1970s, has 
developed almost entirely in the era of mass car ownership since 
1920. Thus, it has grown quite differently from older cities, with 
wide dispersion of jobs and homes and generally a low density of 
development. Long-distance commuting is made possible by hundreds 
of miles of freeways which criss-cross the vast urban area, now 100 
miles (160 km) across.  284  

  8.4 A ghetto area. This is fairly typical of the racial ghettos that exist 
on a large scale in the inner areas of many American cities. African-
American people – many of whom moved from the rural south after 
1945 – found it diffi cult to escape into the suburbs, where the better 
housing and job opportunities have been located.  285  

  8.5 Baltimore Inner Harbor. One of the outstanding cases of urban 
revitalization in the core of an old American industrial and port city, 
this festival marketplace is now one of the biggest tourist attractions in 
the United States.  288  

  8.6 Urban Regeneration in California: Mission Bay. One of the largest 
urban regeneration schemes in the United States, this is the old 
dockland area of San Francisco, now almost completely lost to the 
container port of Oakland on the other side of the San Francisco Bay. 
The mixed-use scheme includes a major extension of the San Francisco 
Muni Metro light rail system, a new baseball park, and the campus of 
the University of California, San Francisco (UCSF), one of the leading 
centres of medical research in the United States.  289  
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  8.7 Millennium Park Chicago. Opened in 2004 on former railway yard 
and parking lots, the Park has become the civic center for downtown 
Chicago. Costing $475 million, the park contains several public 
buildings and works of art including the Frank Gehry-designed Jay 
Pritzker Pavilion, and the Cloud Gate installation by artist Sir Anish 
Kapoor. Widely applauded for its successful urban planning and design, 
the park has also attracted criticism for the way it controls tightly the 
use and commercialization of the space.  289  

  8.8 Kentlands, Maryland: a New Urbanism project outside Washington, 
DC, designed by Andres Duany and Elizabeth Plater-Zyberk, one of 
the architectural-planning practices which have led the movement back 
towards traditionally designed higher-density residential development. 
Impressive in its urban quality and economic use of land, like other 
such developments it suffers from lack of integration with urban public 
transport: it is located three miles from the nearest DC Transit station 
and there are currently no plans for an extension.  290  

  8.9 The historic and characteristic houses of San Francisco, California. 
This is in the Mission District, one of the more historical enclaves of 
the city around Noe Valley and Castro. Real estate prices here are on 
average $1.4m for homes, but entire houses can see prices as high as 
$5m. The northern area of Mission is also home to a booming tech 
SME sector that is driving up real estate prices further.  302  

  8.10 New York waterfront from the Brooklyn Bridge, and the South Street 
Seaport. As well as being one of the oldest areas of Manhattan and a site 
of historic nineteenth-century buildings, the area is also surrounded on 
three sides by the Financial District. Hurricane Sandy in 2012 severely 
damaged the Seaport as a tidal surge of 7 feet (2.1 m) hit the shore 
causing extensive fl ooding and damage to property. The impact of 
climate change may be felt acutely in places such as this in future, 
and may also disrupt the nation economically as trade, transport and 
employment are affected.  305   



  2.1 Population distribution in the British Isles: (a) 1801 (Ireland, 1821); (b) 
1851 (Ireland, 1841). In the fi rst half of the nineteenth century, population 
concentrated in the towns – especially on the newly developed coalfi elds 
of the north. Here, towns grew without plan or control.  16  

  2.2 Deaths from cholera in the Soho district of London, September 1854. 
Dr John Snow’s celebrated map, which established the connection 
between the cholera outbreak and a single polluted water pump in 
Broad Street. This emphasised the importance of supplying pure water 
to the inhabitants of the growing cities in Britain.  18  

  2.3 The growth of London, 1800–2000. Until 1850 London’s extent was 
constrained by walking distances. Steam trains from 1850 to 1914, and 
electric trains, tubes and buses from 1914 to 1939, allowed suburban 
sprawl – but then the green belt stopped it.  22  

  2.4 A house-agent’s advertisement of the early 1930s. At this time house 
prices, aided by cheap labour and materials, were probably cheaper in 
relation to white-collar salaries than ever before or since. Commuting 
on the new electric lines round London was easy. There was a striking 
contrast with the poverty in the depressed industrial areas of the north.  25  

  3.1 Ebenezer Howard’s Three Magnets. The celebrated diagram from 
Garden Cities of To-morrow (fi rst published in 1898) setting out the 
advantages and disadvantages of town and country life. A hybrid form 
of the future, the planned Town-Country or Garden City, combined the 
advantages of both with none of the disadvantages – so Howard argued.  34  

  3.2 Ebenezer Howard’s Social City. The lost diagram from the fi rst edition 
of Howard’s book, demonstrating the full conception of garden cities 
(or new towns) grouped in planned urban agglomerations of a quarter 
of a million people or more.  36  

  3.3 Plan of Letchworth Garden City, 1903. This was the fi rst garden city, built 
in northern Hertfordshire with private capital under Howard’s general 
direction. The architects were Raymond Unwin and Barry Parker.  37  

  3.4 (a) and (b) Barry Parker’s parkway principle; (c) Its expression 
at Wythenshawe, 1930. Parker, Unwin’s assistant for Letchworth 
Garden City, later developed the idea of the parkway: a landscaped 
road running through wedges of green space between strips of urban 
development. He tried to apply the idea in the centre of his satellite town 
of Wythenshawe, for the city of Manchester, but it was not completed 
according to his original conception.  39  

    Figures 
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  3.5 The ‘neighbourhood unit’ principle. First developed by the American 
architect-planner Clarence Perry in the celebrated New York Regional 
Plan of the 1920s, this principle was based on the natural catchment 
area of community facilities such as the primary schools and local 
shops. It was copied by Parker at Wythenshawe and then widely in 
British plans after the Second World War.  41  

  3.6 Sir Alker Tripp’s precinct diagram. Tripp, a senior traffi c policeman at 
Scotland Yard, applied his ideas to a part of London’s East End. Main 
roads would be largely sealed off from local side access, to give better 
traffi c fl ow and safety; residential areas would be protected from heavy 
traffi c. This arrangement would later be questioned by practitioners of 
the ‘new urbanism’.  44  

  3.7 Abercrombie’s Bloomsbury Precinct, from the County of London Plan 
1943. Patrick Abercrombie and J.H. Forshaw applied Tripp’s principles 
to the area around the British Museum and the University of London. 
Some of the necessary works were completed, but the idea was not 
fully realised; some 70 years later traffi c is actually channelled through 
the precinct in a one-way system.  45  

  3.8 Broadacre City – the planning concept of the celebrated American 
architect and planner Frank Lloyd Wright in the 1930s. Single-family 
homes, each surrounded by an acre of land, allow each family to grow 
food for its own consumption. Transportation is by car, and the petrol 
(‘gas’) station becomes the focus of shopping and services. The concept 
is in sharp contrast to the ideas of a European planner like Corubiser.  48  

  3.9 The Linear City, 1882. This concept of the Spanish architect Arturo 
Soria y Mata, based on a central rapid transit system, was actually begun 
outside Madrid but was swallowed up in the general development of the 
city. It has been an infl uence in many twentieth-century urban plans.  51  

  3.10 The Radiant City (La Ville radieuse). Le Corbusier, the Swiss-
French architect and planner, developed during the 1920s and 1930s 
the idea of a city with very high local concentrations of population 
in tall buildings, which would allow most of the ground space to be 
left open. His ideas proved very infl uential for a whole generation of 
planners after the Second World War.  53  

  4.1 The Abercrombie Plan for Greater London, 1944. Patrick Abercrombie’s 
bold regional plan involved the planned dispersal of over a million 
Londoners from the congested inner urban ring, across the new green 
belt, which would limit the further growth of the conurbation, into 
planned satellite towns – the famous London new towns.  70  

  4.2 The master plan for Stevenage, the fi rst new town to be designated (in 
1946). Built for London overspill and sited 30 miles (50 km) north of the 
metropolis, in Hertfordshire, Stevenage is a good example of the Mark 
I new town of the 1940s, designed on neighbourhood unit principles.  75  

  4.3 The London Green Belt, 1944–64. Earliest of the postwar green belts 
to be established around Britain’s urban areas, the metropolitan green 
belt has increased in area since Abercrombie’s original 1944 proposals. 
The green belt had several purposes, including urban containment, 
agricultural protection and the preservation of land for recreation. 
Almost 70 years on, the green belt remains but its purpose and form is 
now being questioned in the light of changing economic, environmental 
and social pressures.  78  
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  5.1 Total employment growth in Great Britain was only 25 per cent from 
1971 to 2012 and regional growth rates were generally low throughout 
the period. However, small annual differences in regional growth 
resulted in large regional disparities over the 40-year period. The South 
East maintained the fastest growth and the North East the lowest of the 
six regions shown, and in general, regions in both East and West Great 
Britain displayed a south–north gradient.  90  

  5.2 The effects of industry-mix and the region effects on total regional 
employment growth: 1971–2012. Total employment growth (a) can 
be partitioned into an industry-mix (b) and region effect (c). These 
two effects have separate and distinct geographies. The industry-mix 
effects underline the fundamental contrast between the slow-growth 
goods-producing industries in the North and the faster-growth service 
industries of the South. The region effect identifi es both the importance 
of London to Britain’s economy and the impact of increasing distance 
from it to regional employment growth.  90  

  5.3 Income per head index, 1997. Maps of regional income disparities 
reinforce the view that ‘two nations’ still exist in Britain. The most 
prosperous part is ‘Megalopolis’, stretching from London through the 
Midlands to Cheshire; the peripheral regions (except oil-rich Aberdeen) 
are noticeably poorer.  93  

  5.4 The pattern of regional development in Britain, 1945–88: (a) The 
original postwar scheme of closely defi ned development areas was 
replaced in 1960 by (b) development districts based on a criterion of 
persistent unemployment, and then in 1966 by (c) more generously 
defi ned development areas; later, special development areas were 
designated within these, qualifying for more generous state aid. But 
(d) after 1979 the Assisted Areas were sharply reduced in size, so as to 
concentrate on the worst-affl icted places.  95  

  5.5 Examples of a spatial development strategy in the UK post-2000. The 
Wales Spatial Plan 2008 national vision, building upon the original 
version released in 2004 by the Welsh Assembly Government. This 
document has Cabinet-wide backing and serves as a national strategy 
for Wales while identifying areas within Wales that possess particular 
attributes that require addressing by local authorities and other agencies.  107  

  5.6 Economic growth by UK region 1998–2007 and 2010–16. The graph 
shows what happened to UK regions after the recession compared to 
ten years previously, with major differentials for some UK regions. 
London remained buoyant whereas the northern regions experienced a 
dramatic loss of growth.  109  

  5.7 Impact of austerity on local government expenditure. The graph shows the 
changes to total spending by individual local authorities, 2009/10–2017/18 
(at 2017/18 prices). Places such as Wakefi eld, Doncaster, Blackburn, 
Barnsley and Newcastle upon Tyne experienced cuts of over 26 per cent.  110  

  5.8 New employment growth in UK regions 2007–17 as a percentage of 
population. The fi gure indicates growth in London and the South East 
occurring faster than all other UK regions and outstripping population 
growth.  115  

  5.9 Opinion poll of UK members of the public on attitudes to leave from or 
remain in the EU based on key attributes, taken prior to the referendum. 
It shows a remarkably divergent set of opinions by demography, 
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education, employment, region, newspaper readership, and political 
party support. Although the eventual referendum in June 2016 
demonstrated slightly different results, it does indicate a nation that is 
continuing to experience critical societal differences.  116  

  5.10 Rail connectivity in the growth arc between Oxford, Milton Keynes 
and Cambridge. The intention is to reopen or upgrade existing railway 
lines between Oxford and Milton Keynes, Oxford and Bedford, and 
Milton Keynes and Aylesbury, with a plan to continue the line from 
Bedford eastward to Cambridge in due course. As well as offering 
transport benefi ts, it is estimated that signifi cant economic benefi ts 
will be achieved including the potential of developing land for strategic 
housing investment of one million new homes.  122  

  5.11 Crossrail’s route through London. The routemap for Crossrail, now 
rechristened the Elizabeth Line, in London. The origins of the new 
railway go back to the 1970s but it has only been since the latter 2000s 
that the line has been approved politically and has received funding. 
The new infrastructure connects London Heathrow Airport with West 
End central London, and the fi nancial centres of the capital. The three 
termini at the extreme west and east ends of the railway will enable faster 
commuting from the Home Counties around London into the centre.  126  

  5.12 High-speed rail in Britain as an example of infrastructure upgrading. 
The diagram shows the existing HS1 line from the European continent 
to London, and the proposed HS2 Y-shaped line to Manchester and 
Leeds, with onwards links on conventional rail networks to Scotland, 
Wales and Northern England. New work is examining the feasibility of 
HS3 linking Liverpool, Manchester, Leeds, and Sheffi eld/York.  130  

  5.13 High-speed rail for the North, HS3. Transport for the North was formed 
as a statutory body in 2014 as part of the coalition government’s 
Northern Powerhouse initiative, intended to fi nd agglomerations across 
the northern regions’ city regions, improve connectivity, and further 
develop economic potential. Investment in rail connectivity between 
the northern cities, including links to HS2, will be critical.  133  

  6.1 (a) Birth rates in England and Wales, 1871–1999. The long secular 
decline in birth rates was halted at the end of the Second World War 
and again by an upswing from 1955 to 1964; but afterwards births 
again declined; (b) Population growth in Great Britain, 1871–2021. As 
a result of fl uctuations in birth rates, projections of future population 
have changed markedly in recent years.  143  

  6.2 Major restraints to development in Great Britain. Altogether, national 
parks, green belts and other specially designated areas exclude more 
than 40 per cent of Britain’s land area from the prospect of large-scale 
urban development of any kind. Little of this land had any protection 
before the Second World War.  147  

  6.3 Population growth in the London region, 1951–61 and 1981–99. 
Since the Second World War Greater London has become a zone of 
widespread population loss, surrounded by a belt of rapid gain which 
has moved steadily outward. By the 1980s and 1990s the fastest gains 
were being recorded 40 and more miles (65-plus kilometres) from 
London. Similar patterns of urban decentralization were recorded 
around other conurbations, though on a smaller scale.  149  

  6.4 Population growth in Great Britain, 1981–99. Most areas of Britain, 
save the conurbations and older industrial areas, have gained population. 
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But particularly clear is the loss from the major conurbations to their 
suburban fringes, especially around London. Rapid population growth 
characterizes wide rural areas of the country. Particularly noticeable is 
the ‘golden belt’ at the borders of the South East region with the South 
West, the Midlands and East Anglia.  150  

  6.5 New Towns in Britain, 1946–80. Over 30 new towns have been started 
in Great Britain and Northern Ireland under the 1946 New Towns Act 
and its Northern Irish equivalent. They fall naturally into two groups; 
Mark I new towns of the 1946–50 period, concentrated around London 
and in the development areas, and a second wave started in the 1960s 
to serve the needs of the major conurbations.  153  

  6.6 Plans for expansion in the South East, 1964–70: (a) The  South East 
Study  (1964) proposed new towns and cities alongside London’s then 
commuting range, 50 and more miles (80-plus kilometres) away; (b) The 
 Strategy for the South East  (1967), from the Economic Planning Council, 
proposed connecting these to London by urbanized sectors, which would 
not however be continuously built up; (c) The  Strategic Plan for the 
South East  (1970), which was accepted as the basis for further planning, 
grouped much of the growth into fi ve major growth areas, some of which 
incorporate new towns or cities from the 1964 study.  157  

  6.7 The South Hampshire Plan, 1972. In this early example of structure 
planning for a whole city region, major growth is grouped into a number 
of new communities of different sizes, close to existing urban areas and 
well served by public transport. Employment growth would occur both in 
these new areas and in the cores of the existing cities and towns.  159  

  6.8 Local government reform proposals, 1969, 1972 and 1990s. (a) The 
English Royal Commission (Redcliffe Maud) proposals of 1969 
suggested single-tier, unitary authorities for most of the country, with 
a two-tier solution reserved for three metropolitan areas based on 
the conurbations; (b) The Local Government Act, 1972, in contrast, 
introduced a two-tier system everywhere, but with a different 
distribution of functions in the metropolitan counties – now increased 
to six – as compared with elsewhere; (c) In Scotland the Royal 
Commission (Wheatley) proposals of 1969 envisaged a two-tier system 
different from anything proposed in England, with top-tier authorities 
covering wide regions; this proposal, with minor modifi cations, was 
implemented but abandoned in the 1990s; (d) Reorganization in the 
1990s and 2000s left the local government map even more fragmented 
and incoherent – a return to the 1950s and 1960s.  161  

  6.9 Car ownership in Great Britain and the USA, 1951–99. The growth of 
car ownership in Britain has closely paralleled that in the United States, 
with a lag of about 25 years.  166  

  6.10 The transportation planning structure. To accommodate the growth 
of car ownership, most major urban areas had to develop increasingly 
complex transportation planning processes during the 1960s. The need 
for better-integrated transportation planning was a powerful stimulus 
to local government reform.  167  

  6.11 Alternative levels of urban redevelopment in part of London’s West 
End, from the Buchanan Report: (a) Maximal; (b) Minimal. The report 
Traffi c in Towns (1963), by a group under Sir Colin Buchanan, argued 
that the traffi c capacity of a town should be fi xed at an environmentally 
acceptable level. More traffi c could be accommodated by complex 
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reconstruction of the urban fabric, but this would be expensive; the 
alternative would be traffi c restraint.  169  

  6.12 Country parks: (a) Wirral Way Country Park, Cheshire; (b) A picnic 
place on Wirral Way; (c) Location of country parks in England and 
Wales, 1972. The country park concept, introduced in the Countryside 
Act 1968, allowed local authorities and other bodies to develop sites 
for intensive outdoor recreation close to the major urban areas.  171  

  6.13 Inner City Programmes in Britain, 1988. The Enterprise Zones were 
located almost exclusively in derelict industrial or port areas with few 
residents, though not always in inner cities. The urban development 
corporations tended to be located in the same kinds of areas, but with a 
stronger emphasis on the inner parts of the conurbations.  175  

  6.14 Multiple deprivation in the UK, 1998. The fi rst report of the Social 
Exclusion Unit shows how exclusion is highly concentrated in the 
major conurbations, and even in certain wards within them.  184  

  6.15 Thames Gateway: Regional Planning Guidance 1995. This has become 
the most ambitious urban regeneration scheme in Europe: a 30-mile 
(50 km) discontinuous corridor of development along the lower 
Thames, based on the high-speed Channel Tunnel Rail Link.  187  

  6.16 Urban design principles, from the Urban Task Force report. Heavily 
infl uenced by the ideas of the American ‘new urbanism’, this diagram 
represents a return to traditional urban design principles – including a 
reversal of the precinctual principle developed by Sir Alker Tripp and 
later embodied in the Buchanan Report of 1963.  189  

  6.17 Housing completions, 1949–2001. Completions reached a peak in 
the mid-1960s, as slum clearance and rebuilding propelled a huge 
programme of public housing simultaneously with buoyant private 
construction. But in the 1970s, and increasingly throughout the 1980s 
and 1990s, public construction drastically shrank as local authority 
building effectively came to an end and housing associations failed to 
make up the gap. In 2008, when recession brought a slump in private 
construction, overall completions sank to the lowest levels recorded 
since the early 1920s.  192  

  6.18 Housing affordability, 1996 (a) and 2006 (b). As housing construction 
fell progressively behind rising demand in the boom years around 
the millennium, it was inevitable that housing would become less 
affordable. This problem dramatically spread geographically: restricted 
to England’s south-east corner and parts of the Midlands in 1996, a 
decade later it had spread to affect much of the country.  193  

  6.19 The Sustainable Communities Growth Areas of 2003 and the Northern 
Way of 2004. The Sustainable Communities growth areas were 
designated by the Deputy Prime Minister in 2003 and cover Ashford, 
Milton Keynes and Northamptonshire, Stansted-Cambridge, and the 
Thames Gateway. Intended to channel and accommodate housing 
growth in the Greater South East of England, the growth areas extend 
London’s infl uence over a large territory but utilise different delivery 
vehicles to deliver development. The Northern Way strategy ‘Moving 
Forward’ was launched in September 2004 and covers the three standard 
northern regions of the North West, the North East, and Yorkshire and 
Humberside. The strategy concentrates on key investment priorities, 
collaborative working across agencies, and securing delivery through – 
uniquely in governmental terms – city regions of eight conurbations. 
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The intention has been to tackle the £30 billion gap in output between 
the North and the average for England.  197  

  6.20 Average UK house prices in England 2005–18. The graph shows what 
happened to average house prices just prior to the recession and the 
continual upward curve in the 2010s.  204  

  6.21 Local Enterprise Partnerships (LEPs) and Enterprise Zones in England. 
The maps shows the boundaries of LEP areas, transcending existing 
local authority boundaries, and the location of Enterprise Zones since 
their policy resurrection after 2010.  207  

  6.22 Combined Authorities and devolution deals. The map shows the 
location of new Combined Authorities across England, designated after 
2015; most of these cover the larger metropolitan cities but also cover 
some predominantly rural regions. There are two types of Combined 
Authorities, those with an elected mayor and those without. By 2019, 
the Authorities with a mayor were: Cambridgeshire and Peterborough; 
Greater Manchester; Liverpool City Region; North of Tyne; Sheffi eld 
City Region; Tees Valley; West Midlands; and West of England. The 
Authorities without a mayor were: North East; and West Yorkshire.  210  

  7.1 The European Community in maps: (a) GDP per capita, 2006; (b) 
GDP per capita change, 2001–6; (c) Population change, 2003–7; (d) 
Unemployment, 2007. The accession of 12 new eastern and southern 
European nations to the EU in 2004 and 2007 brought widening spatial 
disparities in economic performance and prosperity. Europe’s most 
prosperous regions are found in a corridor from southern Ireland, 
through southern England, through the Netherlands and the Rhine 
valley of western Germany to central Switzerland and across the Alps 
to northern Italy, with outliers in Scandinavia and northern Spain. 
The good news was however that these differences were shrinking as 
regions all around the European periphery – from Ireland to northern 
Sweden, eastern Europe and western Spain – rapidly caught up. 
Demographically the picture was different: while Europe’s western 
and southern peripheries showed strong population growth fuelled 
by in-migration, wide areas of central and eastern Europe, and parts 
of Scandinavia, were experiencing sharp decline through low rates 
of natural increase coupled with out-migration. Unsurprisingly, these 
areas of out-movement were also those experiencing high rates of 
unemployment.  217  

  7.2 (a) The ‘Blue Banana’ and (b) the ‘Pentagon’. These two symbolic, 
but highly potent, geographical images embody sharply visions of 
Europe’s economic and demographic dynamism over a decade. French 
researchers, who conceptualised the Blue Banana in 1989, saw a Europe 
dominated by strong growth along an axis from southern England, up 
the Rhine Valley to Switzerland and northern Italy, conspicuously 
bypassing Paris. The EU’s 1999 European Spatial Development 
Perspective embodied a different vision, dominated by a signifi cantly 
larger central Pentagon whose corners were London, Paris, Milan, 
Munich and Hamburg. Once again, though, the policy implication was 
that there were big spatial disparities requiring to be reduced – and the 
indices (Figures 7.1a–d) showed this to be substantially true.  221  

  7.3 European Regions: (a) High-Technology Manufacturing, 2007 (b) 
Business Services, 2008. The so-called twenty-fi rst-century knowledge 
economy is unevenly distributed in Europe. High-technology 
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manufacturing is heavily concentrated in the heart of the EU, in southern 
England, the Benelux countries, southern Germany and northern Italy. 
Business services are much more widely distributed, but with particular 
concentrations in southern England, the Benelux countries, western 
Germany, western and southern France, and central Italy.  223  

  7.4 EU Convergence and Competitiveness areas, 2007–13 (a). In the new map 
of EU regional aid (a), a conspicuous feature is the effective disappearance 
of the old Objective Two regions, chiefl y old industrial areas receiving 
assistance to make the transition to the new service-based knowledge 
economy. The old Objective One regions (b), still defi ned in terms of low 
per capita GDP, continue to receive generous aid but are now dominated 
by the formerly Communist new accession states of eastern Europe.  225  

  7.5 The administrative structure of French regional planning. To integrate 
national and regional planning, the French had to develop a complex 
structure during the 1960s. The system of préfets was abolished by the 
Mitterand government in 1981.  228  

  7.6 French planning regions and the  métropoles d’équilibre . French regional 
planning is carried out through 21 planning regions which are aggregations 
of départements. To try to achieve more balanced growth and avoid over-
concentrations on Paris, the objective is to concentrate investment in 
‘balancing metropolises’ based on the major provincial cities.  230  

  7.7 The TGV system; times from Paris. The trains have massively cut times 
and shrunk distances in the urban core of Europe, becoming the natural 
mode of travel for journeys up to about 500 miles (800 km).  231  

  7.8 Paris regional plans (a) The  Schéma Directeur  of 1965; to allow for 
the projected growth of the metropolis from 9 to 14 million by the year 
2000, the plan provided for a number of major new cities grouped along 
two major axes of development, one north and one south of the River 
Seine. New motorways and express rail links were to serve the new 
developments. The plan was scaled down, but was implemented. (b) 
the  Livre Blanc  of 1990; the stress here was less on population growth 
than on creating strong poles for European-scale service industries. 
(c) SDRIF 2008. The latest iteration of the Spatial Development 
Plan ( Schéma Directeur ) embodies three principles: (1) to develop 
a more compact, denser city to respond to the challenge of housing 
demand and to respond to climate-energy constraints; (2) to develop 
the region’s urban ambience and quality of life so as to promote its 
economic potential and international attraction; (3) to protect regional 
biodiversity, enhance the quality of its agricultural and natural areas, 
and guarantee the coherence of the regional open space system.  234  

  7.9 Germany population potential. This map shows the population 
accessible within a 100-kilometre radius, and is thus a graphic 
illustration of access to urban labour forces and services. It shows that 
the German space economy is effectively dominated by the urban fi elds 
of only a dozen major metropolitan centres. Large, thinly populated 
rural areas of north-eastern, central and south-eastern Germany suffer 
from poor accessibility that impedes their development potential.  241  

  7.10 The development plan for the Ruhr. The Ruhr regional plan authority 
pioneered the idea of planning for an entire city region as early as the 
1920s. Its 1966 plan (a) aimed to steer development into the open areas 
in the north of the region, while preserving green barriers between 
the major cities in the central part. Wide recreation areas would 



Figures xxiii

be preserved on the northern and southern peripheries. However, the 
authority was abolished in 1977 and the strategy from the mid-1980s 
onward, embodied in the Emscherpark plan (b), is to develop a series of 
major development projects embodied in a landscape park.  246  

  7.11 The Mezzogiorno. The southern half of Italy is one of the greatest 
problem regions of Europe. With income levels well below those of 
northern Italy and a poor economic structure based on subsistence 
agriculture, this has been a zone of out-migration to the northern 
cities and the rest of Europe. But the Mezzogiorno has witnessed an 
ambitious development programme since the Second World War.  248  

  7.12 Plans for Copenhagen: (a) The 1948 Finger Plan; (b) the 1973 Regional 
Plan. Copenhagen reacted early against the green belt ideas of the 
1944 London plan, substituting a design based on fi ngers of urban 
development with intervening green fi ngers. The later plan extends the 
fi ngers with major new employment centres at their junction with a 
new transportation axis, relieving pressure on the city.  252  

  7.13 (a) Plans for Stockholm: 1952 and 1966. The 1952 plan established 
the idea of planned suburban satellites, with a hierarchy of shopping 
centres, linked by the new underground railway system. This plan was 
largely implemented by the late 1960s, when a wide-ranging regional 
plan extended the principle through new developments along main-line 
railways and motorways radiating from the city. (b) Stockholm: the 
schematic diagram of a suburban group – the principle of the hierarchy 
of suburban shopping centres in the 1952 plan. The bigger ‘B’ 
centres are surrounded by high-density residential areas from which 
the inhabitants can walk to the shops or to the underground station. 
Densities fall away from the centre towards the edge.  255  

  7.14 Map of Randstad Holland. Urban development in the western 
Netherlands has taken the form of a horseshoe-shaped ring of cities, 
each performing specialized functions (government in The Hague, 
commerce in Rotterdam, shopping and culture in Amsterdam), with a 
central ‘green heart’ which it is planning policy to protect.  259  

  7.15 (a) The principle of ‘concentrated deconcentration’, from the  Second 
Report on Physical Planning in the Netherlands . For the future 
development of the Dutch Randstad, government planners suggest 
grouping the population into urban agglomerations which could then 
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dense concentrations in city centres, served by excellent public transport. 
‘B’ centres, at city edges, have both rail and highway access. ‘C’ locations, 
adjacent to motorway interchanges, are for space-consuming activities 
like warehousing, which employ relatively few people.  261  

  7.16 Urban sphere of infl uence in the European Union.  269  
  8.1 Population change in the USA, by county, 1990–2000. The map reveals a 

remarkable contrast between widespread population decline in the nation’s 
rural heartland, and the explosive growth of urban areas in the mountain 
and desert west. Ironically, after the recession of 2008 some of these 
boom areas experienced a drastic reversal of fortunes, with out-migration, 
housing foreclosures and widespread property abandonment.  277  

  8.2 New York Region: Population density by municipality, 1960 (a) and 
1990 (b). Over 30 years, suburbanization has extended far outside 
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the core cities of the region. The Atlantic seaboard from Boston to 
Washington – ‘Megalopolis’, in the term of the geographer Jean 
Gottman – is one of the greatest massings of humanity in the world, 
with over 30 million people. It is an example of a highly complex 
multinuclear urban structure, where the growth of one city impinges 
on that of another.  291  
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These formulations drew heavily from the sciences of cybernetics and 
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  9.2 The Garin-Lowry model structure. First developed in the United States 
but employed extensively in Britain, Garin-Lowry is the best known of 
the mathematic models used to project the amount and distribution of 
residential population and local services. It depends on prior knowledge 
or assumptions about the amount of basic employment.  316  

  9.3 The plan implementation process, according to Brian McLoughlin. 
This formulation, in which models interact with surveys of the real 
world through comparative analyses, and in which control processes 
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 It is important to stress what this book is and what it is not. Professor Sir Peter Hall always 
maintained that this is not a textbook of planning, pointing to a number of excellent exam-
ples of planning textbooks now available, including especially Barry Cullingworth’s clas-
sic  Town and Country Planning in the UK  (now in its 15th edition, with Vincent Nadin 
 et al .; Routledge, 2015). Rather, Peter maintained that  Urban and Regional Planning  
is an introduction to planning, a primer, written both for the beginning student and for 
the general reader. The fi rst edition was published in 1975; over 45 years later, and over 
fi ve years since Peter’s death, I hope the book will still be found useful by students of 
applied geography and of urban and regional planning; by university and college students 
concerned to understand historic and contemporary urban and regional change, and plan-
ning’s role in that story; and by a wider audience which may want to know how and what 
planning is and how it has evolved. 

 It is somewhat telling that the 1975 edition, even the 2002 fourth edition of the book, 
may now be regarded as historical accounts of urban and regional planning, even though 
they were written as contemporary accounts. What is telling over the last 45 years, and 
refl ects planning’s fortunes over this time, is that the nature of some urban and regional 
problems never really go away; the degree of their relevance, and the way they trans-
form cities and regions globally, are dependent on a range of political, governmental 
and planning contexts, as well as more fundamental economic, social, environmental 
and technological forces. There is some degree of continuity in examining regional eco-
nomic fl ows, of growing and declining regions, of uneven development, of economic 
and political crises, of the drivers of change, of the need for new infrastructure or new 
housing, or the needs of disadvantaged groups in urban societies. And we can learn from 
historic accounts of how these issues were understood and dealt with historically, through 
a changing and changeable government and governance structure, and a planning system 
that – essentially – fi nds it diffi cult to keep up with constant fl ows. This, above all, is 
the hallmark of both urban and regional planning, and the enduring themes addressed 
throughout this book. 

 Two points must be made about how these subjects are treated. First, of course, the 
book is deliberately historical; it traces the evolution of urban and regional problems, 
and of planning philosophies, techniques and legislation, from the Industrial Revolution 
to the present day. Second, it is necessarily written from a British standpoint for a British 
readership, but an international readership should fi nd it relevant for the degree to which 
contemporary problems in other nations have some parallels with the British experience. 
Throughout most of the book the exclusive emphasis is on the British experience, though 
the survey of early planning thought in Chapter 2 is international, and Chapters 7 and 8 
deliberately range out to compare the experience of other advanced industrial countries. 
Even in those chapters the comparison deliberately excludes the Global South; doubtless, 
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another useful book is to be written there, but there is no space in this book to do the 
subject justice. 

 The book is a by-product of a combined 60 years of lectures on introductory applied 
geography and planning at the London School of Economics, the University of Reading, 
the University of California at Berkeley (PH), and at Cardiff University, the University of 
Aberdeen, Newcastle University (MTJ), and given by Peter and I at University College 
London in the 2000s. We are grateful to successive waves of students who endured these 
modules and who unfailingly, by their reactions, indicated the places where material was 
boring or unintelligible. I am indebted to colleagues who have provided relevant material 
to consider for inclusion in the book, especially D. Michael Ray and Dan O’Donaghue 
for updates to the tables in Chapter 5. But I must add the usual disclaimer: that for errors 
and omissions, I am solely responsible. 

 Last, Peter had dedicated the fi rst and subsequent editions of the book to his wife 
Magda, for – in his words – ‘her imperturbable patience in the face of gross provocation 
in the hope that she will fi nd the result some small recompense for many delayed dinners 
and obsessed weekends’. I am delighted to carry on that tradition and also dedicate this, 
the sixth edition, to Magda. 

  Mark Tewdwr-Jones 
 London, April 2019   
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 Planning, the subject matter of this book, is an extremely ambiguous and diffi cult word 
to defi ne. Planners of all kinds think that they know what it means; it refers to the work 
they do. The diffi culty is that they do all sorts of different things, and so they mean differ-
ent things by the word; planning seems to be all things to all people. We need to start by 
defi ning what exactly we are discussing. 

 The reference in the dictionary gives one clue to the confusion. Whether you go to the 
Oxford English Dictionary or the American Webster, there you fi nd that the noun ‘plan’ 
and the verb ‘to plan’ have several distinct meanings. In particular, the noun can either 
mean ‘a physical representation of something’ – as for instance a drawing or a map; or 
it can mean ‘a method for doing something’; or ‘an orderly arrangement of parts of an 
objective’. The fi rst meaning, in particular, is quite different from the others: when we 
talk about a street ‘plan’ of London or New York, we mean something quite different 
from when we talk about our ‘plan’ to visit London or New York next year. But there is 
one defi nition that combines the others and blurs the distinction, as when we talk about a 
‘plan’ for a new building. This is simultaneously a physical design of that building as it 
is intended to be, and a guide to realizing our intention to build it. And it is here that the 
real ambiguity arises. 

 The verb ‘to plan’, and the nouns ‘planning’ and ‘planner’, that are derived from it, 
have in fact only the second, general group of meanings: they do not refer to the art of 
drawing up a physical plan or design on paper. They can mean either ‘to arrange the parts 
of’, or ‘to realize the achievement of’, or, more vaguely, ‘to intend’. The most common 
meaning of ‘planning’ involves both the fi rst two of these elements: planning is con-
cerned with deliberately achieving some objective, and it proceeds by assembling actions 
into some orderly sequence. One dictionary defi nition, in fact, refers to what planning 
does; the other, to how planning does it. 

 The trouble arises because, although people realize that planning has this more gen-
eral meaning, they tend to remember the idea of the plan as a physical representation or 
design. Thus they imagine that planning must include the preparation of such a design. 
Now it is true that many types of planning might require a physical design, or might ben-
efi t from having one: planning often is used in the production of physical objects, such 
as cars or aeroplanes or buildings or whole towns, and in these cases a blueprint of the 
desired product will certainly be needed. But many other types of planning, though they 
will almost certainly require the production of many symbols on pieces of paper, in the 
form of words or diagrams, may never involve the production of a single exact physical 
representation of the entity which is being produced. In more recent years, as planning 
has changed compared to its origins, a plan may even become an online platform, or a 
digital urban and regional vision, or a collaborative project. 

 For instance, the word ‘planning’ is today applied to many different human activities – 
in fact, virtually all human activities. One almost certainly needs a plan to make war; 
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diplomats make contingency plans to keep the peace. We talk about educational plan-
ning: that does not mean that every detail of every class has to be planned by some 
bureaucracy (as happens, by repute, in France), but merely that advance planning is nec-
essary if students are to fi nd classrooms and libraries and teachers when they arrive at a 
certain age and seek a certain sort of education. We talk about planning the economy to 
minimise the swings of growth and recession, and reduce the misery of unemployment 
or austerity or the local impacts of global economic shifts; we hear about a housing 
plan and a social-services plan. Business now plans on a colossal scale: the production 
of a new model of a car, or a personal computer, has to be worked out long in advance 
of its appearance in the shops. And all this is true, whatever the nature of the economic 
system. Whether labelled free enterprise or social democratic or socialist, no society on 
earth today provides goods and services for its people, or schools and colleges for its 
children, without planning. In fact, so routinely do we organize and prepare ourselves 
for some future activity or event that we may not consciously believe we are planning 
at all. There have been times over the last century when some individuals might have 
regretted performing any activity called planning at all; they wish for what is often 
referred to as a simpler age, when perhaps things happened without forethought, or even 
a plan-free age, where individuals undertake activities on a pragmatic and incremen-
tal basis and deal with the consequences of their actions as they occur, irrespective of 
impact; those calls for simpler or plan-free ages continue to exist and seem to be in the 
ascendancy in some nations as we progress through the twenty-fi rst century, according 
to political and ideological taste. Perhaps it is this, more than any other aspect of change, 
that has become the enduring hallmark surrounding urban and regional planning: a con-
stant debate as to the merits of performing planning activity and who, if anyone, should 
have the right to do so. 

 The reason for employing an activity called planning is the fact of life everybody 
knows: that modern society is immeasurably more complex, technically and socially, than 
previous societies. Centuries ago, when education involved the simple repetition of a few 
well-understood rules which were taught to all, and when books were non-existent, the 
setting up of a school did not involve much elaborate planning or the training of special-
ized teachers. The stages of production were simpler; wood was cut in the forest, people 
wrought it locally into tools, the tools were used by their neighbours, all without much 
forethought. But today, without elaborate planning, the complex fabric of our material 
civilisation would begin to crack up: supplies of foodstuffs would disappear, essential 
water and power supplies would fail, epidemics would rapidly break out. We see these 
things happening all too readily, after natural or human disasters like earthquakes or wars 
or unforeseen economic downturns. Though some of us may decide to try to opt out of 
technological civilisation or social media for a few days, months or even years, the pros-
pect does not seem likely to appeal to twenty-fi rst-century citizens in both the affl uent and 
globalizing worlds. Those in the less affl uent world, in particular, are in much less doubt 
that they want the security and dignity that planning can bring. 

 The point is that the sorts of planning which we have been discussing above either 
may not require physical plans at all, in the sense of scale blueprints of physical objects, 
or may require them only occasionally or incidentally. It is more likely to consist, for 
the most part, of written statements of intent accompanied by some justifi cation and 
evidence, usually in the form of tables or fi gures, or sometimes through urban modelling 
based on mathematical formulae, or though diagrams and visualizations, or all these 
things. The emphasis throughout is on tracing an orderly sequence of events that will 
achieve a predetermined goal. But even here, in a modern world where politicians seem 
ripe on questioning demonstrable evidence, expert opinion or even facts (and, conversely, 
promulgate what is sometimes referred to as fake news or fake facts), the very essence of 
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planning – founded on rational debate and intelligence – is seeing its foundations being 
shaken increasingly. 

 Consider educational planning as an example. The goal has fi rst to be fi xed. It may be 
given externally, as a situation which has to be met: to provide education which will meet 
the expected demands ten years hence. Or there may be a more positive, active goal: to 
double the numbers of scientists or technologists graduating from the universities, for 
instance. Whatever the aim, the fi rst step will be a careful projection that leads from 
the present to the future target date, year by year. It will show the number of students in 
schools and colleges and the courses that will be needed to meet whatever objective is 
stated. From this, the implications will be traced in terms of buildings, teachers and mate-
rials. There may need to be a crash school-building programme using quickly assembled 
prefabricated components; a new or a supplementary teacher-training programme, or an 
attempt to attract people from other professions into teaching; a new series of textbooks 
or experiments in online web-based learning, all of which in turn will take time to set in 
motion and produce results. At critical points in the process, alternatives will be faced. 
Would it be more economical, or more effective, to increase teacher supply or concentrate 
on a greater supply of teaching material through the internet? Could better use be made of 
existing buildings by better overall coordination, rather than by putting up new buildings? 
Ways will need to be found of evaluating these choices. Then, throughout the lifetime of 
the programme, ways will need to be found of monitoring progress very closely to take 
account of unexpected failures or divergences from the plan or changes in the situation. 
In the whole of this complex sequence the only scale models may be the designs of the 
new schools or of the ICT (information and communication technologies) system and a 
few other details – a small part of the whole, and one which comes at a late stage in the 
process, when the broad outlines of the programme are determined. 

 To summarize, then: planning as a general activity is the making of an orderly sequence 
of action that will lead to the achievement of a stated goal or goals. Historically, its main 
techniques have been written statements, perhaps with a medium- to long-term hori-
zon, supplemented as appropriate by visual representations, statistical projections, trend 
analysis, quantifi ed evaluations and diagrams illustrating relationships between different 
parts of the plan. These comprise a suite of planning methods, but planning may, although 
need not necessarily, include exact physical blueprints of objects. One issue to consider 
before we move forward is that forms of planning will always be needed even if individu-
als, societies or governments sometimes turn away from formal planning activity. 

  The application to urban and regional planning 

 The diffi culty now comes when we try to apply this description to the particular sort of 
planning that is the subject matter of this book: urban and regional planning (or, as it is 
often still called in the UK legal system at least, town and country planning). In many 
advanced economies, such as Britain, the United States, Germany or Japan, the phrase 
‘urban planning’ or ‘town planning’ is strictly a tautology: since a great majority of the 
population are classed in the statistics as urban and live in places defi ned as urban, ‘town 
planning’ seems simply to mean any sort of planning whatsoever. In fact, as is well known, 
‘urban’ planning conventionally means something more limited and precise: it refers to 
planning with a spatial, or geographical, component, in which the general objective is to 
provide for a spatial structure of activities (or of land uses) which in some way is better than 
the pattern existing without planning. Such planning is also known as ‘physical’ planning; 
‘spatial’ planning is perhaps a more neutral and more precise term and has been used inter-
mittently alongside urban and regional planning and town planning periodically. 
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 If such planning has a spatial component, then clearly it only makes sense if it culmi-
nates in a spatial representation. Whether this is a very precise and detailed map, or the 
most general schematic diagram, it is to some degree a ‘plan’ in the fi rst, more precise 
meaning of the term. In other words, it seems that urban planning (or regional planning) 
is a special case of general planning, which can include the plan-making, or representa-
tional, component. 

 Broadly, in practice this does prove to be the case. It is simply impossible to think of 
this type of planning without some spatial representation – without a map or visualiza-
tion, in other words. And whatever the precise organizational sequence of such planning, 
in practice it does tend to proceed from very general (and rather diagrammatic) maps or 
schematics to very precise ones, or blueprints. For the fi nal output of such a process is 
the act of physical development (or, in some cases, the decision not to develop, but to 
leave the land as it is). And physical development, in the form of buildings, will require 
an exact design. 

 A great deal of discussion and controversy in recent years tends to have obscured this 
fact. In most countries spatial or urban planning as practised for many years – both before 
the Second World War and after it – was very minute and detailed: the output tended to 
consist of very precise large-scale maps showing the exact disposition of all land uses 
and activities and proposed developments. During the 1960s, the 1980s, and the 2010s, 
whenever planning has adopted such detailed plans, they have been attacked by people 
opposing the idea of having a plan: planning, it has been argued, needs to concentrate 
much more on the broad principles rather than on details; it should stress the process, or 
time sequence, by which the goal was to be reached, rather than present the desired end-
state in detail; it should start from a highly generalized and diagrammatic picture of the 
spatial distributions at any point of time only fi lling in the details as they needed to be 
fi lled in, bit by bit. This, as we shall see later, is the essential difference in Britain between 
the form that planning has taken historically, as it has ebbed and fl owed between the stra-
tegic and detailed, and the local and basic, according to government taste and even plan-
ning fashion. Urban and regional planning has never been a static activity, even within 
one individual nation, nor should it be if it is going to address ongoing sets of problems 
affecting places. In the UK, for example, the Town and Country Planning Act of 1947 
detailed planning provisions were replaced under the Town and Country Planning Act 
of 1968; the Planning and Compulsory Purchase Act of 2004 strategic spatial planning 
provisions were replaced by the more localized Localism Act of 2011. New times require 
new forms of urban and regional planning, and so planning changes. 

 The central point, though, is that this type of planning is still essentially spatial – what-
ever the scale and whatever the sequence. It is concerned with the spatial impact of many 
different kinds of problem, and with the spatial coordination of many different policies. 
Economists, for instance, are concerned with the broad progress of the economy, usually 
at national and sometimes at international level: they look at the evolving structure of 
the economy, in terms of business sectors and occupations, at the combination of the 
factors of growth which brings forth the fl ow of goods and services, at the income thus 
generated and its reconversion into factors of production, and at problems of exchange. 
Those countries with federal or regional governance will have regional economic plan-
ners looking at the same things, but always from the point of view of their particular 
spatial impact: they consider the effect of the variable, geographical space and distance, 
on these phenomena. Similarly social planners will be concerned with the needs of the 
individual and the group; they will be concerned with the changing social structure of 
the population, with occupational mobility, inclusiveness and exclusion, and its effect on 
lifestyles and housing patterns, with household and family structure in relation to factors 
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like health and well-being, age, demography, and occupation and educational background 
with household income and its variation, with social and psychological factors which 
lead to individual or family changes. Those concerned with the social aspects of urban 
planning share the same interests and concerns, but see them always with the spatial com-
ponent: he or she is concerned, for instance, with the effect of occupational mobility on 
the inner city – as against the new suburb – on changing household structure as it affects 
the housing market near the centre of the city, on household income in relation to items 
like travel cost for the low-income family whose available employment may be migrating 
to the suburbs. 

 The relationship between urban and regional planning and the various types of spe-
cialized planning, in these examples, is interestingly like the relationship of geography, 
as an academic subject, to other related social sciences. For geography also has a number 
of different faces, each of which stresses the spatial relationship in one of these related 
sciences: economic geography analyses the effect of geographic space and distance on 
the mechanisms of production, consumption and exchange; social geography similarly 
examines the spatial impact upon patterns of social relationship; political geography 
looks at the effect of location upon political actions. One can argue from this that spatial 
planning, or urban and regional planning, is essentially human geography in these various 
aspects, harnessed or applied to the positive task of action to achieve a specifi c objective. 
The difference between geography and planning can be described, fl ippantly perhaps, 
in a single contestable sentence: geographers analyse, and planners do. A good planner 
should harness both sets of skills, while developing a deep understanding of politics, 
economics, and history. 

 Many teachers in planning schools would hotly deny this. They would argue that plan-
ning, as they teach it, necessarily includes many aspects that are not commonly taught 
in geography curricula – even those that stress the applications of the subject. The law 
relating to the land is one of these; civil engineering is another; civic design is another. 
This is true, though many would argue – both inside the planning schools, and out – that 
not all these elements are necessary to the planning curriculum. What does seem true 
is that the central body of social sciences which relate to geography, and whose spatial 
aspects are taught as parts of human geography – economics, sociology, politics and 
anthropology – does form the core of the subject matter of urban and regional planning. 
By ‘subject matter’ we mean that which is actually planned and those it affects. It is, how-
ever, arguable that there is another important element in planning education, not covered 
in this body of social science: that is the study of the process of planning itself, the way 
we assume control over physical and human matter, and process it adopts to serve defi ned 
ends. According to this distinction ‘planning method’ would be what is common to the 
education of all kinds of planners – whether educational, economic, military or any other; 
geography and its related social sciences would constitute the peculiar subject matter of 
that particular division of planning called urban and regional.  

  ‘Planning’ as an activity 

 What then would this core of planning education – the study of planning process – 
comprise? This is a basic question, which after 100 years ought to be the subject of con-
tinual intense debate in schools of planning. But curiously, historically, for a long time it 
was avoided – the reason being, apparently, that planning education was seen as educa-
tion in making physical plans, not education in planning method. The fi rst people to raise 
the question seriously were not teachers of physical planning, but teachers of industrial 
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or corporate planning, in the American business schools. There, down to about 1945, 
education in management was usually based on a rather narrow spectrum of skills in 
applied engineering and accounting; the aim was to obtain maximum effi ciency in plant 
operation, both in an engineering sense and in an accounting sense, and little attention 
was given to the problems of decision-taking in complex situations. But during the 1950s, 
partly as the result of the work of such fundamental thinkers as Chester Barnard, Peter 
Drucker and Herbert Simon, management education was transformed. First, it developed 
into a science of decision-making, which borrowed freely from concepts in philosophy 
and politics, and second, it harnessed the thinking of a number of social sciences, such 
as economics, sociology and psychology. It was this new tradition in corporate planning 
which began, after about 1960, to affect the direction and content of education for phys-
ical planning. 

 By this time, however, management education had further evolved. With the develop-
ment of computerization in management and planning of all kinds, there was increasing 
interest in the development of sophisticated control systems which would automati-
cally control machinery. Such systems, of course, were only a development of earlier 
experiments in automation, which can be dated right back to the origins of the Industrial 
Revolution; but progress in this fi eld took a big leap forward with the rapid development 
of more complex computers during the 1950s. Yet even before this, a remarkable original 
thinker, Norbert Wiener of Harvard, had anticipated the development and much more. 
In a book published in 1950,  The Human Use of Human Beings , he had suggested that 
automation would liberate the human race from the necessity to do mundane tasks. But 
further, he proposed that the study of automatic control systems was only part of a much 
larger science of cybernetics, 1  which he defi ned in the title of a book published in 1948 as 
the science of ‘Control and Communication in the Animal and the Machine’. According 
to Wiener, animals and especially human beings have long possessed extremely complex 
communication and control mechanisms – the sort of thing the computer was then repli-
cating. Human societies, Wiener suggested, could be regarded as another manifestation 
of this need for communication and control. 

 Thus a new science was born. Rapidly developing in the late 1950s and 1960s, it had 
a profound infl uence on research and education in management, and particularly in plan-
ning. For if human arrangements could be regarded as complex interrelating systems, 
they could be paralleled by similar systems of control in the computer, which could then 
be used to monitor developments and apply appropriate adjustments. Seeing towns and 
cities as complex systems of systems, developing into a programme for what is some-
times today referred to as ‘smart cities’, is not a twenty-fi rst century phenomenon. 

 The best analogy, much quoted at that time for obvious reasons, was manned space 
fl ight. In an expedition to the moon most of the adjustments to the spacecraft were made 
not by the astronauts but by an extraordinarily complex computer-control system on earth 
at Houston, Texas. Similarly, it is argued, the development of cities and regions could be 
controlled by a computer which received information about the course of development in 
a particular area, related this to the objectives which had been laid down by the planners 
for the development during the next few years and thus produced an appropriate series of 
adjustments to put the city or the region ‘on course’ again. 

 In practice this insight dating from the 1960s has been very useful for the way we think 
about the physical or spatial planning, and continues to dominate debate on the future 
of places through the application of digital techniques and advanced urban technology. 
Information systems and digital smart applications are now used very widely in cities, 
either through the planning process or else in parallel to them. And, as we shall see in 
later chapters of this book, it has profoundly affected the way planners think about their 
job and the way they produce plans. In essence it has led to a swing away from the old 
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idea of planning as production of blueprints for the future desired state of the area, and 
towards the new idea of planning as a continuous series of systems and controls over the 
development of the area, aided by technology, which seek to visualize, model or simulate 
the process of change and development so that this control can be applied. This in turn 
has led to a complete change in the sequence of the planner’s work. 

 Formerly, at any time from about 1920 until 1960, the classic sequence taught to all 
planning students was survey-analysis-plan. (The notion of survey before plan had fi rst 
been worked out, and taught, by a remarkable British pioneer in planning, Patrick Geddes; 
his work is discussed in more detail in Chapter 3.) The terms were self-explanatory. First 
the planner made a survey, in which he or she collected all the relevant information 
about the development of the city or region. Then she analysed these data, seeking to 
project them as far as possible into the future to discover how the area was changing and 
developing. And third, she planned – that is, she made a plan which took into account the 
facts and interpretations revealed in the survey and analysis, and which sought to harness 
and control the trends according to principles of sound planning. After a few years – the 
British Planning Act of 1947 laid down that the period should be every fi ve years – the 
process should be repeated: the survey should be carried out again to check for new facts 
and developments, the analysis should be reworked to see how far the projections needed 
modifying, and the plan should be updated accordingly. 

 Gradually from the 1960s, a new planning sequence, which replaced this older one as 
orthodoxy, refl ected the approach of cybernated planning. It is more diffi cult to represent 
in words because it is a continuous cycle; more commonly, it is represented as a fl ow 
diagram. But, to break into the fl ow for purposes of exposition, it can be said to start with 
the formulation of goals and objectives for the development of the area concerned (these 
should be continuously refi ned and re-defi ned during the cycles of the planning process). 
Against this background the planner develops an information system, through data and 
graphic visualizations, that are continuously updated as the city or region develops and 
changes. It will be used to produce various alternative projections, or simulations, of the 
state of the region at past, present and at various future dates, assuming the application 
of various policies. The aim is always to make this process as fl exible and as varied as 
possible, so that it is possible to look at all sorts of ways of allowing the region to grow 
and change. Then the alternatives are compared or evaluated against yardsticks derived 
from the goals and objectives, to produce a recommended system of policy controls that 
in turn will be modifi ed as the objectives are re-examined and as the system produces data 
and evidence of new developments. Though it is diffi cult to put this new sequence into a 
string of words like the older one, it might be succinctly(!) described as goals-continuous 
information-projection and simulation of alternative futures-evaluation-choice-continu-
ous monitoring. Something like this sequence, with some differences in words and in 
ordering, can be found in several important and well-known accounts of the planning 
process written in the 1960s and early 1970s. 

 Fast forward to the 2010s and 2020s, and we are witnessing the application of new 
smarter technology, urban systems computing engineering, apps, and digital tools to 
manage urban living. The digital revolution is transforming transport use and mobility, 
public services, consumerism, and even infrastructure and utilities, both as city-wide 
processes of open access data, service provision and regulation, and as personal human-
computer interaction (HCI) through smartphones and other devices. Although these are 
often portrayed as current ground-breaking shocks or even threats to an existing planning 
process, they are in effect just more recent incarnations of a continual wave of techno-
logical transformation for planning that has been enduring for over 50 years. What is the 
case, however, is that there have been periods within the last fi ve decades where planning 
has divorced itself from technological change and retrenched into static plan-making and 
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regulatory activities; the planning education curriculum has seemingly gone into reverse 
on occasions by becoming overly concerned with narrow procedures; and smart techno-
logical systems and HCI have become academic disciplines and fi elds of professional 
employment in themselves, separate to planning. These days, in some countries, we are 
trying to achieve the realignment of computing science and planning method as a neces-
sary task of managing urban change. We will consider how and why this misalignment 
occurred later in the book.  

  Objectives in planning – simple and complex 

 In practice, as we saw above, having objectives in planning can be an effective improve-
ment. It means that the whole planning process is more clearly articulated, more logical 
and more explicit. It is obviously better that planners should start with a fairly exhaustive 
discussion about what they are seeking to achieve and that they should go on having 
this discussion during the whole planning process. It is better, too, that different alterna-
tive scenarios for the future should be developed, so that they can be openly discussed, 
evaluated and, if necessary, avoided. Dealing with the unpalatable future as much as the 
desirable future is a necessary planning condition. And the emphasis on specifi c evalua-
tion, using certain fi xed criteria, is an advance. Perhaps as a contradiction, planning has 
become much more fl exible over time, as it works with and assimilates much greater 
information. So here is the dilemma: can planning embrace pragmatism as it evolves? 
We would argue that planning with pragmatism gives planning political strength, and the 
determining characteristic is the degree to which courses of action and outcomes can be 
justifi ed and rationalized. 

 Nevertheless, through the decades planning has proved to create many new problems 
and pitfalls of its own. The development of computer science does not make planning an 
easier activity – do not let anyone convince you into believing that – in the sense that it 
somehow becomes more automatic. There may be many automatic aids to smooth out 
tedious processes, such as detailed calculations; but they do not diminish the area of 
social and professional responsibility – the responsibility to take decisions that are often 
politically fraught, strategic, long term, and consequential. For every planning interven-
tion, there will be a need for further intervention down the line; time is the most effective 
judge of whether decisions are appropriate or not. And fear of taking the wrong decision 
now (whatever that may be) is no justifi cation for decision takers to avoid taking any deci-
sion at all. Although digital technology, data and computer-generated imagery can aid us 
to understand an urban or regional problem and consider the consequences of different 
actions, individual human judgement and vision will remain vital in implementation; 
the basic diffi culty is that it is more diffi cult to apply digital technology to most urban 
planning problems that, although they are more or less economic or social in nature, have 
political, democratic and behavioural consequences. Aligning computer science to urban 
planning completely may be as diffi cult as sending a person to the moon. 

 At fi rst sight this may seem absurd: nothing could be more complex than space travel. 
But this is to mix up levels of complexity. Space travel (or, indeed, commercial aviation) 
presents many technical problems, but there are two features that make it basically sim-
ple. First, the objective is clearly understood. Second, the processes involved are nearly 
all physical: they are subject to laws of physics, which are much better understood, and 
which appear to be more regular in their application, than laws of human behaviour. There 
are human beings involved, of course, but in practice they are reduced to little more than 
biological units for most of the voyage. The kind of planning that most resembles space 
travel is transportation planning, and it is signifi cant that this was where computerized 
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systems planning had its earliest and most successful applications. Elsewhere, it has 
proved harder. That is because it is inherently more complex. First, the basic objective 
is not well understood; there is clearly more than one objective, and perhaps dozens 
(economic growth, fair distribution of income, social cohesion and stability, reduction 
of climate change threats, greening the environment, life expectancy improvements – the 
list seems endless). These objectives may not be readily compatible, and may indeed 
be contradictory. Second, most of the processes which need controlling are human pro-
cesses, which are less well understood and work with much less certainty than laws in the 
physical sciences. Anyone who has studied any of the social sciences, such as economics, 
sociology, psychology or human geography is familiar with this fact. Just as in these 
sciences we have to work with laws of statistical tendency rather than with laws that are 
constantly reliable in producing experimental results, so it will be in much of spatial or 
physical planning. 

 One point made in the last paragraph is relevant for our understanding of the partic-
ular nature of urban and regional planning. Earlier, we said that its method was shared 
with other sorts of planning activity; its subject matter was distinctively spatial, so that 
at some time, in some sense, it would produce spatial representations of how activities 
should be ordered on the ground. We now see that spatial planning, as we are using the 
term in this book – urban and regional planning, as it is conventionally termed – has 
another feature: it is multi-dimensional and multi-objective planning. It is necessary to 
specify these two linked attributes, because there are many types of planning which are 
‘spatial’ in the sense that they are concerned with spatial arrangements on the earth’s 
surface, but have only a single dimension and a single objective. When sanitary engi-
neers consider a sewer plan, their work certainly has a spatial component, but it is nei-
ther multi-dimensional nor multi-objective. Or, to be more precise, even if the engineer 
thinks he/she has more than one objective, these are all engineering objectives within the 
same basic dimension. This engineer, or colleagues like the highway engineer or tele-
coms engineer, are doubtless all working with plans that are spatial representations of 
their territory. But none of them will be trying (for instance) to balance the advantages 
of preserving a long-established inner city society against the advantages of building 
better housing on a new development some distance away, or the problem of reconciling 
rising car ownership with the provision of more effi cient and cheaper public transport 
for those who have limited access to cars and the preservation of a decent urban environ-
ment, or the merits of segregating air polluting uses versus the merit of having places of 
employment nearer to people’s homes – all of these, and many more, being considered as 
part of the same planning process, and having fi nally each to be considered vis-à-vis all 
the others. This task of reconciliation is the essence of the job of the urban and regional 
planner; this is also why, compared with most other jobs, planning is so diffi cult since 
these dilemmas constitute what Horst Rittel and Melvin Webber famously referred to as 
‘wicked problems’. 

 Planning is diffi cult in two ways. First, the amount of necessary information and spe-
cialized expertise is so much greater than in most other planning activities: it covers 
almost the whole of human experience. The ideal urban and regional planner would have 
to be a good economist, sociologist, geographer and designer in his or her own right, as 
well as having several other necessary physical-scientifi c skills, such as a good under-
standing of engineering and computer science. To judge the quality of the information 
he or she was receiving, they would need to be a sophisticated (and even slightly scepti-
cal) statistician. And they would need to be a highly competent systems analyst in order 
to develop the relationships with the related computer system. All of which, of course, 
constitutes an impossible specifi cation – and a daunting task for the educationalist and 
designer of planning curricula. 


