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FOREWORD ONE

ISOCARP President (2009-2012)

The International Society of City and Regional
Planners is a global network of experts in all
aspects of urban planning, including senior planning practitioners, policy makers, researchers
and academics. Each year we focus on one of the
significant challenges facing the world’s institutions, governments and planners. This year it is
high-speed urban change.
High-speed urban change comes in many
forms: rapid urbanisation, resulting from a historic
transformation of humanity into an essentially
urban species, with all the attendant challenges
relating to land, resources and energy; high speed
social, institutional and technological change;
rapid reversals of fortune and unexpected natural
and man-made disasters; and decisive planning
and policy responses to the depletion of resources
and climate change. We ask, is there a need for a
new ‘Fast Forward’ planning paradigm?
The papers in this eighth issue of the ISOCARP
Review are an important collection of scholarly
and practice-based papers related to this question.
ISOCARP Review 08 is published to coincide with
the holding of the 48th ISOCARP Congress in the
City of Perm in Russia, with the title, Fast Forward:
Planning in a (hyper) dynamic urban context.
Some 100 papers on this and related topics are
published by ISOCARP in Proceedings of the 48th
ISOCARP Congress Perm 10-13 September 2012.
We were delighted to add the City and Region
of Perm to the list of cities that have hosted the
annual ISOCARP Congresses – an impressive list
that includes, for instance, Athens, Amsterdam,
Berlin, Istanbul, Paris, New Delhi, Guadalajara,

Edinburgh, Sydney, Ogaki, Cairo and most recently
Wuhan, China, and Nairobi, Kenya. We see Perm
as a region with a story to tell. This is a city, and a
country, facing significant challenges in regional
policy, city planning and urban design, and the
right place to bring together the planners of the
world to share ideas and experience about rapid
change and its counterpart, shrinking cities;
to think about new ways of doing planning; to
discuss how planning education and the planning
profession might develop in Russia.
Perm has been looking outwards, and to
the future, in shaping plans and strategies
for the region. Perm is also setting the pace
in planning education, with the Perm State
Technical University about to launch Russia’s
second dedicated urban planning program. The
hosts for the Congress were the city and regional
governments, in partnership with the Russian
Urban Planners’ Association.
Like the Congress, this issue of the ISOCARP
Review brings together many perspectives and
examples of critical issues facing our urban
world. For this, I acknowledge the expertise of
the authors and their willingness to share their
ideas and insights with a wider world. Above
all, I must applaud the dedication of the editors
and the editorial team, who have produced an
outstanding and visually attractive book for 2012.
Our congratulations and thanks to them all.

Foreword Two
Andrei Golovin

and historical features. It does mean, however,
that the high mobility of people, the sophisticated
integration of economies, and the globalization of
socio-economic and environmental challenges creates common problems and challenges that must
be addressed by communities and planners. If the
challenges and opportunities are common to many
places, the solutions must still be tailored to specific
sites and designed to produce locally-specific
outcomes.
In this regard, planners, politicians and communities are increasingly finding evidence that the
practice of urban planning should be more flexible,
responsive and adaptive, ready to tackle the consequences of rapid urbanization, sudden reversals
of political and economic life in cities, and natural
and man-made disasters. By taking this as the main
theme, the 48th Congress has assembled analysis,
insight and practical experience of working with the
results of accelerated urban change.
This year’s ISOCARP Review makes a very significant addition to the literature on these important
issues, and I express my appreciation to all the
authors and editors for their contributions to this
impressive volume. Who knows, maybe it will
become the basis for a new trend in the theory of
planning practice, for example ‘scalping strategic
planning’ (from a stock market term meaning slicing
the strategy between the short and long term). The
main requirements of this strategy are to be ready
to respond: ‘just follow the signals – monitor what’s
happening – each indicator plays its role and cannot be ignored’.
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Russian cities are experiencing fundamental changes as local self-government becomes stronger.
In that sense, Perm’s success in creating new
forms of urban planning policy could set an example for other Russian cities. The essence of the new
urban policy is very simple: stopping urban sprawl,
encouraging development within the alreadydeveloped areas of the city, filling the urban voids,
and creating a diverse, integrated, well-used urban
fabric. The core values are mixed use of land and
buildings, and development on a human scale.
The new urban policy calls for construction at a
reasonable height, to create the most convenient
and viable environment of streets and blocks, as opposed to a mass of single-use, high-rise residential
enclaves dissected by roads.
Meanwhile, the vast majority of Russian cities
continue to reproduce monotonous dormitory areas with incredible speed. These soulless residential
enclaves are surrounded by hectares of emptiness.
The city as a whole is doomed to insoluble transportation problems due to the enormous, ever-growing
volume of commuters flowing out of lifeless dormitory suburbs.
In Perm, when appointing a Local Organizing
Committee for the 48th ISOCARP Congress, we
were able to create a team of like-minded people,
full of aspiration to transform the Russian practice
of urban planning with new approaches, and to
establish a permanent professional exchange of
knowledge and examples.
We realize that contemporary styles of urban
planning have no boundaries. This does not mean
that the city and the country have lost their cultural

FOREWORD TWO

Director of the Perm City Projects Bureau and
Delegate of the Local Organizing Committee
of the 48th ISOCARP Congress, Perm, Russia

Editorial
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EDITORIAL

Shi Nan
Chris Gossop

The Topic
This latest edition of the ISOCARP Review is about
extremes of development and the planning
response to them. So at one end of the development spectrum, we have the cities of many Asian
countries which are expanding massively through a
combination of migration from rural areas and from
natural increase. Some African cities share the same
characteristics. At the other end of the spectrum
are the shrinking cities and towns of once prosperous regions which have lost their original purpose
and fallen well behind, leaving a degraded and
often depressing environment.
So, at one extreme, we have the notable example of Shanghai’s Pudong District where the last
twenty years has seen a pace of development that
is breathtaking. From the observation decks of the
Jinmao Tower and the Shanghai World Financial
Centre (a building which is 460m in height) one
can look down on a sea of seemingly ‘tiny’ residential buildings and then realise that these may

themselves have forty or more stories. That central
development in Shanghai is mirrored elsewhere
in the Shanghai region by deep concentrations of
urbanisation, spreading out far from the capital, and
in the eastern and south eastern parts of China as a
whole by the rapid emergence of many megacities,
places with over 10 million inhabitants.
At the opposite extreme we have as a powerful
example the cities and towns of the former East
Germany, many of which have experienced a profound decline over the period since reunification in
1990. With the collapse of the former Soviet Union,
the economies of those cities could never compete
with those in the former West Germany and many
their younger people, in particular, left the east
to seek their fortunes there. That process left an
immense legacy of empty, unwanted dwellings,
especially the stark housing blocks of the communist era, and of decaying industrial sites; in short,
‘shrinking cities’ in rapid decline.
So what has been going on – what has been fuelling these very different performances? And while
planning by itself may be powerless to halt this
degree of change in either direction, how can it best
intervene to mitigate the less desirable aspects of
change and maximise the well being of the people
who are affected by it?
At the same time, in these extreme situations,
there is a danger of planning being pushed aside
by the momentum of growth or the economic
realities of decline. Instead the speed of change
can be such that long term thinking is swamped by
the need for fast decisions. Decision makers may
indeed wonder, where is the time for reflection to
think properly about the long term and the direction of travel? But is this too pessimistic a view?
Even with these speeds, is there some way of speeding up planning so that it can be ahead of the game
– without shedding quality - and able to set a long
term vision as well as provide for the shorter term?

The case studies presented are in four main parts.
Three are about world regions, Asia, Europe and the
Russian Federation while the other one is cross cutting and addresses the theme of natural disaster.

Part I - Asia – A continent of fast
forward economies
The papers in this first ‘book within a book’ examine fast forward in the booming cities of Asia. The
first one is from Indonesia. In their paper Hyper
and Dynamic Growth in the ASEAN Region and the
Emerging Strategy for Bintan Eco-Island (Indonesia),
Alfonso Vegara, Mark Dwyer and Maki Kawaguchi
first address regional growth in the context of the
ASEAN group of countries with their 600 million
population and they then take as a case study
the Indonesian territory of Bintan Island, and
its developing relationship with the nearby city
state of Singapore. Under a new form of regional
partnership between the two countries, Bintan is
earmarked for specialist forms of green tourism and
economic development based in part on its agricultural industries.
China has featured strongly in the last two
Reviews and that pattern is continued in the
present issue. We are seeing the emergence of
huge cities in tandem with the massive influx of
workers from the rural areas, in a process that is on
a scale unprecedented in the world’s history. These
trends which led in 2011 to China attaining the
historic 50% urbanization level, and the major challenges that flow from them, are examined in Mao

EDITORIAL

The Case Studies – a Guide

Qizhi’s paper Urbanization and Human Settlements
Development in China. They include, notably, the
challenges of fostering equal and inclusive growth,
those posed by environmental pollution and
resource protection and those of co-ordinating
infrastructure provision in line with housing and
other construction.
The two case studies that follow are of China’s
Special Administrative Regions Hong Kong and
Macau, the former British and Portuguese colonies
which were handed back to China in 1997 and
1999 respectively. Each has a unique, inextricable
relationship with the Pearl River Delta region of the
Chinese mainland which has become the ‘world’s
factory’ over the past three decades. Those links
extend to the planning function and much emphasis has been placed on co-operation to the mutual
advantage of the partners.
In his paper Hong Kong and the Pearl River Delta
Region: Planning in a Hyper Dynamic Context, Hong
Kong’s Director of Planning Jimmy Leung discusses
the role of HK as a leading global city and as an
important player in the region. As an historic
entry port to China and a leading financial centre
HK enjoys a complementary role to the intensive
manufacturing that takes place in Shenzen and
other centres on the mainland. And through the
development of mutual trust there have been
mutual benefits such as the development of cross
boundary transport infrastructure. The longer term,
overall goal for the region is the building, jointly
of ‘the most dynamic, internationally competitive,
world-class city cluster in the Asia-Pacific region’.
Tiny by comparison with Hong Kong even, Macau
has pursued a contrasting role as a haven for gaming and other entertainment. Natalie Hons’ paper,
The New Macau: Challenge and Opportunity in the
Wave of Hyper development charts how the gaming
industry has burgeoned over the last decade, the
many millions of visitors it attracts each year bring-
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Stefan Rau’s introductory essay Rapid urban change
demands a theory, tools and a fast forward planning
which directly follows this editorial, discusses in far
more detail the phenomenon of fast forward (and
what the author terms ‘the urban speedometer’),
before turning to the planning response.

EDITORIAL
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ing attracting huge wealth and a host of extraordinary casino led developments. But after ten years of
hyper development based on one principal activity,
the Macau Government has learned the importance
of economic diversification and its next goal is to
develop a cultural and creative industry.
These two exponents of China’s ‘one country,
two systems’ are fascinating, unique places offering many lessons to the international planner. As
one of the most intensively developed places on
earth, Hong Kong is the archetypal compact city
offering the advantages of unrivalled accessibility
(and attractive parks) against the discomforts of its
external environment, especially in terms of noise.
From the Macau example, we can see the downside of the simplified planning approach, not just
in terms of what some would regard as outlandish
design, but in respect of the poor living conditions
that major tourist schemes can impose upon long
term residents. At least there are signs that, in the
wake of the fast forward phase, a new equilibrium
is becoming established under a strengthened, and
more transparent planning regime.
We turn next to India and the huge challenge
presented by its seemingly chaotic urbanization. In
his paper Rapid Urbanization in India: Fissures in Fast
Growth, Kavas Kapadia explores the link between
rapid city growth, the globalisation that promotes
the conditions for that growth, and sustainability
in its various forms. His gloomy conclusion is that
Indian cities are mere agglomerations of massive
population with most residents just surviving with
a highly compromised quality of life. A grim future
seems likely unless we can act effectively on a wide
range of fronts. In his concluding section, Kapadia
sets out ten areas for intervention. These include
action on governance and the related capacity
building, plans that facilitate the availability of
land to support informal employment activity, and
reform to create a more effective planning and

regulation system that is also more inclusive and
people centric.
Our final Part 1 contribution is about the capital
region of the Philippines, Metro Manila, which has
doubled its population over the last three decades
to its present nighttime figure of 11.8 million. In
his paper Spatial Trends of Metro Manila during a
Period of Rapid Change, Arturo Corpuz describes a
programme of research using centrographic measures and other census data, the aims of which are
to provide a better understanding of the direction
and spatial scale of that growth, to suggest some
explanations for those findings and to aid discussion about the policy response.
The present thrust of government policies appears to be based on a general view that the Manila
population is over-concentrated and therefore
that the response should be to manage or restrict
growth and to try to divert population and economic activities to the surrounding regions. But
Corpuz’s findings suggest that this is simplistic and
that a more finely tuned and pragmatic approach
may be required.

Part II – Disasters – Planning for
the unpredictable
If planners were not already facing a large enough
range of challenges, they face the prospect of
still more through the onslaught of an increasing
frequency and scale of natural disasters. That is the
message of Edward Blakeley’s cross –cutting paper
Disaster is the New Norm and the reason is a combination of climate change and human settlement
patterns. Greenhouse Gas (GHG) emissions coupled
with deforestation underly the former and our
history of building in ‘precarious places’ the latter.
And with increasing urbanisation more people are
vulnerable. The consequences are often severe loss
of life, as well as of homes and livelihoods, and the
huge economic cost to put things right.

Johann Jessen’s paper High Speed Suburban Decline
in the Cities of East Germany provides a fascinating
insight into the growth and decline of this region’s
housing stock - through the period of post war
development when it was a separate Soviet bloc
country and then through the turbulent times of
economic and social adjustment following German
reunification in 1990. In the twenty years up to
that reunification, tens of thousands of ‘slab blocks’
were constructed on the fringes of existing cities
and towns, the product of state controlled industrial
building. With reunification and the migration of
many people to the west in search of jobs, and the
desire of many of the East Germans who stayed to
own a single family home with a garden, a housing surplus developed especially amongst the slab
buildings. As Jessen describes, the subsequent urban restructuring has proved to be a truly massive
task. But it is at last showing some success as the
author’s case study of Leipzig shows.
Our second case study from Germany centres
upon Nuremberg in Bavaria, once part of West
Germany. Again, this is a declining area, although
that decline has resulted from the collapse of the

EDITORIAL

Part III – Europe – different experiences

local manufacturing base. In their paper Urban
transformation, change, opportunities. The case of
Nuremberg, West Germany, the Munich University
of Technology based authors, Nadia Alaily Mattar,
Alain Thierstein and Agnes Förster investigate the
options for a declining sector of this city using specially devised research methodology. They provide
a conceptual framework for the analysis of areas in
transition and for proposing spatial interventions to
address the requirements of spatial transformation.
Those future alternatives are based on SWOT analyses, plus anticipating the likely future and identifying how it might be shaped in a proactive way.
The aim is to effect a spatial transformation that
addresses the required structural transformation.
Clearly, there will be many different ways for cities
that have ‘lost their way’, usually through the loss
of their economic base, to reinvent themselves for
the future. Cees Donkers’ blog or diary contribution, Eindhoven, ‘City as a Lab’ -‘Brain-field’ for a new
generation shows how community based, bottom
up approaches can succeed. Through a combination of pioneering reuse projects for industrial and
other buildings and a process of enabling young
people to think ‘outside the box’ about urban questions, a new economy is emerging in Eindhoven
that is exciting growing international interest. With
their familiarity in respect of the new social media,
the new generation are certainly setting the pace
for tomorrow.
Despite the financial crises of the last few years
that have badly affected many developed countries,
there are, nevertheless examples of places that
appear to be bucking the trend. Milton Keynes in
southern England is a notable example. Designated
in 1967 as a new town, this still vibrant place has
proved to be one of the most successful of its breed.
In Milton Keynes: an Exemplary New City Outpacing its
Peers, John Best and David Hackforth, respectively
the former Chief Executive and the former Chief
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It is a sad fact that during the final, three month,
editing period of this Review, two of the case study
cities featured have been affected by massive
floods. The problems are not, of course, unique to
those places; but those incidents are an indication
of the increasing vulnerability of the world’s cities to
changing weather patterns globally and of the need
to plan and manage a vital function such as drainage in a way that reduces the risk to their growing
populations. The overall lesson is that we must
design (or retrofit) and manage our settlements so
that they are better adapted to the inevitable disasters of the future or, in very extreme cases, be ready
to resettle whole populations.

EDITORIAL
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Planner of Milton Keynes Council, tell its fascinating
story. From its start, MK has been a place of international interest to planners because of its radical grid
design, its approach to balanced development and
its superb landscape framework. And its innovatory
ways continue through its pioneering infrastructure
fund which brings large scale private finance to the
City to realise major community projects. While
there are big challenges ahead, such as that of accommodating further growth as MK’s contribution
to the housing needs of South East England, the
future remains bright in this still fast forward city.
In the final paper of this section Pierre Laconte
discusses European Union policies in so far as they
affect the continent’s cities. He argues that the
picture is a mixed one because the structural funds
that are supposed to even out disparities – for
example between peripheral countries and those
of the centre – can encourage the dispersal of economic activity rather than favouring the cities. And
that is an encouragement to increased vehicle emissions because of the lower densities of development, combined with the longer distances driven.
In other areas, for example renewable energy, there
is promise for the future with the encouragement of
the super grid – a network that could channel the
abundant solar energy from North Africa and the
wind energy from the North Sea to supply consumers across Europe. Laconte’s paper also evaluates
the systems that assess the liveability and sustainability of cities and presents case studies of several
award winners.

Part IV – Russia – a country in transition
Russia, together with the former eastern bloc
countries, has faced truly momentous changes over
the last twenty years, following the collapse of the
Soviet Union and the move from the communist
system towards a market economy. In so far as the
planning function is concerned, the difficulty has

been to effect a switch from the previous central
planning of the economy where planning at the
local level came up against the sectoral priorities of
individual ministries with their powerful bureaucracies, to more locally based forms of spatial planning that is more sensitive to people’s needs and
aspirations.
Our ‘Russian book’ comprises three key papers of
which the first two get to the heart of the challenge
facing land use planning in this transition country, while the third introduces us to the international competition in respect of the expansion of
Moscow. In their article Urban Development and
Town Planning Policy in Modern Russia, Nadezhda
Kosareva and Alexander Puzanov survey the various
‘transition phase’ challenges facing urban development in Russia today, including those posed
by a shrinking population that is also becoming
redistributed across the country, with a pronounced
shift to the bigger cities of the west and south west.
Planning needs to respond in a way that creates
better environments through design and is no longer the slave to the dictates of the housing industry
with its monotonous pre-fabricated slab blocks.
Fedor Kudryavtsev’s essay In Search of the Russian
Dream follows. That deeply rooted dream, or ‘folk
memory’ is of a rural idyll living amid Russia’s limitless spaces, possibly in a dacha, the typical setting of many famous novels. The reality is usually
completely different and the author bemoans the
tendency for the flats of the centrally planned era
to be succeeded by even higher tower blocks and
cramped accommodation that is dictated by land
values and other considerations. And for the better
off there is the gated community which turns its
back on wider society. Kudryavtsev believes that
Russia’s development should allow for an expansion of its living space so that its people have the
opportunity to live the Russian dream.
While the form of its development has yet to

We hope that you will enjoy reading this latest
issue of our popular publication on international
planning.
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be established, a massive expansion is planned
for Moscow following the announcement in July
2012 by former President Dmitry Medvedev which
brought 148,000 hectares of land within the City’s
boundaries, allowing Moscow to increase almost 2.5
fold. In the third Russia paper, Alexander Kolontay
describes the international competition to provide
proposals for the planning of ‘New Moscow’ (or the
Moscow City Agglomeration as it is termed). In
this process, top design teams are charged, among
other things with providing better housing and
living conditions for the City’s 11.5 million people,
moving government and federal agencies to the
new districts and fostering innovative technological
development. In a fascinating examination of the
alternative options, Kolontay describes the offerings
of the selected design teams part way through
the competition. The decision that will be made is
clearly of immense importance for Russia and its
capital city and the future development path that is
chosen will be of considerable interest to international planners.
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Rapid Urban Change
Demands a Theory,
Tools and a ‘Fast
Forward’ Planning
Planning – An Essay

Stefan Rau

RAPID URBAN CHANGE DEMANDS A THEORY, TOOLS AND A ‘FAST FORWARD’ PLANNING PLANNING – AN ESSAY

High-Speed Urban Change In Various
Forms Demands ‘Fast Forward’ Strategies
In many countries planners are increasingly exposed
to and challenged by a hyper-dynamic context that
tends to characterize socio-economic as well as
environmental change in a highly interrelated, increasingly urban world. This requires a ‘fast forward’
response to guide urbanizing territories towards
eco-efficient, low-carbon, socially-inclusive solutions
and lifestyles, maybe even transcending the ‘growth’
mode for a ‘quality’ mode of general development.
The intention of this essay is to identify a knowledge
gap and stimulate research, theory and modelling to
comprehend the mechanics of speed in and across
urban subsystems and to develop tools for planners
to act strategically and in a targeted way. For inspiration purposes, a range of hypotheses are offered

to the discourse, categorizing some of the causes,
factors, phenomena and phasing of high-speed
urban change. These observations are followed by a
few recommendations on principles of how planners
may act effectively in high speed situations.
Rapid urbanisation. High speed urban growth is not
a new phenomenon. Throughout history there have
been periods of rapid colonisation and urbanisation. Especially since industrialization with its technological and production innovations, economic
liberalization and new forms of financing, fast and
vast urban growth has been an international reality,
accelerating and expanding in the second half of
the last century1. And globally speaking, urbanization is continuing at a very fast pace with the
globalization of economic, financial and social relationships as additional drivers. Now, with a world

RAPID URBAN CHANGE DEMANDS A THEORY, TOOLS AND A ‘FAST FORWARD’ PLANNING PLANNING – AN ESSAY
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Rapid urbanisation produces opportunities, wealth and social
security if (among other factors) appropriate titles and deeds
enable a fair and dynamic property market and allows for social
upward mobility. However high-speed change is a challenge for the
integration of historic conservation, social inclusion and ecological
functions. Therefore it is an urgent requirement to “fast forward”
our collective knowledge and develop tools that ensure integrated
planning even during hyper-dynamism. The picture illustrates
rapid urban growth, demolition and redevelopment in the city of
Shanghai, which experienced an enormous transformation over the
past 20 years.
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population of seven billion and still rising, with
fifty percent urban, a rapid urbanization process is
focused in emerging and developing regions and
especially so in Asia Pacific, China2 and India, and in
Sub-Saharan Africa.
We calculate that metropolises of above one million and megacities with populations of ten million
plus are growing in number. We know that agglomerations create certain efficiencies i.e. per-person
infrastructure decreases by 15% and average income
increases by the same proportion with the doubling
of the population of a city (West 2011). We know
that complexity is increasing with the growth of
urban population and their systems, area increases
and ICT spread and use (Batty 2012 Interview). We
know that not only has urbanization accelerated,
but also globalization (Sachs, Warner 1995) and the
flow of capital has increased in speed and volume.
Planners and citizens embrace this where the consequences are benefitting cities and create opportunities and livelihoods for citizens. As urban economies
create more wealth it is one of the main reasons for
governmental support of urbanization in emerging countries with ambitious GDP growth targets
only to be realized with rapid urbanization (Bhagat,
2011; Datta 2006). Part I of this book addresses the
phenomenon of massive city growth in Asia, in case
studies drawn from Indonesia, China, India, and the
Philippines.
Rapid economic decline and population loss. Highspeed urban change comes in many forms. It does
not only occur as a phenomenon of growth but
also as decline. Demographic changes, investment
behaviour and migration lead on the one hand to
rapid urbanisation, and on the other to a loss of jobs
and population. Both growth as well as economic
and demographic decline occur simultaneously on
various scales. This leads to an increasing spatial
polarization that seems to characterize contemporary economic geography from the level of global
regions down to cities. We observe the swift rise
of economic activities and new economies in one
place, and equally rapid decline in another. We
know of ‘ghost towns’ in various places around the
world. They have been abandoned after income
sources vanished or environmental change made
life there a hardship.
We see the breakdown of entire industrial regions
and a subsequent dramatic loss of investment and

population, for instance in areas of heavy industry
in Europe and the USA. Some of these places have
made attempts to reinvent themselves through concerted strategies bringing together public investment, spatial planning, economic, social and cultural
development. A good example of this is the IBA
Emscher Park project in Germany’s Ruhr area. We
observe declining populations and out-migration
away from regions and medium-sized cities and
towns in East European countries. We see Asia’s dynamic rise while the dynamics of North America and
Europe are decelerating. We see growth and decline
even within metropolitan regions. It seems that we
have to accept the co-existence of two extreme
speeds for geographies. On the one hand there are
hyper-dynamic, economically prosperous, growing
urban areas and on the other, declining territories
and various degrees in-between the two. Johann
Jessen’s contribution in Part III addresses the shrinking cities of the former East Germany.
Natural and manmade disasters. Disasters, natural
or manmade, seem to occur quite frequently and
with drastic impacts on cities and human life. They
may occur instantly like earthquakes, tsunamis,
volcano outbreaks, acts of war and terror or manifest
themselves as ‘slow motion catastrophes’ in the form
of climate-change effects, environmental loss and
degradation and scarcity of resources. This demands
instant decisions and prioritization from planners
among many players in the field. Ed Blakeley’s contribution in Part II addresses this question. Social and
political change through crowdsourcing, facilitated
through modern social media3. We are witnessing
socio-political change at breaking-news speed in
various world regions. Such change is self-organised
using the internet, social networks and cellular
phones. It can be brought about by the desire of
citizens for a fresh start and improved livelihoods
and constitutional change can be the consequence.
And the general call for change can also include the
desire for more transparency and participation in
decision making including in spatial planning. And
it may include the desire to change the planning
culture, planning practice, and planning education.
This has been happening in the Russian Federation,
in particular, and the papers in Part IV, as well as
during the 48th ISOCARP Congress in Perm, Russia
where the consequences and the reality of change
are being discussed.

Acceleration and deceleration tools in use so far. Tools
developed and applied so far by national, regional
and local policy makers and planners seem to have
been primarily economic accelerators to stimulate
economic vitality, and decelerators to cool down
real estate markets. Various economic theories
have been the basis of different interventions
mostly to accelerate economic and urban growth.
Accelerators, for example, were interest rate cuts,
city marketing, tax incentives, process simplifications, land mobilisation, industry and knowledge
clustering, stimuli for innovations in science and
technology, infrastructure construction, culture
and quality of life improvements etc. They were attempts to promote and harness the positive effects

•
The Need For A Theory And For Tools Dealing
With High-Speeds In Urban Processes
There seem to be significant knowledge gaps with
regard to high-speed urban change. We need to find
answers to the following two basic questions:
First, how precise are urban planning academicians, geographers and scientists at reading and
interpreting the ‘urban speedometer’? There is a
need for an applicable theory of urban dynamics to
understand the aspects of speed in urban systems
and subsystems, and how fast speed in one subsystem affects the speed of another (and perhaps leads
to cascading effects).
Secondly, how well equipped are planners and
other practitioners to act effectively and appropriately in situations of high speed urban change?
There is much room for improvement and development of tools and principles for planners to enable
efficient action.
A better understanding of the inner mechanisms
and relationships may result in better options for
points of strategic planning intervention. A theory
and models on the specific aspect of speed should
target its findings on the delivery of recommendations for principles of action and tools for planning
practitioners. Primary data collection to develop a
speed and dynamics theory should be combined
with the systematic collection of expert experience.
As more and more, even real time information on
processes and behaviour in a city becomes avail-
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What do we know about speed and how can planners
act effectively? But how much do we really know
about the dimension of speed and hyper-dynamism
in urban processes? What are its causes and effects
on urban systems? Do we know how to respond specifically to the speed aspect – besides responding
to the magnitude of development challenges? How
can planners act effectively and responsibly upon
being left without any option but to act swiftly?
Do we know at which point the speed of urban
development becomes ‘too fast’ or ‘too slow’? And if
so, how can we impose an effective ‘speed limit’ and
push the ‘brake’ to decelerate, or the ‘throttle’ to accelerate urban dynamics selectively? Are there phasing patterns of speed within and across subsystems,
i.e. can hyper-dynamism in one subsystem influence
the speed in another? Are there threshold speeds at
which processes of different quality are being triggered? How does speed relate to the scale of urban
agglomerations? What does ‘fast forward’ planning
and development look like so that it won’t be ‘fast
backward’ once previously unconsidered externalities backfire at very high cost?

of high speed development, especially economic
benefits.
Decelerators have been imposed by policy makers as instruments to minimize the negative impacts
of high speed and overheated developments.
Examples of tools are interest rate increases, taxes,
fees, regulations, bureaucratic procedures, restrictions of individual land title holding, strict lending
rules etc. However, designing the tools so they have
a selective impact with the desired results is rather
difficult. There is a danger of collateral damage
through unforeseen side–effects on other sub-systems. For example: an increase of liquidity through
lowering interest rates will lead to a stimulus of real
estate development but maybe also to a speculation bubble and a mismatch between supply and
demand in the housing sector.
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Need for ‘fast forwarding’ planning. The commonality shared by these and other current phenomena
is that they require regional policy and governance,
spatial planning and urban design, infrastructure
engineering and financing, business and community
leaders etc. to cope with the high speed of change.
Planners are aware that they have to act swiftly and
‘fast forward’ solutions to communicate, facilitate
and deliver necessary change quickly to meet pressing environmental, social and economic challenges.
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able, the actual dynamics of urban subsystems
on various spatial and temporal scales can be
measured and extrapolated4. We can expect a vast
increase in knowledge from more data and professional exchange.

•
A Sense Of Urgency, A Need To “Fast Forward”
Planning To Meet The Challenges Of Our Time
It is one of the most significant challenges of our
time to be solved collectively: to satisfy the desire
by emerging and developing countries to catchup
quickly with economic development and standards of living on the one hand, while on the other
achieving this in a sustainable way through a truly
green economy etc. As the ecological clocks tick,
holistically sustainable models of development and
the operations of cities have to be found quickly
and implemented in a ‘fast forward’ fashion, leapfrogging into a new way of urbanization by going
straight into post-growth mode where values of
quality are regarded as superior to those of quantity5. Both aspects, high-speed urban change and a
‘fast forward’ in planning are strongly intertwined.
It may be worth noting at this point that ‘fast
forwarding’ a responsible course of action, may
require the slowing down of some aspects, and
maybe even the reversal of the overall economic
growth trajectory and the redirection of territorial
and land use change.

•
16 Hypothesises and Interpretations of the
‘Urban Speedometer’ for Inspiration
Group A: The ’Urban Speedometer’- key indicators
to measure the speed of urban change
Hypothesis 1: A few primary indicators are commonly
used to measure the speed of urban change.
Our ‘urban speedometer’ measures a variety of socioeconomic and ecological dynamics using a handful
of indicators. The primary indicators typically used to
describe the speed and trajectory of urban change
are gross regional product, population, public and
private investment, jobs/unemployment as well as
urban area development over various time periods.

Hypothesis 2: A range of secondary indicators identify
the speed of various urban subsystems.
Secondary indicators characterize the standard and
dynamics of many subsystems and include further
socio-economic and physical factors, i.e. demographics, population- and built densities, Gini coefficient, literacy and education levels, health care
and culture facilities, road and rail length, vehicle
ownership, commercial and residential space per
capita, green space, green infrastructure and street
trees, brown-fields redeveloped, environmental pollution levels etc., each measured as developments
over time.
Group B: Causes of (hyper) dynamics
in urban processes
Hypothesis 3: Countries with lower urbanization rates
experience/drive ‘catching-up’ urbanization.
High-speed urbanization occurs especially in regions
characterized by relatively low urbanization levels
and high population growth rates. An additional
driver is a comparably lower level of development
and standard of living which typically coincides with
a higher urban-rural socio-economic differential.
This may be considered a ‘catching-up’ development
with more urban and developed regions (compare
UN Habitat 2008).
Hypothesis 4: Economic vitality and financial liquidity
are the main drivers for high-speed urban change.
The primary drivers of rapid urban growth or decline
are economic vitality and financial liquidity. Thus
the speed of urban change tends to follow the accelerations and decelerations of economic cycles,
global and regional ‘bull’ and ‘bear’ markets. Further,
urbanization as a process generates economic
dynamism and creates its own markets with the
consequence that rapid growth is to a certain extent
self-propelled. The increased speed of the global
flow of capital additionally contributes to the speed
of urban change with at times sudden investments
in one area and sudden disinvestments in another.
Hypothesis 5: A threshold economic decline and differential is a prerequisite to trigger population loss.
It seems that a rather severe economic decline and
loss of jobs in a city and region must be reached to
trigger significant out-migration. There may be a
threshold level of economic decline combined with

Group C: Phenomena observed in high-speed
change and opportunities to harness benefits

Hypothesis 10: High speed urban change tends
to lead to spatial polarizations.
Rapid urbanization and rapid urban decline tend to
lead to functional separation, spatial segregation
(compare Kundu, 2012) and polarization which occur on all spatial levels - global, regional and local.
Thus growth in one place coincides with or even
causes economic decline and population loss in
other places. This is amplified by the trend towards
Megacities with their agglomeration-economies of
scale, larger and diversified markets and competitive advantage. This growth in agglomerations
leads to a loss of population in other places, including medium sized cities. Interestingly this is also
happening in emerging and developing countries
where population growth and general urbanization
processes are high.

Hypothesis 8: Growth model is preferred and economy
prioritized by most players and citizens.
Rapid urbanisation and economic growth is a mode
preferred by politicians, planners, the business
community and most citizens as the dynamics create monetary wealth. Economic aspects of urban
development are therefore emphasized and factors
that generate economic growth are prioritized.
This often comes at the cost of social, cultural and
environmental aspects that can be neglected in
times of rapid growth. Some truth may lie in the
anecdotal notion of ‘develop and pollute first and
clean up later’.

Hypothesis 11: High-speed development follows
a predominant paradigm reflecting the zeitgeist,
i.e., the spirit or mood of the time.
During high-speed urban growth periods, typically
a set of models and paradigms is being established
for physical patterns, economic products and institutional arrangements for land transactions and
permits. A predominant paradigm reflective of the
respective zeitgeist and regional culture lies behind
an urban pattern that is generated and defined by
simple planning regulations and building codes. At
high speed these set a clear investment framework.
Moreover, the processes are organized effectively

Hypothesis 7: Political and public opinion change is
an opportunity to ‘fast forward’ planning.
Rapid political change, the cultural and communications evolution through digital networks and
media are generating a strong momentum for new
patterns of self-organization. This also affects urban
dynamics, and demands for more liberty and better
living conditions. And these movements can bring
abour the need for changes in planning culture,
-systems and -education. Planners have an opportunity to proactively moderate and design the
change and ‘fast forward’ the system and culture.
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Hypothesis 6: Disasters tend to trigger either investment to rebuild or disinvestment if unsafe.
Disasters, slow or fast, natural or manmade are
also incidences of dynamic physical change with
significant impacts on cities, human life and socioeconomic realities, typically more severely affecting
the urban poor. Disaster events have a tendency to
either trigger investment for rapid redevelopment
in response on one hand, or on the other hand
it may lead to disinvestment if a place is seen as
unsuitable and at risk for asset investment, or if the
damages are so extensive that the prize to reenergize an economy would not result in attractive and
quick returns on investment.

Hypothesis 9: Development model and processes
tend to be simplified in high speed growth.
During high-speed urban growth there is a tendency to streamline processes and to simplify the
complexity of sustainable urban development, the
assumption being that simpler planning processes,
regulations, controls, codes, permit issuance and
financing facilitates high speed development (1).
This ‘cutting of corners’ creates a ‘roughness’ and a
limited level of detail in planning. City-scale landuse and transportation frameworks and regulatory planning often become the only basis for site
planning and building design without the essential
intermediate step of urban design, community
planning and civic participation covering the
district or neighbourhood scale. This is done to expedite development and maybe this can be called
a ‘Fordism-type’ high-speed urban area production.
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a threshold level of economic differential between
regions within reach that need to be surpassed in
order for individual decisions to leave a place to
outweigh the reasons for staying (as opposed to
moving to another place).
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in a public and private arrangement of real estate
development and building products in typologies
that respond to the market at the time. This growth
at high speed based on one predominant paradigm has a significant and lasting impact on the
city, its structure and its map for many generations
to come (compare Webster 2004).
Hypothesis 12: Two basic models for high-speed urbanisation: Infrastructure driven or migration driven.
Two models of high-speed urbanization management seem to exist currently on either end of the
spectrum, depending on the political systems and
the levels of civic participation. Number one: A
model of top-down planning of and investment in
infrastructure, driving and guiding rapid growth
and providing space and enabling investments in
industries, businesses and housing. Number two: A
model that is driven by rural-urban migration and
natural population growth, followed by attempts
to catch-up with the planning and implementation
of services and infrastructure. However, the need
to catch-up with infrastructure characterizes both
models and seemingly all high-speed urban development, even with good planning.
Hypothesis 13: High-speed development most likely
comes in project increments.
Planning hyper-dynamic growth tends to come in
the form of incremental project planning implemented as land investment ,and executed by the
private sector in stages that can be shouldered
in terms of financial risk and market absorption.
To stimulate development in the neoliberal age,
public and private partnerships are formed, and in
other cases publicly owned development corporations charged with the pursuit of a specific project
(compare Douglass 2005).
Group D: Phasing patterns of speeds across urban
subsystems - and tools: ‘throttles and brakes’
Hypothesis 14: Speed of economic, social and
ecological subsystems follows phasing patterns.
The dynamics of the urban economy in its various manifestations and the corresponding urban
dynamics as well as social and environmental responses suggest a pattern of phases across subsystems. I.e. a high growth rate of the gross regional
product leads to investment in urban development

and redevelopment, and later in-migration. The
typical priority for economic development leads to
income-generating infrastructure investment and
much later to investment in social, educational,
cultural and ecological facilities.
Hypothesis 15: Knowledge of phasing pattern will
become a basis for development of planning tools.
If there is indeed a pattern typology of phases in
urban dynamics, its understanding will become the
basis for the design of tools that strategically and in
a targeted fashion accelerate and decelerate selective subsystems as desired. This can be thought
of as throttles and brakes for the different urban
subsystems. These tools may enable planners to
reap the benefits from high-speed change in some
subsystems by accelerating them selectively, while
at the same time slowing down the dynamics of
other subsystems, allowing for a more reflective
change in those.
Hypothesis 16: Slower modes may be strategically
fast forwarded into high-speed contexts.
High-speed growth is typically followed by phases
of deceleration and economic slow-down. During
and after deceleration periods, in these ‘slower’
episodes, it seems there is a mode of catching
up with aspects neglected in the previous high
speed phases such as social, cultural and ecological
infrastructure. An example might be the period following the 1970s with Europe’s rediscovery of the
compact, walkable mixed-use city as a desirable
and sustainable urban model (compare Jessen,
Goerke, Rau 1996). Today, there is an opportunity
to fast forward these modes of reflection into
periods of rapid growth in order to avoid initial
externalization of factors that generate very high
costs later. This may be interpreted as a call for
better, more reflective planning during high speed
growth periods, based on what we have learned
from examples of rapid urbanisation in the past.

Sustainable urban design and place-making
needed despite ‘turbo-planning’
Urban design is a critical step, even if it is sometimes left out in high-speed urbanization in order to
speed up implementation. Planners should strategically find ways to institutionalise urban design into
the process as an appropriate scale and exercise for
the integration of various sectors and aspects in the

Social inclusion, cultural and ecological
conservation and eco-mobility to be integrated
Approaches to planning in hyper-dynamic contexts must integrate social inclusion, community
planning, cultural integrity, and ecological safety
and efficiency from the outset. The dimensions of
community vitality, local traditions and natural heritage, pedestrian-friendly public space, local transit
and landscape which can be accessed by bicycle
etc. must not be sacrificed at the cost of high-speed
and established business models. It is no contradiction to include these ‘slow’ aspects in the context of
high speed development. If they are neglected, they
will have to be dealt with at a later time at a much
higher cost. This also demands community participation to determine the need for overall community
well-being.
Economic decline and population loss:
An opportunity for ‘post-growth’ pioneers?
Other forms of planning and intervention are needed to manage the impacts of shrinking economies
and populations. A drop in real estate value and an
oversupply of public and private infrastructures and
assets, and reduced tax incomes, coupled with the
continued need to provide services, but for fewer
people, and the enduring maintenance costs pose
a serious challenge. Lessons can already be learned
from declining regions and planning responses in
the USA and also in Europe and Eastern Europe.
As this coincides with the global trends of
resource scarcity, environmental loss and climate
change, shrinking territories may provide an opportunity as testing grounds for more sustainable
modes of general development. It is increasingly
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Steering high-speed urban growth towards
socially inclusive, low-carbon, eco-efficient
liveability
In order to navigate urban development towards
comprehensive sustainability while growing at high
speed, planners ought to identify critical aspects
neglected at certain speeds of development.
These aspects need to be strategically flagged and
strengthened and integrated early on in planning,
and implementation may even be against economic
and political interests and opposite trajectories.
Strategic prioritization of the most crucial factors to
be implemented early on is of great importance for
the actions of planners. The development of intelligent frameworks for territories and institutional
processes that anticipate spaces and budgets to
enable phased infrastructure implementation, and
a catching-up with infrastructures later on is a skill
that planners will need.
An example may be the necessity to construct
mass rapid transit early on for a new satellite city on
the fringes of a megacity. Another example is the
reservation of no-build zones as systems of ecological infrastructures, ecological security and public
amenities.
A strategic policy and planning adjustment
which planners should spearhead across most new
agglomerations is to facilitate jurisdictional and administrative boundary adjustments and institutional
strengthening on the regional scale to enable appropriate overall planning and provision of infrastructure. As an example we can learn from Berlin which
in 1920 incorporated its outer districts through the
’Greater Berlin Act’. More recent examples include
Beijing, Shanghai, Tianjin and Chongqing with their
extended municipal boundaries and direct control
status under the central government.

public realm, such as organizing multiple modes of
transport in public spaces, integrating landscaping,
ecological infrastructure and economic activities.
Place-making needs to be integrated in fastplanning situations to enable the creation of public
spaces that citizens identify with and to guide the
development of districts or neighbourhoods along
a chosen path.
In the private sector, planners and designers
are already charged with meeting the demand for
instant urban character within a segregated upper
market segment. More and more these clients ask
for ecological solutions and some of the lessons may
be applicable to public sector works.
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•
Some Thoughts On Planners’ Strategies In
Situations Of High-Speed Urban Dynamics
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recognised that the model of continued economic
growth cannot be sustained and that alternatives
favouring quality over quantity - post-growth economic models - need to be rapidly introduced and
tested for wider application (also see Paech, Niko
2009). Perhaps these new approaches can borrow
from under-developed and developing regions
which are in their ‘pre-growth’ state where people organize livelihoods and communities under
circumstances of scarcity.
On the other hand, some shrinking regions with
their rich assets might be seen as a desirable place
for migrants from growing regions, opening up another potential vision, whereby such regions actively
welcome new residents and businesses, i.e as it is
also described in “Arrival City” (Saunders, D 2011).
Environmental changes are ‘slow-motion catastrophes’ and need a ‘fast forward’ type planning
Environmental loss and -degradation, climate
change effects and a loss of biodiversity and
resources in general all have accelerated along
with population growth, economic growth and
urbanization. Planners need to develop holistic and
integrated strategies for cities that take into account
the full life-cycles of materials- and energy-flows in
a city, and how those flows impinge upon the environment. Appropriate land use patterns and urban
operations need to be developed to minimize the
effects of environmental and climate change. Ecoefficient lifestyle choices need to be promoted and
offered by planners. Maybe there is even a potential
for a reversal of environmental degradation?
Disasters natural and manmade demand
immediate action and long-term guidance
The aftermath of disasters pose extreme challenges
to planners and others, requiring ad hoc decision
making and strict prioritisation of actions. Planners
need to offer effective short term solutions while
providing a strategic path for a sustainable medium
and long term recovery. However, even in these
situations with a variety of players at work, planners
need to provide guidance for long-term sustainable
solutions beyond the immediate rescue, shelter
provision, clean-up and redevelopment.

Leadership for planning and planning culture is
needed after abrupt socio-political changes
Planners and other practitioners need to seize the
opportunity to proactively drive the formation of a
new planning system and engage the new leadership in planning paradigm shifts. International planners’ organisations may educate and facilitate local
planners to organize new approaches and systems.
A knowledge of international best practice in terms
of planning systems and specific cases may help
guide the development of a planning culture.

•
Conclusion
The aspect of speed and its inner mechanisms interlinking urban subsystems demands a fundamental
understanding. A theory is needed that brings
together various disciplines including urban dynamics, cybernetics and the study of successful and
unsuccessful cases of response patterns. From this
understanding tools need to be derived to enable
effective, targeted and responsible planners’ action
in situations of high-speed urban change.
Appropriate planning responses to hyperdynamism have to be robust to meet short-term
demands while simultaneously paving the way for
holistically sustainable mid-term and long-term
solutions. Planners need to shape physical frameworks, organizational processes, strategize hierarchical planning controls, prioritize key implementation actions and contribute to sustainable financing
and business model designs. It seems crucial that
the strategic thinking of regions that are currently
affected by high-speed urbanization places value
on long-term investments in infrastructure so that
lasting quality infrastructure is implemented. We
may need a ‘fast forward’ planning paradigm and
effective knowledge-sharing among planning
professionals around the world to collectively find
applicable answers that can be adjusted to the various circumstances.
The opportunities and challenges of the dialectical dimension of high-speed urban development
needs acknowledgement and response: On the one
hand, planners should treat speed with caution, as
there are dangers in prioritising economic aspects
while marginalising social, cultural and ecological
needs, resulting in externalities that may ultimately

RAPID URBAN CHANGE DEMANDS A THEORY, TOOLS AND A ‘FAST FORWARD’ PLANNING PLANNING – AN ESSAY

reverse “fast forward” to “fast backward”. On the
other hand planners ought to embrace speed as it
creates opportunities for positive change, wealth,
potential for infrastructure and betterment for local
communities. But at the same time that growth
should follow a mode of sustainable quality the formulation and management of which should engage
financiers and economists as well as planners.
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1 Central Europe’s high-speed urban development during

tenement housing for the new urbanites seeking opportunities

industrialisation

in the rapidly growing manufacturing sector.

Rationalization, Grid, beginning of Mass transit and

Streamlining and simplification of processes.

commercialized real estate industry.

Plans, planning, regulations, permits, public and private

During rapid urbanization over the past 200 years, fast growth

cooperation and even infrastructure financing though private-

periods have been organised around a dominant planning

public partnerships arrangements and issuance of bonds was

paradigm each with an economic model for development and

organized to cater to the high speed of the process of industrial

typically a simple set of planning and building codes. The rapid

growth and rural to urban migration with the resources

growth of central European cites during industrialization resulted

available. In most cases even a balance with open space was

in large scale territorial expansions of their medieval core much

found that still makes these areas attractive and perhaps a

beyond most people’s imagination at the time. The physical

reason for this is that cars were not yet invented and did not

form of these new urban areas is a differentiated grid of streets

need to be planned for. Prominent examples are Barcelona’s

with streetcars, and city blocks developed with five to seven

Cerda Plan 1859 and Berlin’s Hobrecht Plan 1862. A special case

storey buildings. Compared with medieval cities these urban

is the Vienna Ringstrasse Project. Examples in the US are the

growth areas were more rational, Cartesian and the roads were

Commissioner’s Plan for the extension of New York from 1807

wider to accommodate more traffic and new vehicles of mass

and the Plan of Chicago by Daniel Burnham in 1909.

transportation. The layout of blocks and regulations for buildings
typically followed simple rules, specified in each city on the

2 China’s high-speed urbanization in the last 34 years of opening

basis of fire-safety, access for fire-fighters and natural lighting

up and reform

and ventilation. A commercialized real estate industry produced

With the opening up of the economy, foreign direct investment
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and eventually China’s membership of the WTO, thus ensuring

have much stronger linkages to long periods as previously

participation in the world economy, Deng Xiaoping triggered

considered. Moreover, the complexity of systems is generally

unseen economic and urban development. By creating a

much greater than assumed 30-40 years ago. Thus perhaps

national level Special Economic Zone in Shenzhen with direct

predictions of what might occur will be difficult, whereas

support and guidance from the central government, with

forecasts of the magnitude of change may be more realistic.

national infrastructure investment and a full range of incentives

(Batty 2012)

to attract domestic and foreign direct investment, coupled with
directives to the state-owned institutions to ensure financing

observe that with increasing wealth compactness decreases.

was followed by Shanghai Pudong, Tianjin Binhai, Chongqing

‘At present rates, the world’s urban population is expected to

Liangjiang and recently others in Xian, Chengdu and Wuhan.

double in 43 years while urban land cover will double in only

This success model was continuously adjusted and refined and

19 years. The urban population of the developing countries is

in essence it was designed to ensure rapid economic and urban

expected to double between 2000 and 2030 while the built-up

development.

area of their cities can be expected to triple.’

When the small fishing town of Shenzhen across the border

(Angel, Shlomo 2011)

from Hongkong was chosen to be a Special Economic Zone
as a prototype for modern China, planners at the national
level were appointed to be responsible for its planning and
for looking at various international examples for guidance,
including Singapore, Japan, USA, Europe. The masterplan
that was developed for Shenzhen, with its urban pattern,
and the development model of cooperation between public,
state-owned and private enterprises and lending mechanisms,
together became a template that was largely followed
throughout the country in the years to follow. Urban areas were
defined as central business districts, industrial and logistics
zones and residential districts and they were functionally
separated and linked through a system of very wide distributor
roads and urban highways. The system of single-use blocks with
dimensions typically of 400-500 meters across, developed in
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5 Counter to this demand for reducing the footprint we can

of urban development, all this became a model for China. It

increments of residential, commercial or industrial compounds,
has become the typical urban pattern for most new cities and
districts during the last 34 years in China.
In this short and decisive period China’s planners have
constantly used innovative approaches and invited guests to
participate in the discourse. Most notable are recent efforts to
plan and build low-carbon eco-cities.

3 ‘…Crowdsourcing is a distributed problem-solving and
production model. In the classic use of the term, problems are
broadcast to an unknown group of solvers in the form of an
open call for solutions….’ Wikipedia

4 Michael Batty in an interview in 2012 notes with regard to
projections and forecasts of system behaviour in short-term
versus long-term, that it is not necessarily true that the level
of system volatility for short term is small and for long-term
predictions large, because in a short period of time abrupt
changes especially from outside a system, may trigger drastic
changes. With respect to time scales short episodes may
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Hyper and Dynamic
Growth in the ASEAN
Region and the Emerging
Strategy for Bintan
Eco-Island (Indonesia)

Figure 1: Territorial Hypothesis for Bintan Island
Source: Fundación Metrópoli

—
In the last decade of the 20th century and especially
at the beginning of the 21st century, we have experienced profound and accelerated urban transformations which suggest a distinct historical era; one in
which economics, politics, society, and the environments in which we live, are affected decisively. This
process of urbanization is unprecedented, as we
now speak of cities without limits.
In a short period of time, there has been a tremendous spatial transformation in major cities around
the world. In developing countries it corresponds to
a high population growth but in developed countries it has almost exclusively to do with changes in
consumption space. In 1950, approximately 30% of
the population could be considered urban. In 2000
the percentage of urban population was close to
50% and, according to estimates, in the year 2025;
approximately 70% of the world´s population will be
living in urbanized areas. Demographers also predict
that by 2025 there will be more than 30 megacities,
with more than 8 million people, and more than 500
cities with more than one million inhabitants.
A process of this magnitude is an extraordinary challenge to social, infrastructural, and environmental
functions and it is where we find ourselves today.
Simultaneously, over the next three decades, cities
worldwide will spend an estimated US$350 trillion
on the construction, operation, and maintenance
of urban infrastructure, including power production and distribution, residential and commercial

buildings, water and waste systems, roads and
transportation, and supporting information and
communications technology. Policymakers should
view the projected spending as an opportunity for
their cities to become early adopters and investors
in transformational solutions - and, by extension,
to create healthier and more sustainable lifestyles
(Pennell 2010). It is not only a quantitative process;
cities are the nodes that articulate and organize
the global economy; without the commitment of
cities, the principles of sustainable development
and continued quality of life on the planet are not
viable. Consequently, the design, construction and
management of 21st century cities are one of the
great tasks for humanity.
As Saskia Sassen (2001) writes, cities continue to become more and more central to local and regional
economies, and “they are exposed to a very open
form of international competition”. The progressive
dismantling of barriers to international trade, easier
access to information, and improved transportation and communication systems all contribute to
the globalization of urban economies. Today, states
have a declining importance as a unitary category
in the global economy. Companies in the global
economy increase the demand for support services
for their own productivity, begging financial and
legal services, management, innovation, design,
production technology, maintenance, logistics,
communications, distribution, and advertising. The
complexity, diversity, and specialization of business
services offered provides an option much cheaper
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A World of Cities
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Hyper and dynamic are two descriptive
terms frequently associated with or applied
to urban development across Asia. This
paper addresses the ASEAN context, the
rapidly developing region of South East Asia
covering roughly half the surface area of the
United States and with twice its population with nearly 600 million inhabitants. It
takes as a case study Bintan Island, one of
Indonesia´s more than 17,000 islands which
beneﬁts from its strategic location to nearby
Singapore and the competitive advantages
that can be discovered within its surrounding
territory.
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Figure 2: Cities with more than 1 million inhabitants
Source: Fundación Metrópoli

than hiring professionals who work permanently
in different departments of the same company.
Therefore, a “complex of services” arises, based in
cities of critical mass.
This economic shift impacts the structural dynamics
and leadership on the global stage as power and
influence shift from states to cities. Many states are
too small and weak to control global flows of power,
wealth, trade and international technology, and are
often too large and heterogeneous to represent the
social and cultural plurality of their citizens. On the
other hand, states lose legitimacy as representative
bodies and efficient organizations, making the cities
and regions well positioned to perform these functions. In the current global economy, competition
occurs more at the city and regional levels, which are
better able to provide competitive advantages for
companies and quality of life for citizens.
Cities can create competitive advantages by building efficient urban infrastructure, and offering

services that encourage economic and cultural synergies. Increasingly, cities and businesses need to be
aware of the broader context in which they operate.
This requires new working methods and new instruments in urban and regional planning. By their very
structure, national governments lack the flexibility to
innovate or lead society in an increasingly competitive direction. Given this reality, it becomes clear that
the successes and failures of our cities will be the
successes and failures of our countries. As an indicator of this shift, the World Bank1 and Inter-American
Development Bank 2 are actively redirecting their investment strategies for developing nations to focus
attention on cities. Major issues such as economic
competitiveness, social stability, quality of life, and
environmental sustainability will depend on the collective ability to reinvent and govern our cities and
regions, and ultimately, the ability to innovate and to
share these innovations with other cities in a world
which is increasingly global and interconnected.

In the ASEAN Region
For our case we will elaborate on how the ASEAN
region, an example of both hyper and dynamic
growth, is planning for continued urban and economic development. The Association of Southeast
Asian Nations is comprised of ten distinct countries (Indonesia, Malaysia, Singapore, Philippines,
Thailand, Brunei, Cambodia, Laos, Myanmar, and
Vietnam) representing an organization which actively promotes a shared vision of economic growth,
social progress and cultural development. Home to

a remarkable blend of people, cultures, and ecosystems, the ASEAN region is a highly desirable touristic and economic destination.
It covers an area of 4.48 million km2 and has a population of approximately 600 million. In comparison,
the European Union has roughly the same amount
of land (4.32 million km2), but a smaller population
of 500 million. The United States of America, with
a total continental surface area of 8.08 million km2,
is home only to 308 million people, approximately
half of the population of the ASEAN region. The
burgeoning middle-class in the ASEAN region and
direct access to the immense population signifies a
substantial and rapidly expanding market opportunity. From a demographic perspective, the ASEAN
region has a natural competitive advantage with its
high ratio of younger generation to total population, representing a healthy labour force in years to
come. This stands in stark contrast to other regions,
even within the rest of Asia, which are confronted
with the challenges of providing for and sustaining
a rapidly ageing population.
The organization for Economic Co-operation
and Development Centre’s (OECD) 2010 Southeast
Asian Economic Outlook, illustrated a positive outlook for growth in the region with six of the major
ASEAN countries (Indonesia, Singapore, Malaysia,
Philippines, Thailand and Vietnam) having emerged
strongly from the global economic crisis.
In 2011, intra regional trade and investment flows
in ASEAN showed an upward outlook, which will
likely support domestic growth; “the aggregate GDP
for the 10 member countries is forecast to grow with
a relatively robust 5.4% in 2011” (Asia Development
Bank. Asian Development Outlook 2011), while in
the above mentioned six ASEAN countries, the annual average GDP growth for the 2011-2015 period
is projected to be higher at 6%.
As a Foreign Direct Investment (FDI) destination,
it continues to be an attractive region. FDI into
ASEAN reached US $75.8 billion in 2010, doubling
the 2009 level, and surpassing the pre-global crisis
peak in 2007 of US$75.7 billion. Over the last ten
years, FDI flows in ASEAN grew at an annual average
rate of 19 % (ASEAN Secretariat News).
This moment of economic vitality presents an opportunity for the region to revise outmoded development strategies and consider balanced and sustainable development strategies for the future. As
outlined by OECD, these include but are not limited
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—
City Regions
If cities are to become effective drivers of creative
change - the mobilising forces of the new global order - they have to act in coherence with their wider
context. This implies a complete overhaul and reconfiguration of policies and practices at city, regional,
national and supra-national levels to cope with new
paradigms and spatial realities. Ecological systems,
economic activities or the transfer of knowledge
capital are never restricted to or limited by the same
borders which define governmental administrations
or urban policies. Therefore the new scale of planning approach, containing the larger region and
connected territorial structure, must be redefined.
City regions have emerged since the beginning
of the 20th century around the major cities in the
world. With global urbanisation, other metropolitan
areas are devising integrated strategies of transportation, economic development and environmental
protection in cooperation with neighbouring metropolitan areas. By building high speed rail networks,
integrated with airports and regional transit links
these mega-regions improve mobility and strengthen economic links between individual cities within
their polycentric network. The constituent cities mobilise investments in parallel into urban regeneration, local economic development and environmental improvements to ensure the full contribution of
every urban node to the competitiveness of their
surrounding region.
In the case of Bintan Island, the project was initiated by first understanding its strategic location in
both the larger ASEAN context and its immediate
sub regional connectivity. Without this wider context, Bintan Island would stand little chance of being
successful or competitive in economic terms.
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New Scale of Planning
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Figure 3: ASEAN population by Metropolitan Areas 2011
Source: ASEAN stats (2010). Graphic: Fundación Metrópoli

Figure 4: ASEAN population by countries (2010)
Source: ASEAN stats (2010). Graphic: Fundación Metrópoli
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to capitalizing on the accessibility to a large population and investing in human capital, supporting innovative industries for job creation, and enhancing
the external competitiveness of the region by supporting new growth sectors and developing niche
and specialty products. It is important that each sub
region re-evaluate their specific growth strategies
and develop new objectives for a more sustainable
and balanced future. In order to capitalize on these
new objectives, cities and regions will need to identify their unique strengths and strategic projects to
better position themselves within regional urban
hierarchies and capitalize on intrinsic competitive
advantages.

The Malacca Straits Diagonal
One of the strongest concepts to emerge from the
ASEAN region in recent history is that of the Malacca
Straits Diagonal. The Malacca Straits Diagonal connects over 16 million urban inhabitants by land,
primarily along the Malaysian Peninsula, through
a system of national highways, rail corridors, ports
and airports - sharing a strategic coastal orientation with the Malacca Straits opposite to Sumatra.
This concentration of interconnected urban centers, economies, culture and people will establish
the Malacca Straits Diagonal as driver of the ASEAN
economy for decades to come. In the future, this
dynamic economic corridor could be driven by
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Figure 5: Population in the Malacca Straits Diagonal
Source: Department of Statistics Malaysia (2011), Department of Statistics
Singapore (2011), ASEAN statistics (2010). Graphic: Fundación Metrópoli
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High Speed Rail (HSR) connectivity from Penang in
the north to Iskandar and Singapore in the south a rare opportunity in an otherwise geographically
fragmented region.
A proposed network of High Speed Rail, particularly in relationship to passenger traffic, will help
alleviate congestion on airports and airspace in the
region. Currently, there are more than 600 weekly
flights within the Malacca Straits Diagonal which
ultimately translates into increased airport delays
and safety concerns for the region. High Speed
Rail, ideally connecting stations centrally located
in urban centers, will provide an alternative to air
travel, freeing airspace while providing uninterrupted business and communication connectivity
between the different cities along the Diagonal.
Recognizing that cities can no longer compete
in isolation, the Malacca Straits Diagonal model
assumes that cities are the protagonists of new
economic development, drivers of the knowledge
based economy, cradles of innovation, creativity
and culture – capable of stimulating new models
for growth in the region.
To approximate the strengths of the Malacca
Straits Diagonal as an HSR corridor in the future it
is important to place it in reference to other international examples of rail connectivity. In testing
its viability, we can better understand the optimal
ranges for HSR connectivity, where the cost and
time benefits outweigh those of private automobiles or air travel alternatives. This chart provides
some of the best examples of HSR corridors in the
world which we can compare with similar conditions in the Malacca Straits Diagonal.
One of the residual effects created by a wellarticulated high speed rail system is the increased
ability to connect the tourism industry in the region. In 2010, Malaysia received 24.6 million tourists while Singapore received 11.6 million over the
same period. Given the direct accessibility to high
quality urban centers, cultural and natural tourism destinations existing in the Malacca Straits
Diagonal today, tourists will choose to combine primary destinations with second or third stops they
would have otherwise not considered if requiring
an additional flight. Bintan Island, located in close
proximity to Singapore, a short fifty minute trip by
high speed ferry, can capitalize on this increased
access to tourism within the context of the Malacca
Straits Diagonal.

Bintan Island and its Regional Context
Through deliberate engagement beyond its physical or national borders, Bintan Island can take full
advantage of its strategic location as both the
southern anchor to the Malacca Straits Diagonal
(together with Singapore) and as a northern gateway to the Indonesian archipelago and its capital of
Jakarta. In the broader geo-political context, Bintan
Island is well positioned in the Indonesia–Malaysia–
Singapore Growth Triangle (IMS-GT) which was
established in 1994 to strengthen economic links
in the region and optimize the complementary
resources between the three countries. The IMSGT originally began as the SIJORI Growth Triangle,
which included a more exclusive designation of
Singapore, Johor (Malaysia), and the Riau Islands
(Indonesia) starting in 1989.
In the past decades, with improved relations between the Indonesian and Singaporean
Governments, an agreement was signed to develop the Riau islands cooperatively to benefit
both countries in the designated free trade zone of
Batam, Bintan and Karimun Islands. An early result
of this Government to Government (G to G) agreement was the allocation and designation of Bintan
Resorts (BR), a beach and resort destination, covering 23,000 hectares (230 square kilometers) along
the entire northern coastline of Bintan Island facing the South China Sea. This agreement enabled
the growth of new investments and an integrated
management of various components of the Island,
which have proven critical to the future success of
various diverse island developments.
The high quality of Bintan´s natural areas, climate, and beaches justifies the attraction of prominent development companies to invest in the area.
The construction of basic infrastructure by the
Singapore - Indonesia consortium has also been
key to the viability and development of these different initiatives. To meet future development expectations for Bintan Island, the creation of modern
infrastructure facilities began in 1991 with an investment of US $ 170 million, in addition to a new
regional airport which broke ground in May of 2012.
These investments are critical for Bintan to remain
competitive both globally and within the ASEAN
countries, with destinations such as Phuket and
Bali. As Bintan Resorts strives to become one of the
world´s leading tourist destination it is clear that a
new approach is necessary.
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Figure 7: Comparison of high speed rail corridors
Source: various. Graphic: Fundación Metrópoli
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Figure 6: Weekly flight frequency in the Malacca Straits Diagonal
Source: Malaysia Airports Holding Berhad (2011), Changi Airport Singapore
(2011), Skyscanner (2011) Graphic: Fundación Metrópoli
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Figure 8: Special Economic Zones in the vicinity of Singapore
Source: Free Trade Zone and the Free Port of Bintan (2007), ISKANDAR Malaysia
Graphic: Fundación Metrópoli

Moving forward, the development of Bintan
Island, as a laboratory for eco-urban development
and sustainable design strategies, is seen as a vital
step in creating new competitive advantages and
long term economic and environmental sustainability for the territory. Building upon the geographic
positioning adjacent to Singapore, spectacular
natural resources and the already existing high level
resorts and infrastructure, the next phase of development will center on a cohesive sustainable urban
development vision which ties together current and
future growth on the island.

Territorial Advantages
—
A Pilot Opportunity for Indonesian Development
From a development policy point of view the project
for Bintan Island continues the Indonesian agenda
for sustainably conscious tourism. With the unveiling
of a new brand for tourism, “Wonderful Indonesia”,
the Indonesian Minister of Culture and Tourism,
Jero Wacik, announced that the 2011 Indonesian
tourism theme would be “Eco, Culture and MICE
(Meetings, Incentives, Conferences and Exhibitions)“.
This theme was chosen because the tourism sector

Synergy with Singapore’s Components
of Excellence
From the Singaporean perspective, Bintan Resorts
(BR) has always been considered a “twin destination”
with Singapore, due to its relatively proximity, and
convenient means of transport, which provide easy
access to Singapore’s nearly 12 million annual tourist visitors, and resident population of over 5 million.
Bintan is also generally recognized as a synergetic
extension of Singapore´s investment in Integrated
Resort (IR) development, mostly notably with the
completion of Marina Bay Sands and the Resorts
World “Sentosa”.
The following are characteristics and components
of excellence in Bintan that are derived from its strategic proximity to Singapore and the development
opportunities that they create:
1. Proximity to a world class international airport
which offers connectivity around the globe. This
advantage, together with Singapore Airlines,
gives Bintan a unique opportunity that does not
exist for other similar island settings and opens up
a wide range of options for the tourism economy
as well as other activities in the region.
2. Proximity to Singapore’s network of Universities
- both domestic and international academic centers of excellence that have been established in
Singapore.
3. Proximity to the Central Business District (CBD)
of Singapore, where many major international
companies and top level financial institutions are
situated.
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200 million, ranking them the fourth most populous country in the world and the most populous
in the ASEAN. It is also a country where the share of
population of working age is projected to rise and
the dependency ratio to decline through 2025. This
young population will be more adept at integrating
in global trends, social networks and the knowledge
economy of the creative class. In order to take advantage of this demographic dividend, the creation
of jobs and opening up of new economic sectors
will be an important step. This demographic also
gives Indonesia a distinct competitive advantage
over other countries, such as in Japan or in the case
of Europe, where a disproportionate amount of the
population in the future will be of retirement, not
working age.
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in Indonesia is increasingly concerned about the environment. The Minister of Culture and Tourism has
called on major players in the Indonesian tourism
industry to continue to raise awareness of the country’s environmental conditions in order to attract
eco-conscious tourists. (Garuda Indonesia, March
2011). Similarly, at the Tenth Meeting of ASEAN Plus
Three (APT: ASEAN, China, Japan, and Republic of
Korea) Tourism Ministers in January of 2011, it was
mandated that the promotion of ASEAN´s environmental management standards and certification
programs for sustainable tourism and concrete collaboration in cultural and eco-tourism among others
would be developed3.
For Indonesia, a country that boasts of a vast archipelago of 17,508 islands, over 54,000km of coastlines
and a spectacular natural ecosystem, the opportunities to develop innovative and sustainable economic
developments based on the tourism trade would be
substantial. Although Indonesia already offers world
renowned tourist destinations like Bali, Lombok, and
the Sumatra Islands, the potential to develop Bintan
as a new kind of destination, not only targeted for
eco resort tourism, but also suitable for attracting
the creative economy, can provide a new pilot opportunity for Indonesia. With the unique advantages of having Singapore at its doorstep, Bintan as an
eco-urban laboratory has the potential to become a
leader in advanced tourism in the 21st century. The
experiences and knowledge attained for the project
in Bintan can then be applied to the future development of other islands in Indonesia. The goal would
be to make the brand “Bintan Eco Island” synonymous with sustainable tourism and a role model for
future touristic developments in Indonesia and the
region.
To continue the evolution of Bintan, it is necessary to take full advantage of what has been done
thus far with infrastructure and resort development.
It is also important to diversify the touristic experience, to encourage more second or even first home
ownership in the future, and in particular, to develop
the island as a space suitable for attracting the new
talent that is essential for developing the creative
economy. Bintan must take advantage of its strong
connections with Singapore. At the same time, both
Indonesia and Singapore can use Bintan as a unique
laboratory for testing strategies for the integration of
tourism and the creative economy.
Indonesia is a country with a population of over

Figure 9: Marina Bay Sands, Singapore.
Photograph by Andrew Ng
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Figure 10: International tourist arrivals to Singapore 2010
Source: Singapore Tourism Board (2011). Graphic: Fundación Metrópoli

4. Proximity to the system of next generation technology parks and innovation centers that are drivers in the Singapore economy.
5. Proximity to the network of hospitals, medical professionals, businesses, and services linked to the
health industry.
6. Proximity to a huge tourism market to be strengthened with the opening of casinos (IR - Integrated
Resorts) in Singapore.
7. Proximity to an abundance of commercial retail,
important cultural institutions and museums that
will allow for the development of new synergies
between Bintan and Singapore.
8. Proximity to a population of some 5 million people, many of whom aspire to own a second home
near Singapore.

Towards an Intelligent Eco Island
(Beyond Tourism)
—
In order to better describe the concept of “Intelligent
Eco Island” for the purpose of this paper, we first clarify the operative terms. In the context of the Bintan
Project, the terms “Eco” or “Eco-tourism” refer to a new
development model for approaching a traditionally
resort island occupation. This model approaches future development on Bintan primarily through three

different aspects; first through clearly defined compact urban forms and sustainable technologies applied to new projects on the island, second through
the integration of local population, agricultural
production and indigenous typologies, and finally
through economic alignment with Singapore and
Indonesia in support of the project. At its core, this
approach seeks to balance the development of the
island in social, economic and environmental ecologies by moving away from the typical self-contained
mono-functional resort. These traditional developments are highly vulnerable to seasonal or other
economic downturns and often lack local integration
with the workforce population and other available
resources.
From a spatial planning position, the concept of
“Pueblo Turísticos” is applied as a Mediterranean
typology for concentrated urban centers along the
coast, which supply the critical mass to accommodate new programs and services in compact developments on the island. This approach compensates for
the low density resort developments, both existing
and in the future and provides social spaces for interaction on the island. In relation to local integration
the model shifts to the development of ecological villages further away from the high cost land along the
coastline. These villages are communities that link
the service economies of the entire island, creating

ment policies for expanded economic space and can
offer linkages with existing programs.
Finally, the term “laboratory” refers to the ability
for Bintan Island, through its abundance of available
land and single management structure to be considered as an ideal testing ground for new forms of
eco-technologies and urban solutions. This is being
planned through new buildings, both in typologies
and bioclimatic features or through mobility systems
such as shared electric cars and solar powered ferries. In connection with regional universities, Bintan
can become home to satellite campuses which focus
on environmental science and other research based
departments which would bring a more diversified
and consistent population to the island. In addition,
new forms of agricultural production and services,
both for investigative and consumption purposes
can be applied on Bintan island in the “less desirable”
areas further from the coast.
The strategic analysis developed for Bintan Island
is essential in establishing an intelligent long term
vision and dynamic economic model for the successful and sustainable development of the territory. The potential is great for Bintan to become a
global reference and precedent for ecologically and
economically sustainable design and management
strategies. However, this goal will not be realized
without a clear understanding of these objectives
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local supply for the fluctuating demands created by
Bintan tourism. These villages are compact areas for
permanent residence, low cost second homes, tourist accommodation, leisure services, and recreational
activities concentrated around agricultural productivity and landscape. These are areas where the relationship between residential uses and agriculture
can provide a new dimension to traditional elements
of sun and leisure with a broader touristic appeal.
High-quality organic farming, local food & crafts, indigenous building typologies and affordable local
tourism experiences are also keys to these developments. They are an innovative approach to the conservation of valuable cultural and natural landscapes
that might otherwise be in danger of deterioration.
In economic terms, this new model focuses on
sectoral opportunities related to the area’s ecological and cultural qualities. This is for the long term
benefit of Indonesia and Singapore, and strives to
attract top investors who understand the added
value of sustainable and balanced developments. As
both countries have made clear their vested interests in eco conscious development in their region,
their joint participation is anticipated, and indeed,
necessary for the successful execution of this vision.
Partners such as the Economic Development Board
(EDB) or Singapore Tourism Board (STB) will help to
connect Bintan Island through Singapore´s develop-
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Figure 11: Health clusters in Singapore
Source: various. Graphic: Fundación Metrópoli

HYPER AND DYNAMIC GROWTH IN THE ASEAN REGION AND THE EMERGING STRATEGY FOR BINTAN ECO-ISLAND (INDONESIA)
42 | ISOCARP · REVIEW 08

and how they can be achieved.
The increasing awareness for sustainable tourism
is seen as an opportune moment for Bintan to redirect the efforts of developing its resorts with an environmentally conscious strategy. This will in turn help
Bintan Resorts to achieve success as a new type of
tourist destination, one that is in line with the wider
vision of both Indonesia and ASEAN objectives.
Traditional tourism with its problems of seasonality
is often not sufficient to sustain a healthy economic
transformation. Bintan must create a dynamic economic model that infuses creative activities from the
world of tourism, residences, art, agriculture, and
environmental technologies. This moves away from
the traditional resort ‘mindset’ and enables Bintan to
provide a much more diverse experience that offers
a wider variety of activities.
The development of associated “residential economies” such as schools, hospitals, social services, and
Life Sciences clusters, as well as clinics specializing
in beauty treatments, health and well-being, sports
and fitness, medical screenings, and rejuvenation
treatments, could become a central component of
tourism in Bintan. This in turn, would attract conferences, exhibitions, and additional tourism synergies
to the island, allowing for the growth of the economy not simply in terms of direct recreational tourism,
but also in business and medical tourism, appealing
to a much wider market. This balance between traditional tourism activities, agricultural and craft activities, and options for permanent residence and
second homes would activate the creative economy.
Dialogue with Indonesia + Singapore
Bintan remains an Indonesian Island; however,
its proximity to and potential for synergies with
Singapore cannot be ignored. Singapore is a highly
influential and successful nation-state with exceedingly limited available land. While there are many
development opportunities in the ASEAN region
and beyond, Singapore recognizes the competitive
advantages in strengthening those areas nearest its
borders. Recent economic agreements have been
made in respect of the strategic region of Iskandar,
the State of Johor in Malaysia which includes the
entire area adjacent to Singapore´s northern border. To the south of Singapore is Indonesia´s Riau
Archipelago, which has been addressed through a
series of strategic agreements, either in the form of
Special Economic Zones (SEZ) or Free Trades Zones

(FTZ), to promote economic cooperation between
the two countries.
In June 2006, a framework agreement was established between Indonesia and Singapore for economic cooperation on the Islands of Batam, Bintan
and Karimun. This new framework guides the action
plan for the development of the special economic
zones and the promotion and adoption of marketoriented proposals. This latest agreement outlines
key areas in which Indonesia and Singapore will
cooperate to ensure that business, regulatory, and
labour conditions in these islands are favourable to
investors.
Bintan Island finds itself in the unique position
to supplement existing development on nearby
Batam Island, Singapore as well as in Iskandar/
Johor Malaysia by expanding the tourism offering
and strengthening economic growth in the region.
Bintan’s relatively early stage of development presents the opportunity to reflect on traditional models in order to define new sustainable development
strategies. More directly, Bintan can provide an alternative form of regional development in a model
and context and at a density that Singapore, Batam
and Iskandar can no longer offer.
Emerging Economic Clusters for Bintan
As a result of this territorial planning approach, several strategic economic clusters have emerged to guide
future developments on Bintan, primarily through
more diversified facilities for tourists built on the existing infrastructure. As Bintan’s resident population
and annual visitor numbers grow, the demand to expand beyond beach and golf tourism into areas of culinary, natural, business or even agricultural tourism
can develop along with supportive services on the
island. In addition to the resort infrastructure, new
urban centres or “Pueblo Turísticos” will provide the
context for these new tourism related activities.
Another driver of the economy will be in support
of the future first and second home population in
Bintan Resorts. By contrast to how the all-inclusive
Resort operations function today, this new community will require a completely self-sufficient “residential
economy” to provide the services expected of most
urbanized areas and of the quality Bintan has come
to represent. This sector will help to balance and
support future economies on the island by providing basic services; food markets, healthcare facilities,
construction and maintenance services, property
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well as the clinics that could emerge in the future.
Indeed, Bintan could accommodate programs based
around recuperation, physiotherapy, diet and calm
environments in forms which would not be possible
in Jakarta or Singapore.
Finally, Bintan will capitalize on its new expertise in
eco island development by specializing in eco-technologies and eco-construction methods which form
a natural residual to all other activities. With long
term economic and environmental sustainability
central to each theme, Bintan can become a leader in
clean energy management and production.
Bintan Island will put into practice applied bioclimatic architecture with the application of innovative
and advanced technologies, together with alternative energies, complete water cycle management
and solid waste management. These will be implemented with the goal of reducing the impact of the
built environment and creating an environmentally
responsible community. Collaboration with several
institutions related to the eco-technology world
will facilitate the realization of these goals. For these
emerging clusters, Bintan provides the ideal laboratory to develop new expertise on specific sectors
that can later be exported elsewhere in Indonesia
and the region.
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management, daycares, telecommunications, transportation services and so on. These essential functions will serve as the cohesive glue to connect the
Bintan Eco Island project in the future.
New to the Bintan context will be the introduction
of economic clusters that are well suited in the natural context and can integrate easily into existing programs and infrastructure. A new approach to agriculture in close connection with traditional Indonesian
practices and eco village development on Bintan is
needed. Given its proximity to Singapore, a nationstate with very limited available land resources,
Bintan can provide a variety of agricultural services
and synergies, not only agriculture in the purely
productive sense but also for medicinal/investigative purposes tied to regional university programs
and bio-medical centres, ornamental agriculture and
even recreational pursuits which are difficult to recreate in high density urban contexts outside of Bintan
island.
Further considerations indicate that an economic
cluster centred on health, wellness and sport would
adapt easily into the natural and recuperative surroundings on Bintan. The availability of nearby
hospitals, medical treatment facilities and research
institutions would complement the existing spas as

Figure 12: Pineapple Farm, Bintan
Source: Fundación Metrópoli

Figure 13: Lagoi Bay, Bintan
Source: Gallant Venture
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Conclusion
The case of Bintan Eco Island is intended to demonstrate the need for a new scale of planning approach,
critical to developing economically, socially and environmentally sustainable urban contexts. Cities and
regions should plan beyond their immediate municipal or political borders in order to discover new opportunities and competitive advantages within the
larger territorial context. Often this requires new
forms of regional partnership at different levels or
even transnational agreements to unlock access to
greater mobility, economic resources and people in
the territory. Bintan cannot compete in isolation and
must rely on the strengths found in its territory to
discover new synergies with its neighbors.

Figure 14: Bintan Resorts Future Vision
Source: Fundación Metrópoli
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Urbanization
and Human
Settlements
Development
in China
Mao Qizhi

Urbanization is an inevitable trend of economic and social development and also an
important benchmark for modernization. Since
1978, when the central government of China
launched a reform program and opening up
policy, the pace of industrialization, agricultural
modernization and urbanization has accelerated. Up to 2011, the level of urbanization in
China exceeded 50% for the ﬁrst time, and it
is a historic change of population and social
structure which has brought the country’s
urbanization into a new era. After a historical review and a look at the present state of
urbanization, the paper raises some of the
challenges of urbanization in China, including
the large population ﬂow from rural to urban
areas, human settlements and urban infrastructure development questions, the issues of
environmental pollution and resource protection, and the need for equal and inclusive
growth. Finally, some policies are proposed for
a balanced urban-rural development, reforming
the social-economic and human settlements
development mode, and the strategic tasks of
healthy urbanization in China.
Outline of the paper was presented at the IEAS
High Level Academic Forum in Beijing, under the
theme of 21st Century Science and Technology
for a Green Economy and Sustainable
Development, dated on April 7, 2012.

Prospect of China’s Urbanization
—
A Historical Review of Urbanization
Urbanization is an inevitable trend of economic and
social development and also an important benchmark for modernization. When the People’s Republic
of China was founded in 1949, there were only 132
cities in the country and with 5.767 million urban
residents, and the urbanization level was 10.65%.
Since 1978, when the central government launched
a reform program and opening up policy, the pace of
industrialization, agricultural modernization and urbanization in China has accelerated. Urban development has boosted economic growth, social progress,
and people’s living standards have improved.
The country has adopted the strategy of actively
promoting urbanization since the Tenth Five-Year
Plan for National Economic and Social Development
(2001-2005). That Plan stressed that with the level
of agricultural productivity and the speed of indus-
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trialization, urbanization in China has gradually matured. The Plan also emphasized the need to seize
the opportunity to implement the urbanization
strategy. This is a historical progress intended to motivate all levels of government in developing cities
and towns. From the beginning of the new century,
urbanization and industrialization have gradually
become aligned, and the newly developed urban
areas have absorbed a large amount of rural labor,
including more than 120 million farm workers, who
play an indispensable role in increasing the income
of the rural population and in relieving the pressure
on farmers, agriculture and the countryside.
As is mentioned in the Outline of the Twelfth
Five-Year Plan for National Economic and Social
Development approved by the Fourth Session of
the Eleventh National People’s Congress in 2011,
China’s urbanization level reached 47.5% in 2010,
an increase of 4.5% since 2005. It also proposed that
among the major indicators of economic and social
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Figure 1: China’s resident population density map in 20101
(Calculated by prefecture level based on the 6th National Population Census)
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and the UN Secretary-General’s message on World
Habitat Day was: “We are at the dawn of a new urban
era. Half of humanity now lives in towns and cities. It is
estimated that by 2030, two-thirds of the world’s people will be urban dwellers.”

Figure 2: Urban population in China 1949-2011

Figure 3: Urbanization rate in China 1949-2011

development during the Twelfth Five-year Plan period, the target of the national urbanization level will
be 51.5% by 2015, a four percent increase over 2010.
However, according to official statistics, that indicator experienced a remarkable change to meet the
world average during 2011. It is a historic change of
population and social structure which has brought
China’s urbanization into a new historical era.
To review the urbanization process of industrial
countries, the turning point of an urbanization level
of 50% occurred first of all in the United Kingdom in
the middle the 19th century, in Germany in about
1890, in the United States during the period of the
First World War, in France in 1930, and in Japan at
the beginning of 1950s. Taking the world population
as a whole, the 50% threshold was reached in 2007,

The Present State of Urbanization
In 2011, the level of urbanization in China exceeded
50% for the first time in history, and the basic facts of
the national population and social structure change
were as follows: the total population maintained
a low growth rate, the proportion of working-age
population declined, and the migrant population2
continued to grow. The rapid urbanization progress
offers a huge development potential and market opportunities. At the same time, China faces challenges
of optimizing the layout and form of urbanization,
promoting the transfer of rural populations into cities, and improving the sustainability of urban areas.
The crossing of the 50% threshold was announced
by the National Bureau of Statistics in January 2012.
In detail, by the end of 2011, the total population on
the mainland of China had reached 1,347.35 million,
an increase of 6.44 million over the end of the previous year. The natural population growth rate was
4.79 %. As regards the age composition, 122.88 million persons were in the age group of 65 and over,
accounting for 9.1% of the total population, an increase of 0.25 percentage over the end of the previous year; 1,002.83 million were in the working-age
group of 15-64, accounting for 74.4%, a slight decrease of 0.10 percent over the end of the previous
year.
As regards the urban and rural population, 690.79
million persons were urban residents, an increase
of 21 million over the previous year; 656.56 million
were rural residents, a decrease of 14.56 million. The
proportion of urban residents reached 51.27%, an
increase of 1.32 percentage points over the previous
year. 271 million persons lived in places other than
the towns (townships or streets) of their household
registration where they had left for over 6 months,
an increase of 9.77 million over the previous year. Of
that total, 230 million were migrants (persons with
current residence different from the place of their
household registration in the same city excluded),
an increase of 8.28 million over the previous year.
By the end of 2011, there had been 657 cities
officially designated across the country, and the
number of designated towns had reached 19,683.3

Name of city

Non-agricultural
The city registered
population of city districts household population6

City resident population
of the 6th national census7

1

Shanghai

12.29

13.43

23.02

2

Beijing

9.65

11.91

19.61

3

Chongqing

7.42

15.61

28.85

4

Guangzhou

6.64

6.64

12.70

5

Wuhan

6.16

8.37

9.79

6

Tianjin

5.69

8.12

12.94

7

Shantou

5.17

5.17

5.39

8

Nanjing

5.11

5.48

8.00

9

Chengdu

4.31

5.35

14.05

10

Shenyang

4.27

5.15

8.11
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Table 1: Ranking list of top ten mega-cities in China
Based on non-agricultural population of city districts in 2010 (unit: million)
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Rank

Figure 4: China’s urban-rural administrative areas map in 2010
(Divided by prefecture and major cities, county level cities and rural counties)
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Figure 5: City numbers in China 1949-2011

According to the published data from the Sixth
National Population Census, 30 cities had more than
8 million resident population4 and 13 of them had
over 10 million. Based on statistics for the non-agricultural population5 of the designated cities, by the
end of 2010, 10 cities had more than 4 million urban
residents, 14 cities had 2-4 million, 39 cities had 1-2
million, 94 cities had 0.5-1 million, 239 cities had 0.20.5 million, and 261 cities had fewer than 0.2 million
urban residents.
In area terms, these 657 cities covered a total of
5.22 million sq.km, 54.3% of China’s land area. At the
end of 2010, these cities had a total resident population of 1276 million which is 95.1% of the country.
However, only half of the residents in these 657 cities can be described as urban population and the
other half, still living in rural areas, are peasants in
the countryside. In every sense today, most of the so
called Chinese cities are made up of an urban-rural
mixture.8
Prospective Urbanization Development
The number of Chinese cities has emerged in three
stages over the past thirty years:
(1) The stage of relatively rapid growth (1978-1982):
the number of cities increased from 193 in 1978 to
245 in 1982, with an average annual growth of 13;
(2) The stage of rapid growth (1983-1996): China
had 666 cities in 1996, with an average annual
growth of 30;

(3) The stage of steady adjustment (1997-2011): the
number of cities was 668 in 1997 and then reduced to 657 at the end of 2011 due to the adjustments made to administrative divisions by
changing cities at county level to urban districts.
It is forecast that in the next ten to twenty years,
China’s urbanization strategy selection and promotion will follow the central government’s call for
Sound and Fast Development, to maintain the rapid
economic growth rate, and to focus on the benefits
of the comprehensive formation of a prosperous
middle class. The economic structure and development mode will be changed, and a resource-conserving, environment-friendly society will be built
with further reform and opening up, independent
innovation, regional cooperation, and social inclusion. In this process, in some central cities, leading
industries will be replaced by new industries and
advanced technology with changes to the regional
structure.
Historically, China’s urbanization has lagged well
behind compared with the rest of the world. But this
situation is rapidly changing and the progress of urbanization in China will soon be on a par with the
rest of the world; in terms of pace, it already exceeds
that of most other countries. At the same time, the
high speed of economic growth and the large number of migrants in China presents a different growth
model to what is typical in many western countries.
How to redefine the urban and rural, how to collect
urban population and land use data and how to analyze and interpret the statistics, will all soon be on
the agenda.

The Challenges of China’s Urbanization
—
Prioritizing the Issue of Population Flow
to the Cities
Chinese Premier Wen Jiabao said at the Central
Rural Working Conference on December 27th 2011:
“over the past more than 30 years, urban residents
have increased by 500 million, many of whom were
rural migrant workers. This population flow on such
a large scale, seldom seen at any time in history and
anywhere in the world, has not only changed the fate
of hundreds of millions of peasants but has given considerable impetus to economic development as well.
It is worth noting that the promotion of urbanization
involves a wide range of issues and is remarkably
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Figure 6: Total population and urban residents’ annual increase in China 1978-2011

Figure 7: China’s floating population spatial distribution map in 2010
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Figure 8: Migrant population flows
direction by province in China

current level of nearly 6 million to about 3 milpolicy-oriented, which requires a high level of awarelion on the assumption that no dramatic change
ness of the existing problems and full consideration
will be made to China’s policies on migration;
of the potential conflicts, difficulties and even risks in
future”. Wen proposed that the promotion of popu- (2) This period of global financial crisis is the right
time for adjusting the industrial structure and
lation urbanization should be treated as a priority.
for a redistribution of the population. Due to the
According to the 2010 Report on China’s Migrant
influence of the crisis, the demand for laborers
Population Development prepared by the State
has declined, and the long-distance migration
Population and Family Planning Commission, the
of the population and its convergence in coastal
migrant population of China will show four fundaareas has abated. The population is starting to
mental trends in the coming two or three decades:
flow towards provincial capitals. Yet the trend of
(1) The migrant population will continue to grow
convergence in areas around the sea, rivers and
but at a slower speed. By 2050 China will have a
main traffic routes will remain unchanged for a
migrant/floating population of around 350 millong time to come;
lion while its annual increase will drop from the

Figure 9: A million passengers passed through Guangzhou Railway
Station in the 2008 Spring Festival period

Figure 10: A large number of passengers crowded in Guangzhou Railway
Station during the Spring Festival period

Figure 11: Floodwater blocked urban road in Zhengzhou after heavy rain in July 2010 (left);
Commuters at the Taoranting subway station in Beijing after heavy downfall in June 2011 (right)
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The Development of Human
Settlements in the City Regions
Housing standard is an important indicator of social development. Enabling the majority of urban
households to live in good accommodation providing the full range of amenities necessary for human
well being and health is one of the main objectives
of building a well-off society in an all-round way by
2020 as proposed by the Chinese Government.
In recent years, while promoting the reform of
the urban housing system and the housing market, governments at all levels are actively exploring
and improving housing provision and conditions as
well. China’s per capita floor space of urban residential buildings has increased from 18.7 sq.m in 1998

to 31.6 sq.m in 2010. During the Eleventh Five-Year
Plan period, construction of 16.3 million units of
low-income houses and houses for slum redevelopment was launched, among which 11 million have
been essentially completed.
By the end of 2010, the total number of low-income and lower-middle-income urban households
whose housing difficulties have been addressed
in kind added up to nearly 22 million, and these
households who benefited from this housing security accounted for 9.4% of the total number of
urban households. Besides this, there were nearly
4 million low-income urban households with
housing difficulties receiving rental subsidies for
low-rent housing. The construction of low-income
housing has improved the housing conditions of
low-income households and has played an important role in promoting economic growth and social
harmony.
However, by the end of 2010, there were still
more than 20 million low-income and a small proportion of lower-middle-income urban households
who were living in substandard accommodation.
More than 10 million of them lived in slums, which
were, variously, dilapidated, overcrowded, with inadequate kitchen and bath facilities, and unsafe.
In addition, the newly employed workers and permanent migrant residents in urban areas with few
savings and low housing affordability have to live
in basements or urban villages with poor housing
conditions. Helping that community, by solving
basic living problems will make a significant difference to the prospects for economic development
and social stability.
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(3) In the future, the distribution of the migrant
population of China will feature the extended
urban regions in the eastern coastal areas as
core zones, inland cities as middle axes and central cities in the west as convergence points;
(4) The subsistence-driven migrant population
will be transformed into a development-driven
migration. The education level of the migrant
people is slightly below the average level of the
country. In the migrant population, adults account for an increasingly large portion and the
gender balance is roughly equal. The migration
of whole families will increase but most of them
will settle in the places they have moved into.
Consequently, there will be great pressures associated with the livelihood of the migrant population and the reform of the service administrative systems.
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Urban Infrastructure Development
in City Regions
Based on the statistics of the Ministry of Housing and
Urban-rural Development, in 2010, the 657 officially
designated cities housed 354 million urban residents and a temporary population of 41 million in
city districts. The total urban built-up area amounted
to 40,000 sq.km, while fixed assets investment in the
urban municipal facilities reached 1,430.59 billion
yuan, accounting for 5.9% of the total urban fixed assets investment.
In the course of China’s rapid urbanization, however, the development is not yet well balanced, coordinated or sustainable. This manifests itself mainly in
the following: growing resources and environmental
constraints hindering economic growth; an imbalance between investment and consumption; a large
income gap, insufficient scientific and technological
innovation capabilities; an irrational industrial structure; continued weakness in the agricultural foundation; uneven development between urban and rural
areas and between regions; the coexistence of overall pressure to expand employment; and structural
shortage of qualified personnel in some industries
and defects in systems and mechanisms that hinder
scientific development.
Moreover, the governments at different levels
have not yet fundamentally solved a number of issues that the masses feel strongly about, namely:
the lack of high-quality educational and medical
resources, and their uneven distribution; increasing
upward pressure on prices, and exorbitant housing
price increases in some cities; increasing social problems resulting from illegal land expropriations and
housing demolitions; significant problems concerning food safety; and rampant corruption in some areas. How to change the mode of development, boost
the provision of services, create a level playing field
for the various sections of the market, offer desirable
public services, and safeguard social equality and
justice are the critical long-term issues facing those
governments.
For example, between 2008 and 2010 a field survey was carried out by the Ministry of Housing and
Urban-rural Development into the capacity of urban
drainage systems in 351 cities. The results showed
that: 62% of the cities had been flooded in the last
three years, and 137 had been flooded more than
three times. Among the other findings were that
in three quarters of these flooded cities, the water

depth was more than 50 cm and with flooding time
of more than a half hour.
Based on the data from the National Bureau of
Statistics, the total number of motor vehicles for
civilian use had reached 105.78 million in the 2010.
In fourteen cities, including Beijing, Shanghai,
Guangzhou, Shenzhen, Tianjin, Chongqing,
Chengdu, Shenyang, Wuhan and Xi’an, there were
over one million motor vehicles. In general, the gap
between supply and demand in respect of the urban transportation infrastructure has widened, and
the frequent traffic standstill has became even more
severe; the congestion has expanded from local to
the whole urban area, and the congestion period has
spread from rush hour to the whole day. Generally,
the problem has become more intractable in its nature; in addition to the congestion, there are acute
difficulties over parking and conflicts with pedestrians seeking to cross the busy roads. The likelihood is
that the current disorder will continue to have an impact on urban transportation system for some time
to come. Active innovation and exploration of the
ways of moderating urban traffic congestion are a
top priority in the management of urban infrastructure planning and construction in the country.
The Challenges of Urbanization
to the Environment and Resources
In the Eleventh Five-Year Plan period, China has made
significant progress in environmental protection
and improved the environmental quality effectively.
According to the official environment monitoring results, the quality of surface water has improved; the
air quality of key environmentally protected cities
has improved year after year and; the environmental
quality of key river basins, key regions and key cities
has improved significantly.
However, the pollution levels of specific areas and
regions are still above the national standards. In such
places, pollution remains a serious problem and the
demands placed upon environmental protection
services are considerable. Thus:
(1) The emission of traditional pollutants remains
still huge in the country, and beyond the environmental capacity, which means that the environmental quality of some areas fails to meet the national standards. Now that China has become the
world’s foremost producer of cars, for example, it
must confront the increasingly serious pollution
brought about by motor vehicles. About one-
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Figure 12: Map of average yearly concentration of inhalable particles (PM10)
at cities of prefecture level and above in China (2011)

Figure 13: China’s precipitation - yearly average pH isopleth map in 2010
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Figure 14: Water quality of China’s main rivers in 2010

fifth of China’s cities suffer heavy air pollution
with vehicle exhaust emissions the major source
of air pollution in large and medium-sized cities.
In 2010, among the 113 key environmentally protected cities, 30 of them had an annual average
concentration of major pollutants in excess of
the national secondary grade as compared with
the limits specified in the Ambient Air Quality
Standard. Among them are the 15 major cities of
Beijing, Taiyuan, Shenyang, Harbin, Nanjing, Hefei,
Ji’nan, Zhengzhou, Wuhan, Chongqing, Chengdu,
Xi’an, Lanzhou, Xi’ning and Urumqi. For example, the average daily concentration of inhalable
PM10 particles in Beijing has been in excess of the
secondary grade for years. Moreover, the average
annual concentration of nitrogen dioxide has also
gone up year after year; the situation in Lanzhou
is particularly serious, concentrations of this pollutant being at a high, Grade III level.
(2) In 2010, the general water quality of key river
basins in China was found to be moderate only.
Thus the proportions of Grade I~III water, Grade
IV and V, and Grade inferior V within these water
bodies were 51.9%, 27.3% and 20.8% respectively. The Taihu Lake, Chaohu Lake, Dianchi Lake and
Three Gorges reservoir area still suffer from serious eutrophication and there are occasional algal
blooms. Among the five urban lakes monitored,

the water quality of Donghu Lake (Wuhan) and
Kunminghu Lake (Beijing) was found to be Grade
IV; that of Xuanwuhu Lake (Nanjing) was Grade V;
and that of Xihu Lake (Hangzhou) and Daminghu
Lake (Ji’nan) was in the worst category of inferior
Grade V.
(3) With the rapid development of China’s economy,
there are new environmental issues, especially
relating to heavy metals, persistent organic pollutants, soil pollution, hazardous waste and
chemical pollution, electronic waste, etc. The occurrence of these pollutants has raised new concerns, especially regarding their potential effects
upon human health.
(4) China’s rapid industrialization and urbanization
has been associated with production safety accidents and the illegal discharge of pollutants,
due to both ignorance and the disregarding of
safety and environmental protection procedures
by enterprises pursuing maximum profit. Long
term discharges of pollutants have overwhelmed
the environment. Secondary environmental
problems triggered by natural disasters have
taken place occasionally and special emergency
management has been employed. Public health
and well being requires improved environmental
safety standards.
(5) Global environment problems like climate change

Promoting the Equal and Inclusive Growth
of Cities Internationally
The Fifth Session of the World Urban Forum (WUF)

Policy of Urban-Rural Balanced
Development in China
—
This final section sets out three main policy directions for future development in China.
Encouraging Increased, Steady Urbanization
and Regional Coordinated Development
The Twelfth Five-year National Plan puts forward the
following package of proposals, which may be summarized as follows:
(1) Implement the general strategy for regional development -- through strengthening and perfecting the cross-region cooperation mechanism,
eliminating market barriers, promoting factor
flow and guiding the orderly transfer of industries;
(2) Implement the development priority zone strategy through the relevant legal mechanisms,
and for using territory and natural resources
rationally;
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Joint Declaration on the China-EU
Partnership on Urbanization
On May 3, 2012 in Brussels, the Government of
the People’s Republic of China and the European
Commission signed a Joint Declaration on the
China-EU Partnership on Urbanization. As stated in
the Joint Declaration, the Partnership aims at tackling challenges together through cooperative efforts between stakeholders at all appropriate levels
– from the national to the local. The Partnership will
highlight, inter alia, the following subjects:
t Strategies and policies relevant to the development of urbanization;
t Spatial distribution of urbanization;
t Sustainable development of the urban industrial
economy;
t Urban public service systems;
t Urban infrastructure investment and financing
mechanisms;
t Urban housing supply systems and patterns;
t Urban energy supply and demand management;
t Urban mobility, public transport and smart
transport;
t Urban green buildings;
t Urban ecological protection, environmental protection and treatment;
t The protection of urban historical and cultural
features and the urban landscape context;
t Urban governance;
t Urban-rural integrated development;
t Exchanges and discussions as well as personnel
training on urbanization development.
The Partnership encourages and supports existing
and upcoming cooperation on, inter alia, the ChinaEU Mayors’ Forum, the EC-Link Project, the ChinaEU Emissions Trading Scheme, the China-EU Social
Protection Reform Project, the China-EU Disaster
Risk Management Project, the Satellite Cities and the
Metropolitan Governance Project.

was held in Rio de Janeiro, Brazil in March 2010. More
than thirteen thousand participants from 150 countries attended this major gathering. The theme of
the Forum was the “Right to the City: Bridging the
Urban Divide”.
The Sixth Session of the WUF followed in
September 2012, held in Naples, Italy. With its theme
of “The Urban Future”, it sought to discuss one of the
most urgent issues faced by the world today: that
of rapid urbanization and its impact on communities, the economy, climate change and other policy
matters.
With towns and cities already home to more than
half of the global population, and that proportion
steadily growing, that Urban Future needs to be
based upon a “bedrock” of sound urban legislation
and good governance, coupled with improved basic
service delivery and housing. At the same time, we
have to save energy more than ever before, conserve
our environment, reduce pollution and tackle very
seriously the urban dimension of climate change. We
need to coordinate these actions and resources for
the smarter, more livable, less wasteful cities of the
future. We owe it to future generations and we owe it
especially to the estimated one billion people living
in slums and other sub-standard housing around the
world. These are the vital messages of the WUF and
other, related gatherings.
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and loss of biodiversity have become the focus
of international concern. As China leaps into the
front rank of the world in terms of its emissions of
carbon dioxide and sulphur dioxide, the country
will come under increasing international pressure
to act on these environmental issues.
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Figure 15: China’s National Urban System Planning (2006-2020)

(3) Perfect the pattern and form of urbanization
through integrated spatial planning, bringing
together all the relevant functions and services;
(4) Strengthen the management of urbanization
through an emphasis on human needs, land and
energy saving, human safety and environmental
protection and other related factors;
(5) Strengthen the cultural inheritance and historical environment protection, and improving the
urban humanity circumstances.
Reform the Human Settlements
Development Mode
In recent studies organized by the National
Development and Reform Commission (NDRC)9,
some ideas to reform the human settlements devel-

opment mode were proposed to the government.
These included the following policies:
(1) Reform the urban-rural duality household registration system step by step, taking the opportunity to settle those migrant workers whose conditions permit in the city or town where they work.
(2) Reform the existing urban land use system, according to land administration law and property
rights law, to retain farmers’ right of homestead
when they are going to cities, and to regulate rural land transfer or disposal of land on a reasonable compensated and voluntary basis.
(3) Reform the administrative and governance system, changing the present hierarchical urban
system and giving more independence to local
communities and collective organizations.

Endnotes
1 China carried out its Sixth National Population Census with
zero hour of November 1, 2010 as the reference time. Results
on major figures obtained through advance tabulation are
released as follows: the population of the 31 provinces,
autonomous regions and municipalities and of servicemen on
the mainland of China through the Sixth National Census was
1,339.72 million. Of the total population 665.58 million were
urban residents, accounting for 49.68%. The nation’s migrant
population (people living in places other than the towns
(townships or streets) of their household registration don’t
include those with current residence different from the place of
their household registration in the same city) reached 221.43
million. Compared with the Fifth National Census, over the
past ten years the number of urban residents had increased by
207.14 million, and the number of rural residents had dropped
by 133.24 million. The proportion of urban residents rose by
13.46%.
2 Migrant population refers to persons who lived in places other
than the towns (townships or streets) of their household
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The Strategic Tasks of Healthy
Urbanization in Coming Years
The State and related ministries have published a
group of Twelfth Five-year plans to advance China’s
healthy urbanization in coming years. The main strategic tasks are summarized as follows:
(1) To initiate an intensive, compact urban development mode, to promote a low-carbon and green
building management, as well as a conservation
culture by basically forming an energy and resource-efficient and environment-friendly structure of industries, pattern of growth and mode of
consumption.
(2) To optimize the urban-rural planning system, to
emphasise the importance of urban-rural planning as a function of public policy, that policy to
embrace control of urban spatial resources, control of urban-rural construction, maintenance of
social equity, and the safeguarding of public security and the public interest.
(3) To promote infrastructure construction along
with the urbanization process, further improve
the operation capacity of urban infrastructure,
and to develop infrastructure service networks in
both urban and rural areas.
(4) By implementing the regulations on the disclo-

sure of urban planning, construction and management information, to promote public participation and governments cooperation, to protect
citizens’ personal right to be informed, the right
to participate, the right to be heard, and the right
to oversee in every process of law enforcement
and judicial work; these principles have been
published in the National Human Rights Action
Plan of China (2009-2010).
(5) To protect and develop urban culture in the urbanization process, and to promote the simultaneous progress of socialist, material, political and
spiritual civilization.
(6) Finally, the right to a home and public services
is vital to people’s well being. The CPC Report of
the 17th Congress stated that “We must do our
best to ensure that all our people enjoy their
rights to education, employment, medical and
old-age care, and housing, so as to build a harmonious society.” That is hopefully the expectation of 1.3 billion Chinese. To review the experiences and lessons of China’s urban housing
policies, the provision of a suitable social security
housing system and development mode, to provide sufficient affordable social housing, now it
is obligatory responsibility on every government
authority in China.
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(4) Reform the public financial system, to achieve, inter alia, an upgrading of the enabling capacity of
local communities.
(5) Give an equal public service for rural migrant
workers, and to ensure the basic welfare and
equality of opportunity of the people affected
during the entire development process.
(6) Promote the environmental and risk management capacity, and improve production processes and human health and safety through reducing pollution and protecting against disasters.
(7) Promote the spatial coordinating of city groups,
and accelerate integrated regional development
especially in Beijing-Tianjin-Hebei, Yangtze River
Delta, Pearl River Delta, and Chengdu-Chongqing
key city groups. As regional plans appear successively, decision making should avoid the
reappearance of such long-standing problems
as ‘vanity constructions’, and the pursuit of economic growth at the cost of much damage to
the environment. The institutions should actively
promote innovative systems and policy design to
guard against these problems.

registration where they had left for over 6 months.
3 According to Article 30 of the Constitution of the People’s
Republic of China that amendment on March 14, 2004, the
administrative division of the People’s Republic of China is as
follows: (1) The country is divided into provinces, autonomous
regions, and municipalities directly under the Central
Government; (2) Provinces and autonomous regions are
divided into autonomous prefectures, counties, autonomous
counties, and cities; and (3) Counties and autonomous counties
are divided into townships, nationality townships, and towns.
Municipalities directly under the Central Government and other
large cities are divided into districts and counties. Autonomous
prefectures are divided into counties, autonomous counties,
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and cities. The hierarchies of designated cities are divided
by municipalities directly under the Central Government
(provincial level), cities at prefecture level and cities at county
level. The designated towns are divided by county seats and
ordinary towns and as rural centers played important role in
China’s urbanization.
4 Resident population of a given town/street include: people
living in the current town/street where their household
registration is located or with their household registration to be
settled; people living in the current town/street and leaving the
town/street of their household registration for over 6 months;
people leaving the town/street of their household registration
for less than 6 months or working or studying overseas, with
their household registration located in the current town/street.
5 Up to the present time, China is still adopting urban and rural
dual-household registration system, and non-agriculture
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population refers to persons who registered as urbanhousehold residents. And Chinese publications still use nonagriculture population as the index for urban residents’ size.
However, they can no longer reflect the real size of the cities in
urban China.
6 Registered population refers to the number of residents resulted
from statistics for household register, which is the sum of
residents registered at public security authorities.
7 The other seven cities with resident population of over 10
million based on the 6th National Population Census are:
Baoding, 11.19 million; Harbin, 10.64 million; Suzhou, 10.47
million; Shenzhen, 10.36 million; Nanyang, 10.26
8 Urban and rural population refer to population living in urban
or rural areas within the territory of China, which are classified
based on Regulation on Statistical Classification of Urban and
Rural Areas issued by the National Bureau of Statistics in 2008.
9 For example: The Strategic Options for Urbanization in the
People’s Republic of China, Main Report Prepared by China
Center for Urban Development, NDRC, March 2012, will be
published soon.
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Hong Kong
and the Pearl River
Delta Region:
Planning in a
Hyper-Dynamic
Context
Jimmy C.F. Leung

Back in 1841, Hong Kong (HK) was described by the
then British Foreign Secretary, Lord Palmerston, as
a ‘barren rock with hardly a house upon it’. Today,
HK is a leading global city and a bustling metropolis dotted with iconic modern architecture. The
‘metamorphosis’ of the HK landscape is one of the
many facets that could vividly illustrate the dynamics taking place in the city. Adjoining HK, the Pearl
River Delta (PRD) region has been transformed from
a ‘land of fish and rice’ into a ‘world’s factory’ with
massive urbanisation taking place over the past
three decades. To many, the inextricable relationship between HK and the PRD region is considered
as the most important factor contributing to the
dynamic changes of the two places. As HK and the
PRD region continue to deepen and broaden their
regional cooperation initiatives, town planning
is playing a significant role in promoting mutual
enhancement and knowledge sharing for the betterment of the region. This article provides a good
platform for me, as a town planning professional in
HK, to share with readers some of my observations
and views on the regional planning dynamics relating to HK and the PRD region.

Typical scene of cross-boundary students
and other travellers using e-Channels (for
self-service immigration clearance) at Lo Wu
Boundary Control Point, the busiest boundary
control point between Hong Kong and the
Mainland. Source: Planning Department,
Government of the HKSAR
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Emergence of the Greater
Pearl River Delta Region

Figure 1: The Greater Pearl
River Delta Region
Source: Planning Department,
Government of the HKSAR

—
Geographical Setting
Geographically, HK adjoins the Guangdong (GD)
Province and forms part of the Greater Pearl River
Delta (GPRD) region. The GPRD region includes the
HK Special Administrative Region (HKSAR), the Macao
Special Administrative Region (Macao SAR) and the
PRD Economic Zone portion of the GD Province,
viz. Guangzhou, Shenzhen, Dongguan, Foshan,
Jiangmen, Zhongshan, Zhuhai, and the urban areas
of Huizhou and Zhaoqing, with a total land area of
42,800 sq km (Governments of GD, HKSAR and Macao
SAR 2009 and GPRDBC 2004/05) (Figure 1).

Socio-economic Interactions
Over recent years, the socio-economic interactions
between HK and the Mainland have been growing stronger, as exemplified by the tremendous
growth in cross-boundary travel activities4. In 2000,
there were on average 278,000 daily land-based
cross-boundary passenger trips between HK and
the Mainland, but the number almost doubled to
522,000 in 2011 (HKSARG 2012a). One of the interesting phenomena is the growth in the number
of cross-boundary students (persons who have the
status of HK Residents but residing in Shenzhen and
attending schools in HK5), which has almost doubled
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dustries have developed in tandem with the increase
in societal wealth (BFRC 2008), whilst HK has gradually emerged as an international centre for financial
services, trade and shipping, gaining the status of a
leading global city. China’s continuing economic liberalisation and opening, her accession to the World
Trade Organisation in 2001 and the signing of CEPA
in 2003 have accelerated further economic integration between HK and the PRD region through trade
in goods and services, investment opportunities and
tourism (GPRDBC 2004/05).
HK continues to be the Mainland’s largest source
of foreign direct investment and vice versa. The cumulative value of HK’s realised direct investment in
the Mainland reached US$456 billion by the end of
2010, accounting for 42% of the total inward direct
investment there. The market value of direct investment from the Mainland in HK reached US$341 billion by the end of 2009, accounting for 36% of the
total external direct investment in HK. The Mainland
has long been HK’s largest trading partner, and HK
was the Mainland’s fourth largest trading partner in
2010 (HKSARG 2010a).
In fact, the GPRD region is more than a geographical unit. Nationally, it is one of the foci of China’s
coastal development and the most developed cityregion (Governments of GD, HKSAR and Macao SAR
2009). Internationally, it is justifiably acclaimed as
the ‘factory of the world’ (Wong 2009) and developing into a world-class metropolitan cluster with
enhanced competitiveness. The GPRD region had
a population of 64.13 million in 2010 with US$ 930
billion in GDP (HKSARG et al. 2012) in 2011, which
was ranked 16th in the world, surpassing that of the
Netherlands but below that of South Korea (IMF
2012) (Table 1).
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Economic Development
Over the past three decades, the economies of HK
and the PRD region have undergone incessant
transformation. Together, they have been creating
economic miracles, capitalising on various opportunities arising from both internal and external forces.
Broadly speaking, the economic development of the
region can be divided into two stages.
The economic reform and opening up of China
in 1978 inaugurated the first stage of regional economic development, based on the ‘Front Shop Back
Factory’ model (BFRC 2008). In 1980, Shenzhen and
Zhuhai, the areas next to HK and Macao, were designated as Special Economic Zones; and in 1984,
Guangzhou became a Coastal Open City. In 1985,
the whole PRD region was turned into a Coastal
Economic Open Area. All these designations were
to take a lead in establishing a framework of socialist market economy offering special regulations and
financial incentives to attract foreign investments.
Consequently, there was a shift of manufacturing
industries from HK to the PRD region to take advantage of cheaper land, labour and operating costs,
which in turn generated opportunities for the supporting services in HK. This has fuelled the rapid
industrialisation and urbanisation in the PRD region,
and stimulated the transformation of HK into a service economy. In the context of globalisation, the
so-called ‘New International Division of Labour’ has
emerged, with decentralisation of labour-intensive
manufacturing industries into the PRD region and
centralisation of capital and skill-intensive services
such as decision making, marketing, finance and
management, quality assurance, etc. in HK (Sit 1993,
Sit 2001 and Sassen 1996). The impressive economic
growth of the PRD region is exemplified by the surge
in Gross Domestic Product (GDP) from just below
12 billion yuan in 1980 to 738 billion yuan in 2000
(GDPSB 2001). The successful economic upgrading
of HK into a service economy is evidenced by the increasing share of GDP by the service sector from 64%
in 1980 to 82% in 2000 (HKSARG 2002).
The reunification of HK with China and the global
financial crisis in the late 1990s has in part triggered
the second stage of regional economic development, based on the ‘Mainland and Hong Kong Closer
Economic Partnership Arrangement’ (CEPA) model
(BFRC 2008). Since the late 1990s, the manufacturing industries in the PRD region have entered into an
era of consolidation and upgrading and its service in-

in the past 3 years (from 6,800 in 2008 to 12,900
in 2011). In addition, there was an increase in the
number of daily cross-boundary vehicle trips, from
30,700 in 2000 to 42,800 in 2011 (HKSARG 2012b)
(Figure 2). In particular, the number of daily crossboundary private car trips has increased substantially from 3,900 in 2000 to 17,900 in 2011.
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Table 1: Major Economic Indicators of
the Greater Pearl River Delta Region1
in 2011 (HKSARG et al. 2012)

Total retail sales of consumer
goods (US$ Billion)

Figure 2: Average daily land-based cross-boundary passenger and vehicle trips between Hong Kong and the Mainland from 2000 to 2011.
Sources: Immigration Department, Customs and Excise Department, Planning Department, Government of the HKSAR
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Regional Cooperation
There has been a long history of social ties and economic relationships between HK and the Mainland.
Interactions between the two places were largely
community and market-driven in the early years.
The major cooperation mechanism between the
governments of HK and GD was the Cross-boundary
Liaison System, which was established in 1982
(HKSARG 2009a) to resolve day-to-day operational
cross-boundary issues such as security and control
points (HKSARG 2001).
With closer socio-economic interactions in the
GPRD region and facilitated by the reunification of
HK and Macao with China in the late 1990s, regional
cooperation has entered into an era of institution
building.
The foremost cooperation mechanism for
the GPRD region is the Hong Kong/Guangdong
Cooperation Joint Conference (HK/GDCJC), which
was established in 1998 (HKSARG 2009a) to provide
a high-level forum for enhancing strategic cooperation between the two places. Under the HK/GDCJC,
some 20 expert groups have been set up and led by

9,600,
000

relevant bureaux/departments of the HKSAR and
their counterparts in GD to take forward a much
wider spectrum of cooperation initiatives (HKSARG
2010b) (Figure 3).
Complementing the government-to-government
framework of the HK/GDCJC, the Greater Pearl River
Delta Business Council, which was a private sectorled business council, was established in HK in 2004.
Its mission was to advise the HK government on the
implementation strategies to facilitate value-added
operations and sustainable development across
the boundary, thus promoting bilateral trade and
investment. Other cooperation mechanisms between HK and the cities in the GPRD region include
the Shenzhen/HK Cooperation Meeting and the HK/
Macao Cooperation Meeting (HKSARG 2009b).
Following the promulgation of the ‘Outline of the
Plan for the Reform and Development of the Pearl
River Delta’ (the PRD Outline, PRCG 2009) by the
National Development and Reform Commission
in 2009, which spelt out the cooperation among
the PRD region/HK/Macao as a national policy, the
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Figure 3: 14th Plenary of the Hong Kong/Guangdong Cooperation Joint
Conference held in Hong Kong in 2011
Source: Information Services Department, Government of the HKSAR

Figure 4 (right): Distant vision concepts of the Territorial
Development Strategy Review
Source: Planning Department, Government of the HKSAR

first Liaison and Coordinating Meeting involving
the three places (i.e. GD and the two SARs) in the
GPRD region was soon held to discuss issues of common concern for implementing the PRD Outline
(Governments of GD, HKSAR and Macao SAR 2009).
Subsequently, two Framework Agreements, one on
HK/GD Cooperation and another on GD/Macao were
signed in 2010 and 2011 respectively to translate
the macro policies of the PRD Outline into concrete
measures conducive to the development of the
GPRD region.
Regional cooperation in the GPRD region has now
become more institutionalised. The coordination
mechanisms are steered by the province/city leaders
with regular meetings. A series of agreements has
been signed to take forward various cooperation
initiatives. The realm of cooperation has been extended from cross-boundary issues to finance, commerce, trade and industries, etc. It also encompasses town planning issues and matters with spatial
planning implications such as major cross-boundary
infrastructural projects and environmental protection (HKSARG 2009c).

Regional Planning Initiatives
—
Roles of Town Planners
With the emergence of the GPRD region in such a
hyper-dynamic context, town planners in HK are
not only required to conduct strategic planning for
the territory with due consideration given to the regional and global factors, but also to participate in
or even take initiatives in regional planning collaboration. Such initiatives could be in different forms,
such as cross-boundary development projects, joint
planning studies, surveys as well as sharing sessions
and seminars.
Regional Considerations in Strategic Planning
Subsequent to the preparation of the Preliminary
Planning Report in 1948, strategic planning in HK
has been conducted broadly once every decade
since the 1960s (HKSARG 2007). Its remit has extended greatly over this last half century.
The Colony Outline Plan in the 1960s could be
seen as an embryo of the territorial plan to address
the local planning issues. In the 1970s, the Hong
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economic development in the Mainland.
In the 1990s, the Territorial Development Strategy
Review (TDSR), which was the first strategic land
use planning study incorporating an environmental baseline and impact assessment, was completed
(HKSARG 2007). It has made a breakthrough by
making close reference to the increasingly significant developments in the PRD region. The Study of
Development Trends in Guangdong Province (the
GD Study) was commissioned to produce a framework of probable growth scenarios for the PRD region and identify their spatial and infrastructural
implications for the development of HK (HKSARG
1993).
Furthermore, discussions were held between the
HK Planning Department and their counterparts in
Guangzhou, Shenzhen, Zhuhai and Macao on strategic planning issues of common interest (HKSARG
1998). The findings of the GD Study were incorporated into the assessment of flexibility of options in
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Kong Outline Plan was prepared upon review of the
Colony Outline Plan (HKSARG 1997).
In the 1980s, the Territorial Development Strategy,
which established the first long-term integrated
land use-transport planning framework for the
growth of HK, began to extend its perspective beyond the territory. Its principal goal was to ensure
that the necessary land resources and physical
infrastructural facilities were provided in support
of the territory’s primary roles as an entrepot for
South China, an international business and financial centre and a manufacturing base with a strong
foothold in overseas markets (HKSARG 1990). It was
subsequently updated to provide inputs for the
preparation of another major strategic plan, namely
the Port and Airport Development Strategy, which
aimed to expand the port, airport, related transportation systems and urban development (HKSARG
1997) corresponding to the aforementioned economic roles of HK as reinforced by the political and

Figure 5: Hong Kong-Shenzhen Western Corridor
Source: Information Services Department, Government of the HKSAR
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the TDSR, which put forward recommendations in
respect of economic land uses and transport systems to respond positively to trends in GD and to
retain the key economic roles of the territory. The
TDSR also set out distant vision concepts which were
mainly about enhancing HK’s accessibility to the PRD
region and capitalising on development opportunities along the regional transport axes for further consideration in future (Figure 4).
The turn of the century marked momentous
changes for HK, notably reunification, intensifying
socio-economic interactions and increasing government cooperation with the Mainland. In formulating
the Hong Kong 2030: Planning Vision and Strategy
(HK2030 Study) in the 2000s, more studies about the
Mainland and surveys on cross-boundary planning
matters were conducted. As a step forward from its
predecessor, the HK2030 Study has included a chapter on the national dimension. It recommended
strengthening links with the Mainland as one of the
three broad directions for the territorial development, along with enhancing economic competitiveness and providing a quality living environment.
Cross-boundary Development Projects
In 1995, the HK Planning Department commissioned the Crosslinks Study to examine linkages
with Shenzhen and Zhuhai and address issues related to possible cross-boundary travel demands.
Since then, town planners have been involved in
the early planning of cross-boundary land transport infrastructure projects, including the Hong
Kong-Shenzhen Western Corridor (Figure 5) and
the Sheung Shui to Lok Ma Chau Spur Line (Figure
6) completed in 2007. The projects under construction or planning include the HK Section of the
Guangzhou-Shenzhen-Hong Kong Express Rail Link,
the Hong Kong-Zhuhai-Macao Bridge, the Liantang/
Heung Yuen Wai Boundary Control Point and the
Hong Kong-Shenzhen Western Express Line.
Apart from the above infrastructure, planning
cooperation with the Mainland has also involved
individual development projects. With a view to optimising the land resources and strategic location of
Lok Ma Chau Loop, which is situated in close proximity to the boundary between HK and Shenzhen, both
governments have agreed to jointly undertake planning studies for its development under the principle
of ‘co-study, co-development and mutual benefit’
(HKSARG 2012c) (Figure 7).

Figure 6: Lok Ma Chau Station on the
Sheung Shui to Lok Ma Chau Spur Line
Source: Information Services Department,
Government of the HKSAR
Figure 7: Vision of the Lok Ma Chau
Loop Development
Source: Planning Department,
Government of the HKSAR
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Figure 8: Three major development strategies, results of the Planning Study
on the Coordinated Development of the Greater Pearl River Delta Townships
Source: Planning Department, Government of the HKSAR

Joint Planning Studies
The ‘Planning Study on the Coordinated Development
of the Greater Pearl River Delta Townships’ (the GPRD
Study) is the first study in China on the coordination
of spatial planning involving different systems and
the first strategic regional planning study undertaken
jointly by the planning authorities of GD, HKSAR and
Macao SAR (Governments of GD, HKSAR and Macao
SAR 2009). It commenced in March 2006 and its findings were published in October 2009.
The study objective is to formulate a regional development strategy by taking a forward-looking perspective to consider the opportunities and constraints
of the region under the ‘One Country, Two Systems’
framework. Three major development strategies for
optimising spatial structure, high accessibility and
quality of environment (Figure 8) were proposed ‘to
develop a coordinated and sustainable world-class

city-region, which is vibrant, energetic and globally
competitive’.
The ‘Study on the Action Plan for the Bay Area of the
Pearl River Estuary’ (the Bay Area Study) was commissioned as one of the major tasks recommended by the
GPRD Study, again by the planning authorities of the
three places, in April 2010 (Figure 9).
The aim of the study is to formulate a macroscopic
and regional planning concept for the enhancement of liveability, making the Bay Area a core area
of the GPRD region with quality living conducive to
economic development. Having made reference
to the major literature on the theories of liveability
and a number of world-renowned liveable regions,
the Bay Area Study, which is still on-going, has made
some preliminary recommendations and these are
discussed further in section Appreciating diversity, promoting mutual enhancement.
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Surveys and Information Sharing
With increasing socio-economic interaction between
HK and the Mainland, the HK Planning Department
has carried out a series of surveys since the late
1990s on the relevant activities with a view to keeping abreast of the information and trends to help
understand the planning implications. These include the biennial ‘Cross-boundary Travel Survey’, the
‘Thematic Household Survey – Hong Kong Residents’
Experience of and Aspiration for Taking Up Residence
in the Mainland of China’, the ‘Survey of Hong Kong
People Living and Working in the Pearl River Delta
Region’ and the ‘Survey of Hong Kong People Living
in Shenzhen’. In 2008, the HK Planning Department
took a lead in establishing a platform on ‘Cooperation
over Cross-boundary Travel Information’ among the
four neighbouring cities of HK, Shenzhen, Macao and
Zhuhai to facilitate transport infrastructure planning
for the region (Figure 10).

Sharing Sessions and Seminars
Since 2007, the HK Planning Department has established a liaison mechanism and initiated a series of
visits and sharing sessions with the relevant authorities of the GD Province, 9 PRD cities and Macao SAR
to facilitate exchange of planning information within
the region. Since then, the HK Planning Department
has invited and received counterpart delegations
and implemented exchange programmes for officers in the planning authorities of the Mainland.
In 2009, the ‘Seminar on Regional Planning in the
Greater Pearl River Delta Region’ (Figure 11) was
organised by the HK Planning Department to provide a discussion platform for relevant authorities,
experts and academics in the GPRD region to share
the initial findings of the relevant studies and exchange views. Recently, officers of the HK Planning
Department have been invited to take part in expert
meetings and seminars in the Mainland and Macao.
Topics of common concern as presented by the HK
side include town planning ideologies, planning systems, regional cooperation and planning initiatives
and HK’s experience in promoting sustainability and
liveability.
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Joint planning studies have provided strategic
analyses and recommendations for the governments
of the three places to refer to in formulating their own
plans and cross-boundary policies.

Figure 9: Study on the Action
Plan for the Bay Area
of the Pearl River Estuary
– the study area
Source: Planning Department,
Government of the HKSAR

Figure 10 : Surveys on crossboundary activities
Sources: Census and Statistics
Department and Planning
Department, Government of
the HKSAR

Figure 11: Seminar on regional
planning in the Greater Pearl
River Delta Region
Source: Planning Department,
Government of the HKSAR

Some Observations and Reﬂections
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—
Progressing Paradigms
of Regional Planning Cooperation
In the early years, planning cooperation between HK
and the PRD region primarily focused on addressing
basic cross-boundary traffic needs. This was largely
driven by the increasing socio-economic interactions between the two places and the shifting of the
production base from HK to the PRD region, which
have exerted tremendous pressures on the crossboundary infrastructure. Regional cooperation then
was often project-oriented and conducted on an ad
hoc basis.
As a corollary of the emergence of the GPRD region,
the scope of regional planning has been broadened
to cover inter alia, transport infrastructure planning,
individual development projects, surveys and joint
planning studies with a cross-boundary dimension,
and topics of common interest, notably enhancement of living quality, sustainability and climate
change. In terms of spatial and time horizon, their
nature has extended from individual projects to a
more integrated and forward-looking overall development strategy for the entire region. Furthermore,
exchanges and communications within the region
have become more frequent and institutionalised.

Figure 12: Hong Kong - a leading global city in the region
Source: Planning Department, Government of the HKSAR

In essence, the paradigms of regional planning cooperation among the three places in the GPRD region have been progressing with their accelerating
interactions on various fronts.
Appreciating Diversity,
Promoting Mutual Enhancement
Notwithstanding that the GPRD region belongs to
the same geographical region, the development
characteristics and trajectories of its constituent cities could vary substantially. HK and Macao, for example, are commonly regarded by their PRD counterparts as intrinsically more ‘global’ in their economy,
cityscape and culture, partly attributable to their
respective British and Portuguese colonial history.
While both cities are now part of China, they are enjoying the SAR status in China under the framework
of ‘One Country, Two Systems’ with a high degree of
autonomy.
This political reality is respected and reflected
in two significant documents relating to the development of the GPRD region, namely ‘the PRD
Outline’ and ‘the Outline of the 12th Five-Year Plan for
National Economic and Social Development of the
People’s Republic of China’ (the National 12-5 Plan,
PRCG 2011):
t ‘The PRD Outline’ advocates the strengthening
of PRD’s cooperation and coordination with HK
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sive transportation system for the overall region.
In both documents, a key message is the importance of appreciating the diversity of the region
and strengthening regional cooperation based on
the principle of mutual enhancement. Taking on
board the official directives, it is envisaged that the
PRD region will continue its regional restructuring
initiatives to promote economic integration and
cooperation. In recent years, the nine municipalities have one after another entered into cooperation framework agreements on regional integration.
The process has given rise to the formation of three
‘Economic Circles’, namely those of: GuangzhouFoshan-Zhaoqing with Guangzhou as its core city;
Shenzhen-Dongguan-Huizhou, which encompasses
the eastern PRD region with Shenzhen as its core
city; and Zhuhai-Zhongshan-Jiangmen, comprising
the western PRD region with Zhuhai as its core city.
As regards PRD and the HK and Macao SARs, instead
of moving towards ‘integration’, the trend is more
towards deepening cooperation to achieve mutual
enhancement under the framework of ‘One Country,
Two Systems’.
In the course of sharing our planning experience
with the PRD and Macao counterparts on various
occasions, my colleagues and I always found it fascinating to learn about the diverse political, economic,
social and cultural realities of other cities with a view
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and Macao following the principle of mutual
benefit and enhancement, particularly in terms of
urban planning, rail transit networks, information
networks, energy base network and urban water
supply; and
t ‘The National 12-5 Plan’, in recognition of the
varied development patterns of different cities,
calls for the promotion of the regional economic
integration of the PRD region, scientific planning of the functional positioning and industrial
distribution among cities, and coordinated
development of infrastructure in the region. This
is the first National Five-year Plan to dedicate
a chapter to the HK and Macao SARs. This
highlights the Central Government’s support for
HK in various ways, such as her functions and
positioning as an international centre for financial services, trade and shipping. In addition, it
spells out the direction of cooperation between
HK and the Mainland cities, such as the development of a world-class metropolitan cluster with
enhanced competitiveness, the development
of a financial cooperation zone led by HK in
terms of its financial system and backed by the
financial resources and services of the PRD cities,
expediting the development of the GD-HKMacao Quality Living Area, and strengthening
the planning and coordination of a comprehen-
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of identifying areas of common interest to foster a
more meaningful and fruitful form of exchange and
cooperation. This will form the basis of our future
dialogue and interaction with the PRD and Macao
counterparts.
In our joint commissioning of the Bay Area Study,
we endeavour to identify the key areas of mutual
enhancement. The Bay Area, encompassing 17
districts of five cities surrounding the Pearl River
Estuary, HK and Macao SARs, is a diverse entity under very different administrations. Noting that the
rapid development of the Bay Area in the past has
given rise to environmental and ecological impacts,
lack of leisure spaces, inadequacy of social facilities
etc, the Bay Area Study aims to promote liveability, a
concept that has become the key concern of people
nowadays; thus a more humanistic planning approach is in vogue. In the international benchmarking and ranking of cities and city-regions for their
competitiveness, ‘liveability’ is also becoming a salient consideration, alongside economic competitiveness. Moreover, ‘liveability’ could better be achieved
through coordinated, collaborative and synergic efforts of the cities in the GPRD region, by virtue of the
symbiotic relationship of their living environs.
Throughout the study process, GD, HK and Macao
have cooperated on an equal basis. The recommendations of the Study comprise largely principles and
directions that could serve as a reference by the
three places when considering their own planning
proposals. The respective governments will take
forward those recommendations to formulate their
own action plans and projects, taking into consideration their individual social conditions and following
their established mechanisms.
Knowledge Sharing, Community Involvement
Jointly undertaking planning studies with the PRD
and Macao counterparts is also instrumental to cultivating mutual trust and promoting knowledge
sharing within the GPRD region. As compared to
visits, seminars and conferences, which are often
conducted on an ad hoc basis, joint studies can better facilitate the building of a longer-term and continuous platform for the sharing and dissemination
of planning information and ideas.
The GPRD Study (section “Joint Planning Studies”)
is the very first study in China on the coordination of
spatial planning involving different systems. It serves
as a high-level strategic outline of recommendations

on key planning issues and provides a reference for
the respective governments in formulating policies
on regional cooperation and cross-boundary matters. As a spin-off, we have the Bay Area Study with
a focus on enhancing the liveability of the Bay Area.
In addition, there are similar collaborative efforts in
other realms such as the formulation of the Regional
Cooperation Plan on Infrastructure Construction and
the Regional Cooperation Plan on Building a Quality
Living Area. These studies have indeed provided a
valuable platform for a cross-fertilisation of ideas.
The study process is also worth mentioning. The
GPRD Study can be regarded as a pioneering step in
fostering cooperation in the GPRD region through
a more proactive and institutional approach led by
both government and relevant stakeholders, mostly
expert advisors including planning professionals
and academics. In the Bay Area Study, a more inclusive approach has been taken forward to involve the
wider community. Not only did that public consultation commence in HK, GD and Macao simultaneously in January 2011, the three sides also launched the
study website so that residents of the three places
could have a better understanding of the Study and
express their views. Through this concerted effort,
the GPRD community could learn more about the
development of the region and share its vision of the
future. Such practice was also adopted in planning
for the development of Lok Ma Chau Loop, in that
a series of public engagement activities were carried out in both HK and Shenzhen in 2008 to collect
views from the experts and general public on the
possible future land use thereof.
To further promote knowledge sharing with our
regional counterparts, we have begun to share
cross-boundary travel information, which is vital to
government planning work relating to cross-boundary transport infrastructure, community facilities,
etc, with three of our neighbouring cities (i.e. Macao,
Shenzhen and Zhuhai). In the early period of our
cooperation, we found that similar cross-boundary
travel surveys or models were neither available nor
comparable in other cities. Based on the principle
of ‘tackling the easier issue first’, a common crossboundary travel information database has now been
established, comprising inputs on socio-economic
statistics, highway and railway information, and
cross-boundary travel data, etc. from all four parties,
which serves as a good reference for the respective
governments in their planning work.

Endnotes
1 According to one of the major sources i.e. the Guangdong
Statistical Yearbook of Table 1, the figures refer to the whole
area of 9 PRD cities. It is larger than the PRD Economic Zone
portion of the GD Province, which forms part of the GPRD
region as defined in section “Geographical Setting”.
2 The population figures of HK and Macao are both compiled
using the ‘Resident Population’ approach, under which the
resident population comprises ‘Usual Residents’ and ‘Mobile
Residents’. Figure of the Mainland as a whole extracted from
the China Statistical Yearbook and Guangdong Yearbook refers to
year-end permanent population.
3 It should be noted that no adjustments are made to eliminate
duplication due to trade/foreign direct investment/tourism
between the territories.
4 Mainland visitors to HK and cross-boundary vehicle traffic have
been subject to some kind of control. Mainland visitors to HK
are required to seek approval from the immigration authorities,
while cross-boundary private cars are subject to a quota system
jointly administered by the HK and GD authorities.
5 Persons who have the status of HK Residents but residing in
Shenzhen are attending schools in HK for various reasons, such
as to enjoy the subsidised/free education in HK.
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—
To me, the greatest achievement of the planning
interactions among the HK, Macao and PRD counterparts all through these years is the cultivation of
mutual trust which has in turn facilitated regional
planning cooperation. In the early days, the planning mindsets, goals and objectives and the town
planning systems were in fact quite different between HK and the other parts of the GPRD region.
Through proactive and unceasing dialogue and
collaboration, planners in the region have gained
better mutual understanding and are becoming
more aligned in their values in achieving sustainability. On realms with clear mutual benefits, such as
the planning and development of cross-boundary
transport infrastructure to promote the flow of people and economic activities, remarkable progress
has been achieved. For other, more complicated
issues of common concerns, such as promoting the
liveability of the region, strenuous coordinated efforts will be required through continual discussion
among the relevant stakeholders.
Based on the rapport of close cooperation, the
GPRD region is now working towards an overall
development goal: to jointly build the most dynamic, internationally competitive, world-class city
cluster in the Asia-Pacific region. Yet, there will be
challenges ahead. As noted in the PRD Outline,
the rapid economic growth and urbanisation of
the PRD region in the past has caused planning
problems in some areas, such as urban sprawl, environmental pollution, etc. On the other hand, as a
leading global city in the region, HK will have a pivotal role in realising the overall development goal
of the GPRD region. To many cities in the region,
the relevant planning experience of HK, both success and failure, is regarded as a good reference for
responding to these challenges. We have been enthusiastic about sharing the planning experience of
HK on compact city development, prudent use of
land resources, integrated planning with regard to
land use, transport, the environment, community
engagement, and last but not least sustainability
and liveability. In fact, these are hot topics for seminars and conferences on the Mainland to which
the HK Planning Department was often invited to
participate. Hopefully, our past experiences could
shed some light on the development path of our
neighbours in this dynamic region.
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The New Macau:
Challenge and Opportunity
in the Wave of Hyper
Development

Pui Si Natalie Hon

Macau - A Place Where East and West Meet
—
Located on the west bank of the Pearl River with a
land connection to Zhuhai City of the Guangdong
Province and surrounded by the South China Sea,
the evolution of Macau’s urban development has
been shaped by its unique historical and political setting. This small territory, which measured
little more than 10 km2 at the beginning of the
20th century (Figure 1), has been an enduring but
ever-changing enclave between two worlds, China
and the West.
Macau has always been part of Chinese territory. It
formed part of the territory of the Qin Dynasty as
early as four to five thousand years ago (Lam and
Sam 1999). Originally a small fishing village, Macau
has taken on the role of trading port since the
16th Century when China’s economy had become
more dependent on trade after a long isolation
from the outside world. In 1557, the Portuguese

were permitted to carry out trading with China
and the Chinese authorities allowed them to
establish a trading port in Macau (Jackson 2004).
A settlement was gradually built, with significant
churches (Figure 2) and a protective wall, but it
was only after the Opium War in 1840 that the
Portuguese claimed Macau as its colony (Franke
1967, Ducan 1987).
Macau was once the outpost of all Europe in
China, providing a foothold to East India Company
officials and private merchants trading in Canton
(Willis 2012). Scholars argued that Macau’s
survival is in fact predicated on the principle of
‘give and take’ (or termed the ‘Macau formula’
from the Chinese perspective) to regulate SinoWestern relations up to the Opium War period
(Fok 1978, Wu 1997). The 1987 Sino-Portuguese
Joint Declaration laid the foundation of Macau’s
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The New Macau – Hotel Lisboa facing the competitors: Wynn,
MGM Grand, Galaxy and L’Arc on the NAPE.
Source: Jane Kong, 2012
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Figure 1: Map of Macau in 1912
Source: http://commons.wikimedia.org/wiki/File:MapaMacau1912.jpg

Figure 2: San Paulo Church drawn by George Chinnery (1774–1852)
who moved to Macau in 1825
Source: http://www.enotes.com/topic/Macau

independence and autonomy in the political and
the legal systems under the ‘One Country Two
Systems’ approach that is to apply for at least 50
years after the handover to mainland China.
Since that handover on 20 December 1999, a
series of policies implemented by the mainland
government and the government of the Macau
Special Administrative Region (SAR) has led to a
new wave of hyper-development in Macau. From
the end of the first decade of the present century,
Macau has enjoyed the fruits of regionalization
and globalization. There has been outstanding
growth in GDP and record numbers of tourists.
Indeed the global financial crisis of 2008 had a
relatively slight impact on Macau’s economy, with
unemployment remaining very low, just 2% in
the second quarter of 2012 (DSEC 2012). This was
mainly due to the popularity of Macau as a destination for tourists from mainland China.
With the prospect of economic growth acknowl-

edged locally, regionally and nationally, businesses
are demanding more land for economic development while local residents are pressing the Macau
Government for measures which will enhance
their quality of life. Driven in both cases by land
scarcity, a new round of reclamation and urban renewal are at the top of the Government’s agenda.
In the sections to follow, this paper provides next
an overview of the main socio- economic and
other changes that have been the driving forces
behind the development of modern Macau. The
third section is about the ‘give and take’ planning
approach and its consequences, as exemplified
by the NAPE land reclamation scheme. The fourth
section addresses the current major reforms to the
planning system, Macau’s attempts to diversify its
economy through the cultural and creative industries and the prospects for regional cooperation
in the wider Pearl River Delta area. The last section
presents some conclusions.

About Macau (2011)
Area

29.7 sq. km

Population

557,400

Official Languages

Chinese and Portuguese (English is also widely spoken)

GDP

MOP 292,09 billion (approx. US$36.51 billion)

GDP Growth in Real Term %

20.7%

GDP per capita

MOP 531,723 (approx. US$66,465)

Foreign Direct Investment

MOP 22.63 billion (approx. US$2.82 billion) (2010)

Visitor Arrivals

28,002,279

Exports (goods & services)

MOP 296.65 billion (approx. US$27.08 billion)

Imports (goods & services)

MOP 141.21 billion (approx. US$ 17.651 billion)

Newly Formed Companies

3,405
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Figure 4: About Macau 2011
Source: Statistics and Census Service, Macau SAR
Government, http://www.dsec.gov.mo
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Figure 3: Present day Macau - the white areas are the
neighboring Zhuhai City and Hengqin New District
Source: Cartography and Cadastre Bureau
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Year

Tourist Nos.

Year

Population (DSEC)

1999

7,443,900

1999

437,455

2000

9,162,200

2000

437,900

0.10%

2001

10,279,000

2001

436,686

-0.28%

2002

11,530,800

2002

441,637

1.13%

2003

11,887,900

2003

448,495

1.55%

2004

16,672,600

2004

465,333

3.75%

2005

18,711,200

2005

488,100

4.89%

2006

21,998,100

2006

513,400

5.18%

2007

26,993,000

2007

538,100

4.81%

2008

22,933,200

2008

549,200

2.06%

2009

21,752,800

2009

542,200

-1.27%

2010

24,965,400

2010

552,300

1.86%

Figure 5: Number of visitors to Macau, 1999-2010
Source: Statistics and Census Service,
Macau SAR Government, http://www.dsec.gov.mo

% change

Figure 6: Population size and change, 1999-2010
Source: Statistics and Census Service, Macau SAR Government,
http://www.dsec.gov.mo

The Driving Forces Behind
the Development of New Macau
—
Macau benefits from a stable public finance and
monetary system. It offers a low tax rate, and it is a
free port and a separate customs territory. A sharp
economic downturn in the early 1990s was addressed after the handover by two specific measures, the liberalization of the gaming industry by
the Macau Government in 2002 and the ‘Individual
Travel Scheme’ (ITS) policy which was launched by
the mainland government in 2003. These two policies together have stimulated the supply and demand side of the tourist industry. Since tourism is
the ‘dragon head’ industry of Macau’s economy and
much of its revenue is obtained from gambling, the
number of tourists visiting Macau are at a record
high (Figure 5) and this has been the driving force of
the hyper-development.
Macau’s resident population has also been rising
(Figure 6). Currently, one-fifth of the total population
is made up of overseas workers. However, instead
of providing housing for that increased population,

the overwhelming emphasis has been on the rapid
construction of ‘mega developments’ of hotels, casinos and resorts to accommodate the growth of
tourism. The ‘give and take’ approach has allowed
the Macau Government to respond quickly to the
opportunity presented by gaming liberalization and
the Individual Travel Scheme (ITS).
Liberalization of the Gaming Industry
Whereas nearby Hong Kong was developed by its
British colonisers as a trading port, in Macau the
Portuguese authority legalized gaming in 1847 as a
way of diversifying its economy. Macau remains the
only territory in China that has legalized gaming.
From 1962, the gaming operation was run as a
monopoly, the sole operator being Stanley Ho’s
company, Sociedade de Turismo e Diversões de
Macau (STDM). In the 1990s, there were nine casinos
owned by STDM. Since then the gaming industry
has undergone a complete transformation follow-

Gaming Revenue*

% change

2005

47,133.70

2006

57,521.20

22

2007

83,846.80

46

2008

109,826.30

31

2009

120,383.10

10

2010

189,587.80

57

*million MOP 1 USD = 7.992MOP

Figure 9: Casinos and tourist facilities at Coltai Strip with
the old town of Taipa in the foreground. Source: Author

Figure 8: Gaming revenue
in Macau, 2005-2010
Source: Statistics and Census Service,
Macau SAR Government,
http://www.dsec.gov.mo
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Figure 7: Number of casino
in Macau, 2005-2010
Source: Statistics and Census Service,
Macau SAR Government,
http://www.dsec.gov.mo
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activities
1998

9.81

3.82

10.71

27.43

24.61

1999

9.79

3.59

10.47

26.19

23.98

2000

10.08

2.64

11.18

23.96

27.86

2001

8.32

2.28

11.83

22.64

30.20

2002

7.18

2.68

12.54

21.68

31.94

2003

6.15

3.91

11.69

20.23

36.64

2004

5.12

4.39

12.73

18.80

39.13

2005

4.30

8.68

11.88

22.21

34.93

2006

3.88

13.23

11.34

23.10

33.31

2007

2.79

13.83

11.69

22.75

35.59

2008

1.97

12.60

12.14

23.02

37.18

Figure 10: Share of Macau’s Key Industries in Macau’s GDP, 1998 – 2008 (in percentage)
Source: DSEC 2010, various years information compiled by the author

ing liberalization. Las Vegas Sands is the first global
corporation to have invested in Macau. It opened its
first casino on the Macau Peninsula in 2005. Others
including Wynn, MGM Mirage, Melco, and Galaxy
gradually entered the market.
In total six gaming licences have been issued by
the Macau Government since liberalization in 2002.
From 2005 to 2010, the number of casinos doubled
from 17 to 33 (Figure 7). Meanwhile, revenue from
the gaming industry has recorded double digit
growth (Figure 8).
In a city with half a million population and a land
size of less than 30 km2, the economic gain from the
gaming industry has raised Macau’s international
profile, particularly since 2005. Judging by the size of
the gaming revenue, Macau is now considered to be
near the pinnacle of the gaming world (Yeung et al,
2008). However, this would not have been achieved
without the reinforcing effect of the “Individual
Travel Scheme” (ITS).

The Individual Travel Scheme (ITS)
The ITS was implemented in 2003 by the mainland
government. Prior to this policy, mainland residents
could only visit Hong Kong and Macau as part of
tour groups or on business visas. The outbreak of endemic severe acute respiratory syndrome (SARS) in
2003 adversely affected the economy of Hong Kong
and Macau. The mainland government initiated the
ITS which aimed to revitalize the economy of both
cities. Mainland Chinese visitors accounted for more
than 50% of the total visitors to Macau and nearly
80% of them came to Macau via land (DSEC 2010).
Macau took great advantage of the ITS. As shown
in figure 8, hotels and restaurants together with the
gaming sector contributed nearly 50% to Macau’s
GDP in 2008, while the manufacturing sector’s share
has rapidly declined. Because the economy is so reliant on tourism and gambling, if the flow of tourists
slows, this could hugely damage the relatively small
market. In recent years, the Macau Government has

Plano de Almeida Ribeiro

Height control and set back

Plano de S. Januario e Guia

Height control

Plano de Penha/Barra

Plot ratio and height control

Reconstruction Plan of the Inner Harbor

Zoning for type of land uses

(Portaria No. 218/90/M, Portaria
No. 171/95/M and Ordem Executiva No. 5/2002)

NAPE Plan (Portaria No. 68/91/M)

Control of building forms, height and bulk

Figure 11: Selected examples of district plans in Macau
Source: DSSOPT, Macau Urban Planning Law consultation document available on http://www.dssopt.gov.mo/

pushed for diversification of the economy. As will be
described in the section The Opportunities Ahead,
one of the sectors that it has encouraged is the creative industry the basis of which is its unique blend of
Eastern and Western culture.

‘Give and Take’ and Its Implications
—
The urban planning system in Macau was based on
the legislation developed by the Portuguese. That
relevant to city planning was the ‘General Plan on
Improvement of Cities and Towns of the Kingdom’
and the ‘General Regulation on Urban Constructions’
(Chui S.P., Zhao, B.S. 1999). Although the plans are
available, they were never made public and were for
internal reference, for issuing building permits. In the
1980s, Macau introduced the ‘Land Law of Macau’”
which set up the basic legal system for land use, construction, environmental protection, heritage protection, land ownership and the compensation system
for land appropriation. The ‘City Plan Directive of
Macau Territory’ was formulated by the Government
in 1986 but it has never been implemented.
At local level, a number of district plans were published to provide guidelines for redevelopment and
to protect heritage structures. Therefore, the key
planning tool which guides the building height, type
of uses, building line, etc. is the district plan (Figure
11). In the 1990s, plans for the new reclamation ar-

eas such as NAPE and the Nam-Van Zone were made
public. However, in some cases, these plans were
modified without public consultation.
The above district plans only provide basic guidelines for development; they are supplemented by
regulations on urban construction and fire prevention. Beyond these documents, there is no integrated
strategy on urban and economic development, the
consequences of which include land use conflicts,
traffic problems and lack of identity.
The NAPE reclamation provides an interesting
case study. This scheme was designed by a Hong
Kong based architectural and planning practice in
conjunction with a firm of Portuguese architects and
other companies. There was no participation by the
general public. The reclamation consisted of an urban grid of 144m by 72m approximately, encompassing six large street blocks along its length together
with a central reserve consisting of an open greenspace (Figure 12). The original plan has been described as being ‘characterized by clarity of principles
and geometric rigor but sufficiently flexible to ensure
the survival of those few disciplining elements of the
plan when confronted with eventual changes in decisions about the occupation for the area’ (Karakiewicz
J, Kvan T 1997). One influence was the 1991 district
plan Portaria No. 68/91/M. This provided for ‘Greater
flexibility in usage but more rigidity in physical form’.
Under ‘give and take’ and the tremendous pressure from investors, empty lots on NAPE next to
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Plan

Figure 12 (left): Original land use plan of Portaria No. 68/91/M
Source: Base map from the doc of DSSOPT, color code edited
by the author
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Figure 13 (right): Narrow street but mega buildings at NAPE
- with casinos and other tourist facilities just across the street
from residential units. Residential buildings were there years
before, ahead of the gaming liberalization.
Source: Kamiena Wong of MUPI 2012

residential development were immediately ‘given’ to
those investors to develop tourist facilities, including
casinos (Figure 13). Indeed, since there is no master
plan or strategic plan for Macau, investors have no
other choices and they can only ‘take’ whatever the
Government ‘gives’ to them.
Among the consequences, even nowadays, it is difficult to reach NAPE by public transport compared
to other parts of Macau. In addition, the road network connecting NAPE to other urban centers has
not been well conceived. There are numerous bottlenecks for traffic and the townscape is dominated
by huge blocks which lack a sense of space and
character. Pedestrian movement is directed through
tunnels under the Friendship Avenue. But there is a
general problem of a lack of pedestrian crossing facilities and this causes illegal street crossing at busy
traffic intersections, an everyday occurrence at NAPE
(Figure 14).
Other consequences of ‘give and take’ were that
no buffer zones were provided between residential
buildings and casinos. Public nuisance such as air

and noise pollution, light pollution generated by the
electronic signage of casinos, traffic congestion, the
reduction of green space given over to road expansion, shadows of towering casinos cast on neighboring residential buildings, and the blocking of views
arose when NAPE was transformed into a melting pot
of residences, offices, and gaming and entertainment
venues.
For years, nearby residents and office workers
were disturbed by noise and heavy traffic during the
construction of these mega developments. Existing
public infrastructure – sewerage systems and power
networks were unable to serve the new casino-hotel
developments and thus upgrading was needed. A
new substation had to be squeezed into an open
space. The local quality of life is seriously threatened
by these economic developments.
NAPE is a classic case which demonstrates the
downside of fast urbanization under the pressure of
rapid economic development. Without a long term
and coherent vision of urban, social and economic
developments, the local residents’ quality of life is

Figure 14 (left): Lack of street crossing facilities and illegal crossing
is a common scene at NAPE
Source: Kamiena Wong of MUPI 2012

left badly impaired. And with the Government under complete control of plan making and building
approval, the general public has been unable to
gain access to planning information and to influence
matters.
Undoubtedly, ‘give and take’ has allowed the
Government to respond quickly to economic opportunity and has enabled Macau to overtake the Las
Vegas Strip as the world’s richest gambling market.
However the cost has sometimes been high in terms
of quality of life and there has been corruption too.
That resulted in Macau’s former public works chief
being sentenced to 28 years in prison following his
conviction in 2008 and 2009 for taking bribes, laundering money and abusing his power when approving certain construction contracts.
After the news about that official was made public, Macau was in a state of shock. From professionals
to laymen, the issue of bringing accountability and
transparency to the legal urban planning framework
came to the fore. The crisis indeed turned into an opportunity for the Macau Government to modify its

‘give and take’ approach into a more comprehensive,
integrated planning framework that balances the
quality of life of local residents and future economic
development.

The Opportunities Ahead
—
Making Planning Procedure
Legitimate and Transparent
Since 2008, the Macau Government has conducted a
number of urban planning studies aimed at establishing a legal planning framework in the future. Experts
from Guangdong, Beijing and Shenzhen have been
invited to conduct studies. According to research carried out by the City Development Research Centre of
the Guangdong Provincial Urban and Rural Planning
Research Institute, the current urban planning system of Macau is inconsistent and cannot meet the
needs of the city’s rapid urbanization. The Macau
Government is determined to encourage the public
to provide their comments and make suggestions
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Figure 15 (right): Land use of NAPE 2010
Source: Base map from the doc of DSSOPT, color code edited by the author
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about the draft version of the urban planning law. To
this end rounds of public meetings and workshops
have taken place (Figure 16).
The draft version of the new law proposes two levels of statutory plan: a master plan for Macau and a
detailed plan. The master plan will cover the development strategy of Macau, land zoned for protection,
heritage conservation and, green space and major
city infrastructure. The detailed plan will lay out more
specific land uses and their requirements such as the
purpose of land use, land development indicators
including limits on the height of buildings and floor
areas, as well as the requirements for transportation
networks, public facilities and public spaces.
In addition to urban planning law there will be
complementary regulations which aim to create a
better urban environment for living and sustainable development. The system will also enforce strict
procedures on land resource management to guard
against ‘erratic decision making’ by public officials
(following the event described above).
Public consultation is also integrated into the planning process. The authority is required to launch a
60-day consultation prior to each planning proposal
to collect feedback from the public and the property
owners affected, as well as from official bodies. The
final draft version of the urban planning law has recently completed the last round of public consultation and will be sent to the Legislative Assembly by
the end of 2012. By making planning procedure legitimate and transparent, the public can participate

in and monitor the master plan and the detailed
planning process. The new legislation will establish a
firm, comprehensive and transparent base for planning in Macau.
Promoting the Cultural and Creative Industry
In the 21st century the cultural and creative industry
is one of the major industries in the global market.
On a national level, the 12th Five-Year Plan states that
Macau’s development in this field will be expedited.
The Macau Government has responded to this and
integrated the development of the sector into its
2011 Policy Address. This states:
‘The SAR Government will put resources into the development of the cultural and creative industry in the
implementation process of appropriate economic
diversification. The Government will support local cultural and creative work and study the preservation of
cultural works with outstanding artistic contributions
and local characteristics, so as to enrich the local cultural heritage.’
Macau SAR Government 2010

To further assist local artists who are committed
to the cultural and creative industry, the Cultural
Industry Committee (CIC) was set up in May 2010. It
is a consultative body which canvasses opinions and
suggestions from the general public and artists on the
development of the local cultural industry, and formulates policies, strategies and measures suitable for the

Figure 16 (left): In May 2012, the Macau Urban
Planning Institute hosted a public seminar
and invited planning experts to discuss the
urban planning system in mainland China and
Hong Kong
Source: MUPI 2012
Figure 17 (top right): Chair Designed by local
artists from Macau
Source: Kamiena Wong of MUPI 2012
Figure 18 (bottom right): The Old Court House
has been converted into an exhibition space
for the cultural and creative industry
Source: Kamiena Wong of MUPI, 2012
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local community. CIC has also promulgated the framework of Macau’s cultural industry policy which has five
areas of focus: promotion, funding of the industry,
training of personnel, administration and legal assistance, as well as research and study. Another agency,
the Department for the Promotion of the Cultural and
Creative Industries in the Cultural Affairs Bureau, was
established by the Government in 2011. Its function is
to foster the development of the industry.
At the community level, several non-governmental organizations have been formed in the past
three years, such as the Centre for Creative Industry,
Creative Macau, Espaco de Arte de Albergue, 10
Fantasia, etc. These local artists groups have come together to promote the cultural and creative industry
in Macau. Historic buildings are being reused for this
purpose. For example, the Old Court House in Macau
was converted into a venue for a visual arts exhibition
(Figure 18). The Government is conducting a number
of planning studies which aim to revitalize the old
districts by providing office space, artist’s workshops,
small exhibition spaces, black box theatres and cafés
and restaurants.
Cooperation with the Cities
in the Pearl River Delta
Even with the reclamation that has taken place over
a century, the acquisition of new land for urbanization is the greatest challenge to a small territory like
Macau. This is because Macau’s territorial limits do
not extend beyond its shore line. As a result, for a
single inch of reclamation, approval from the central
government of the mainland is required. This is one
of the areas where the decision of the central government to foster greater cooperation among the
Greater Pearl River Delta cities and townships can
assist Macau. Current joint projects include: the construction of the Hong Kong-Macau-Zhuhai Bridge;
the planning of a new 24-hour border crossing point
between Macau and Zhuhai City and; the joint development of Henqgin Island by Macau and the Hengqin
New Area governments. 1
A budget of 100 million Yuan per annum (US$15.9
million) will support Hengqin’s major infrastructure
construction during the 12th Five-Year Plan period
(2011-2015) (Hengqin New Area Government 2011).
Under the Closer Economic Partnership Arrangement
(CEPA), the provincial government also supports
Hengqin in exploring ways of issuing, publishing and
copyright trading of publications either as a joint

venture with Hong Kong and Macau or through sole
proprietorship. Hengqin is also exploring initiatives in
the fields of commercial performances and film production in conjunction with Hong Kong and Macau
and other partners. Other regional cooperation
projects, including the Guangdong-Macau Chinese
Medicine Industrial Park, the University of Macau
Hengqin Campus (Figure 20) and the Macau Creative
Industry Incubator, are either in the planning process
or under construction.

Conclusions
—
After ten years of hyper development, the Macau
Government has learned the importance of economic diversification and transparency in the urban planning process. Policies have been launched to resolve
the problems and take advantage of the next wave of
development, particularly, the policy that supports
the cultural and creative industry. Compared with
developed countries like the UK, US and Singapore,
Macau’s cultural and creative industry is still in its infancy. It will take more time to assess and evaluate its
success or failure, but future generations will benefit
in terms of job opportunity and diversity.
At a regional level, greater cooperation with Macau’s
neighbor Zhuhai would definitely yield a ‘win-win’
situation, whereby Macau can benefit from new land
resources and Zhuhai City can widen its economic opportunities and realize its ambitions to develop into
a sustainable community (Zhuhai City Government
2012). However, there is as yet no truly effective regional authority able to co-ordinate the planning process under ‘One Country Two Systems’. Yang’s research
has outlined some of the complexities that underlie
the scope for greater co-operation between the various entities (Yang 2006). Certainly, many questions
on regional governance, the long term funding of
projects and other cooperation remain and they are
subject to further research and discussion amongst
the officials and scholars of both cities as well as those
of the Greater Pearl River Delta generally.2

Endnotes
1 Hengqin Island lies a short distance to the east of Macau’s
Taipa and Coloane Islands
2 More details of this regional co-operation are set out in Jimmy
Leung’s paper that appears elsewhere in this book.
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Figure 19: Land use plan of Hengqin Island
Source: http://www.hengqin.gov.cn/en/

Figure 20: The University of Macau Hengqin Campus is under construction
Source: Author
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Rapid Urbanization
in India: Fissures
in Fast Growth

Kavas Kapadia

An attempt has been made to evaluate in a
comprehensive manner the success of Indian
cities against the indicators of sustainability in a scenario of unbridled growth. An
intricate link can be shown between city
growth, globalisation and sustainability.
Globalisation has promoted the conditions
for rapid urban growth. In most Indian metropolitan cities, no sustainability parameters
are built into planning norms. Automobile
numbers and use is out of control, air and
water is polluted. As a result, Indian cities
are mere agglomerations of massive population, with a majority of residents surviving
with a highly compromised quality of life.
The city is sustainable neither with respect
to physical resources nor in terms of safeguarding its cultural and social vulnerability,
with the highly westernised, new rich lifestyle exacerbating the problem. The scenario
of an urbanising India is grim unless some
steps are taken to remedy the situation.
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Introduction
—
A cursory look at the growth of Indian cities
indicates that urbanisation is on a fast track; both
metropolitan cities and small towns (class II Cities)
are growing (Figure 1). And the rate of growth of
small towns is accelerating. ‘Urban’ in India is a
quantitative term (Census of India 2001)1 but there
are crucial qualitative questions which must be
addressed: Are the cities livable? Do they offer a
quality of life? Are they sustainable?
The universally accepted definition of sustainable development as provided by the Brundtland
Commission Report (World Commission on
Environment and Development 1987) is ‘…..
development that meets the needs of the present
without compromising the ability of the future
generation to meet their own needs’. The spirit of
the declaration of ‘sustainability’ lies in the use of
available resources with consideration for others,
that is, the generations to follow. One of the key
words in the definition of sustainability which has
gone unnoticed is ‘need’.
In the 1930s Mahatama Gandhi gave this subtle
warning:

Population in towns

Figure 1: Growth of cities in India

“God forbid that India should ever take to industrialisation after the manner of the West. The
economic imperialisation of a single tiny island
kingdom is today keeping the world in chains. If
an entire nation of 330 million took to similar economic exploitation, it would strip the world bare
like locusts“(Kiely 2005)
The insatiable appetite for the possession of earthly
goods and the spectre of consumerism that has
swept the world to keep the idea of globalisation
afloat, have together completely redefined the concept of ‘needs’ for people in general and especially the
growing Indian middle class, with their disposable income. Since the city provides a setting for indulgence
this has far reaching consequences on the life style,
quality of life (QOL) and development of cities.
In the 23 years that have followed the proclamation
of the Brundland Commission, however, very little has
been seen in terms of conviction from governments
around the world implying any sincere resolve to do
anything about the same. India especially has been
preoccupied with sustaining rapid urbanization.

and as a demonstration of their new-found wealth.
Cars choke up the roads, lead to road rage and pollution, and property purchased as investments hike
up property prices which keep the poor and disadvantaged groups out of the market. Both are results
of rapid unplanned growth, since there are no rules
regulating the purchase of cars or property. In fact
the property market in India is very well tuned to
absorb a large part of ‘black money’ (unaccounted
for wealth). The rapidly growing cities of India have
a thriving property market and that in turn prevents
the poor from purchasing or owning property or
land. This leads to more illegal squatting on public
land and more informal employment in cities, more
uncertainty for numerous residents and a more unsustainable situation. Thus rapid urbanisation in
India, unless planned for and controlled, recreates
conditions of unsustainability.
Since sustainability has so many dimensions, it
becomes imperative to determine how limited resources will be used within the regenerative capacity constraints of the city - all the more since the city
is one of the major manifestations of the collective
actions of a society.
The idea of sustainability is closely linked to the
concept of ‘needs’ as stated earlier. The consumer
culture on the other hand has inflated the sense of
‘needs’. The ‘shopping mall’, is a symbol of conspicuous consumption that has heralded the conversion
of the citizen to a consumer and is selling him the
product that he does not need. The traditional town
has lost out to the mall. In fact the large malls have
successfully replicated the essential elements of
the traditional town - the street, the meeting places
and the places of entertainment and trade, aided by
technological gizmos.
Globalisation induces standardisation, the culture
of unification, not only amongst societies but also
in the physical features of settlements. It takes very
little effort today to blend into an amorphous city
culture and end up with a physical environment that
is ‘global’ rather than be derived out of regional or
local concerns and be rational and different. Similar
buildings, building materials, technology, work and
life style, and travel characteristics yield cities that
are quite the same in basic character, with the same
ill effects. Paradoxically, for this reason alone, globalisation accentuates the search for the uniqueness
offered by local character, in order to place the city
more advantageously in the global network.

RAPID URBANIZATION IN INDIA: FISSURES IN FAST GROWTH

—
The unplanned rapid growth takes a toll on sustainability on the one hand and promotes a degraded
QOL on the other. The functional requirements of
globalisation demand that all major cities, including
metropolitan cities where the question of sustainability is most vitally challenged, become an integral
part of a global ‘network’. The ill effects of failure of
sustainability brings home the realisation that the
city is a ‘system’. On the face of it, urban sustainability is all about the use of resources such as land,
water and air. However, with the global forces at
work, it spills into the realm of other vital functions
of the city like provision of jobs, fostering a clean
and productive environment, providing an equitable and a just society for social classes and genders
and the provision of amenities and services such as
shelter, water, sanitation health and security to all its
citizens. These are all qualities that would enable the
city to fit into a category of global network of cities
of similar importance.
Besides physical parameters, sustainability involves socio-cultural dimensions of society, rendered vulnerable due to the intrusion of alien cultures via the conduit of telecommunications. There
is also an inherent cultural conflict between the
prevailing norms of the societies in question with
those that ‘globalisation’ sometimes demands. The
globalisation of the economy is clearly not keeping
pace with the globalising of ethical practices. The
negative consequences of the global world reflects
itself in the Indian context in painful ways. India is
a country with tremendous variety represented by
different states. Movement of population from one
state to others must enrich the receiving state’s cultural and economic resources. But as sadly noticed
in the recent past, the emerging trend in some of the
most prosperous states is that the in migrating population is seen as a threat to the limited employment
capacity of the state and the situation of migrants is
politically exploited (The Hindu 2010).
The ‘resources use’ part of the sustainability argument progressively adds up to the end result of
increasing waste, pollution and global warming.
The rapid pace of urbanisation, accelerated rate of
consumerism and indiscriminate abuse of natural
resources is compounded by the behaviour of a
small percentage of the emerging middle class who
target cars and property as essential possessions
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Urbanisation and Sustainability
—
India’s urban scene is set to move to the next level
in decades to come. Urbanisation is no more an option, it is critical to India’s development. Over the
next 20 years, there will be an increase of over 250
million in the existing urban population and there is
likely to be a net increase of 270 million in those of
working age. Nearly 70% of these will seek employment in cities. This is a situation where the urban
economy will provide 85% of the Gross National
Product. However, this is not an encouraging scenario as 75% of urban citizens today exist on approximately US$ 1.5 per day (McKinsey Global Institute
2010) (Figure 2-3).
Metropolitan cities are the engines of economic
growth, job providers that promise the hope of a job.
Cities like Delhi and Mumbai add between 4 and 5
million in migrants to their annual population. Most
of them come from states which have a much lower
per capita income. It is an accepted reality today
that urban misery is preferable to rural misery. It is
estimated that in the next 25 years, there will be 240
million job aspirants migrating from rural to urban
areas (McKinsey Global Institute 2010). This does
not contribute in any positive way to any of our metropolitan cities as illustrated by the fact that about
50% or more of the population in Delhi, Mumbai,

Kolkata and other metropolitan cities reside in slums
or slum like conditions (Ministry of Housing and
Urban Poverty Alleviation 2007). Sustainability does
not come with a degraded -quality of life (Figure 4).
The issue of sustainability is at stake when the city
and its hinterland, becomes an object to plunder for
personal gain. Vested interests play havoc with established norms of development and the resulting
environment fails to respond to the parameters of
sustainability, because ‘need’ is replaced with ‘greed’.
The resultant scenario of a few luxury towers standing amidst a sea of slum like settlement has become
the norm rather than the exception in Indian metropolitan cities. Urban poverty, like affluence, becomes
concentrated in space and is, unfortunately, more
visible, especially in the metropolitan areas.
The huge economic disparity, one would think,
may discourage further inflow into the city, but cities have a universal magnetism and some inherent
advantages that have encouraged their growth all
over the world.
On the positive side, cities offer the advantages
of high density (Hossay 2006): the potential for a
range of employment; proximity of work and dwellings; opportunities for the sharing of resources, the
option of using public transport and; a generally
higher level of community interaction. Cities propagate economy of scale and spawn a completely new

Figure 2 (left top): Community housing
of poor, called ‘Chawl’ in Mumbai
Figure 3 (left bottom): A daily wage earner
in the informal sector
Figure 4 (bottom): Typical low income housing

Lessons From History
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—
The search for an indigenous character to establish
a unique identity for the city makes the study of the
traditional Indian city most relevant today. The traditional Indian city, like its counterpart elsewhere in
the world, was by nature a compact place, largely designed for pedestrian use and cycle rickshaws supported by horse driven Tongas2 on certain marked
routes. This was possible mainly due to the limited
spread of these settlements. Their population too
was limited. Shahjahanabad or old Delhi extended

over nine sq. km, Jaipur seven sq. km, Indore six sq.
km and Surat eight sq. km. In India’s post-independence era, most of these towns developed outside the
confines of their medieval boundaries in a random
manner and at a massive rate and scale (Figure 5-6).
In traditional towns, domestic life revolved around
an organically grown settlement pattern, closely knit
to a physical density that would permit essential
public open spaces in the form of streets and chowpals (public squares) and larger courtyards (Figure 7).
It is estimated that in a traditional medieval city
in India, courtyards and pedestrian streets occupied
nearly 30 % of the area and that two (or occasionally
three) storey buildings occupied the remainder. This
ensured that the buildings shielded each other from
the heat of the sun. Narrow pedestrian streets remained cool during hot summers and much cooling
was obtained through natural wind currents. This can
be observed in cities like Shajahanabad (Old Delhi),
Jaisalmer and other cities located in the hot dry climatic belt in India (Figure 8). It is pertinent to note
that courtyards and atriums were open to the sky and
not covered in glass, which would have trapped the
air inside. India is a tropical country and unlike Europe
the air needs to move freely to keep the surroundings
cool. The modern trend of roofing over courtyards
has come from the colder regions of Europe and the
US and was quite blindly adopted in India.
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culture epitomised by the glitz and glamour of New
York, London and Tokyo. Cities embody the history
and culture of the people and become the setting
for memorable literature and inspired creative endeavours. Besides being the arena for vested interests to exercise their power, cities are the setting for
the growth of tertiary sector ideas of modern communications, banking, research in science, technology and for the base of the billion dollar entertainment industry. ‘In many cases the birth rates are well
below replenishment levels in global terms, population growth has actually slowed in the growth of cities. Cities could indeed be helping to save the planet’
(Newman 2006).

Figure 5: Traditional Tongas
- mostly banned in India
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Figure 6: Cycle rikshaw. A
popular mode of travel in
small towns

Figure 7: An open public space
“Chowpal” in Old Delhi

Figure 8: A part of the old Delhi settlement showing the covered-open spaces

Figure 10: A covered atrium in Mumbai

Figure 11: The ‘Badgir’, traditional
Iranian architecture
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Figure 9: Painted courtyard
house of Sikar, Rajasthan

Figure 12: Crowded street
in Old Delhi
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—
The concept of density involves land and people.
Judicious use of land, ensuring the maximum return,
is of great concern in an urban context. It manifests
itself in many ways, the most prominent one being
high rise structures in the high land value zones.
People should, of course, be of even greater significance in this relationship but they are often left out
of the equation. Human life has several dimensions.
The one that fosters community development, increases contacts and hence quality of life, depends
on a certain level of density and use of land. Intensity
and use of land are key components of this relationship and, like any other variables, these too have an
optimal limit beyond which the QOL begins to suffer.
This phenomenon is seen in most Indian cities.
Densely packed cities and city centres in the old
towns, not supported by an equally substantial and
efficient provision of services, do not produce a very
conducive overall living environment.
Most Indian cities support a gross density distinctly higher than their counterparts in the west, and yet
the QOL in these cities is nowhere near that of their
counterparts in the developed countries. In fact the
residents themselves complain about ‘overcrowding’
in bazaars, shops, schools, hospitals, trains, roads and
other public places (Figure 13-14). Privacy becomes

RAPID URBANIZATION IN INDIA: FISSURES IN FAST GROWTH

Urban Density and Transport Today

a luxury. A study of Chinese cities has established a
figure of 168 persons per hectare as the optimum
beyond which environmental efficiency begins to
decline (Chen, Jia & Lau 2008). There is a tremendous
scope and need to ascertain the corresponding figures for different Indian and other global cities3.
Numerous global studies have established that
high density communities with overlapping activity zones and mixed land use are far more walkable than suburban neighbourhoods that are low
density and totally car oriented. Hong Kong with a
density of 1036 persons per hectare, compared to
Shahjahanabad with 950 persons per hectare, amply proves this point. This implies a restricted use
of the automobile, thereby controlling the carbon
footprint to a large extent. Cars and a car dominated
mindset have transformed many a society, often for
the worse.
The studies of gross residential densities in relation to the car fuel used per person in selected towns
clearly indicates an inverse relationship - the higher
the density the more fuel efficient is the city. The figure below highlights this relationship.
High densities, as seen in Mumbai and parts of
Delhi, cannot operate efficiently when each family
has one or more cars. Such high density presupposes
that most intra-city travel is done by means of mass
transportation. An independent study of New Delhi,
the National Capital Region (NCR) has revealed that
approximately 42 million man hours per month are
lost on the roads due to traffic congestion (Express
India 2010). Unfortunately, democratic liberty and
the open market economy would never permit the
forms of restraint that are in force in certain cities
in other parts of the world, of which Singapore is a
prime example.4
Indiscriminate car ownership and use not only
pollutes the environment, it chokes up roads, inhibits people from walking, and legitimises an inequitable society. It is contrary to the fundamental rules
of inclusive planning and demonstrates the divide
between the planning and implementing agencies.
However, in most cases, both are ill-equipped, deficient in know-how about city management and unsympathetic to the concerns of the general citizens.
Instead, decision makers should identify and pursue
planning policies that help the economic enhancement of the masses and promote social gain.
‘Suburbia’ is a western concept. In India most of the
people live and work in the city. Mixed land use is of
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Air movement is of extreme significance for our
country. The ‘badgirs’ (wind towers) of the desert
towns in Iran are examples worth learning from.
The indiscriminate use of glass in cladding buildings
in our country is a mindless act of defying nature
(Figure 9-11). This is globalisation’s gift to India.
Since the towns were predominantly pedestrian
entities, they ensured an interactive social community. In other words, the entire built up mass of
the city was a compact ‘monolithic’ volume with
small openings for the purpose of light, ventilation
and movement. Choice of building technology and
building materials, as well as social customs had a
huge role to play in it too, and that was expressed in
special architectural details and in the use of space at
the neighbourhood, residential level (Figure 12). The
biggest binding force was the citizen, the pedestrian
of the city. This is a most vital aspect to understand,
since in most Indian cities today the simple act (and
pleasure) of walking is fast disappearing.
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Figure 13: Unauthorised
housing of low income group

Figure 14: Residential street
in Kyoto, Japan

Graph 1: Relationship of density and fuel efficiency highlighted in
five selected cities. Transport energy is measured in Mega Joules
(MJ); one litre of gasoline equals 30 MJ; gross density is measured
in persons per hectare. Source: Kenworthy, J and F Laube 2001,
‘The millennium cities database for sustainable transport’
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Figure 15: Cruel new construction cutting a designer building in half
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great significance but not at the cost of cars crowding the work place. In order to persuade people to
reject their cars, a system of mass transit is required
that effectively serves the residential and associated
work areas. These areas, if not entirely within walking distance, should utilise light modes of transport
run on renewable energy, complemented by cycle
rickshaws. Strangely our governments think of cycle rickshaws as being ‘anti global and out dated’.
In practice, they are only quasi-legal: of the nearly
400,000 cycle rickshaws plying the streets in Delhi
only about one fourth are registered (Ravi 2006). In
western countries these modes are seriously regarded as short distance alternatives. This lopsided view
of QOL is very well illustrated in the report in The
Hindu (14th March 2012, P Sunerarajan) that “Half of
India’s homes have cell phones but no toilets”.
In order to introduce the cycle rickshaw and the
car in a planned manner, the city must be properly
structured in advance. Also, to encourage and to
make walking a pleasurable experience much effort
needs to go into the detailed planning of pedestrian
routes and landscape design. The necessary change
in mindset will also have to percolate down to the
building level. All too often, the traditional ‘open to
sky’ courtyard has been replaced with the glass and
steel box that permits entry of excessive heat and
light and is then ‘conditioned’ through air conditioning and screens (Figure 15). There is an element of
‘pride’ in making a building look as if it were in the
US. Instead, the built form must be suitably modified to the local climatic conditions, incorporating
lessons from traditional architecture. In the modern
context, clearly, the traditional practices cannot be
carried out in the same manner but, as the essential
problems remain, the same traditional principles for
planning and design still apply.

Need for Inclusive Planning
—
The constructive economic potential of cities is
hardly ever fully tapped for the common good.
An interesting case in India is a typical small town
Aurangabad which has all the usual problems, has
the usual municipal office and share of municipal
finance woes as elsewhere in India. However, what
sets this city apart is that it has the highest ownership of Mercedes Benz cars in the country. It is
important to illustrate this example, because ever

since the launch of the Jawaharlal Nehru National
Urban Renewal Mission (JNNURM)5, and in some
cases even before that, it was observed that in the
majority of cases the funds required for keeping
pace with the provision of basic services and development were just not available. The only hope of
coping with the heavy expenditure was seen in the
public private partnership process to raise municipal finances, in other words, getting private enterprise involved in financing urban development.
There are some significant questions that emerge
from the debate. Is unprecedented urban growth
reducing the scope for sustainability in the Indian
context? Does sustainability have a global definition
or does it need to be evolving according to local factors? Does a rapid rate of urbanisation necessarily
mean an unsustainable settlement? Can the concept of sustainability help understanding of the correct strategy for future growth, and is the concept of
sustainability sustainable?
Cities will grow, as seen in the past, whether
planned for or not. The impact of not planning for
urban growth would be catastrophic. The impact
of ignoring the parameters of sustainability will
hit the urban poor the hardest and undermine the
very idea of inclusive planning, forcing the majority of the urban population to exist on the fringe of
sustainability.
Initiatives at the National Level
Planning for sustainability is a universal requirement and cannot be left to the planners alone. In
the recent past, the Government of India has taken
steps which, if implemented in the true spirit of the
scheme, will come one step closer to the ideal of
sustainability. In 1992, the introduction of the 74th
Constitutional Amendment Act (CAA) was a first attempt to decentralise urban governance and local
capacity building. It envisaged the setting up of
ward committees to self regulate residential wards
in urban areas, and district committees to integrate the development at district levels. The CAA
has created the possibility of building institutional
mechanisms to involve citizens more closely in local governance, and this has also led to some improvements in the management practices followed
by the local self governments. The idea that when
people get involved in decision making they create
a more sustainable habitat has been useful in transforming some societies. Also there are individuals,

Conclusions and Recommendations

∙ Integrated planning. Cities and their hinterland
are parts of the same system. Planning must
make this dependence mutually beneficial.
Though this is understood in theory it has not
taken place in real life. For example, the NCR

—
Urbanisation and urban growth are unstoppable.
But sustainable urbanisation is a very demanding
situation. It requires a sustained and coordinated

∙ Urban Governance. Government offices still operate under the illusion of ‘governing’ the masses
and not ‘serving’ them. This mindset, coupled
with extreme inefficiency, inability to understand
the urban issues, and corruption has lead to a
situation which now needs a complete overhaul.
It needs transparency, simplification and an
ability to work with the people at the grassroots.
How to distribute land equitably amongst the
citizens is a crucial question.
∙ Planning for employment generation. People
in the urban areas are generally very enterprising as is seen from their housing situation. A
large part of the urban population living in
cities is poor and it may not be possible for the
government to provide secure jobs, but certainly
policy and place must be provided for them to
undertake informal activity in an economically
productive way. The siting of such places for the
informal sector is of great importance.
∙ Environmental and social concerns. The issue
of environmental sustainability is of extreme
importance to the poor. It has been unfortunately observed in many cities, including
Delhi, Bangalore and Jodhpur, that the water
supply is often polluted and that large tracts
of green space have been consumed by urban
growth - some unofficially and others as planned
intrusions. Resource conservation and public
awareness to wasteful consumption must be
awarded top priority since the deteriorating
environmental condition hits the urban poor the
hardest (Figures 16-17).
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effort by several agencies and on various fronts to
yield results. Also the priorities and emphasis will
differ from time to time and place to place. The political will to achieve sustainability and the cost that
must be borne in terms of economic loss is at the
heart of the new approach that must be taken. I set
out some of the key areas that need intervention
below:
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institutions and NGOs that are doing commendable
work against all odds. But these efforts are miniscule, more needs to be done. There is huge scope
for involving the people, NGOs, academics and professionals, administrative and legislative staff and
others in the final success of this objective.
The concept of public participation in plan making is not very well entrenched in India. The ghost of
a feudal society has not completely left Indian bureaucracy. All decision making including planning is
still top heavy.
The conventional interface of real life and urban
planning has traditionally been through regional
plans, master plans, local level plans, metropolitan plans, district plans, urban development plans
and action area plans, almost all prepared by government development authorities and planning
boards. Most of these operate mechanically as they
did in the late 50s and have hardly any scope for
public participation. The 74th CAA, it is hoped, will
change that. The CAA also strengthens the role of
women in planning and decision making, especially
at the ward level in the urban and the ‘panchayat’
(local council) level in the rural areas. Where we go
from here will depend very much on the success of
the total system. Hopefully, the ‘democratisation’ of
urban planning has begun.
In addition, there are state and central sectoral
schemes ,like the urban infrastructure development
scheme for small and medium towns (UIDSSMT),
city development plans (CDP), schemes for environmental improvement of urban slums (EISU)
,mega city projects, knowledge parks and special
economic zones (SEZs). Field experience already
gained is constantly reapplied to bring about local innovations for improvements, such as transfer
of development rights (TDR), mixed land use planning, accommodation reservation, town planning
schemes (TPS) etc. The Ministry of Housing and
Urban Poverty Alleviation has formulated the Rajiv
Awas Yojna (RAY) for slum dwellers and the urban
poor, as a part of the overall objective of making
“slum free cities”.
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Figure 16: Polluted Meethi River
running through Mumbai City

Figure 17: An informal
market in Ranchi

∙ Financial planning/development interface.
Very often financial plans and development
plans are not coordinated. As a result, even the
meager resources available go astray. Also, much
effort is required to raise funds for public works,
and the involvement of private enterprise should
not be ruled out. In fact the private sector has
entered the housing sector in a big way and it
is now set to do the same with infrastructure
and education. At the same time, the private
sector needs to be strictly monitored and operate transparently within an effective regulatory
framework.
∙ Developing indigenous planning models/
systems. India has a repository of planning and
building wisdom which needs to be revisited and
relevant conclusions drawn for modern day planning. The concept of ‘inclusive planning’, which
is the thrust of government policy, can only be
understood in the historical and cultural context
of India. There is a huge scope for research on
the issues of optimal density, social spaces, scale
of development, city size etc. Again the role of
educational institutions is vital.
∙ Relevant development regulations. Land,
especially urban land has become a very precious commodity in India. Optimal use of land
sub-division, building bylaws, innovative use
of land use mix, and incentives for ‘mix and

∙ Inclusive and people centric planning: For a
long time now it has been observed that planning policies and regulations tend to favour the
richer strata of society. If our cities are to become
sustainable then it is imperative that we plan for
the vast majority of those who are labelled as
‘urban poor’ and are currently voiceless. Planning
must ensure their voice is heard and that they
and their needs truly form part of the city fabric.
Many modest efforts are being carried out in the
fields of water harvesting, improving the living
condition of the village (under the NREGA)6
scheme, women’s empowerment, etc. but individually these are small and disjointed. More people
need to become involved and committed.
∙ Simplify lifestyle. This is the key issue and is
more complex than it sounds. To reduce unnecessary consumption, especially by the newly
emerging middle classes who have spending
power, is difficult to expect. But with proper
education (to really understand the significance
of ‘less is more’), and the motivation and involvement of well meaning citizens, it could be made
possible.
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∙ Capacity building for governance. The technical and managerial skills required to run the civic
administration are in short supply. The estimated
demand for trained planners is about 3,000 to
4,000 per year against a supply of about a tenth
of this figure. The existing, overwhelmed, staff
tend not to be up to date with the new systems
and procedures and, often they do not understand the concept of the ’city system’. This is a
common problem observed in dozens of urban
areas, from the smaller ones to India’s large
metropolitan areas. University planning departments can play a leading role in delivering short
term refresher courses and other training for the
urban planning officer.

match’ efficient development must be probed.
Currently there is not much thought being given
to this aspect and as a result both the final development is disjointed and there is great scope
for corruption in land and development dealings.
The national commission on urbanization, set up
in 1989 made some recommendations on these
fronts which have not been taken up by the
Indian Government.
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plan around Delhi has not been implemented as
envisaged.
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SPATIAL TRENDS OF METRO MANILA DURING A PERIOD OF RAPID CHANGE

Spatial Trends of Metro
Manila during a Period
of Rapid Change

Figure 3: Ayala Center in the Makati Central Business District
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Introduction
—
Cities in the Philippines have been growing rapidly
in the recent decades. Metro Manila, the country’s
capital region and largest urban center (with a
nighttime population of 11.8 million and a density
of 19,700 persons/sq km), has doubled its population in the past 30 years with an annual growth rate
of 2.32%. Some of its component cities have been
growing annually at a rate of 4-5%. Metro Manila’s
size and relatively rapid growth rate have attracted
a lot of attention, mostly focused on the visible
consequences of growth (e.g. congestion, pollution, encroachment into adjacent rural areas, and
increasing disparities with other parts of the country) which are, by and large, viewed as undesirable.
Understandably, therefore, policy responses seek to
manage or even restrict metropolitan growth.
In the 2004-2010 Medium Term Philippine
Development Plan, for example, the decongestion
of Metro Manila forms part of a ten-point agenda
that includes the objective of spreading development and providing new opportunities for growth
in other regions by establishing new centers of
government, business and housing in the rest of
the country. This is consistent with the previous
medium term plan (2001-2004) which sought to
reduce the disparity between Metro Manila and the
rest of the country by encouraging other cities to
grow and attract investments and catalyze regional
growth. Further, it described Metro Manila as over
concentrated and declared the need to disperse its
population and economic activities to its surrounding regions (NEDA, 2004; 2001).
The premise of these policies -that the current
spatial distribution of population and economic
activities in the country is biased towards Metro
Manila -is generally accepted. Large metropolitan
centers benefit from economies of scale and agglomeration and these tend to be even more evident in post-colonial capital cities like Manila which
served as primary or even exclusive ports of entry.
But while the extraordinary growth and expansion
of Metro Manila are widely known, the aforementioned policy responses have not been supported
by quantitative and historically comparable
measures of how the metropolis has been growing.
Beyond anecdotal assessments, there is no specific
basis to conclude that it is over concentrated and
that its population should be dispersed. As a whole,

Figure 1: Metro Manila Annual Growth Rate, 1980-1990

there is no reliable measure of its spatial growth
trends in the light of extraordinary demographic
and economic growth.
This paper has several objectives. The primary one
is to provide quantitative and historically comparable measures of Metro Manila’s spatial growth
trends; it will also provide similar, quantitative
descriptions of the surrounding region because, as
discussed later, these are needed in order to understand the former. A second objective is to suggest
some explanations for the derived measures. The
explanations are not definitive; rather, they are intended to initiate discussion and encourage further
studies. And finally, as part of the conclusion, the
paper will comment briefly on the current policies
mentioned above, based on the measures and
discussions derived in the course of the paper.
This paper builds on previous work (Corpuz, 2006)
and utilizes centrographic measures and other
census data. Centrographic measures are moments

which consist of the products of quantities times
some function of their distance from a reference.
They are derived directly from certain measures in
mechanics and may be computed for any spatiallydefined attribute such as population, income, or
employment. (Jones, 1960) For this paper, centrographic measures of location, shape and dispersion
are derived from four sets of resident population
census data (NSO, 1980, 1990, 2000, 2010). These
measures are used to describe (but not necessarily explain) the spatial distribution of population
over time. However, and equally important, the
measures also trigger and frame questions about
individual growth factors towards understanding
overall spatial patterns. A brief description of the
centrographic measures used in this paper is in
Corpuz (2006); a more thorough discussion is in
Jones et al. (1988). The centrographic measures
and demographic data mentioned in this paper are
summarized in Tables 1-3.

Ultimately, spatial patterns reflect the interplay
of physical and social factors such as topography
and natural resource constraints, infrastructure,
industrial investments, employment, migration,
governance policies and other factors that affect
the distribution of population and economic activities. By providing a more precise description of
these patterns, it is expected that the factors that
shaped the rapid growth of Metro Manila will be
more clearly identified and understood. This paper
is intended to be a productive step towards this
overall objective.
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Figure 3: Metro Manila Annual Growth Rate, 2000-2010
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Figure 2: Metro Manila Annual Growth Rate, 1990-2000
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Metro Manila
—
Metro Manila is composed of 17 local government
units (16 cities and one municipality), including the
city of Manila after which the metropolis is named.
It was formed in 1976 by virtue of a presidential
decree issued by President Marcos, which also declared Metro Manila as the National Capital Region
(MMA, 1991). Each city and municipality is represented as a congressional district in the national
House of Representatives, except for the cities of
Manila, Quezon City, and Kaloocan which have six,
four and two congressional districts, respectively.
Since the passage of the 1991 Local Government
Code, each city and municipality enjoys substantial
local autonomy, although specific management
functions including metropolitan-wide planning,
traffic management and flood control are still the
responsibility of the Metro Manila Development
Authority. This Authority is governed by a council
composed of the individual mayors of each component local government and a Chairman appointed
by the President of the Republic of the Philippines.
Metro Manila: Densities and growth rates
Metro Manila grew rapidly from 1980 to 2010; as
stated earlier, that growth averaged 2.32% annually throughout this period. This is faster than
the urban population growth rate of Asia and the
Pacific as a whole (2.0% in 2005-2010), which is second only to Africa among the world regions. (UN
ESCAP, 2011) Metro Manila’s annual growth rate
(AGR), however, declined consistently from 2.95%
in 1980-1990 to 2.25% and 1.76% in 1990-2000
and 2000-2010, respectively. Peripheral cities grew
much faster than the core cities during the 19802000 period, with AGRs at 6.17% and 4.18% (for
1980-1990 and 1990-2000) compared to the 1.01%
and 0.45% of the core cities during the same periods. Between 2000 and 2010, however, the core
cities grew faster than the peripheral cities (2.51%
versus 1.06%) (Figures 1-3).
Metro Manila’s density doubled from 1980 to
2010, from 9,910 persons/sq km to 19,715 persons/
sq km. The last figure is about 60 times the density
of the entire country and almost five times that
of the second largest metropolitan area (Metro
Dasmarinas). Densities have been consistently
higher in the core cities compared to the peripheral cities (Figures 4-5).
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Figure 4 (top left): Metro Manila Density, 1980
Figure 5 (bottom left): Metro Manila Density, 2010
Figure 6: Metro Manila Standard Distances and
Population Centers, 1980-2010
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Metro Manila: Location
The location of Metro Manila (or any city or any other
spatial entity for that matter) can be summarized by
the coordinates of the center of its population, derived from the centroidal locations of each of the 26
congressional districts weighted by their respective
resident populations. Movements in the center of
population (also known as the center of gravity of its
resident population) can then be measured through
time and interpreted accordingly.
Up to 2000, the population center of Metro Manila
drifted steadily towards the east. From its 1980 location near the Manila-San Juan boundary, the center
moved east-northeast in 1990 and then northnortheast in 2000 (Figure 6). This followed observed
residential and commercial developments along
northern and southern regional transportation
routes (LRT1, MRT3, North Expressway and South
Expressway corridors), and along the LRT2 corridor
towards the eastern peripheral towns of Metro Manila
(Cainta, Antipolo, Tanay, etc.). Essentially, the northern and southern growth movements cancelled each
other out; with limited growth opportunities towards
the west because of the presence of Manila Bay, the
net movement of the center of population veered towards the east (Corpuz, 2006).
The net eastern movement of Metro Manila’s center
of population is not consistent with the popular perception that growth was biased towards the south.
This is understandable. Although growth was taking
place in all directions (except the land-constrained
west), the newer and larger scale township developments in the south such as the Makati CBD and
Alabang Town Center left a stronger public impression than the infill- and incremental-type of growth
in the more established northern cities of Metro
Manila (Corpuz, 2000). In fact, growth was slightly
biased towards the north. If we group the cities of
Metro Manila by north, south and central locations,
AGRs in 1990-2000 were 4.42% for southern cities and
4.66% for northern cities; central cities barely grew at
0.51%. Northern cities were actually growing faster
than southern cities (with one district in Quezon City
even exceeding 9% annual growth). Overall, both the
northern and southern cities of Metro Manila were
experiencing growth at a pace that, if it continued,
would double their populations in about 15 years.
From 2000 to 2010, however, there was a reversal
in the eastern movement of Metro Manila’s center of
population. This was brought about by the continuing

decline in the growth rate of northern and southern
cities since 1980, and the acceleration of growth in the
central cities in 2000-2010, led by the city of Manila
in the western part of the metropolis. Central cities
increased their overall rate from 0.51% in 1990-2000
to 2.39% in 2000-2010. The city of Manila, in particular, which has the second largest population and the
highest density (almost five times more dense than
the largest city) among Metro Manila cities, reversed
its negative growth trend from -0.12% in 1990-2000
to a positive 0.34% in 2000-2010. This reversal along
with the increase in growth rates of other central cities
accounted for an additional 1.36 million people representing 73% of the total increase in Metro Manila’s
population during 2000-2010.
Metro Manila: Dispersion
The extent to which the population in an area such
as Metro Manila is concentrating or dispersing can be
measured through the standard distance. The standard distance (which is similar to the radius of gyration in mechanics) can be traced about the center
of population and shown as a circle on the map. Like
the center of population, standard distances can be
compared historically; increasing values (increasing
diameter of the trace circles) indicate a dispersing
population while decreasing values (decreasing diameter) indicate a concentration trend. It is important to keep in mind that an increasing or decreasing
standard distance is not an indication of an increasing
or decreasing population. Rather, an increasing standard distance means that more people were added in
the peripheral area compared to the inner or central
area (a dispersion trend) and, accordingly, a decreasing standard distance means that more people were
added in the inner area compared to the periphery
(concentration trend).
Based on computed standard distances, Metro
Manila’s population dispersed steadily from 1980 to
2000 (from 8.97 km in 1980 to 10.22 km and 11.03 km
in 1990 and 2000, respectively). More people were being added in the peripheral cities than in the core cities of Metro Manila. The pace of dispersion, however,
was slowing down, from a net of 1.25 km in 1980-1990
to 0.81 km in 1990-2000. This parallels the decline in
Metro Manila’s AGR from 2.95% to 2.25% during the
same period (Figure 6).
Metro Manila’s dispersion resulted from the rapid
growth of its peripheral cities (6.2% and 4.2% AGR in
1980-1990 and 1990-2000, respectively), and much

Figure 7: Metro Manila Ellipses of Density, 1980-2010
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slower growth in the rest of the metropolitan area
(1.0% and 0.4%). The latter included negative growth
rates in the core cities of Manila, Pasay and San Juan.
It is useful to note that the peripheral cities had much
lower densities (142 persons/sqkm) than the rest of
Metro Manila (203 persons/sqkm), which may have
encouraged faster growth.
As with its center of population, the dispersion trend
of Metro Manila reversed by 2010. Between 2000 and
2010, more people were added in the core cities compared to the periphery. From 11.03 km in 2000, the
standard distance declined by 0.33 km to 10.71 in
2010. The reversal is further appreciated by looking
at the growth rates of the core and periphery cities of
Metro Manila. In the case of the latter, growth slowed
down even more noticeably, from 4.18% in 1990-2000
to 1.06% in 2000-2010. The core cities, however, reversed their decline and accelerated dramatically from
0.45% to 2.51% during the same period.
Metro Manila: Shape
The shape of the distribution of population in Metro
Manila can be measured and summarized by the centrographic measure known as ellipse of density. Not
a true ellipse, an ellipse of density is an elliptical figure circumscribed by a quadrilateral. The limits of the
shape of the distribution are a circle and a line. The
closer the ellipse approximates a circle, the more even
the distribution, and the thinner the ellipse the more
linear the distribution. As the ellipse becomes more
linear, the more the dominant direction of the distribution becomes apparent.
Metro Manila’s ellipses of density show that even
with the net eastward movement of its center, Metro
Manila maintained a distinct north-south distribution
of population. Further, from 1980 to 2000, the ellipse
was getting thinner and longer, meaning the distribution was becoming increasingly linear. This is consistent with the overall north-south linear shape of Metro
Manila — constrained by Manila Bay in the west and
by Laguna de Bay and the foothills of the Sierra Madre
mountains in the east. It is also explained by the faster
growth of the northern and southern cities compared
to the central cities, which stretched the distribution
along the north-south axis (Figure 7).
Similar to the measures of location (center of population) and dispersion (standard distance), the shape
of Metro Manila’s population distribution followed a
consistent trend until 2000. From 1980 to 2000, the
shape was becoming increasingly linear. This is indi-

cated by the length: width ratio of the quadrilateral
circumscribing the ellipse, which increased from 1.78
in 1980 to 2.04 and 2.20 in 1990 and 2000, respectively. (A ratio of 1.0 is a perfect circle which means
a perfectly even distribution; the more the ratio increases, the more linear the distribution). By 2010,
however, this trend also reversed itself, with the ratio
decreasing to 2.07. This pattern coincides with a similar reversal in the angle of the principal axis, from -0.66
degrees in 1980 to 1.29 degrees in 2000, followed by
0.69 degrees in 2010.
Graphically, and notwithstanding the reversal, the
overall shape of Metro Manila’s population distribution retained its strong north-south and generally
linear orientation.
Metro Manila Summary
The population growth and corresponding spatial
trends of Metro Manila from 1980 to 2010, may be
summarized as follows:
t Metro Manila experienced fairly robust growth
throughout the 1980-2010 period, although at a
declining rate;
t Following its overall growth trend, overall Metro
Manila density increased steadily, essentially doubling its density within 30 years (by 2010);
t The center of population of Metro Manila drifted
steadily towards the east until 2000, when it reversed and moved towards the southwest;
t Metro Manila’s population was dispersing (population in the peripheral areas was growing faster
than in the core) until 2000, after which it began to
concentrate;
t The distribution of population in Metro Manila followed a linear, north-south orientation.
Across the 1980-2010 period, Metro Manila’s center
moved eastward, its population dispersed, and the
distribution followed a north-south orientation. These
overall trends are not surprising given the limited expansion area in the west, the relatively high densities
in the core cities which pushed growth towards the
periphery, and the dominance of the northern and
southern regional transportation corridors and geographical constraints which shaped the overall northsouth orientation. But these trends were not unilinear.
There were reversals between 2000 and
2010
- core cities grew faster than the periphery after the
very rapid growth of the latter, the population center
moved back towards the west, and the population

since the recovery from the 1997 crisis. Redevelopment
was encouraged by the expensive real estate and
prime locations that industrial plants and other factories were now occupying and the increasing inability
of local manufacturing to compete with the newer
and more efficient production taking place in China
and other Asian countries. Many manufacturing sites,
especially those along or close to the EDSA corridor,
were redeveloped into mixed use districts. One example of ongoing redevelopment in the core city of
Manila can be found in the Escolta-Binondo-Divisoria
area where the traditional Chinatown is located.
Known as the prime commercial district of the country until the 1960s, this area declined after the Second
World War following the physical destruction of most
of Manila and the lure of newer communities in the
south (Makati). Since 2000, however, with the influx
of mainland Chinese investors, large scale and modern retail, residential and other commercial establishments have sprouted in the area.
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Figure 8: Location of Residential
and Commercial Developments, Metro Manila.
Source: Ayala Land, Inc.
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showed signs of concentration after a period of dispersion - but these were not sufficient to reverse the
overall trends across the entire 1980-2010 period.
A more detailed study will be required to assess
the precise reasons for the reversals that took place
between 2000 and 2010 but it appears the following
factors are involved:
First, the recovery from the Asian financial crisis that
manifested itself in 1997 took place within the 20002010 period. Signs of recovery were visible by 2000
and GDP growth averaged 4.9% in 2000-2007. The
market dipped in 2008-2009 during the financial crisis
triggered by the US housing bubble but rebounded
with a 7.6% growth by 2010 (Index Mundi, 2011).
Accounting for at least one third of the country’s economic output (NSCB, 2010), Metro Manila was a primary driver and beneficiary of the recovery.
Second, the Makati and Ortigas central business
districts, the two largest CBDs of the country, are
both located in the core cities of Metro Manila. These
two CBDs contain the largest concentrations of high
value economic activities including about 65% of the
country’s prime commercial office space. Subsequent
investments since the recovery favored these CBDs,
resulting in residential and commercial developments
within and around their vicinities as well as along the
EDSA corridor that connects the core cities (Figure 8).
Third, although peripheral cities also benefited
from the economic recovery, these were not as focused as those experienced in the core. Further,
growth even leapfrogged to areas outside Metro
Manila (in the provinces of Rizal, Bulacan, Laguna and
Cavite) because of more readily available and cheaper
land. This followed prevailing market preference for
residential locations in (1) high density condominiums within the CBD or (2) in the new townships being developed just outside Metro Manila. The former
attracted households seeking to avoid Metro Manila’s
chronic traffic congestion while the latter appealed to
families seeking low density, suburban communities
with single detached housing. For the more affluent,
owning both a residential condominium in the core
city CBDs and a single detached residence in the suburbs was the norm. For the larger majority, however,
suburban housing in lower income subdivisions was
the only alternative.
Fourth, and related to the aforementioned, many
older residential and industrial neighborhoods have
experienced urban renewal since the early 1990s but
more of these appear to have occurred in core cities
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Figure 9: Mega Manila Annual Growth Rate, 1980-1990

Mega Manila
—
Mega Manila is not a formal political unit or organization. It is defined for analytical purposes in this paper as Metro Manila plus its immediately adjacent
provinces (Bulacan, Rizal, Laguna and Cavite) and
two additional provinces (Pampanga and Batangas)
that have strong transportation and economic linkages with Metro Manila.
Mega Manila Densities and Growth Rates
Mega Manila has been growing faster than both
Metro Manila and the country as a whole, although
its rate of growth, as with the rest of the country, has
been declining. Within Mega Manila, Metro Manila
is growing the slowest (1.79%) while the provinces
of Cavite and Rizal have been growing the fastest—more than twice Metro Manila’s annual rate of
1.79%. At the city-municipal level, those directly adjacent to Metro Manila grew fastest throughout the
1980-2010 period (Figure 9-11).

As far as densities are concerned, and as expected,
Metro Manila continues to be the most densely populated part of Mega Manila. As of 2010, its density was
about 19,700 persons/sq km. Cavite province was a
distant second with about 2,500 persons/sq km.
Outside Metro Manila, growth has clustered
along a corridor defined by the North and South
Expressways and the STAR toll way, from the northernmost province of Pampanga to Batangas province in the south (Figures 12-15).
Mega Manila Region: Location
We have already described the eastward movement
of Metro Manila’s center of population and its reversal during the 2000-2010 period. Notably, the population centers of all the provinces adjacent to Metro
Manila moved towards Metro Manila. Overall, while
the population center of Metro Manila moved towards its eastern periphery, the population centers
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Figure 10: Mega Manila Annual Growth Rate, 1990-2000

Figure 11: Mega Manila Annual Growth Rate, 2000-2010
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(clockwise from top left)
Figure 12: Mega Manila Density, 1980
Figure 13: Mega Manila Density, 1990
Figure 14: Mega Manila Density, 2000
Figure 15: Mega Manila Density, 2010

Figure 16: Mega Manila Standard Distances,
and Provincial Population Centers 1980-2010
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of each of its surrounding provinces moved towards
Metro Manila (Figure 16).
Bulacan’s population center moved southeast,
pulled by the extremely rapid growth (sometimes
exceeding 5%) of towns close to Metro Manila (San
Jose del Monte, Marilao, Guiguinto). This reflects
the movement of new developments from the
flood-prone towns in the west to areas close to the
North Expressway and the higher ground close to
the northern boundary of Metro Manila. San Jose
del Monte, for example, is a suburb of Metro Manila
and has grown by 4.58%, 8.32% and 3.71% during
the last three census periods. By 2010, its population already exceeded 450,000 and is now the tenth
largest city in the country.
The center of Rizal province moved westward
towards the eastern edge of Metro Manila. The
province grew rapidly - 5.81% in 1980-1990, 5.74%
in 1990-2000, tapering off to 3.82% in 2000-2010.
The fastest growing towns include Antipolo (which
grew at a phenomenal pace of 11.52% in 19801990), Cainta, Rodriquez and Angono. Because of
its consistent high growth rate, Antipolo is now the
fifth largest city in the Philippines with a 2010 population of over 678,000).
The population center of Laguna province moved
northwest towards Metro Manila. The traditional
settlements of the province ringed the lake of
Laguna de Bay but more recent growth has clustered along the South Expressway, which connects
Metro Manila directly with the San Pedro-Calamba
corridor of Laguna. Various townships, industrial estates and mixed use and residential developments
proliferated along and close to this corridor since
the 1990s; it grew at a 4.10% annual rate in 20002010 and is now the fifth largest metropolitan area
of the country.
Cavite province borders Metro Manila in the west.
Many of its towns have long been oriented towards
Metro Manila, including Cavite City where the traditional mooring port of Sangley Point is located.
Its population center moved eastward, along the
Manila Bay coast and towards the South Expressway.
Dasmarinas, Bacoor, Imus, Kawit and other towns
clustered near Metro Manila are now considered
part of Metro Dasmarinas, the second largest metro
area of the country.
The provinces of Pampanga and Batangas are
not directly adjacent to Metro Manila although
both have strong economic and transport linkages

with the capital region. The population center of
Batangas moved slightly towards Metro Manila but
that of Pampanga, unlike all the other provinces
hovered around without a clear pattern. Both centers have been relatively stable, showing an average net movement of only 1.23 km compared to
the 3.53 km average net movement (1980-2010) of
the other provinces. Pampanga and Batangas are
farthest from Metro Manila among those included in this analysis; this may be a factor in the way
their centers have moved and suggests a weaker
influence of Metro Manila. Nonetheless, the potential for greater integration with Metro Manila in
the future is promising with the presence of Clark
International Airport in Pampanga and with port
of Batangas poised to take over some of the operations of Manila’s south harbor.
The population center of Mega Manila as a whole
is located very close to the center of Metro Manila.
It mimicked the eastward movement of Metro
Manila’s center, confirming the very strong influence of Metro Manila (containing 43% of the total
population of Mega Manila) on the region.
Mega Manila Region: Dispersion
Batangas province, with a standard distance of
24.63 km (2010) has the most dispersed population in Mega Manila followed by Laguna (20.23 km),
Bulacan (18.06 km), Pampanga (16.10 km), Rizal
(12.64 km) and Cavite (11.78 km). Excluding Metro
Manila (10.92 km), Cavite is the most concentrated
with a standard distance less than half of Batangas
(Figure 16).
The standard distances show that except for
Pampanga, the population of each Mega Manila
province concentrated during 1980-2010 with
standard distances contracting by an average of
0.99 km. Cavite concentrated the most (-2.48 km)
and Rizal (-0.41 km) the least. Pampanga’s population, on the other hand, dispersed slightly (0.06 km),
although this appears to be negligible relative to
the other provinces. Overall, Metro Manila’s population dispersed (1.57 km) while that of the entire
Mega Manila concentrated (-1.26 km).
Mega Manila Region: Shape
The provincial ellipses of density reflect the general
orientation of growth in the individual provinces.
Bulacan’s principal axis (the elongated direction of
the ellipse) shifted towards the direction of Metro

Figure 17: Mega Manila Provincial Ellipses
of Density, 1980- 2010
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Manila with a reversal in the directions of the principal and minor axes. This is consistent with the
strong growth experienced by the towns (San Jose
Del Monte, Marilao, Norzagaray) close to the northern and northeastern boundaries of Metro Manila
(Figure 17).
Like Metro Manila, Rizal and Cavite maintained
their predominantly north-south growth axis.
Laguna’s east-west orientation follows the lakeside
orientation although there is a slight shift that reflects the dominance of western towns (close to the
South Expressway) in recent decades.
The ellipses of Batangas and Pampanga are consistent with the main corridors of growth in each
province—the North Expressway and the increasing influence of the Angeles-San Fernando-Subic
triangle for Pampanga, and the Southern Tagalog
Tollway in the case of Batangas.
The ellipse of Mega Manila has a stable northsouth orientation reflecting the dominance of
Metro Manila, slightly skewed in a clockwise direction by the rapid growth in south and southeastern
Bulacan and northeastern Cavite.
Mega Manila Summaries
Not surprisingly, Mega Manila’s growth patterns
have been heavily influenced by those of Metro
Manila. Mega Manila’s center of population approximates that of Metro Manila, while the shape of Mega
Manila’s population distribution (ellipse of density) parallels the north-south orientation of Metro
Manila.
Combining the centrographic measures derived
for Metro Manila and Mega Manila, we can summarize the movement of population within Mega
Manila at two levels:
At the local level:
t Metro Manila’s population dispersed towards its
periphery
t he population of each province concentrated
At the regional level:
t As the population of each province concentrated,
the individual provincial centers of population
moved towards the periphery of Metro Manila. In
summary, there was a simultaneous concentration of Mega Manila provinces towards Metro
Manila and dispersion of Metro Manila towards its
periphery (Figure 18).

A key implication of the simultaneous concentration of Mega Manila towards Metro Manila and
Metro Manila’s dispersion towards its periphery is
that the periphery of Metro Manila will be subject
to increasing demographic and thus environmental
pressure. Typically, high density areas like the core
cities of Metro Manila tend to grow slowly, while lower density areas, because infrastructure and services
are not yet strained, tend to grow faster. The cities
in and near the periphery of Metro Manila, however,
are distinguished by first, its rapid growth compared
to the core cities of Metro Manila as well as the rest
of Mega Manila and second, by its relatively high
densities.
The confluence of population and activities in
the Metro Manila periphery also suggest that Metro
Manila and its adjacent provinces, or at least the
towns and cities closest to Metro Manila, are functioning as a single metropolitan area. Indeed, The
San Pedro-Calamba corridor in Laguna, the BacoorImus-Dasmarinas cluster in Cavite, the Antipolo metropolitan area in Rizal, and the Meycauayan-Malolos
corridor in Bulacan are already well integrated into
the daily orbit of activities of Metro Manila, not just
as commuter communities but also as opportunities
and venues of employment. The daily travel patterns
along the North and South Expressways support this
idea, with the commuting shed of Metro Manila already extending well into the provinces of Bulacan
and Laguna (Corpuz, 2006).
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Figure 18: Simultaneous Metro Manila Dispersion
and Mega Manila Concentration towards Metro
Manila Periphery, 1980-2010
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Conclusions and Policy Implications
—
With the apparent spillover of Metro Manila activities into its adjacent provinces, metropolitan management and planning should be expanded to include adjacent cities and towns if not provinces. The
most straightforward way of accomplishing this is to
expand the formal boundaries of the Metropolitan
Manila Development Authority, which is responsible for planning and managing selected functions
and services for Metro Manila. This will be difficult to
implement, however, given the existing autonomy
of local governments that are likely to oppose such
a move. A more realistic alternative is greater and
mandated coordination among national and local
agencies involved in transportation and traffic management, water and power supply, solid waste and
drainage management, and disaster risk reduction.
In any case, the objective is to remove institutional
barriers to effective metropolitan planning and
management, particularly in response to the intensification of demographic and environmental pressures at the peripheral areas of Metro Manila.
A policy of dispersion for Metro Manila appears
moot as this has already been taking place for several decades. Notwithstanding the recent resurgence
of growth in the core cities, the long term trend is
expansion in all directions, including Manila Bay
through reclamation. Instead of seeking to disperse
the population of Metro Manila, it is more important to improve the integration of the peripherythrough more efficient transportation linkages, for
example, or better coordination and complementation of land uses - with the metropolitan core.
Given the north-south direction of regional growth,
improving the linkages between Metro Manila and
Pampanga and Batangas will benefit the entire
Mega Manila region, regardless of whether the international airport and port facilities at Pampanga
and Batangas are utilized as intended. Ultimately,
the objective is to improve accessibility between
markets and production centers, logistics, and the
overall efficiency and competitiveness not just of
Metro Manila but of its surrounding region.
The premise that Metro Manila is over concentrated is difficult to substantiate. The slow and even
negative growth experienced in some of the core
cities of Metro Manila may appear to support the
notion of overconcentration. But renewed growth
since 2000 suggests that there is still room to den-

sify even as the population, as a whole, continues
to disperse. Existing densities may already be high
but even higher densities exist in other cities where
quality of life is actually higher. Kwun Tong district
in Hong Kong, for example, has a density of about
55,000 persons/sq km, which exceeds Manila’s
39,900 persons/sq km and yet the level and quality
of urban services are arguably higher than in Manila
(HK SAR, 2012).
Density limits may be necessary in specific areas
because of service limitations and environmental
constraints (e.g. extreme congestion and unstable
ground) but these should be implemented at the
local or even neighborhood level through zoning
and other means. At the city and regional levels,
however, the more immediate task for Metro Manila
is to catch up with its infrastructure requirements
and establish the institutions necessary to improve
service delivery rather than to curb and reduce
demand (World Bank, 2005). This includes, among
others, implementing pipeline rail transit projects,
drainage infrastructure, erosion control measures,
as well as ensuring future water and power supply.
In this case, Metro Manila’s relatively high density
should be viewed as an opportunity to implement
sustainability initiatives that would not be feasible
in smaller, low density markets.
Finally, the perception of overconcentration and
the subsequent policy of dispersion are clearly related to the objective of reducing regional disparities,
in this case between Metro Manila and the rest of
the country. As the political and commercial capital,
it is not surprising that Metro Manila accounts for
the highest share of the country’s economic output
and has the highest average family income, highest
level of education and health services, lowest poverty incidence, and lowest mortality rate among the
administrative regions and provinces of the country.
(It also has the highest unemployment rate but only
because it continues to attract the highest number
of migrants from the countryside, searching for jobs
and a better quality of life.) Understandably, such
disparities attract attention and invite political comment and even intervention towards greater equity.
But it is also useful to keep in mind that regional
disparities are not necessarily undesirable. They
are also the result of geographic specialization and
therefore of economic efficiency. Ultimately, there
is no congruence between spatial and social equity
(Gore, 1984).
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26,359

20,198

6,740

7,266

14,168

9,202

7,639

16,659

17,442

14,330

21,554

10,085

12,492

13,693

21,905

39,068

13,257

1990
255

1,746

1,411

1,154

1,661

657

892

843

16,986

29,439

19,552

9,852

9,950

13,922

14,655

10,906

20,548

21,231

22,174

20,018

13,153

15,880

17,278

24,945

38,632

16,563

2000

Density (persons/sqkm)

459

571

621

405

561

414

4,875

20,660

15,854

4,568

3,585

11,661

4,232

4,771

11,250

11,967

8,809

22,129

7,054

8,444

9,347

18,396

39,839

9,908

1980

SPATIAL TRENDS OF METRO MANILA DURING A PERIOD OF RAPID CHANGE

27,678,467

2,484,840

2,669,847

3,090,691

2,377,395

2,340,355

2,924,433

644,473

64,147

392,869

588,126

459,941

529,039

552,573

575,356

249,131

353,337

1,489,040

121,430

2,714,797

669,773

424,150

328,699

1634025

11,790,906

92,337,852

2010

Sources: National Census and Statistics Office (NCSO); Metro Manila land area is derived using Arcview which may not tally with official figures; AGRs
are computed using the geometric formula via Excel which may not tally with official figures.

Table 1: Philippines, Metro Manila, Mega Manila Population, Land Area, Density and Annual Growth Rate (AGR), 1980-2010

2,231

2,054

1,567

2,489

820

1,111

1,104

23,423

32,895

21,644

12,882

12,065

16,556

17,128

12,926

22,218

22,139

28,039

20,656

16,427

21,059

18,735

29,445

39,926

19,715

308

2010

3.16

5.81

3.48

4.10

2.32

2.64

3.22

7.09

2.47

2.45

3.97

7.32

1.97

8.08

4.82

4.00

3.84

4.99

-0.26

3.64

3.99

3.89

1.76

-0.20

2.95

2.35

3.11

5.74

3.68

6.00

2.58

2.05

4.03

5.80

1.11

-0.32

3.87

3.19

-0.18

4.76

3.62

2.12

1.99

4.46

-0.74

2.69

2.43

2.35

1.31

-0.11

2.25

2.34

90-00

2.48

3.82

3.11

4.12

2.24

2.22

2.73

3.27

1.12

1.02

2.72

1.95

1.75

1.57

1.71

0.78

0.42

2.37

0.31

2.25

2.86

0.81

1.67

0.33

1.76

1.90

00-10

Annual Growth Rate (%)
80-90

Total Periphery

268,570

40,288

277,257

134,137

212,363

Pasig

Pateros

Quezon City 2

Taguig

Valenzuela

372,631

333,372

231,947

218,175

330,466

276,979

240,546

208,552

287,770

346,258

236,404

305,946

130,088

Makati

Manila 1

Manila 2

Manila 3

Manila 4

Manila 5

Manila 6

Paranaque

Pasay City

Quezon City 1

Quezon City 3

Quezon City 4

San Juan

5,926,884

4,000,214

205,366

Mandaluyong

Metro Manila

275,714

Kalookan 2

Total Core

126,146

Navotas

Core

136,679

Muntinlupa

1,926,670

191,001

211,613

Marikina

136,514

Malabon

192,102

Las Pinas

1980

Kalookan 1

Periphery

Cong District

340,050

266,080

680,168

51,401

397,309

186,799

276,972

310,010

278,380

296,851

421,345

Population

7,926,855

4,421,490

126,708

358,531

251,346

376,721

366,623

307,717

272,326

274,793

302,144

196,213

220,853

332,589

452,734

242,526

339,666

3,505,365

1990

57,407

505,058

230,403

379,310

391,170

338,855

472,780

789,129

9,904,205

4,623,748

117,680

365,410

271,172

373,712

354,908

449,811

262,297

290,378

251,352

184,905

211,610

378,697

444,867

278,474

388,475

5,280,457

485,433

467,375

1,163,537

2000

11,790,906

5,923,769

121,430

428,555

305,638

414,039

392,869

588,126

257,672

325,028

240,745

197,859

209,323

403,398

529,039

328,699

1,181,349

5,867,137

575,356

644,473

1,566,565

64,147

669,773

249,131

459,941

424,150

353,337

552,573

307,691

59,808

22,752

588

2,450

2,333

1,830

1,815

4,566

779

1,237

514

551

408

604

3,196

1,116

767

37,056

4,451

2,751

9,915

195

3,180

1,121

3,812

2,264

1,596

3,226

4,543

(ha)

Area

2.32

1.32

-0.23

1.13

0.86

0.60

1.04

3.52

0.23

0.53

-1.05

-0.33

-0.34

0.64

1.18

1.58

4.97

3.78

3.38

5.37

5.94

1.56

3.09

2.29

4.13

2.34

2.07

4.77

1.58

80-10

2.95

1.01

-0.26

1.60

0.61

0.85

2.45

3.97

1.25

-0.08

-0.89

-1.06

-0.49

-0.02

1.97

1.68

2.11

6.17

4.82

7.09

9.39

2.47

3.99

4.00

7.32

3.89

3.84

8.08

8.17

80-90

2.25

0.45

-0.74

0.19

0.76

-0.08

-0.32

3.87

-0.37

0.55

-1.82

-0.59

-0.43

1.31

-0.18

1.39

1.35

4.18

3.62

5.80

5.52

1.11

2.43

2.12

3.19

2.35

1.99

4.76

6.48

90-00

Annual Growth Rate (%)

1.76

2.51

0.31

1.61

1.20

1.03

1.02

2.72

-0.18

1.13

-0.43

0.68

-0.11

0.63

1.75

1.67

11.76

1.06

1.71

3.27

3.02

1.12

2.86

0.78

1.95

0.81

0.42

1.57

-8.99

00-10

SPATIAL TRENDS OF METRO MANILA DURING A PERIOD OF RAPID CHANGE

2010

Table 2: Population, Land Area, Population Density, Annual Growth Rates, Metro
Manila by Core-Periphery and by North-Central-South Locations, 1980-2010
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99.10

175.82

221.29

124.90

101.34

189.24

158.54

45.68

308.67

223.83

643.40

396.31

568.22

552.34

116.61

183.96

359.35

51.99

47.71

48.75

27.96

206.60

84.44

112.50

35.85

93.47

119.67

42.32

42.28

1980

132.54

194.33

215.54

146.37

107.75

205.89

201.98

67.40

349.45

222.06

588.26

356.42

541.04

551.04

141.68

217.25

442.70

94.60

76.39

96.70

68.60

263.59

124.92

166.59

72.66

136.93

174.42

92.02

92.74

1990

165.60

203.22

200.18

149.17

116.25

204.25

195.52

98.52

336.58

234.66

489.37

335.88

518.40

627.44

139.22

249.45

506.31

142.50

109.06

169.86

117.35

294.39

158.80

205.48

99.50

172.78

212.31

146.55

173.69

2000

Density (persons/sqkm)

197.15

260.36

206.56

174.95

131.02

226.29

216.44

128.82

330.65

262.66

468.72

359.41

512.79

668.36

165.56

294.45

1,539.70

158.33

129.26

234.23

158.00

328.95

210.59

222.18

120.65

187.35

221.39

171.28

67.72

2010

212,363

Valenzuela

330,466

276,979

240,546

Manila 4

Manila 5

Manila 6

208,552

136,679

Paranaque

Muntinlupa

Metro Manila

136,514

Las Pinas

5,926,884

615,882

134,137

Taguig

Total South

218,175

Manila 3

South

231,947

Manila 2

4,312,133

287,770

333,372

40,288

Pateros

Manila 1

372,631

Makati

Pasay City

205,366

Mandaluyong

236,404

Quezon City 3

305,946

346,258

Quezon City 1

130,088

268,570

Pasig

San Juan

275,714

Kalookan 2

Quezon City 4

211,613

Marikina

Total Central

277,257

Quezon City 2

Central

126,146

Navotas

998,869

191,001

Total North

192,102

Malabon

1980

Kalookan 1

North

Cong District

340,050

680,168

186,799

278,380

421,345

Population

230,403

338,855

789,129

9,904,205

1,769,276

379,310

449,811

472,780

467,375

5,127,572

262,297

290,378

251,352

184,905

211,610

378,697

354,908

57,407

444,867

278,474

117,680

365,410

271,172

373,712

505,058

388,475

391,170

3,007,357

485,433

1,163,537

2000
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7,926,855

1,147,620

276,972

307,717

296,851

266,080

4,872,493

272,326

274,793

302,144

196,213

220,853

332,589

366,623

51,401

452,734

242,526

126,708

358,531

251,346

376,721

397,309

339,666

310,010

1,906,742

1990

59,808

14,355

3812.08

4565.63

3226.08

2751.48

23,826

779

1,237

514

551

408

604

1,815

195

3,196

1,116

588

2,450

2,333

1,830

3,180

767

2,264

21,627

4,451

9,915

1,121

1,596

4,543

(ha)

Area

2.32

4.41

4.13

3.52

4.77

5.37

1.37

0.23

0.53

-1.05

-0.33

-0.34

0.64

1.04

1.56

1.18

1.58

-0.23

1.13

0.86

0.60

3.09

4.97

2.34

3.79

3.38

5.94

2.29

2.07

1.58

80-10

2.95

6.42

7.32

3.97

8.08

7.09

1.23

1.25

-0.08

-0.89

-1.06

-0.49

-0.02

2.45

2.47

1.97

1.68

-0.26

1.60

0.61

0.85

3.99

2.11

3.89

6.68

4.82

9.39

4.00

3.84

8.17

80-90

2.25

4.42

3.19

3.87

4.76

5.80

0.51

-0.37

0.55

-1.82

-0.59

-0.43

1.31

-0.32

1.11

-0.18

1.39

-0.74

0.19

0.76

-0.08

2.43

1.35

2.35

4.66

3.62

5.52

2.12

1.99

6.48

90-00

Annual Growth Rate (%)

1.76

2.41

1.95

2.72

1.57

3.27

2.39

-0.18

1.13

-0.43

0.68

-0.11

0.63

1.02

1.12

1.75

1.67

0.31

1.61

1.20

1.03

2.86

11.76

0.81

0.15

1.71

3.02

0.78

0.42

-8.99

00-10
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11,790,906

2,245,113

459,941

588,126

552,573

644,473

6,493,713

257,672

325,028

240,745

197,859

209,323

403,398

392,869

64,147

529,039

328,699

121,430

428,555

305,638

414,039

669,773

1,181,349

424,150

3,052,080

575,356

1,566,565

249,131

353,337

307,691

2010

99.10

42.90

35.85

45.68

42.32

48.75

180.98

308.67

223.83

643.40

396.31

568.22

552.34

158.54

206.60

116.61

183.96

221.29

124.90

101.34

189.24

84.44

359.35

93.47

46.19

47.71

27.96

112.50

119.67

42.28

1980

132.54

79.94

72.66

67.40

92.02

96.70

204.50

349.45

222.06

588.26

356.42

541.04

551.04

201.98

263.59

141.68

217.25

215.54

146.37

107.75

205.89

124.92

442.70

136.93

88.17

76.39

68.60

166.59

174.42

92.74

1990

165.60

123.25

99.50

98.52

146.55

169.86

215.21

336.58

234.66

489.37

335.88

518.40

627.44

195.52

294.39

139.22

249.45

200.18

149.17

116.25

204.25

158.80

506.31

172.78

139.06

109.06

117.35

205.48

212.31

173.69

2000

Density (persons/sqkm)

197.15

156.40

120.65

128.82

171.28

234.23

272.55

330.65

262.66

468.72

359.41

512.79

668.36

216.44

328.95

165.56

294.45

206.56

174.95

131.02

226.29

210.59

1,539.70

187.35

141.13

129.26

158.00

222.18

221.39

67.72

2010

Table 3: Centrographic Measures: Metro Manila, Mega Manila, 1980-2010
Note: Centrographic measures were derived using 26 congressional districts for Metro Manila and
the cities/municipalities for each province and Mega Manila. Where geographic units did not exist in
previous census years, their population for these years were derived according to their proportional
population shares from the geographic unit/s that they originated.

Year

Xo

Yo

q

Average

Standard

Standard

Standard

(km)

(km)

(degrees)

Dist (km)

Dist (km)

Sdisx' (km)

Sdisy' (km)
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Pampanga
1980

246.25

1,666.38

-23.09

14.76

16.04

11.51

11.16

1990

246.19

1,666.68

-26.44

14.70

16.00

11.61

11.02

2000

246.46

1,667.50

-21.57

14.87

16.23

11.58

11.37

2010

246.31

1,667.76

-29.05

14.72

16.10

11.65

11.12

Bulacan
1980

278.66

1,646.01

-26.18

16.50

18.49

11.61

14.39

1990

279.19

1,645.65

-23.81

16.23

18.20

11.86

13.81

2000

280.95

1,645.54

-15.73

16.55

18.33

13.29

12.62

2010

281.79

1,645.65

-12.35

16.36

18.06

13.66

11.82

1980

307.07

1,612.51

-3.26

11.86

13.06

7.70

10.54

1990

307.04

1,613.68

0.40

11.65

12.63

7.43

10.21

2000

306.91

1,614.78

4.13

11.32

12.22

7.32

9.79

2010

307.06

1,616.09

4.87

11.64

12.64

7.16

10.42

Rizal

Laguna
1980

311.91

1,572.47

3.77

20.13

21.25

17.23

12.44

1990

309.87

1,573.50

5.80

20.27

21.40

17.32

12.56

2000

308.22

1,573.84

6.43

19.79

21.02

17.09

12.24

2010

306.63

1,573.96

7.33

18.75

20.23

16.42

11.82

1980

274.51

1,584.68

4.81

13.08

14.26

8.17

11.69

1990

275.33

1,584.46

5.09

12.27

13.51

7.85

10.99

2000

276.18

1,584.50

5.15

11.06

12.48

7.41

10.04

2010

276.40

1,584.73

5.71

10.34

11.78

7.05

9.43
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Cavite

Batangas
1980

287.36

1,537.34

15.25

22.83

25.21

18.56

17.07

1990

287.33

1,537.50

14.92

22.67

25.02

18.49

16.85

2000

287.62

1,537.61

15.02

22.44

24.77

18.25

16.74

2010

288.04

1,538.17

14.84

22.32

24.63

18.17

16.62

Metro Manila
1980

286.88

1,616.07

1.60

8.23

9.34

4.39

8.25

1990

287.21

1,615.90

1.09

9.15

10.27

4.44

9.26

2000

287.44

1,616.01

0.85

9.74

10.82

4.42

9.88

2010

287.67

1,616.03

0.85

9.87

10.92

4.33

10.02

Mega Manila
1980

284.27

1610.18

-9.903

30.50

40.33

22.35

33.57

1990

284.83

1610.27

-9.678

30.24

39.55

21.84

32.98

2000

285.58

1609.70

-8.744

30.61

39.19

21.01

33.09

2010

285.93

1609.08

-8.440

30.88

39.07

20.79

33.09
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DISASTER IS THE NEW NORM

Edward J Blakely

Natural disasters are the new norm. In the last
decade the globe has experienced more natural disaster than in in any ten year period since
Vesuvius (AD 79). The reasons for this are the
combination of climate change and human settlement patterns. Most of the world lives in large
sprawling urban settlements that are built in
precarious places and poorly constructed for the
weather and natural environments where they
are found. We live in these places because for the
past 600 years weather and building technologies make it possible to live where man could not
live in previous eras. As a result, we now face the
tragedy of resettlement or adapting to a changing
climate regime that will destroy human habitats.
In this paper I argue that we have to adapt and
reform our settlement systems or we will not be
able to live comfortably on the planet.

In common with many other environmental
problems human induced climate change is at
its basic level an externality. Those who produce
greenhouse-gas emissions are bringing about
climate change, thereby imposing costs on the
world and future generation, but they do not face
directly, neither with markets nor in other ways,
the full consequences of the costs of their actions…so they face little or no economic incentive
to reduce emissions. Similarly, the emitter does not
have to compensate those who lose out because
of climate change. In this sense, human-induced
climate change is an externality, one that is not
‘corrected’ through any institution or market, unless policy intervenes…” (Stern, 2007)
The United States, one of the world’s largest
greenhouse emitters, is seeing the consequences
of these events, having experienced two years of
continuous drought combined with tornadoes of
unprecedented strength causing large scale urban

disasters that flow directly or indirectly from storm
patterns that created Katrina’s weather patterns
in 2005 (Pierce, 2005). The National Academy of
Sciences in the United States issued a report in
January 2006 showing “… compelling evidence
that changes in ocean circulation contributed to
Hurricane Katrina” (LeGrande, 2006). To further
illustrate the dimensions and direction of these calamities for the US, there were 299 US Presidential
declared disasters in 2005 alone: this is more than
twice the norm for any previous year. 15,272 warm
temperature records were broken in the US in
2012 according to the US National Oceanographic
Service (Romm, 2012).
Of course, the US is not alone in bearing the brunt
of these changes. Russia and China are large emitters too, and they experienced severe weather
events which, together with earthquakes, caused
29,000 deaths in 2011. The earthquake in Japan
with the follow on tsunami did an estimated 210
billion US dollars in damage. Altogether there
were $362 billion in insured damages worldwide
in 2011, the most on record. Global weather
agencies are acknowledging that climate change
is a major contributor to this enormous change
in weather patterns, and they predict even more
frequent wide scale disasters in future. Raymond
Burby, a planner with experience in disaster planning, notes that “…the increasing number and
severity of these disasters is wholly predictable”
(Burby, 2006).
In essence, we know what is coming. But what
are we planners and policy officials going to do
about it? This paper provides a view of the urban
policy issues and requirements that flow from
a new crisis in understanding how to deal with
the massive mega-urban environments that are
imperilled by climate change and the disasters
that will follow it. Climate change will not respect
city jurisdictional boundaries or State lines and not
even national borders. Planners are now dealing
with the consequences of poor urban settlements.
These human habitations are the cause of disaster
because they are intruders on delicate landscapes
freed after the last ice age. Cities occupy regional
environments that will be dramatically impacted
by climate change. We will have to learn how to
prepare for and adapt to the scale of the problems
caused by the emissions from urbanisation in
advanced nations.
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—
This paper is about global climate change as a
growing and continuing source of natural disasters and what can and must be done in cities all
over the world to deal with this rising menace. We
are aware of the arguments on both sides of the
climate change verbal wars. The basis of our argument is found in substantial contemporary science.
The factors inducing and producing alterations
and the means to contain severe weather impacts
are subject to various forms of scientific speculation. The earth has warmed by 0.8 oC over the last
century and global average temperatures are continuing to rise according to the United Kingdom
Science Report authored by Lord Nicholas Stern of
the London School of Economics and formerly the
World Bank (UKP Science Report, 2009). The manifestations of these trends are observable around
the world, for example in the melting of the Arctic
and Greenland ice caps, the shrinking of glaciers
around the world, increasingly uncommon weather, and major effects upon biological systems. The
harmful effects of such events are already showing
up with hundreds of millions of people not having
enough water while tens of millions of other people are flooded out of their homes from sea level
changes. Stern warns:
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Figure 1: Water surge in New Orleans. Image by Author 2007

Scale of the Urban Disaster
Management Issues
Nearly seventy per cent of the world’s people live
near areas where sea levels are expected to rise
from one to six meters by the end of the century.
So, urban planning must be at the forefront of
massive city transformations to buttress built
settlements systems from certain sea inundations.
Despite this information, few city planning tools
are being considered in the re-deployment of
resources by national and local policymakers. It
is time to suggest a policy paradigm shift to metropolitan disaster systems in response to climate
change (LeGrande, 2006).
We are not the first settlement system to face
the impacts of climate change. Work by Roland

Fletcher of the University of Sydney, Australia
with others suggests that the great cities of the
past like Angkor Wat, and similar civilizations
high in the Andes, perished because their infrastructures collapsed after a prolonged period of
climate instability that ruined fragile water and
transportation systems (Fletcher, 1995). Richard
Stone and Robert Clark suggest that Ankgor
Wat may have engineered its own downfall”(
National Geographic, 2008). In his pioneering
book Collapse, Jared Diamond provides similar
evidence than large-scale settlement simply
failed because of a failure to adapt to new climate
regimes (Diamond, 2005).
Ancient records show that for more than 600 years
world temperatures were remarkably stable. In the

pre-Columbus era, global seas were too dangerous to cross not only because of poor navigation
equipment but also because the post ice age seas
were cold and furious. So, it is no accident that
Columbus could sail when he did. The seas had
become unusually calm, meaning the so-called
New World was opened to penetration by warming weather. There is disputable but convincing
evidence those Chinese sailors less than a century
before Columbus circumnavigated the world in
flat-bottom boats. This feat surely couldn’t be
done in high bouncing waves (Menzies, 2002).
So it was that new continents were found and
plundered, with iron ore found in the Americas
ultimately allowing for building in places and on a
scale that couldn’t be imagined before Columbus.
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Figure 2: New York 1650.
Source: http://resources-bgc.bard.edu/19thcNYC/mapsviews/index.php

Building into Trouble
As new approaches to building arose and commerce rose it was only natural for a seacoast to
become industrial and people magnets. Cities
started to grow not only to the seas but in the
seas as well. Landfill with rocks, cables and new
steel allow us to extend and even out shore
lines and create protective harbours for ships.
Figure 2 depicts the encroachments of New
Yorkers into the surrounding waterways. By
the 20th century, a wall of steel and concrete
encased New York City and most of the coastal
cities in Europe. This march out into the seas
and rivers led to massive expansions of London
and Paris. Over the centuries, it was taken for
granted that city commercial expansions could
and should be placed on or in the waterways. It
was only in the late 20th century that this march
into the sea and incursions on coastlines relented
as a result of coastal protection acts passed by
provincial and national governments.
Eventually, the sea based sprawl was arrested by
water depths. No such issue hampered inland
building. So, post-World War II, the building talent and skills marshaled for war turned inward
with interior suburban expansions and highway
building. The United States and Australia led this
construction wave but Europe, and Asia picked it
up quickly. The net effect of this is the paving over
of vast areas of virgin land, altering water courses
and causing much destruction of the natural
environment. Few public figures understood the
consequences of these actions, nor the link to
climate. However, there was an earlier precedent
that might have guided this onslaught.

TITLE
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Figure 3: Angkor Wat Water Kingdom.
Source: Aerial Photo, Roland Fletcher University of Sydney 2012
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Angkor Wat, the dead city of Cambodia was not
abandoned thousands of years ago. Angkor Wat
was a thriving big city as late as the end of the18th
century. What happened there may be the climatechange lesson for our modern cities. Recent research shows that Angkor Wat grew into a major
metropolis based on a well-managed integrated
water system that fed both the central city and villages in a several hundred kilometer radius.
Water flows from the reservoir in the centre of
the complex shown in Figure 3 dried up, and pipes
along with another infrastructure collapsed. But
this is not the only case of city death with small
climate changes combined with the infrastructure
collapse; a similar pattern of events can also be
seen in Beirut (Figures 4-6).
Pre-Columbian Andean settlements were even
more marked in their rapid rise and fall. There is a
lesson here. Metropolitan expansion in simple geographic scale leads to an over burdening of the system, and any change in the climate regime causes
failure of the metropolis.

Recent Examples
New Orleans in the USA and Christchurch, New
Zealand are the most relevant example of overbuilding hubris with the consequences for the
world to see. In the case of New Orleans, the city
is the story of continuing expansion into the surrounding wetlands of the Mississippi1. As the city
leaders filled in wetlands and diverted the great
river, they undermined the city itself. The most
egregious of the wetland extensions was the move
in the 1960s to annex swamp land twice the size of
the original city to the east for suburban expansion.
Even today, Mississippi water continues to flow into
the city requiring constant pumping to prevent the
city from sinking. Vast pumps operate around the
clock to prevent the city from falling in or falling
apart.
New Orleans’ expansion doomed much of the city
when a hurricane hit and the backlash both physically and emotionally doomed the rest of the city.
In Christchurch, expansions were made onto
lands that were known to be soft clays capable of
liquefaction in an earthquake. So, it was unbuildable territory from the outset. But years of small
tremors with few major earth movements seduced
the City government and its developer allies, just
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City Size, Sprawl and Demise

Rapid Growth
Figure 4: Birth

Big City
Figure 5: Growth

Figures 4-6: Growth and decline in Beirut, AD 775 - AD 1265. Drawn by Brette
Blakely from material provided by Professor Roland Fletcher, University of Sydney.

Decline
Figure 6: Decline

—
Developing new approaches for radical climate
shifts is hard do because there is not a clear causal
chain. There is too little research available on the impact of rising temperatures on tornadoes, cyclones,
high temperatures, severe wind storms, fires and
floods in highly settled areas with mild climates. We
know from the IPCC and other reports that in the
next few decades, most people in the world will be
subject to climate change because of rapid and unprecedented migration from rural to urban environments. There are few urban instruments, tools or an
approach that combines scientific knowledge about
climate change and its likely effects on the planning and design of cities or suburbs. An integrative
research policy framework is needed for developing new and robust public policies, urban design
guidelines and implementation measures. These
approaches have to consider doing what we can to
replace and upgrade the current urban fabric, since
altering our habitation patterns is too expensive and
perhaps more drastic than needed. By looking at the
mega-urban environments of the US, Russia, Asia
and Australia, we can add to the planning and policy
knowledge base.
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New Urban Risks
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like in New Orleans, resulting in the suburbanization of areas that were not buildable based on current knowledge.
So it is imperative that we learn from the past and
prepare for the future. Climate change is a large and
complex issue with many localized ramifications.
Achieving change at a national level can be challenging politically; moreover, our living patterns
are often laid out in dense urban areas confined
by geography to a specific eco-system. So, in this
paper, we emphasise a scale lower than the nation,
perhaps that of the city and its regional hinterland,
at which the impacts of climate change will be felt
and where public policy can be developed and carried out with direct consequences for human life,
infrastructure and institutional forms.
Our current approach to city building will mean
that small changes in weather patterns will have
large impacts on human settlements. As we create
bigger and more sprawling cities we have to either
adapt them to the new weather or abandon some
portions of them. Perhaps, new forms of building
can be developed in better places that will allow
our civilization to transfer its knowledge to future
generations by building urban communities that
can live with nature, and not perish by thwarting it.

Figure 7: ‘Liquefied street’, Christchurch. Image by Author
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Not only are we sprawling too much, we are building the wrong things in the wrong places. Wealth has
allowed substantial homes to be built on or adjacent
to beaches and in forested areas often on the slopes
of hills and mountains. This is turning sensitive urban
habitat into over-built, fire prone areas. Houses not
only alter the landscape; they provide dangerous
combustion materials for wildfires, pushing the temperature up to over 1000 degrees centigrade where
even brick homes are destroyed (Figure 8).
We are building homes on cement slabs on the
ground, increasing the compaction of soil and run
off and reducing water storage on properties. As a
result, small creeks are receiving too much water in
peak periods, causing unnecessary floods in light
rains (Figure 9). Many of our urban building materials are cheap and fast but contain so many chemicals
that they are dangerous in any emergency.
There is a small body of planning literature dealing with various aspects of the poor performance of
modern urban settlement patterns (Layard, Davoudi,
Batty, 2001). Furthermore, scientific literature is
emerging that focuses on the need to revalue nature and find better ways to live by integrating the
long-term welfare of the Australian people and its
plants and animals with climate and energy resource

Figure 8: Victoria fire damage, Australia, 2009. Source: Original Peter Fisher Photo.

requirements. Writers such as Calthorpe (1993)
and Duany et al (2001) have focused attention on
rethinking the planning of new suburbs to create
more environmentally sustainable places. Some of
these ideas are incorporated into planning policies
and strategic plans in many American and European
cities, as well as in Australia; however, none of the
strategies adequately consider the radical changes
to urban design needed to account for severe climatic change.
The recent hurricanes in New Orleans (2005) and
in Innisfail, Australia (2004), the fires near Melbourne
and in Santa Barbara (2009) and the floods in
Queensland and the droughts in California, -which
are on similar latitudes but at opposite ends of the
world- illustrate the devastation that changes in natural systems can have on densely populated coastal
urban areas. Subtle impacts of climate change are
already occurring that potentially present major
problems for many cities around the world. Most
of the world’s largest cities, for example, are clustered around coastlines with fragile and vulnerable
eco-systems. London, Washington DC, San Diego,
Sydney and Melbourne and New York are already
acting with the establishment of climate-change offices for analysing empirical data to deal with the fu-

The Disastrous Metros
In our recent book on resilience, we focused on US
Coastal belts, in the east (New York and Miami) the
south (New Orleans) and the west (Los Angeles and
San Francisco) as illustrative of the US coastal dilemmas. However, the US heartland will also be dramatically exposed to flooding, heat and related impacts
for which those cities have made little preparation
(Blakely and Carbonell, 2012).

Figure 9: Impervious surroundings to a property in a flood plain. Source: Image by Author
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… the safest possible community that we have the
knowledge to design and build in a natural hazard
context. It is a means to help communities reduce
their vulnerability to natural hazards by raising
the application of the principles and techniques of
mitigation to their development and/or redevelopment decision-making process. A Disaster Resistant
Community is a model and a process, with best
goals to work towards, and a set of guidelines to get
there. It is also a means for envisioning these goals
and a practical framework for implementing them.
(Geis 2000)

In similar climatic zones, the full range of global
climatic impacts will be felt. Figure 10 depicts the
places where the global increases in heat are at their
greatest. These are increasingly severe in northern
areas, where building systems and living conditions
are not equipped or used to heat extremes.
We need to better understand climate change issues by reviewing some of the key literature about
its impacts on urban areas. From this understanding, we can develop approaches for future planning
scholars interested in climatic change as it applies to
public policy.
In response to the need for clear guiding principles
and values that can steer cities to desired long-term
social and economic outcomes, Gottschalk (2003)
puts forward a comprehensive urban hazard mitigation aimed at creating resilient cities. He argues
that present policy, practice and knowledge fail to
deal with the unique aspects of cities under stress,
strongly emphasising, in a similar way to Blakely and
Carbonell (op cit, 2012), that more expanded urban
systems research, education and training with collaboration among professional groups involved
in city building and hazard mitigation is urgently
needed.
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ture threat of extreme sea-level rise and its impacts
on the city. The goals of good planning and policy
are, as Geis says, to work towards:
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Designing For or Against Climate Change
—
A different approach to engineered works identified through the literature is that of Mileti (1999)
and Brown (2001). They suggest incorporating sustainable technologies in the design of communities
to make them more self-reliant and independent
of outside infrastructure and servicing in times of
natural disasters. We need to move away from highly
fixed central systems of power and energy in a world
of continuous disruption.
Experience with natural and technologically complex systems teaches us that highly connected networks, such as power grids, food webs and computer
networks, have a propensity for catastrophic failure
and systemic rupture.
The U.S. Senate Subcommittee on Natural Disaster
Reduction has explored the link between indigenous
hazards and climate change as a part of its mission
citing the fragmented approach to natural hazard
mitigation and disaster management. In sum, the
many scholars and practitioners acknowledge the
connections that must exist between the built environment and the disastrous effects of natural disasters. However, their ideas do not get close to developing a normative theory of planning and urban
design specifically directed at those effects.
Urban Natural Disasters
Antecedents of the literature that relates city location to natural disasters can be traced back to the
geographer Gilbert White as early as 1936 and to
Kenneth Hewitt (1997) in his Regions at Risk: a
Geographic Introduction to Disasters. Although the
recorded natural disasters show the connections
between land use, civic form, urban design, public
infrastructure and the community’s vulnerability
to the impacts of extreme natural events, more is
known about building codes and methods of creating safe buildings than about these connections
(Ceniceros, 1997). Geis suggests that while there
is great concern about the safety of buildings, it
is not possible at this stage to have a safe building ‘if you don’t have a safe community to put it in’
(Geis 2000: 3). We would add that the ‘safe community’ must also include a safe social and economic
environment.
In the United States, an important step in developing the knowledge to create safe communities
came through the work of the Federal Emergency

Management Agency (FEMA) and its Project Impact
Program in 1996-97. In that program, FEMA sponsored studies that advocate and recommend landuse planning adequate to mitigate the effects of
natural disasters, through the construction of areawide protective works. Such works would include
engineered measures, such as flood-control and
hurricane-protection levees and flood-control reservoirs, channel alterations, tide gates, and the installation of pumps. And in policy terms, building
was to be kept away from flood plains, from seismically active areas, and from wetlands and hillsides
(Britton 1998; Olshansky, 2000). FEMA also advocated so-called ’safe development’ practices through
modification of building and site design.
A major shortcoming of the FEMA approach,
however, was the assumption that one federallydefined safety plan will fit all localities. Sociologist
Dennis Mileti (1999) rightly points out in Disasters by
Design, the Second Assessment of Natural Hazards in
the United States, that the necessary guidance to inform the planning of development in hazard prone
areas is still missing from FEMA. He states, ‘Instead,
a patchwork of innumerable federal, state and local
regulations creates a confusing picture and often
mitigates short-term losses while allowing the potential for catastrophic losses to grow’ (Mileti 1999).
The importance of Geis (2000) who coined the
term ‘Disaster Resistant Communities’ (DRCs), is
that he provides structures for understanding how
climate-change responses might be conceptually modelled. Geis points out that ‘While traditional
emergency management programs and planning,
i.e. mitigation, preparedness, response and recovery
- are essential, the best way to cut growing human
and property losses from earthquakes, hurricanes
and severe flooding is rooted … in how we design
and build our communities in the first place in these
hazards vulnerable areas’ (Geis 2000, 3). The DRC
concept was explicitly created to provide a vision of
an ‘overarching guidance’ that informs development
in hazard predisposed places.
This year I called in the Journal Crisis Response
(2012) for an international disaster building code
so that communities all over the world would know
what disaster scenarios are likely and how they
might retrofit buildings and create better codes for
siting and the choice of materials for new buildings.
In my paper, I noted that the present international
building codes arose from very similar circumstanc-

es where fire was a uniform problem affecting industry and residents.
Under my proposals, human settlement codes
would be guides to good practice, outlining the
geo-science base for where a settlement should
be developed, incorporating the best data on fire,
flood, wind and other factors projected for the future, and where current risks of settlement are high,
with bandwidths of dangers indicated on maps and
satellite imagery. This would allow simulations of
various types of danger to be examined based on
international data before building were undertaken,
or risks could be reduced by adaptive measures as a
result of the data.
We are already using similar measures in (many places) to reduce risks to communities and properties by
the selective purchases of flood- and fire-prone lands.
Human settlement codes would become the inter-

national guide for good settlement practices.
These codes would be adopted by each nation
independently, much like the international building codes.
Since the adoption of the international building
codes and similar public safety measures, the numbers of deaths from fire have plummeted around
the world. Moreover, developing a global code
places pressure on international firms to conform
to these standards and gives local governments the
backbone to impose them. Of course, the insurance
industry would use them to benchmark coverage.
In the wake of the recent disasters in Australia,
the government is now considering whether this is
the time for a comprehensive and integrated body
of disaster law to replace the present thinking that
disaster laws are all about emergency responses.
Two areas of law are particularly relevant when it
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Figure 10: Map of heat across the globe.
Source: http://www.nnvl.noaa.gov/images/high_resolution/1068v1_20120515-AprilClimateTemp.png
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comes to catastrophic climate risks – environmental
planning and assessment law, and insurance law.
The 2010 Final Report of the 2009 Victorian Bushfires
Royal Commission, for example, proposes changing
Victoria’s planning regime to reconsider both the
siting of homes in areas with a high bush fire risk,
and the related clearance of native vegetation.
But the real question that needs to be answered is
whether we can go on simply tweaking and upgrading our legislation or whether we need wholesale
reform as we confront catastrophes never before
envisaged.
Geis proposes design principles to be put into effect through urban planning regulations and mechanisms to include:
∙ The relationship between the built and natural
environments;
∙ The configuration, hierarchy, location, and scale
of transportation systems and other public
infrastructure;
∙ The design and patterns of open space;
∙ Housing, neighbourhood, and community buildings design; and
∙ The design and location of community facilities
such as hospitals, fire and police stations, and
certain administrative offices (Geis 2000).2
The notion of New Urbanism and DRCs is linked
in a master’s thesis (Mitchell 2003) which produces a
blueprint for cities threatened by the devastating effects of natural hazards. Mitchell’s study is based on
the apparent natural relationship between Disaster
Resistant Communities and ‘quality of life’ or ’sustainable communities’ It starts from the assumption
that all sustainable community proposals - such as
Calthorpe’s Transit Oriented Developments; Duany’s
Traditional Neighbourhood Developments (Op cit)
and Australian Liveable Neighbourhood Structure
communities are based on development patterns
that address all DRC principles. Mitchell claims that
New Urbanism may embody the principles advocated by Geis because the street grid pattern in New
Urbanism communities is the best for evacuating
people in emergencies. The reason he gives is that
the central locations of most public buildings and
facilities in New Urbanism lend themselves easily
to a government response to mitigate natural disasters with the preservation and location of open
space serving as buffers and spaces for the gathering of people in post-disaster situations, etc.

Where to Go
From the above examination, it is evident that a significance body of information exists in urban planning about what constitutes an environmentally sustainable urban form. The literature, however, is not
adequately informed by scientific knowledge about
likely climate-change scenarios. Thus, research is
needed to bring current knowledge about temperature rises and ‘heat island’ effects, air pollution, sealevel rise, storms, flooding and wild fires to bear on
the design of DRCs that are much better able withstand extreme events.
A critical issue, therefore, is to collate the various
strands of scientific knowledge so that its implications can be modeled and understood in the metropolitan context, which will then allow new scenarios for planning the civic form to proceed on a
solid knowledge base rather than through the wellintentioned but often misleading ‘feel good’ policies
and statements about sustainable urban forms that
abound in statutory planning policies and instruments. This is important for many on coastal cities
that are highly vulnerable to the climate-change
predictions. Recent climate events could be considered as early warnings of what is to come and stay
for hundreds of years. Thus, there is an urgent need
to inform planning practice with current scientific
information to develop better methods and procedures for designing the urban form.

What about Russian Cities?3
—
For Russia this means a dramatic re-examination
of city location and form. The Central Direction era
placed cities in unlikely and unmanageable places.
Many of these cities are now dying. The death of
these cities will be accelerated by natural disaster
induced in part because of the building and location of these cities. Moreover, many of these places
required heating and cooling systems that will become prohibitive in an energy shrinking world. So,
the time is ripe to consider selective abandonment
and re-concentration as a deliberate policy and not
a de-facto practice. Cities like Perm will have to grow
in size but not in the footprint because of its strategic and natural location.
Other cities will also have to undergo a similar renaissance to prevent economic and demographic
national implosion. This will require subtle regional
planning versus national directive planning as our

book on resilient coastal regions demonstrates.
Regionally based industrial development has to be
fostered, and regional and local communities within
regions are re-fashioned to meet a novel climate and
global market regime.

Conclusion

1 The haphazard expansion of Port au Prince, Haiti shows
parallels to the disastrous expansion of New Orleans,
although in the former case it was an earthquake (that of
January 2010) that was the cause of the disaster.
2 The DRC concept continued to change in 1994 through
a series of presentations at various professional meetings
in the U.S. The first comprehensive paper on DRCs was
presented in Tel-Aviv in 1994 at the 1st International
Congress of Local Authorities Confronting Disasters and
Emergencies (LACDE) (Geis Ibid). This work stresses the role
of local governments and further develops the connection
between natural hazard mitigation, disaster resistant
communities and sustainable development (Geis 2000).
3 The subject of ISOCARP’s 2012 World Congress
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Endnotes
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—
Our current approach to dealing with increasing natural disasters is not a strategy. We have to seriously
examine where our cities are and how they fit into
the continuing urban hazards crisis. Historically, city
building has followed an economic and social purpose. Now, the large industrial metro-systems we
built to serve one era are a hazard not only because
they are decaying, but because they are built in
the inappropriate places, with the poor materials at
a time when the earth is changing. Current science
is enough to know the problems, but new scientific
developments cannot be relied on to cure these dilemmas. Instead, it will take a new will both to save
where people live and to create a better tomorrow
for the entire earth.
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High Speed
Suburban Decline
The Case of Cities
in Eastern Germany

Johann Jessen
After the reuniﬁcation of Germany the cities
of Eastern Germany faced an unprecedented,
in some ways unique and highly dynamic
process of suburban decline. Firstly, this article gives a short outline of the speciﬁc form
of urban growth in the German Democratic
Republic (GDR), emphasizing what can be
called the “Socialist way of suburbanization”.
Secondly, it focuses on the economic, social
and spatial impacts that the reuniﬁcation
of the two Germanys in 1990 had on urban
development in Eastern Germany. One of
these long-term impacts was the collapse of
many regional housing markets that triggered a very speciﬁc process of suburban
decline. This process started about 15 years
ago and still persists nowadays. Thirdly,
the article sketches the federal policy that
was implemented to stabilize the collapsing
housing markets: a funding program called
Stadtumbau Ost (Urban Restructuring in
East Germany). This program provides local
authorities in East Germany with the means
to cope with the problems of suburban
decline. Finally, suburban decline in Eastern
Germany will be illustrated by highlighting
the case of the Grünau housing estate in the
city of Leipzig.

Demolition and urban
regeneration in Leipzig Grünau.
Image by ©Thomas Wolf, Gotha
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Figure 1: Berlin - Marzahn. The biggest housing estate
in the former GDR with 180,000 inhabitants (1989).
Source: ADN Zentralbild1986/0128/310N
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The Socialist Way of Suburbanization
—
In the former German Democratic Republic (GDR),
a member of the communist block, postwar urban
growth was dominated by the large-scale production of standardized housing at the urban periphery, while the inner city housing stock of the prewar
period was highly neglected. The construction of
owner-occupied single family homes was officially
permitted, but more or less frowned upon within
the political system of the GDR. It played a minor
role in quantitative terms, and could be found
mainly in rural areas (Topfstedt 1999: 530).
Socialist housing production went through
several stages. The fifties were the period of reconstructing the housing areas that had been destroyed during World War II. Since 1955 the central
state started to promote industrialized housing
production. As housing shortage had always been
a major problem, the governing Socialist Party concluded an ambitious long-term housing production program (Wohnungsbauprogramm) in 1971. Its
political slogan was ”Solving the housing question as
a social problem by 1990”. Initially, the construction
of 2.8 to 3.0 million housing units had been projected. But by the fall of the ‘Iron Curtain’ in 1989, only
1.7 million new dwellings had actually been built.
Only about 60 % of the Socialist Plan was fulfilled.
Nonetheless, the seventies and the eighties
were by far the most productive period of housing construction in the GDR (Topfstedt 1999: 556).
Since the beginning of the sixties housing production in the GDR was highly industrialized and
centralized by government agencies. Only a limited number of building types and size variations
in floor plans were envisaged. The standardized
components were produced in huge state-owned
housing production combines. During this period,
identical types of residential buildings were put up
in almost every city in Eastern Germany. As those
buildings were constructed of large prefabricated
concrete slabs, they are colloquially referred to as
Plattensiedlungen, Plattenbauten or simply Platte
(literally ‘slab settlements’, ‘slab buildings’ or simply ’slab’) (for more details about the industrialized
housing production in the GDR see: Hannemann
1996, Hannemann 2000).
Most of the new residential buildings were built
at the urban fringe. Plattenbauten formed the
predominant component of urban growth in the

last three decades of the GDR (Figure 1). Some of
these urban extensions, predominantly in smaller
towns, only comprised a few buildings (some 100
housings units in total), others were enormous settlements with tens of thousands of inhabitants,
for example Marzahn in Eastern Berlin (180,000
inhabitants.), Grünau in Leipzig (85,000) or FritzHeckert-Siedlung in Karl-Marx-Stadt (65,000) (figures from 1989). Figure 2 shows the distribution
of Plattensiedlungen in the GDR with more than
2,500 housing units. Thus, urban growth took place
in the former German Democratic Republic, but
not in the classic sense of suburban sprawl and
homeownership.
In the GDR, urban growth was not market-based,
but politically determined. The spatial distribution
of land uses, be it industrial plants or housing estates, was regulated by the central state following
economic and social principles to create the ‘first
Socialist state on German territory.’ Housing production was highly defined by the demands of an
industrialized construction process that was implemented rigorously and allowed little variation of architectural form. While suburbanization in Western
Germany featured a great variety of building types
including both detached single-family houses and
public housing estates, in the GDR, industrialized,
prefab standardized housing prevailed. Here, urban
development was mainly the result of the central
state’s policy of industrialization and collective land
economy. The influence of local administrations on
urban development was more or less marginal. The
urban form of the housing estates from the seventies and eighties followed the international style of
the functionalistic era: separation of uses, incidental public green space between the buildings and
so on.
In 1989, more than 25 % of the citizens of the GDR
lived in a slab building. Compared to corresponding
housing estates in the capitalist sphere, the social
structure in these new housing areas was very homogeneous – residents resembled one another in
terms of age, professional status and income. Social
segregation was almost unknown. Living in these
new dwellings was very popular at that time and
considered a privilege, because the size and quality
of the new dwellings outclassed most of the existing housing stock and the new estates were generously endowed with social infrastructure (schools,
child care and so on). The housing conditions were

Impacts of the German Reuniﬁcation on Spatial
Development in Eastern Germany’s Cities
much better than in the run-down prewar housing
stock that was still privately owned in large part. As
rents were kept very low due to political control,
owners of private housing had not the slightest
chance of properly maintaining their buildings or
to even modernize them. Official housing policy
deliberately neglected the privately owned rental
housing stock and left it in a state of overall decay.

—
The breakdown of communism and the fall of
the Iron Curtain in 1989 led to the reunification of
Western and Eastern Germany in 1990. The years
following German reunification were marked by
dramatic change. Eastern Germany faced an abrupt
and tremendous loss of jobs and population.
Hannemann described this as interrelated processes
of “de-economization, de-population, and de-urbanization” (Hannemann 2004: 200f.).
The reunification of Germany was an experience
unique in history. It called for policies that had no
precedent, no routines and comparable experience
to it: how to bring together two countries with a
completely different political, economic and social
structure, different cultures and social attitudes?
First of all, these questions were resolved by fully
transferring Western Germany’s legal, organization-
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Figure 2: Map of the former GDR with
prefab housing estates comprising
more than 2,500 housing units.
Source: Topfstedt: 1999, 535
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al, administrative and political structures to Eastern
Germany. Secondly, there was a tremendous financial transfer from the West to the East to reconstruct
the economic base of Eastern Germany that had almost completely collapsed. Since 1990, hundreds of
billions of euros of public money have been spent in
Eastern Germany. A large part of it was invested in
cities: urban renewal of the inner city areas, maintenance and modernization of the prefab public housing areas), extension and modernization of the road
network and railway system, etc.
Despite these political efforts, the cities and regions in Eastern Germany were confronted with a
dramatic economic decline, whereas urban regions
in Western Germany faced a new boom in the years
after reunification. Within ten years, most of Eastern
Germany’s cities had lost up to 20 % percent of their
former inhabitants through:
t Labour-oriented migration: particularly in the
first years after reunification, many East Germans,
especially the young, educated and active
members of the workforce, moved to Western
Germany because of better job opportunities;
t Decline in the birth rate: shortly after the reunification, the fertility rate in the GDR dropped
dramatically which was explained by a general
anxiety about the future. Today the fertility rate
in East Germany is back to normal again which is
still low compared to other European countries
like France or Great Britain or to the US;
t Catch-up suburbanization: almost immediately
after the fall of the Iron Curtain, the process of
suburbanization in its well-known form of urban
sprawl set in. Many young families in Eastern
Germany made their dream come true. They
moved into their newly built, detached singlefamily homes in small communities in the conurbations. Some of these small villages doubled
or tripled their numbers of inhabitants within
ten years. Suburbanization was very strong in
the first years after unification, thus satisfying
a tremendous backlog of demand. Also, the
speculative construction of new apartment
blocks, encouraged by federal tax incentives,
took place in these small rural communities
where land prices were low. Nowadays, the
suburbanization process in Eastern Germany
has slowed down considerably and in some
places has come to a complete stop due to lack
of demand (Herfert 2005).

The vast majority of the cities in Eastern Germany
are still shrinking. The continuous loss of population and jobs has had a tremendous impact: an
unemployment rate on a persistently high level
(17-20 percent in average), a constantly high rate
of people depending on social welfare, a rapidly
ageing population, decreasing housing rents, decreasing land prices, reduced purchasing power
and reduced local tax revenues. The effects became more and more visible. The cities are marked
by extensive brownfield and derelict commercial
sites, streets with many vacant shops and offices,
dilapidated factory and residential buildings, underutilized or over-abundant social and technical
infrastructure, neglected parks and squares. This
phenomenon of ‘shrinking cities’ has meanwhile
been impressively illustrated (Kil 2004), exposed
(Oswald 2004/2005) and statistically underpinned
(Gatzweiler et al. 2003, 557). Since about 2005
some ’islands of growth’ (Herfert) have emerged in
Eastern Germany, mainly the big cities like Leipzig,
Dresden, Potsdam, Jena and others are growing
again, while the smaller towns and the rural areas
are still declining.
Urban housing markets were severely impaired.
While a large number of new single-family houses
were built, the number of vacancies/empty properties in the existing housing stock grew constantly.
The vacancy rates on the housing market in many
cities went up to 20 %. There are regional differences as well as differences within various parts of the
cities. Vacancies were mainly concentrated in the
old housing stock that was in need of modernization, and, since the second half of the nineties, also
in the Plattensiedlungen. In some of the housing areas, the empty property rate exceeded 30 %.
Paradoxically, the looming oversupply crisis of
the housing market was partly fuelled by federal
and state policies in the early years after reunification. A regionally undifferentiated fiscal policy (tax
incentives) led to a dramatic misallocation of investment in housing. New rental housing, primarily
multi-storey, mushroomed in the small communities surrounding large cities. As a consequence, the
number of empty properties increased in the city
centre and regeneration strategies were thwarted.
Unfortunately, this malfunction in housing support
and fiscal policy, at both a federal and state level,
was put right too late and therefore exacerbated
the problems of the housing market.

—
Towards the end of the nineties, the number of
empty properties rose to a level that was no longer
tolerable and in the long run would have led to a
total collapse of the housing market and the bankruptcy of major housing companies. One million
out of 6.9 million dwellings in Eastern Germany
were abandoned, half of it in the historic housing stock, the other part in postwar buildings.
It became clear that a policy change was necessary. In 1999, a Commission of Housing Experts
was established by the German Federal Ministry
of Transport, Building and Housing (today known
as the Federal Ministry of Transport, Building and
Urban Affairs). In its final report, the Commission
recommended a federal funding program
(Kommission Wohnungswirtschaftlicher Wandel
2000). In 2002, the Ministry initiated this program
titled Stadtumbau Ost (Urban restructuring in East
Germany).
In Germany, people have rather high expectations concerning the role of the state and its interventions. This notion of a caring, responsible state is
closely related to the philosophy of a ‘social market
economy’. The concept of a ‘social market economy’

Figure 3: Rückbau – demolition of housing estates
in Hoyerswerda. Source: Johann Jessen

can be described as the overall consensus between
all major political parties in Germany. The general
aim of planning and spatial policy in Germany is to
achieve living conditions of ‘equal value’ all over the
country. This may be one of the reasons why there
has also always been a rather strong consensus on
issues of urban and regional planning, housing and
industrial policy. It was rarely the focus of controversial political debates. Changes in government
do not usually lead to drastic changes in planning
and housing policies. This can also be said for the
various funding programs to support urban development, of which the program Stadtumbau Ost is
only one among others.
The Federal Funding Program has a total budget of 2.7 billion euros, provided by the Bund, the
Länder and the Communities. It has two main objectives. Firstly, stabilizing the housing market by
demolishing redundant housing, euphemistically
called Rückbau (de-construction). Secondly, revitalizing the existing urban areas, called Aufwertung
(upgrading) (BMVBS 2010/2012). Between 2002 and
2010, about 425 municipalities in Eastern Germany
received grants provided they could present a socalled Integriertes Stadtentwicklungkonzept (INSEK)
(literally: Integrated urban development concept – a
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Figure 4: Converting apartment blocks
into urban villas – Leinefelde Thüringen
(Architect: Stefan Forster).
Source: Stadt Leinefelde

comprehensive development scheme). It served to
assure a controlled intervention into the housing
market and defined upgrading schemes that fit into
the overall development plan of the city.
Critics claim that the program is more or less a
fund to subsidize the demolition of housing and
thus, an instrument for subsidizing a planned suburban decline. In fact, most of the money went into
so-called Rückbau (demolition measures). Today, the
housing companies receive a subsidy of between
50 and 60 euros per each square meter of ground
floor that is demolished. The fourth status report
of the Ministry (BMVBS 2010: 8) illustrates the consequences of this. Between 2002 and 2010, nearly
300,000 housing units were removed from the market in Eastern Germany by demolition. Assuming
that, on average, one housing unit is shared by
two persons, this means that in a country with 15.5
million inhabitants (former GDR), a virtual city of
600,000 inhabitants has been torn down complete-

ly – the second biggest city in Eastern Germany following after Berlin.
Another figure may illustrate the extreme dimension of this demolition program: The number
of housing units demolished during this first five
year period in Eastern Germany (2002 - 2007) nearly equals the number of housing units that were
newly constructed in Germany as a whole (with its
over 80 million inhabitants) in the year 2007. But
the demolition will go on. It is estimated that in
the second period of the program (2010 - 2016) the
demolition of another 200,000 - 250,000 housing
units are necessary to stabilize the market.
The vast majority of the buildings that were
knocked down were postwar housing from the
GDR era. Over 80 percent of the demolished buildings were housing units that were constructed in
the GDR (from 1949 -1990) (BMVBS 2010: 68) – most
of them Plattenbauten and little more than 20 years
old, most of them at the fringe of both small, me-

dium sized and big cities (Figure 3). Not all of the
buildings were completely demolished - in some
cases, the number of storeys was reduced or the
buildings were remodeled into so-called urban villas (Figure 4). Moreover, grants are not only given
for the demolition of housing, but also of schools,
child care facilities or public swimming pools and
other infrastructure that had become redundant.
On average, the vacancy rate dropped from 16.2
per cent in 2002 to 10.0 cent in 2009 (BMVBS 2010:
69). As stated earlier, the demolition program has
entered a second phase (2010-2016). The situation
in Eastern Germany can be seen as a unique type
of suburban decline that has been addressed by an
equally unique policy.
It would not be correct to see the only purpose
of the program as funding the demolition of redundant housing and infrastructure. These activities are embedded in regeneration schemes and
accompanied by various measures to improve the

conditions of the residual housing stock, both in inner city areas and in the Plattensiedlungen. Among
other things, this includes:
t Ongoing modernization of the residual housing
stock
t Refurbishing public space
t Creating green spaces on derelict land
t Adapting the existing technical and social infrastructure to changing demands.
A very special planning approach that has been
developed in shrinking cities is the strategic mobilizing of temporary uses of redundant land and
buildings by urban pioneers - creative individuals
and groups with a moderate income, for instance
artists or students. Artistic performances were
popular ingredients of regeneration strategies in
shrinking cities (Haydn/Temel 2006) (Figure 5). It
is hoped that some of them will gain ground and
achieve a sustainable basis in the future
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Figure 5: Temporary uses - Hotel Neustadt.
Converting a vacant housing estate into
a hotel for an avantgarde theater festival
located in the New Town Halle-Neustadt,
in summer 2003. Source: raumlabor Berlin
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Suburban Decline and Urban Regeneration - The
Example of Leipzig - Grünau
—
A prominent example of this specific mode of
surburban decline in East German Cities is the
Plattensiedlung Leipzig - Grünau. Leipzig has 522,000
inhabitants (2010) and is, next to Berlin and Dresden,
the third biggest city in Eastern Germany. Grünau
is situated in the very south east of the city. With its
originally 36,000 dwellings, Grünau is one of the biggest housing estates from the German Democratic
Repubic era. It was constructed between 1975 and
1988. In 1989 it was home to more than 85,000 people and almost every sixth Leipzig citizen lived in
Grünau. By the end of 2010 the number of inhabitants had shrunk by more than a half to 40,700 inhabitants in spite of continuous substantial efforts to
improve living conditions since the early nineties. It
seems this will not mark the bottom line
In the first ten years following German reunification, the city of Leipzig lost a fifth of its population
(more than 100,000 inhabitants). There were over
50,000 vacant dwellings that were initially concentrated in the run down inner city housing belt dating from the 19th century. In the second half of the
nineties the first vacancies could be found in the
Plattensiedlungen. In the nineties suburbanization
was strong (for more detailed information about
the suburbanization process see: Herfert/Röhl 2000,
Herfert 2002/2007). In 1997 more than 10,000 people left Leipzig for a new home, mostly single-family
houses in one of the neighbouring municipalities.
Since the end of the century the once intensive surburbanisation has slowed down and even reversed;
since 2001 the population of Leipzig has begun to
grow again, even if at a modest rate. Not only has the
city, through boundary extensions, won back many
former inhabitants initially lost due to suburbanisation in the first decade after the fall of the wall, it
showed positive net immigration in 2006, thus belonging to the few new islands of growth mentioned
above.
Undoubtedly, one of the reasons is the effective
policy of urban regeneration (Kunz 2007; Jessen/
Walther 2008, Heinig/Herfert 2012 BMVBS 2011:
30f.). The city can now look back on a number of notably successful developments, including the consolidation of essential parts of the housing market. The
inner city housing areas from the late 19th century, in
which over 80 per cent of the apartments have now

been modernized, have succeeded in establishing
themselves as attractive places to live. On the other
hand, the Plattensiedlungen continue to lose residents at an alarming rate, resulting in concentrations
of empty properties. They have not benefited from
the growing appeal of the city as a whole, though
particularly in Grünau more than 70 percent of the
dwellings have been modernised (Figure 6).
Those renewal efforts have extended to the estate as a whole. A large shopping mall has been
established, schools and other public infrastructure,
including a new indoor swimming pool have been
built (Figure7) and the public realm and the green
space have been extensively upgraded (Figure 8).
The quality of public transport has been improved.
Elaborate concepts of citizen participation were regular elements of all the projects. Millions of euros in
subsidies from the European, federal and state level
have been spent in Grünau.
For more than twenty years Grünau has shown
the way for local planning and policy in Leipzig. The
concepts had to be revised several times. A major
change was initiated by the Stadtentwicklungsplan
Wohnungsbau und Stadterneuerung – Teilplan
Großsiedlungen (Stadt Leipzig 2002) (Urban
Development Plan Housing and Urban Renewal –
Partial Plan Housing Estates) from 2002 which was
updated in 2007 (Figure 9) (Stadt Leipzig 2007). Since
2002, 6,800 dwellings have been knocked down in
Grünau. It is planned to increase the number of demolished housing units to a total of 11,200 (about
30% of the original housing stock).
From the beginning this controlled reduction of
the housing stock was embedded in various measures to further improve the living conditions in
Grünau (enhancing the green spaces, modernizing
the social infrastructure etc.). Surveys that have been
carried out continuously in Leipzig Grünau show the
positive effects of the measures taken. The inhabitants express a growing confidence in the future of
the neighbourhood and growing satisfaction with

Figure 6: Modernized pre fab dwellings
in Leipzig Grünau. Source: Stadt Leipzig
Figure 7: New public and private infrastructure in
Plattensiedlungen - Leipzig Grünau. Source: Stadt Leipzig
Figure 8: Creating parks and green spaces on demolition sites
– Leipzig Grünau. Source: Stadt Leipzig
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Figure 9: STEP Großsiedlungen 2002 Leipzig Grünau (Development Plan Leipzig Grünau 2002). Image Courtesy of Stadt Leipzig
Note: This Masterplan is a priority plan that defines strategies (restructuring, renewing, consolidating etc.) to be taken in different parts of Grünau.

Conclusion
the living conditions. Nonetheless, experts doubt
whether, due to demographic change, these efforts
will suffice to stabilize this area in the long run.
Thus, not only Leipzig Grünau, but the Plattenbau
areas in general, will definitely not disappear completely, but they will become smaller and more
thinned out: lower density, fewer buildings, fewer
people, but also more room and green space per individual. They will probably remain as a major contribution to the housing provision in Eastern Germany.
Nevertheless, the future of the postwar housing
stock in Eastern Germany remains uncertain; the
substantial imbalances of the regional housing market are likely to persist into the longer term (Bernt/
Kabisch 2005).

—
The process of suburban decline, which the cities
in Eastern Germany are up against, is in many respects different to the suburban decline discussed in
the United States (Lucy/ Phillips 2000, Vicino 2008).
Because of the very singular historical context of
German reunification it probably has no precedent.
It is not about single family homes, but about industrialized, multi-storey, prefab housing estates with a
socialist past; it is not about private house-owners,
but about big housing companies; it is not about urban sprawl, but about high density housing, and it
is not only about market processes, but also about
a high degree of state intervention. And last but not
least, it is not a gradual process, but a high speed decline that calls for unusual policies.
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Urban Transformation,
Change, Opportunities.
The case of Nuremberg
West, Germany

Nadia Alaily-Mattar
Alain Thierstein
Agnes Förster

From Glorious Past
to Structural Transformation
—
Numerous European cities, in which industrialization has been the main stimulus for urban
agglomeration, are experiencing urban decline.
As the tide of industrial urbanization is ebbing,
Nuremberg West (NW) is one such area in the State
of Bavaria, Germany (Figure 2). Once the birthplace
of Germany’s first railroad between Nuremberg and
Fürth, NW features today an oversupply of abandoned industrial space, which is coupled with low
demand. The area features a disconnected and fractured urban fabric; it is a set aside and increasingly
stigmatized area in transition. If the situation is not
addressed, the structural transformation process
will in all likelihood bring redundancy and decay to
NW, the effects of which would have far reaching
impact on Nuremberg at large.
The Municipality of Nuremberg has acknowledged the precariousness of the situation and has
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Figure 1: Aerial view of Nuremberg
West showing the spatial
configuration of various urban grains.
Photograph © Hajo Dietz, 2011

Figure 2: Location
of Nuremberg in Germany
Source: TUM 2012

Fürth

Nuremberg West
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Nuremberg

Nuremberg

declared NW as one of 17 urban renewal areas,
“Erneuerungsgebiete”. The municipality commissioned a number of studies with the purpose of
identifying the possibilities of intervention in NW
under the guiding principle of sustainable urban
development.
Set against the backdrop of its glorious industrial
past, the current situation of NW seems indeed
gloomy. However, in a context of widespread
population loss and economic restructuring
should declining areas be “renewed” and sustained
to compete for new populations, which would be
depleted elsewhere? Or should declining areas be
rather left to perish in order to enable shrinkage
and a critical mass of population to accumulate
elsewhere throughout the city? How can planners
identify which way to go for areas undergoing
structural transformation? How should cities respond to the danger of the imminent decay of city
space without panicking and falling into the trap

of a “quick fix”? How should cities and city quarters
be assisted to avoid becoming ghost towns while
at the same time acknowledging Edward Glaeser’s
warning of the danger of helping poor places
and “bribing people to live in declining areas”
(Glaeser, 2011: 255)? Jane Jacobs declared, as far
back as 1961, that cities cannot be works of art and
that any attempt to treat them this way is taxidermy that is, the art of putting dead stuffed animals
on display (Jacobs, 1961).
This article presents the research methodology that
the Chair for Spatial and Territorial Development
at the Munich University of Technology (TUM)
has devised in order to address the challenges of
structural transformation in a context such as NW.
Our methodology is based on the following two
premises:
Firstly, areas undergoing structural transformation
embody a mismatch between, on the one hand,
their spatial capacities based on the roles that they

once played and, on the other hand, the role they
are playing today1.
Secondly, as spatial transformation lags behind
structural transformation, a time lag exists in
which areas undergoing structural transformation
become areas of transition that do not have the
required spatial capacities to enable them to assume new roles.
We define structural transformation as the visible,
profound and severe change of the share of the
different sectors in the economy. As opposed to a
smooth, continuous change, this type of change
alters the structure of the economy, the locational
behavior of firms and the workforce, and has widespread effects on the structure of society. Structural
transformation is propelled by technological
development, increased global competition, financial deregulation and the growing deregulation
of global labor markets. As foreign labor markets
become more competitive, NW as a location for in-
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dustries has lost competitive advantage. Industries
located in NW have been either forced to close or to
move elsewhere where the conditions for industrial
production are more favorable. Spatial transformation on the other hand, is an evolutionary process
that takes time. It represents not merely the physical/morphological transformation of space, but
encompasses also aspects related to functions and
processes. Spatial transformation is the transformation of the intricate multi-scalar workings of
morphologies, functions and processes.
Our first premise indicates that NW is capable of
function, but macro economic conditions are hindering it from assuming functions. In the context
of role vacuum and lack of alternative futures, this
mismatch cements associations of loss and nostalgia. An immediate impulse exists to compensate for
this mismatch by competing for existing industries
to operate the existing spatial structure. Failing to
acknowledge the historical shift from an industrial
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Figure 3: Once a major logistics center for mail orders giant Quelle,
this listed building, designed by Ernst Neufert and boasting 253 000 m2
of unoccupied rental space, has been available for new investors since
Quelle’s insolvency in 2009.
Photograph ©Christian Schwander, 2012
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economy to a knowledge economy in the making,
stakeholders frequently succumb to the impulse of
continuing with “business as usual”, only to be worn
out by the futility of their endeavors. On the other
hand, as our second premise states, areas undergoing structural transformation are areas in transition,
precisely, because their spatial configuration has
not yet transformed to enable them to adopt new
functions (Figure 3). Therefore, they are in transition,
anticipating the new.
These two premises indicate that NW has a double
handicap. NW is inhibited by economic restructuring from assuming its old functions that its
spatial structure enabled it to perform quite well
in the past. Simultaneously, NW is inhibited from
assuming new functions sustainably as its spatial
structure has not yet transformed to adapt to new
functions. This is precisely what characterizes areas
in transition everywhere. The old [function] is dead
while the new [structure to contain new functions]
cannot be born yet (Figure 4). In the case of NW,
structural transformation is associated with economic decline. In areas of transition experiencing
rapid growth the new function is born while the

Figure 4: A typical view in Nuremberg West where residential areas
are juxtaposed to abandoned industrial areas along layers of barriers.
Image by authors, 2011

old structure has not adapted yet.
Such a context demands interventions of a strategic nature that look towards the future rather
than lament the past or tolerate the status quo.
Interventions that are not committed to steering
change fall into the trap of becoming city beautification. Palliative interventions are assumed to
be preparing NW for many potential futures while,
indeed, these interventions are just stalling the process of enabling the new. Cure through quick fixes
can become as harmful as the disease itself.
It is within this context that we propose our methodology for identifying way(s) forward for NW. Its
objective is to enable spatial transformation, the
birth of the new. Our methodology is based on the
belief that while the future is uncertain, proactive
steps can and must be taken to shape it. Identifying
possible future alternatives with goals that are
selective, prioritized, impact-oriented interventions
could aim to realize this, we argue. Hence, the objective of interventions is to steer spatial transformation rather than a comprehensive “cleaning up”
of the area. Selectivity, prioritization and specificity
of interventions are crucial in this regard.

Figure 5: Remnants of NW’s diversified industrial tradition (top left),
new initiatives that try to capitalize on the value of past
industrial brands (bottom left) and “anywhere” shopping malls
advertising mass consumption (right). Images by authors, 2011
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—
Structural transformation is associated with change.
Change can be related to growth, decline or stagnation. In addition, change can be experienced at
various speeds, intensities, scopes, scales and certainties. Growth can be rapid but volatile, isolated,
local and fluctuating. Decline can be slow, but widespread, global, intense and certain. In the case of
NW, structural transformation is related to economic
decline related to the loss of an economic base. This
decline has been intense, certain and covering various sectors.
Within the context of rapid change, political pressure builds up to devise equally rapid responses.
In fast growing industries, such as in China, we can
identify a planning paradigm built around panicking; one that gives way to the pressure of fast
paced change and becomes almost enslaved to it.
Pressured by the influx of population movements,
demography, economic growth and the need to deliver, ad hoc spatial planning becomes the order of
the day. However, matching the speed of response to

the speed of change is not an appropriate approach.
Institutional mechanisms within democratic regimes
circumvent ‘adhocracy’ (the ad hoc approach) by operating within systems, which have embedded restraint and patience. Citizen consultation is one such
example; constant negotiation within institutions is
another.
Following Wegener (1986, 2011), accounting for
the time dimension in planning means understanding speed levels, the processes involved (e.g. building construction, technological change), the stock
affected (e.g. buildings, equipment), response time,
impact duration and level, and finally, the reversibility of urban change processes. However, such an
urban change model can only become useful when
we complement it with a purpose, that is, a search
criterion that it is trying to uncover. Identifying different rhythms of urgency and thus the necessity to
cater for these in planning are such criteria.
To exemplify this, let us pose the following
thought. If we understand cities as “movement
economies” following Hillier (1996), we can begin
to understand the spatial restructuring of cities as
a controlled response to the structural transforma-
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Planning in the Context of Change: Formulating
the Problem is Half the Solution
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tion of their economies. As the shift from industrial
economy is underway, cities are transforming from
economies centered on the movement of goods, to
economies centered on the movement of information and people (as they are carriers of information
and creators of knowledge). This translates into urgency for transforming the mobility infrastructures
for knowledge, i.e. high-speed information communication technology (ICTs) infrastructure. This
urgency supersedes any urgency for maintaining
or upgrading the mobility infrastructures for people within cities (Figure 6). Rather, physical mobility
across cities and areas of high density are also high
on the urgency agenda. This includes accessibility to
airports, high-speed trains and other selective functional hubs.
Hence, we see that the speed of change, of ICT
infrastructures in this instance, while supported by
technological innovations, is justified by changes
in the rules of the economy game. Transformation
is the key word here, not maintenance or upgrade.
Political will, consent of the voting populace and
availability of funds has an impact on the speed of
this process. However, the key issue is that economic

Figure 6: Once a transport medium for labor, a major underground railway cuts
through the urban fabric as it emerges above ground; heavy losses of jobs
undermine the rationale of the design of the railway. Images by authors, 2011

restructuring results in urgency for transformations
in communications infrastructures. Hence, identifying spatial transformation priorities is the purpose
of urban change models. Acknowledging various
cycles of change according to the specific character
of the issue at stake, then juxtaposing these analyses
enables the identification of potential windows of
opportunity for appropriate interventions to address
such urgencies
Figure 7 illustrates how a hyper-dynamic context
of change within the urban environment, set at 10
years, supersedes changes in social attitudes, educational systems and even the life cycle of built environments. Hence, within hyper-dynamic contexts
of change, we frequently witness the bulldozing of
functional buildings to give way to new ones; changes within social attitudes on average lag behind,
frequently resulting in severe social problems as societies cannot cope fast enough with the speed of
change. Figure 7 also illustrates how political actors
have a vested interest in changes occurring within
their electoral cycles. This helps explain the disinterest among politicians in kick-starting changes whose
results are manifested way after their political cycles

Figure 7: The speed of change of some driving factors of spatial transformation.
Source: TUM, 2011
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have been completed. As a result, it is no surprise
that issues, such as environmental ones, which demand a long-term approach, are addressed within a
short-term perspective for fast results.
However, if we consider change as an evolving
process that occurs within cycles, it is possible to
identify the intersections of cycles of change as windows of opportunity. For example, Figure 8 depicts a
hypothetical situation in which the urban fabric has
reached the end of a cycle, where refurbishment is
necessary. This end of cycle coincides with the need
to address pressing environmental concerns and the
beginning of change in societal attitudes. To make
things even more opportune all of this happens
within an electoral cycle. Hence, in our figure all
the factors of change have come happily together.
We can also add the fact that the different cycles
can support each other positively; for example, it is
possible to achieve faster cycles of environmental
change if societal attitudes change in ways that support this. Hence, as we consider the intersection of
different cycles of change and the possible mutual
reinforcements, we become able to identify historic
coincidences as such. As a result, it becomes possible to utilize all the available levers for steering
change within an intended direction.

Identifying SWOT and the Important
Role of Trend Analysis
—
Our analysis of strengths, weaknesses, opportunities and threats (SWOT) of NW, as an area in transition, takes the different perspectives and scales of
NW into consideration. By utilizing the conceptual
structure of space, place and location, we organize
analysis and discipline our synthesis. As a result we
identify the linkages between the different perceptions of NW. Since the scope of this article does not
allow a wide elaboration of our findings, we show
the SWOT findings in an exemplary form to highlight
our methodology.
To start with we analyzed the strengths and weaknesses (SW) of NW. We focused on the themes of
housing, economy and social cultural networks.
The conceptual frame of space, place and location
provided a structure to our analysis. One of the key
strengths identified for NW is its strategic location
within the municipality of Nuremberg. In particular,
NW is at close proximity to both, the centre and to
transportation nodes that connect it to high-speed
roads, high speed trains and to the airport. This strategic location is a strength that the future of NW
can build on. In addition, the location of Nuremberg
within Europe at close proximity to Eastern Europe
is also a strength that NW can capitalize on. The
Metropolitan Region of Nuremberg might well be at
the receiving end of waves of population migration.
Already today NW is home to a diverse population.
The current social diversity means that NW is well
experienced and trained in mediating between diverse socio-cultural groups. Hence, the current social
diversity within NW is also a strength. From another
perspective, the rich history of NW, its associated
tradition linked to industrial pride – with brands
like AEG, Triumph-Adler, Quelle -radiate throughout
Nuremberg. These places are distinctive of NW. They
provide a strength that can be built upon. On the
other hand, fragmentation, spatial discontinuity,
noise, physical barriers and the quality of the existing housing stock were identified as weaknesses of
NW. We have listed these SWs according to a scalar
hierarchy (Figure 9).
Interestingly, most identified weaknesses are
linked to the fragmentation of the physical urban
fabric of NW. In order to identify the opportunities
and threats (OT) we selected a number of trends
from the document prepared by the consultancy of

Figure 9: SWOT of NW. Produced by Markus Weinig, Viktoria Luft, Xenia Sabodash
Student work TUM, 2011
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Figure 10: Applying trends onto NW
to identify OT. Produced by Vivian
Bratone, Benjamin Russ, Michael
Schmoelz, Simon Guiot. Student
work TUM, 2011

TREND B

Ernst Basler Partners Ltd (EBP, 2010). These selected
trends were clustered thematically. We applied these
trend clusters onto NW with a view to identifying the
strengths and weaknesses of NW. The idea was to
identify how strengths and weaknesses transform
into opportunities and threats and how different
trends reinforce each other (Figure 10). As the different OT were identified they were listed again along a
scalar hierarchy alongside the SW (Figure 9).
In addition, applying Frederic Vester’s model of the
paper computer (Vester, 2002), we assessed these selected trends in terms of their role within the overall
systemic context. The selected trends were listed on
the horizontal and vertical axis of the paper computer. The effect of each trend on the horizontal axis on a
trend that is on the vertical axis was assessed. This assessment was quantified at a value of 0 to 3, whereby
0 denotes no effect and 3 denotes a maximum effect.
For example, does the trend of “changing lifestyles
and values” have an effect on the trend of “mobility”? If yes, is this effect major or rather minor? As
each trend is assessed against all others, the paper
computer becomes complete. The values were then
summed up for each trend on the horizontal axis and
the vertical axis. The summations on the horizontal
axis thus denote the active nature of a trend; summations on the vertical axis denote passivity.
The idea of the paper computer is to identify reciprocal effects, levers of control and fields of action
(Thierstein et al., 2008). Given the position of the dif-

+

TREND C

ferent trends regarding their active or passive nature
we classified their role in the overall system as active,
critical, reactive or buffering. “Active trends have a
strong influence on other trends and are influenced
only minimally by the latter. Critical trends are heavily influenced by other trends and, in turn, exert an
equally strong influence on the latter. Reactive elements are heavily influenced by other trends and
only have a minimal influence on the latter. Buffering
trends only exert a minimal influence on other trends
and, in turn, are influenced only minimally by the latter. Reciprocal effects are significant with regard to
political intervention. Without a sound knowledge of
the overall systemic context, isolated measures soon
run ‘out of control’ and have non-intended effects in
other fields of policy” (Thierstein et al., 2008).
The trend of the global economy has transformed
the process and function space of NW; as a result this
has had an impact on the space of NW. NW is, however, still a well-connected location. Is it possible to
address such a trend and redirect its impact in NW?
This is what we asked ourselves as we analyzed each
trend. For example, identifying the physical fragmentation of the urban fabric of NW as a weakness
impedes certain functionalities and processes from
evolving. Hence, even if the municipality would intervene through, for example, tax incentives to encourage certain functionalities, the deficiencies of the
physical space of NW would still be a counter force
(Figure 11).
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Figure 11: Empty and built-up transformation areas become barriers that
cut through the urban fabric and isolate residential areas. Fragmented urban
fabric is a particular weakness of areas in transition, a weakness that can
transform into a threat not only for NW2. Source: TUM, 2012
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Figure 12: Detailing of alternative futures. Source: TUM, 2012
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value to the city and region of Nuremberg. Our proposals of future alternatives are based on our belief
that it is possible to negotiate future conditions in
NW proactively. As a result our proposals are (1)
evidence-based, (2) positive, problem solving and
impact oriented and (3) function oriented.
The future alternatives are evidence-based, because they emanate from the findings of the SWOT
analysis. Future alternatives are not impulsive or
spontaneous visions; they are systematic-conceptually drawn analysis (SW) of the current condition
of NW and a systematically developed-assessment
(OT). Future alternatives are developed with a view
to the opportunity presented by the municipality
with regard to intervening in a proactive way today, in order to address the threats posed by challenges and steer the transformation process in a way
that conforms to current values (e.g. sustainability).
Hence, future alternatives are proposed based on
the belief that a positive future for NW is possible
and desired impacts are achievable.
We have identified three alternative futures for
the potential positive transformations of NW in
2050. Each of these proposals was detailed in terms
of the potential roles of NW within the metropolitan
urban hierarchy and the associated functionality of
the space of NW. In addition, we elaborated on the
nature of spatial transformation and the process of
transformation that are necessary for such a future
alternative to take place. The themes of economy,

—
The keystone of our methodology is proposing evidence-based, possible future alternatives for NW
based on a SWOT analysis that takes into consideration the various perspectives of NW. We propose
innovative, creative, politically unrestrained and impact oriented transformation possibilities for NW, set
intentionally far ahead at 2050.
The year 2050 has been chosen, in order to break
free from the short-term approach where almost all
handles/levers to intervene are fixed and rigid. The
temporal distance of a generation enables almost
everything to become fluid and flexible. At the same
time 2050 is not too far ahead. Today’s trends can be
used to help predict the shape of the future. Hence,
the perspective of the next generation creates a condition, in which liberation from today’s constraints is
experienced simultaneously with engagement with
today’s identified trends. This condition demands
an understanding of the inter-relatedness of factors
and an assessment of the relative speed of change
in planning. As we elaborated previously, identifying
the relative speed of change is the key for identifying windows of opportunity for planning.
These alternative futures are assumptions of the
potentiality of a positive transformation of NW in
2050. Positive is judged by the fact that NW is sustained and recognizable as a place that contributes

Economy
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Identifying Alternative Futures in Order to
Organize Impact Oriented Interventions

housing and social cultural networks provided
the organizational structure through which we
sieved our investigation (Figure 12)3. We term the
first proposal “NW is sustained through managed
care”, the second, “NW transforms into a hub for the
Knowledge Economy”, the third, “NW transforms into
the birthplace for the Subsistence Economy”.
Alternative Future 1 – Managed Care
Under this alternative, NW does not become a popular site for a particular sector of the economy nor
does it assume a particular function within the metropolitan urban hierarchy. Rather it is sustained by
responding to a plurality of demands that emanate
from the Nuremberg metropolitan region (NMR).
With NMR we are referring to the functional urban
region of Nuremberg and not to the administrative
metropolitan region. This proposal is one that acknowledges the “downgrading” of the role of NW,
namely, from a site in which activities and produc-
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tion contribute to the macro economy of NMR, to a
site of activities related to servicing the local economy. Within this proposal the restructuring of space
will play a crucial role. The configuration of space at
present reflects the previous citywide role that NW
has played. Its future “downgraded” role demands a
reconfiguration of space that focuses on local connectivity in which housing and the local economy
are important drivers of sustainability. It is within
such a context that we talk of “managed care”. The
process of enabling a successful “downgrade” of the
status of NW should be carefully managed to ensure
that NW does not slip into decay and obsolescence
but continues to provide value to Nuremberg albeit
at a secondary level.
Alternative Future 2 – the Knowledge Economy
In a process which is already underway, NW is transformed as a hub for the Knowledge Economy (KE);
the objective of this proposal is to support this pro-
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Figure 13 Residential islands surrounded by empty industrial
buildings. Photograph © Hajo Dietz, 2011
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cess. It entails NW continuing to have an active role
at the citywide scale, although this role has transformed from activities linked to industrial production, to activities linked to the KE. Assuming a role
at the city wide level means spatial connectivity and
locational advantages must be bolstered. However,
this is not enough. Indeed, for NW to successfully acquire such a role, the local spatial fabric of NW has to
respond to the changed clientele of people involved
in the KE. The lifestyles of KE workers are different
from the lifestyles of people involved in industrial
production. Different lifestyles are associated with
changed demands on space. Hence, two important
considerations are citywide spatial connectivity and
the restructuring of the local spatial fabric to respond to new demands.
Alternative Future 3 – the Subsistence Economy
Through a transformation into a hub for the
Subsistence Economy (SE) NW becomes in 2050
what is envisaged in retrospect as the “birthplace”
of the SE in Nuremberg and in the wider metropolitan region. In other words, the “sparks” for the
evolution of SE in Nuremberg have set in motion
a process which begins in 2012 in NW. The acquisition of functions related to the operation, maintenance and management of a subsistence economy
is based on the availability in NW of vacant land for
development. SE demands high regional connectivity as goods and services circulate in closed regional
circuits. As a result, NW’s regional connectivity asset
is a potential that is exploited within this alternative
future. Simultaneously, SE demands high local integration, as people are expected to pursue highly localized everyday lives. This includes transforming areas of tarmac into productive land (Figure 13). More
importantly, though is to have a local spatial configuration that enables local economic circuits, that is,
a highly intensified local urban grid, with small lots
and plentiful local circulation arteries for pedestrians
and cyclists. In the year 2050, the train might pass
once a day in NW, however the area is a busy hive
with people moving around locally as the spaces of
their everyday lives are concentrated within NW.
These proposals for alternative futures of NW in 2050
provide the direction and incentive for “way(s) forward”. They intervene in various disciplines in order
to achieve a desired impact through a combination
of factors. Hence, we propose a number of future

alternatives, in this case, three. This can serve the
political process as a platform for debate, as stakeholders ask themselves, where to, which way forward? In the context of hyper-dynamic change, it
becomes difficult for public authorities to assess the
impact of the decisions they take. Indeed different
decisions, which at first glance seem to be consistent, are frequently counter- productive and end up
pulling development in contradictory directions.
Hence, proposals for alternative futures serve as
goals, against which public authorities can continuously check the effectiveness of their decisions. Of
course, we are aware of the fact that the life cycles
of cities transcend a distant future goal that is set
today. The objective of setting a future goal is not actually reaching the goal but rather to sort out and organize interventions. Indeed alternative futures are
developed with the underlying idea of the journey is
the reward or “Der Weg ist das Ziel”.
Once a decision is taken relating to the direction
and a commitment made to one alternative future,
strategic plans can be developed to get there. That
commitment to one future alternative demands a
political process. Lack of commitment in the short
run, in order to leave all options open, stalls the process of achieving intended change. Such a reactive
approach is likely to be adopted by risk-averse municipalities. We see our future alternative proposals
not as goals but rather as guiding principles and assessment tools for the appropriate interventions.

NW 2050

Passiv

e

Spatial Transformation
Process

Conclusion: Steering the Transformation Process
Through Spatial Interventions
—
In this article we have elaborated on the role of space
in addressing the challenges of structural transformation. We have provided a conceptual framework
for both (a) analyzing areas in transition as hypothetically conceived objects of analysis and (b) for proposing impact-oriented spatial interventions that
address the requirements of spatial transformation.
Our conceptual framework helps focus the attention of planners on the spatial prerequisite of change
associated with the promise of gain. As we described
the methodology that we have developed for addressing spatial transformation of areas undergoing
structural transformation, we have focused on the
importance of formulating proposals for future alternatives based on SWOT analyses. Such analyses take
into consideration the different perspectives and
scales of spatial analysis and development trends.

NW 2050

passive
spatial
transformation
outcome

Anticipating the future and identifying how it can
be shaped today in a proactive way is not a visionary exercise; it can be arrived at through systematic
analysis of the current situation and the factors of
change. Assessing the speed of change, considering the intersection of different cycles of change and
possible mutual reinforcements, it becomes possible
to identify windows of opportunity; those historic
coincidences, which if seized become transformative. As a result, it becomes possible to utilize all the
available levers for steering change within a desired
direction. Based on this approach, we have argued
for a spatial transformation that addresses structural
transformation in a forward-looking rather than a
submissive way.
The structural transformation process, if unaddressed, will likely result in the degeneration of NW.
In 2050 NW might have developed negatively into
an area of decay, of functional and economic obsolescence. If we start from the premise that a positive
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Figure 14: Structural and spatial
transformation. Source: TUM, 2012

Impact-oriented interventions

Impact-oriented interventions
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future is both desirable and possible, then we can
think of selective impact-oriented interventions that
are necessary to realize a spatial transformation that
supports the realization of an alternative positive future. These spatial interventions are what the spatial
transformation process is about.
Impact-orientation is a key aspect here. Palliative
interventions that alleviate immediate decay or city
beautifications and other quick fixes might do more
harm than good. Impact orientation means choosing interventions that enable a long-term transformation. Focusing on impact orientation helps
planners to move away from proposing palliative interventions that seize the moment, to searching for
transformative spatial interventions that pave the
way to the future (Figure 14).
The very challenge of addressing structural
transformation is to identify and capitalize on the
transformative potential of space. In the context of
structural transformation, pro-active spatial transformation assists cities in meeting this challenge. As a
result, cities will “triumph” (Glaeser, 2011), however,
not by being displayed as works of art, but rather by
connecting people in new ways and enabling them
to live and think together. Mobilizing interaction
and unleashing the full potential of human collaboration remains the objective.

Endnotes
1 NW seems like an old muscle-packed wrestler. The muscles are
all there, capable of function. However, as the days of wrestling
contests are over the muscles cannot be utilized for wrestling
anymore.
2 Three categories of barriers were identified. The first category
pertains to areas of transformation. The barrier effect is created
by the absence of functions and usages. In this category,
there are built-up areas of transformation, i.e. buildings, and
un-built areas of transformation, e.g. empty parking spaces.
The second category pertains to what we term “connectors”.
As the term indicates, these connect various parts of the city;
however they simultaneously cut through the urban fabric of
NW and disconnect its local constituents. Connectors include
high speed streets, the river Pegnitz, the old railway track
and most significantly the Underground train track extension
above ground along the Fuerther street. The third category of
barriers pertains, to usages and functions. The water treatment
plant, the cemetery to the north and the prison are insular
types of functions that reject their immediate context. As we
superimpose on these three barrier categories, the residential
fabric within NW, it becomes evident what a severe rupturing
effect these barriers have on the urban fabric of NW, particularly
the fragmentation of residential areas.
3 These proposals for alternative futures have been useful in
structuring the work within the multi-disciplinary team at
the TUM that has been commissioned by the Nuremberg
municipality with the project titled “Stadtlabor Nuernberg
West”. At the onset of this research project, the common ground
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in our multi-disciplinary team was the aim of following the
guidelines of sustainability. However, sustainability as a value
leaves out many grey areas. In addition, the pace and scope of
sustainability transitions proposed by the various disciplines
vary. The three alternative futures emerged as a good vessel to
sort out various proposals of the different chairs involved in this
project (Figure 12).
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EINDHOVEN, ‘CITY AS A LAB’ ‘BRAIN-FIELD’ FOR A NEW GENERATION

Eindhoven, ‘City as a Lab’
‘Brain-ﬁeld’ for
a New Generation

Image by Paul Scala
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This article is about the value of share and
exchange of knowledge and the ‘treasure’, the
hidden qualities, of the new generation. Both are
tools to follow and handle the fast developments
in social and urban life nowadays, especially in
post-industrial areas. It is written as well as illustrated in a personal style as a ‘blog’ or diary from a
generation ‘passing by’.

EINDHOVEN, ‘CITY AS A LAB’ ‘BRAIN-FIELD’ FOR A NEW GENERATION

As an urban designer, I have spent many years
In the Dutch city of Eindhoven, ﬁrst as a student
and then in my work on major urban projects. In
2000 I became the coordinator for a program
called E+ to develop and exchange knowledge as a
product of regional identity. From 2009 a consortium called the (virtual) Brabant Academy, with
students on its board, has explored this on an international level, in particular with east European
and Russian knowledge institutes and students.
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Introduction
—
Eindhoven, former Philips town in the Netherlands,
is well known as a city of technical industry (lamps,
television) and sports. Its identity has changed
rapidly during the last 20 years. The loss of manufacturing industry to the lower cost countries towards
the end of the last century was a shock to the
region. However the thinking industry of inventors
remained and turned out to be the base for a brand
new character. This fast evolution from a dull and
‘nerdy’ company-town into a well-known design city,
‘smartest region in the world’1 is now very visible.
The transformation started in 1990 and some
years before that with a slow change in the cultural climate. Thus the process began with the
protest generation of the late 60s that had studied
in Eindhoven coming into power, bringing their
young and fresh ideas about change in society and
it led to the decision in 1994 to retain and re-use the
original Philips factory (instead of demolishing it).
This factory, known as White Lady became an icon
for a new age of a post-industrial city. Eindhoven
has learnt that her identity is built on inventions,
made by smart employees of Philips. While the top
managers left to go to Amsterdam at the beginning of present century, the practicing engineers
remained as the skills base for today. So the schools
where their children went and the urban and social
life to guide them became important factors for the
growth of this new identity.
The city as ‘a laboratory for research’ relies greatly
on the thinking power of its graduates and school
leavers and since 2003 the results of this intergenerational cooperation in Eindhoven, called E+, are
made known in public E+vents, magazines, and
BOE+Ks and E+xhibitions. So nowadays, older generations are still learning from these fresh and often
‘out of the box’ ideas. They are a brand new factor
for the creative economy to build a new society. It
is also about Human Energy (HE) between generations (older knowledge versus young energy) as a
factor of growth in times of change. The tool for this
development is the virtual Brabant Academy2, with
students on the board, seniors as coaches and no
financial means but the power of enthusiasm and
the small contributions of the ‘friends’. Open, transparent and digital communication (Skype-lectures,
Internet, TV) and use of the new media makes it possible to share this new knowledge worldwide.

The former Philips factory, known
as the White Lady

I myself am able to talk about this progress as a sort
of cultural ambassador of what we learned. During
the (economic) Perm Forum in April 2012 in Russia,
the last slide in my lecture was titled ‘Listen to the
sound of the Future (generation)’ and was meant as
a statement of awareness for people in power nowadays. They should use this fresh, creative thinking
power and new skills for the economic and social
growth and renewing of their organisations and
society. Just to keep surfing on the waves of progress and keep playing their role in it. At the time of
writing this, I am working on a project with Russian
and Eindhoven students called YEK2.0 to show
in a modest way these lessons in Yekaterinburg.
The results are to be presented during the 2nd Ural
Biennale in September 2012 in Yekaterinburg and
at the 1st Brabant Biennale the following month in
the Philips Light Tower, Eindhoven, as a prelude to
Dutch Design Week.

EINDHOVEN, ‘CITY AS A LAB’ ‘BRAIN-FIELD’ FOR A NEW GENERATION

—
Eindhoven is a young and modern city although the
city charter is from the 13th century. At the end of
the 19th century the invention of the electronic lamp
led to the foundation of Philips. The five villages surrounding this very small city were connected in 1920
to ‘Big City Eindhoven’ in an urban plan masterminded by De Casseres. The city grew quickly thanks to
the role of the Philips Company. The former villages
became large and still recognizable independent
parts connected by a concentric road system.
In the 1990s Philips and also the DAF automotive
industry had tough years. Many jobs were lost and
manufacturing industry disappeared to the ‘lower
cost’ countries. The whole Philips area, from the
heart of the city to the western highway, called the
‘West Corridor’, became an empty formal industrial
zone. Alongside the railway tracks to Amsterdam,

and between the former villages Strijp and Woensel,
this zone was an independent piece of the city, developed during the 19th century by the Philips board.
At the beginning of the 1990s this land was ‘given
back’ to the city and the city council resolved to
translate this empty zone into a new chance for a
new age, paving the way for a transformation that is
to take some 40 years. My involvement was through
organizing public debates about the value of the
empty buildings, these ‘modern monuments’, for the
city. Following the public call to retain rather than
demolish them, I got the opportunity to put these
words into practice. Thus I was able to start to work
for the city as an urban designer, starting with an
urban development plan for the West Corridor and
more specifically that beautiful White Lady! .. A great
and challenging job!
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Urban Culture
—
I grew up in this city, went to high school and studied at the Technical University, faculty of architecture and urban design from 1969 till 1975. Together
with friends like Jo Coenen and John Kormeling we
were part of a new ‘protest’ generation because of
the fact that we started just after the May ‘68 student
led revolution in Europe. From ‘order into chaos’ but
with the lessons from our great professors like John
Habraken3, Jan Slothouber and Wim Quist. At that
time a city plan from, Broek and Bakema (CIAM) was
cancelled because of the student protests.
I myself lived in the ‘White Village’ from W.M.
Dudok (commenced in 1937). We started a maintenance and restoration program, founded a private
maintenance fund together with all the new young
people who came to live there as a second generation and we were able to put this part of the city on
the list for national monuments. Through the critical
but constructive cooperation with the city’s Building
Department regarding this maintenance program
and a proposed new development for housing
(about 80 row houses similar to the White Village) on
a nearby former DAF factory site, in 1991 we joined

up with the Planning Department to start a public
debate program QAFE (Q for Quality in urban design
and living). The positive results from this enabled us
to ‘switch to another gear’ by organizing wider debates about local issues like ‘demolishing history’.
Just as many ‘neckties’ (people from building
companies) as ‘T-shirts’ (architects and artists) came
to those events on Monday night (free night in the
theatres and bars) in on old former porn-cinema, reused as a theatre called PLAZA FUTURA for seven
years in a row and every time it was a ‘full house’.
We also invited high school students to make video-clips with their impression of the city on issues
like high rise buildings or public space. Beautiful
short clips and actual music were the results and
showed awareness of urban quality for this future
generation and of course influenced also the press
and policy of the City Council.
Because of this new, positive and creative atmosphere in a bottom up built environment we were
able to discuss actual subjects not only in the neighbourhood but also in the city. In the same way, we
highlighted the empty factory, office and church
buildings, and the need not to demolish them any
more but to keep the city’s history alive. . At that

Peter Eisenman and Stefano
Marzano (director Philips Design) in
the middle with young designers.

—
Eindhoven is now a modern industry town. It has
changed rapidly during the last twenty years from a
medium industrial centre into an innovative Design
City. After more than 100 years Philips has left but
the ‘seeds’ of Philips, the inventors and thinkers that
stayed as a legacy from the past remained and led to
new companies like ASML and NXP . Old end empty
factories were transformed from the beginning of
the nineties into new-age and re-used buildings with
cultural functions and housing in lofts. The Design
Academy relocated from Amsterdam into the White
Lady (see section “Awareness”), new companies were
started and a ‘2.0 city’ was born: a city that has been
‘re-used’ and changed into a better ‘social and urban
program’ for the future.
Eindhoven had been forced to reinvent herself
and she needed a new identity. The board of the
city (mayor Rein Welschen, captain of industry Theo
Hurks and its chair Henk de Wilt from the Technical
University were the initiators of this very important
change. In 2000, they invited famous designers to
think ‘out of the box’ about the future.
The main aspect of the new found identity came
from the realisation that young designers were very
important in the quest for quality of innovation and
design thinking. Great designers like Mendini, Branzi
and Peter Eisenman worked together with that new
generation on urban issues and made the City aware
of this big challenge and of the quality to be sought
for the future. In 2003 the official cooperation between the City Council, the University, the Design
Academy and other knowledge institutes started.
Eindhoven itself became the subject for research.
‘The city as a laboratory’ project was born, called E+.

EINDHOVEN, ‘CITY AS A LAB’ ‘BRAIN-FIELD’ FOR A NEW GENERATION

Industry - or Company - Town
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time Eindhoven was well known as a city where a
lot of historical buildings were being lost. Through
the initiative of some artists who wanted to have
cheap studios in the empty factories we were able to
discuss and finally win the debate with the council
about keeping this typical industrial heritage.
This led to the White Lady project and the long
term transformation of the whole Philips Strijp site
(West Corridor) into a beautiful new cultural area.
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The poster and book in 2000+ project and the presentation at the Technical University
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The E+book with the first results
of the City Lab, symposium in
empty former office in 2005

Salone del Mobile (Milano), also with
old caravans, to present Dutch Design

—
In 2005 during the Dutch Design Week I was able
to present the E+Book stemming from student research on urban design and I organized a first public
event called STOE+P about these first results and the
politically sensitive issue of public space. The event
was held in a redundant hall and offices near to the
City Hall where some students lived temporary at
that time. Four months later the first results of social design studies were presented in a symposium
‘Society and Design’ and the City Council became
aware, interested and involved in this new way of
using the indigenous skills of the city. Even the subject of prostitution was brought into new innovative
solutions with service design professor Birgit Mager
(Germany) and Gijs Bakker (Droog Design).
In 2006, the city declared itself to be the European
Design Capital. At that time the Dutch Design
Week (DDW) assumed greater importance, not
only as a moment in the year in which the quality
of the Design Academy was put on display in the
Graduation Show (still at the heart of the DDW),
but also as a big cultural event to show all the new
found qualities in the West Corridor area. Slowly, the
2.0 city became visible through its new young and
fresh starters and through its new re-used environment. Thus, the area alongside the railway tracks
from Central Station, running westwards towards

Eindhoven Airport was transformed into a new urban zone between the two original villages Woensel
and Strijp. Old re-used factories in combination with
high rise buildings showed a new urban density that
was unknown until that moment in Eindhoven. A
new dimension in physical appearance but also in
social awareness.
Young graduates no longer disappeared to
Amsterdam after finishing their studies but stayed
and contributed to the newfound skills and identity
of a thinking and innovative industry. This young
generation was the first to use also ‘design in daily
life’. We took a number of old but re-used and styled
design caravans to Milano in Italy to show this quality
on the well know Salone del Mobile on the parking
lots of the main street. This fresh ‘guerrilla mentality’
was a sign to the world that these young designers
had become aware of their own quality and identity
in person and work.
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Awareness

Strijp S in Eindhoven with new breeding places for young starters (new generation)
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TITLE

New Generation
—
Looking back some 6-7 years, Eindhoven benefitted greatly from these initiatives through which
(urban) design became a new logo for the city, but
there still seemed to be gaps in terms of pro-active
investments related to this new quality and identity. That is why we decided with some young designers to make a small step and signal by asking
the new director of the biggest social housing company in the city to cooperate by not demolishing
a small church in the middle of a neighbourhood,
but to re-use it for a pilot live/work centre for four
young designers.
The idea was not only about keeping students
in the city to start up their own company. The second goal was to get the neighbourhood involved
to start up a process of social innovation. Thus the
former church could be re-used for meetings and
events in which new design activities were shown.

By letting young talented people live and work
there, it became possible to show their work to
their neighbours, invite them for the exhibitions
and opening events. By doing this a new form of
integration was born and talented young designers
were persuaded to stay in the city to start up their
own company.
The 4Apostelen, as they called themselves after
the former name of the church, formed a group of
12 young designers with several skills and professions. The first action of this birth was a beautiful
dinner called the ‘last supper’. It was meant to mark
the end of the old use and the start of a new life for
a new generation. Also for them to meet each other
but in a new atmosphere and to share their belief in
a new creative economy. The fact that each of them
showed top quality in their products contributed
to a new hidden ‘pearl’ in the city. The neighbours
were curious to see what those new young people
invented and found out that their action set the
tone for a new wave of creativity in Eindhoven.
Design was introduced in the urban life of a small
neighbourhood through small social events in the
church. Also, people from the neighbourhood were
able to meet each other, perhaps for the first time.
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New identity of Eindhoven with old re-used
Philips Light tower, USINE restaurant, new high
rise buildings and blob-archictecture and public
space design from Massimiliano Fuksas
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4Apostelen in a little re-used church presenting in a ‘Last Supper’ their products
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‘Breeding places’ in empty shops and factories
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Facebook
—
Right now we found out that this urban re-use
but also re-invention trend can be found in different parts of the world. For instance in Serbia and
Poland but also in Russia it occurs that young people are very active in using social media to gather
and share knowledge with students all over the
world. The Eindhoven example of using the city as
a laboratory and getting young people involved in
urban questions to let them think out of the box
about social questions is now used in several cities
in other countries. Results are shared in international conferences and other events and by using
the Internet. Discussions and lectures are held using
Skype and new international friendships are growing rapidly. The new generation is using their skills as
a Y-generation (or ‘screen-agers’) in a way that innovation shows up and a new economy is born.
I myself feel very lucky to take part in this development. It is the story of human energy. In a time
in which this new generation has a lot of questions
about their future jobs and work they are in the
meantime able to share their thoughts with others
and develop new knowledge by design in life. To me
it feels the same as when I started to study in 1969,
just after the events of May ‘68. Then society was in
chaos and the ‘protest generation’ changed many
rules. Social, cultural and sexual freedom was a fact,
but also awareness of a global change in the ‘Club of
Rome’. Nowadays it feels a bit the same. Economic
chaos, climate change sometimes causing nature
disasters. The new generation is fresh and free from
a preoccupied behaviour. They can judge and formulate their own thoughts about the society of their
parents. Somehow they are my teachers now... A 2.0
society is born.

Endnotes
i

In 2011 Eindhoven gained the award of the Intelligent
Community Forum (ICF) during the international ICF
congress ‘Building the Broadband Economy’ in New York

ii

Visit www.brabantacademy.nl or find ‘Brabant Academy’

iii

John Habraken was the founding father of the faculty

on Facebook

of Building, Urban and Architectural Science and the
private Stichting Architecten Research (SAR) facilitating
collaboration between the University and companies on
building systems research

Start of international
cooperation, communication
and Citylab projects (studio
TWEELINK in Moscow)
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Milton Keynes, UK
An Exemplary New City
Outpacing its Peers
Queen’s Square in the heart of
Central Milton Keynes.
Image by Chris Gossop

John Best
David Hackforth

Introduction
—
Milton Keynes, affectionately known just as “MK”,
holds an iconic position in UK new settlement
development. It is the culmination of a post war
programme of building new towns to replace
homes and workplaces lost to the Blitz and to
house post-war baby boom families. . At the same
time its distinctiveness when compared to the
more conventional British town makes MK subject

to lampooning, mockery and misunderstanding
among lay outsiders. Through all this, MK continues
to grow more steadily and substantially than other
UK towns, as it moves through its fifth decade.
This paper reviews the city`s history and provenance, how it has evolved and matured over 45
years and how the governance of development
has followed changing philosophies of development. It flags the critical importance of resourcing
programmes that allow good neighbourhoods,
and addresses the significance of good democratic
governance as a place matures. Good spatial planning and management of development are not
themselves the objective, but a necessary means
towards the end of creating a successful place.

MILTON KEYNES, UK · AN EXEMPLARY NEW CITY OUTPACING ITS PEERS
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The paper traces the trajectory of Milton
Keynes` evolution through successive
development philosophies, government attitudes, organisational changes and growing democrat!ic input. Reviewed through
the eyes of the recent Chief Executive and
Head of Planning, both working for over
a decade for Milton Keynes Council, the
democratic body which gradually took over
responsibilities for planning and running
the place, the vision and purposefulness
of the original development agency Milton
Keynes Development Corporation stands
the test of time. Milton Keynes continues
to be an exemplar of sustained ambition,
creating an exciting and economically
successful place, arguably the outstanding achievement of 20th century UK town
planning. The writers point to the lack of
support from UK regional planning and the
challenges of maintaining a medium—term
vision in a short-term democratic setting.
Spatial planners working in this context
need an understanding of governance, city
management and funding as well as the
more conventional ﬁelds of built and natural environment and economy.
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Figure 1: Lampooned as a “concrete
place”, Milton Keynes in reality is
built around an exemplary strategic
landscape framework. This is the
heart of a city of 240,000

Figure 2: Starting with a clean canvas has
allowed the city to develop some extraordinary
commercial and leisure elements. Xscape offers
skiing, skydiving, clubs, retail and soon a casino.
Image by: Chris Gossop

Masterplan and Dirigism

Ebenezer Howard, 1850 to 1928
Figure 3 (left), was a pioneer of town and country
planning. He illustrated the idea of garden cities,
of which Milton Keynes is a North American
influenced derivative, within his celebrated Three
Magnets diagram, Figure 4 (top)

—
The driver for Milton Keynes, like most of the
latter part of the UK`s New Towns programme,
was to provide a continuing supply of new housing. Immediately after the Second World War there
had been an urgent need to replace houses lost to
bombs and to house the new families started by
returning servicemen. The 1946 New Towns Act
provided the initial legislative basis for the first of
three phases of new town building, starting with
Stevenage and ending with Central Lancashire.
Later, there was also a concerted programme of
slum clearance, for which the initial solution was
to build upwards, with high-rise blocks in the
centres and peripheries of conurbations. This
proved quantitatively successful, but qualitative-
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ly unpopular, and the UK looked for a different,
complementary programme.
The New Towns programme was an opportunity
to design towns fit for the 20th century, with few if
any constraints from pre-existing infrastructure. This
allowed a response not just to the need to replace
homes destroyed during the war, or degenerated
over time, but also a response to rapidly increasing aspirations for housing. Families were forming
younger and seeking independence earlier; marriages were more often ending in divorce; people
were living longer. In combination, that encouraged
the creation of new communities designed for mobility and independence, drawing on a combination
of garden city philosophy, and the relentless growth

purpose development corporations expressly set
up single-mindedly to deliver complex places. If
these corporations were democratically accountable it was to their masters at Westminster, not
to the array of locally representative councils and
other organisations. They could apply ambitious
plans without any fear of repercussions at the
ballot box. And their plans were both ambitious
and locally contentious. They were led by a ministerially appointed board of the ‘great and good’,
supported by a cadre of professional staff which
at its height reached 1,700 employees for implementation of the vision.
Initially the vision and ambition of the city
were defined by external consultants, particularly a team from Llewellyn Davies Weeks ForestierWalker and Bor who produced the master plan over
two years. It was based on seven defining principles:
Opportunity and freedom of choice
Good communications
Easy movement and access
Balance and variety
An attractive city
Public awareness and participation
Efﬁcient and imaginative use of resources
Influenced by the ideas of American planner
Melvin Webber, the Plan for Milton Keynes was
based on an irregular grid, with dispersed land uses.

Figure 5: Milton Keynes was the largest of the 21 New Towns
designated in England between 1946 and 1970, and the
only one intended to be a stand-alone city of 250,000

of cars and motoring. The idea of communities designed around a landscape framework supported by
urban expressways reached a zenith with the Plan
for Milton Keynes – a masterplan for an entire new
city.
Milton Keynes came towards the end of an
extensive programme of new community building, which delivered around 30 new towns across
Britain, ranging in size from Newtown in Wales
with a population of 11,500, to Telford with
135,000. MK crowned that with a planned size of
250,000 and was intended to be a largely selfcontained new city. The programme was topdown, led and funded from Westminster (seat of
the UK Government) through a series of single-
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Figure 6 (left): From the outset Milton
Keynes was presented as an exciting,
innovative and fun place
Figure 7 (top): The city centre now
sits exactly as intended in the early
visualisations
Figure 8 (right): The classic “helicopter
view” as shown in Helmut Jacobi`s
inspiring illustrations
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ed by a hierarchy of strategic frameworks that provided strong principles but which allowed flexibility
in details and delivery. The “Plan for Milton Keynes”
was the overall masterplan, setting out the structuring principles that defined the character of Milton
Keynes:
t An irregular 1 km grid of main roads serving
dispersed land uses;
t A new city centre (Central Milton Keynes), to
provide shopping, cultural and leisure facilities,
offices and housing to serve the population of
the new city and its hinterland;
t A network of linear parks, based on the river
valleys to provide water management and open
space for leisure;
t Overlapping catchments for schools and local facilities so that grid squares would not be discrete,
inward looking neighbourhoods;
t Activity centres, containing shops, pubs, schools
and meeting places located at transport nodes;
t A network of safe pedestrian and cycle routes,
(known as “redways”) separated from the busy
grid roads.

Figure 9: Original concept. Llewellyn
Davies` original grid was based
on streets of slow-moving traffic
drawing activity to the edges of the
residential grid squares.

Figure 10: What it has become. Milton
Keynes Development Corporation
required fast-moving traffic, with the
effect that activity was driven to the
sheltered centre of grid-squares

Original Concept

What it has become
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But within those principles lay great flexibility. In
particular in the masterplan, grid streets were envisaged as being the focus of activity, with a visible presence of the neighbouring communities,
in full view of passing traffic and with traffic light
controlled junctions. The traffic would be passing
slowly, allowing an urban bustle, and variety of
facilities, crossed by accesses into the surrounding sheltered grid squares. An early change by the
Development Corporation to require traffic to be
able to travel fast – the national speed limit was 70
mph – transformed the potential of these streets.
With fast-moving and noisy traffic, pavement activity on these streets was neither desirable nor safe,
and access to the adjoining communities could be
by one or at most two fast-moving roads. The residential grid-squares, instead of presenting an outward face of activity, turned in on themselves behind a protective screen of well-planted landscape.
The legibility and pedestrian-friendliness of the city
gave way to the unprecedented accessibility and
convenience of the private car.
Planning for this ambitious new city was support-
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Figure 11: The schematic masterplan
diagram shows the loose grid,
tighter around the city centre, and
holding a dispersed pattern of uses
across the city, including 20% green
and water space.
Figure 12: The linear parks are a
fundamental feature of Milton
Keynes, providing both flood control
and recreation.
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Figure 13: High quality landscape
and new wildlife habitat in the
middle of the new city.
Figure 14: The National Energy
Centre, home of the National Energy
Foundation (NEF). Founded in
1990, NEF is an educational charity
dedicated to improving the use of
energy in buildings.
Image by Chris Gossop.

At the more local scale, the Development
Corporation produced “structure plans” setting out the design principles for individual
grid squares. These provided the basis for the
Corporation to apply for “Section 7.1 authorisations” from the Secretary of State (equivalent to
outline planning permission). The Corporation
could then approve the details itself, under Section
7.2 of the New Towns Act.
Local interests, including the succession of
Urban and Rural District Councils, then the MK
Borough Council and latterly, from 1997, the
Unitary authority, were consulted on the main
proposals. But the powers, the legislation and
the policy framework for major development –
apart from the smallest domestic proposals - all
belonged to the Milton Keynes Development
Corporation. Timescales, permissions, funding,
procurement and implementation were all set by
the Corporation, subject only to the approval of
the Secretary of State.
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opments: Home World in 1981; and Energy World
in 1985. A third example, Future World was sponsored by the National House Building Council in
1994. Later still, a Milton Keynes Partnership promoted scheme at Oxley Park showed how energy
efficiency could be combined with low-cost via
good design and prefabrication.
To provide more detailed planning frameworks,
the Development Corporation produced several
“district plans”. A typical district would contain
several grid squares with a combined population
of 15,000 to 30,000. At this level the main considerations were:
t Detailed routeing of city roads taking account
of landform and bridge placement;
t Land use pattern – grouping residential areas
to allow movement and sharing of facilities;
t Distribution of facilities – notably district and
local centres and schools;
t Providing safe, convenient movement for
cyclists and pedestrians as well as cars and
creating local cohesion;
t Identifying locations for district parks to serve
a catchment of about 15,000 people.
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Milton Keynes is located in an area of clay subsoils and is crossed by two rivers (the Ouse and the
Ouzel), which historically, regularly flooded downstream. In planning the new city it was therefore
essential that run-off from new buildings and roads
did not exacerbate the situation. The inspired solution was a network of linear parks, based on the
main river valleys running through the area, which
are now one of the city’s most characteristic and
popular features. The parks were designed to be
multi-functional, combining flood prevention via
wet and dry balancing lakes, with open air sports
and recreation and nature conservation. The result was so successful that the building of Milton
Keynes actually reduced the incidence of flooding
downstream and surveys were to discover that the
city has a much greater diversity of habitat and
wildlife than the intensively farmed agricultural
land that surrounds it.
The Development Corporation was also a pioneer in energy efficient building, willing and able to
pursue standards that were well ahead of the (then)
building regulations. Working in partnership with
the Open University, they quickly moved from experiments with individual houses and groups of
homes, to whole grid squares. One of these,
Pennyland, demonstrated the large scale use of
passive solar heating, with most houses oriented
east-west to give south facing facades. The
Corporation later promoted two exhibition devel-

Figure 15 (left): Home World 1981
Figure 16 (top right): Energy World 1985
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Figure 17(bottom right): Prefabrication
and energy efficiency at Oxley Park
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Core Strategy for Onward Growth
—
Milton Keynes Development Corporation was
wound up in 1992 and the remaining land assets
and the New Towns Act planning powers were
passed to first the Commission for the New Towns
(CNT), then English Partnerships (EP) and finally to
Milton Keynes Partnership (MKP), which was set up
by the Government to lead a new phase of growth
for Milton Keynes. In 2001 MKP relinquished its
New Towns Act planning powers so that all further
development would be dealt with through the
Town & Country Planning Acts. Ironically this resulted in a reversal of the previous situation: on former
MKDC land within the new town designated area,
the Council was now the development control (DC)
authority; but in the expansion areas beyond the
original designated area and owned privately or by
the Council, MKP was the DC authority.
Milton Keynes had been born at the end of a time
of great ambition for the town planning profession. The New Towns programme was arguably the
boldest planning programme in post-war Britain
and Milton Keynes, as the largest New Town by a
margin, was the jewel in that crown. But by 1992,
when the Development Corporation was formally
wound down , and certainly by 1999 when the
Commission for the New Towns was absorbed into
English Partnerships (until that too was wound up
in 2008), the bulk of that planned development
programme was complete or underway. There was
no longer the remit nor the framework for major
growth. Moreover by 1997 the strings of strategic
planning were in the hands of the newly empowered, Unitary Milton Keynes Council. The child of
the sixties and seventies had seen both parents
– the MK Development Corporation in 1992, and
Buckinghamshire County Council in 1997, both
formerly and formally holding the strategic reins of
the city - decline and depart. And there was no
formal or political expectation that growth would
continue beyond the master-plan.
Around this time regional planning was embarking on a review of the distribution of development
across the greater southeast. Residential development was not keeping up with the sustained increase in demand and, as had become the norm in
South East England, there was a significant resistance to new development. Except, that is, for Milton
Keynes. In Milton Keynes there was still almost the

highest rate of housing growth in the country – a
position sustained over thirty years. The relentless
programme of housebuilding had led to an accelerated local development economy: the more homes
were built, the more spending there was locally and
the more commercial services could be sustained
(not generally true of public services, however,
where funding was not tied to increases in population). This in turn encouraged new providers to
provide a constant stream of state-of-the-art development. MK had the UK`s first drive-in Hamburger
restaurant, and the first multiplex cinema; the first
integrated snow, leisure and retail scheme. Rapid
obsolescence was most evident in the commercial
leisure field, where leisure schemes were overtaken
by the ‘Next Big Thing’ roughly every five years, and
facilities like leisure pools and that multiplex were
redundant after little more than twenty years life,
unheard-of elsewhere in the UK.
Having the biggest, best and latest became part
of the psyche of the place, and a popular reason
why MK should see a future of sustained (if arguably unsustainable) economic growth. And MK`s
economy was, and still is, thriving, with significantly more jobs provided in the city, than there
are employees, so that, despite significant levels
of commuting to London, it is a net in-commuting
place. This alone makes it unlike other British and
European new towns, which have generally relied
on jobs in larger cities nearby. By the turn of the
century MK had positioned itself as the single place
in the country which wanted significant growth,
and consequently was given ‘Growth Area’ status
by a Blair government anxious to boost housing
numbers.
This status was transferred into MK`s Local Plan
with surprisingly little dispute. What controversy
there was related to the location of the new development and the configuration of local communities, but not to the principle of more growth. On
the contrary, the possibility that MK might continue
along this growth-friendly trajectory, eventually to
become the tenth largest city in the UK captured
many people`s imaginations. Top Ten City has a ring
about it, which might go some way to reversing the
historically low level of esteem in which the city
was held in the rest of the UK. But for the 200,000
people living within its bounds, or the 30 million
who visited each year to shop in the city centre, MK
remained a private secret, impervious to external
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Figure 18: Milton Keynes Theatre
and Gallery, occupying a prominent
site on the city centre sky-line, were
shortlisted for the 2000 Stirling Prize
Figure 19: The 30,000 capacity
Stadium MK, here under construction,
has been funded entirely by enabling
retail development. Source: www.
almaslatinas.co.uk/news-mkdons.php
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scorn. The proof was in the living.
To make the journey to become a Top Ten City, a
place needs to build up a critical mass, not only of
homes and jobs, but also of its cultural and service
infrastructure. Early on there was a sustained public
campaign to get official commitment to build a general hospital in MK, surely a basic requirement of the
self-sufficient place MK was conceived to be – but
it still took 13 years. It took 11 years to get the railway authorities, at that time British Rail, to commit
to building the first new station on the West Coast
Mainline since 1900 in the central business district
and without which central MK would be laughed off
the stage as a pretender. An early flagship was the
establishment in 1969 in MK of the fledgling Open
University, specialising in distributed, home-based
learning and now a world leader in its field with
200,000 enrolled students. A modern theatre and
modern art gallery were finally delivered in 1999
after thirty years, many false starts and a generous
amount of lottery money. An ambitiously over-sized
football stadium was opened by the Queen in 2007
through creative planning consents and planning
obligations.
Many of the key building blocks were in place, but
not all. MK has no national or regional TV broadcasting, despite featuring as an unimplemented priority in the BBC`s 2004 corporate strategy “Building
Public Value”. A healthy cultural provision requires
two or three separate theatres in the city centre: MK
has just the one. MK still has no Higher Education
facility with a substantial body of resident University
students able to transform the centre both culturally
and economically. Many much smaller towns have
two. With little prospect of public or commercial
funding over the next few years, the city must rely
on being able to capture sufficient development
value for these, for which continuing development
is essential. In the past the city had been able to sit
back and wait for the MKDC to identify and procure
the key elements. From 2002 the democratic local
authority, Milton Keynes Council, no longer had that
comfort, but needed to rely directly on their own
decisions.
No sooner had the ongoing plans for continuing
growth been captured in the early 2000s in Milton
Keynes Council`s own strategy for development,
however, than rumblings of doubt began to emerge.
The city-wide local development framework had
been agreed, and also individual development

frameworks for peripheral expansion areas where
an arguably more sustainable neighbourhood form
was being introduced – more bus-friendly and pedestrian friendly, with densities better able than
the original residential grid-squares to sustain viable local facilities. But this was change, and change
was becoming unpopular. The dissenting voices
were to put strain on the local planning process
and the confidence of the development sector as it
moved towards the uncertainties of cyclical recession, which threaten to reach even Milton Keynes.

Paying for the New Place
—
Central among the city`s growing pains, and fundamental to the relationship between MK and Central
Government over the last fifteen years, is the question of who funds the costs of growing a new place.
The Development Corporation was allowed to
compulsorily purchase the land needed to implement the masterplan, initially at land values close
to the agricultural value of the pre-development
circumstances. Capital loan funding was provided
by central government to kick-start the project, development value was created over twenty years as
the city took shape, and realised as serviced land
or completed developments were sold into the
market. The proceeds allowed the government
loans to be repaid, and there was still unrealised
value in land yet to be developed. Instead of that
residual asset being made over to the new town as
an endowment, it was held by the government as
a source of funding regeneration programmes in
other parts of the UK, or for supporting the public
purse generally.
The idea of an endowment for the future was
realised only in relation to two charitable organisations, one to maintain in perpetuity much of
the city`s green infrastructure (MK Parks Trust);
the other to hold undeveloped sites allocated for
non-commercial development as the city matured
and provide a stream of revenue to support voluntary and community initiatives (MK Community
Foundation). Both organisations were successful,
ground-breaking, and are seen as exemplars of
place-making, now followed by many other places.
But the scale of endowment they represented was
very small compared to the asset retained for use
by central government. At one time it was estimat-

ed that over several years the net annual outflow
of value from MK exceeded £100m, at a time when
the growing city needed new facilities and services
like nowhere else in the UK.
One of the underlying difficulties of planning
for services in a growing place is the availability of
reliable population projections. The UK has an extremely centralised system of funding local government, with only a small proportion of revenue generated by local taxation, and even that substantially
determined centrally. A cautious (and parsimonious) central government will not release funding
merely on the basis of ambitious plans, choosing
instead to rely on proven historic data.
The capital and revenue allocations were for
many years based on proven data that were 2-3
years old. As a result a place growing at 2% pa
would have a cumulative resource lag “underfunding” over that three years of 12% (2+4+6%) for new
town services, whereas places that were declining
by a similar amount would have a soft “overfunding” cushion of a similar 12%. The most rapidly declining areas thus had one fifth more money per
head to deliver their services, compared to the fastest growing areas, hardly an incentive to embrace
growth. This was a good example of the disconnect
between town planners and those involved in the
governance and funding of places.
Through the late `00s successive governments
became worried at the slow rate of new housing

completions, and looked for ways to give incentives to communities to embrace growth. Milton
Keynes was consistently in the top five places
where growth was being delivered and, over its
forty year life, came out easily on top. The place was
driven by the sheer ambition of the early plans, and
the constant promise of the best, latest and biggest
services and facilities. By 2010 MK had the largest
ASDA/Walmart in Europe, the UK`s largest Tesco
store, and the largest purpose-built Sainsbury store
anywhere. It had the longest motorised wakeboarding cable tow in Europe, the largest real-snow
city centre ski and snow board facility in the UK,
the largest purpose-built FA League Division 1 stadium in the country and was the home of the World
Championship winning Red Bull Formula One team.
Many years of sustained lobbying and negotiation
managed to get the government formula modified
to reduce the inequity in revenue funding. And
the flow of site disposals that could produce capital funding for programmes elsewhere gradually
dwindled. But the government conceded too little,
too late, and not before a body of opinion to leave
the original 1960s plans unchanged had built up.
And by then, government fiscal policy had brought
to an end many of the UK`s large-scale urban development programmes and there was little or no
prospect of new programmes to replace them. The
current Coalition government eventually instituted
a scheme for financially rewarding localities which
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Figure 21: The pace of Milton Keynes` projected growth
is relentless, here showing a five-fold increase over six
decades, more than any other UK settlement
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Figure 20: At any one time Miton Keynes has 20-30 new
neighborhoods under construction. Kingsmead shown
here was one of the first at densities around 50 dwellings
per hectare
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delivered sustained increases in housing numbers the New Homes Bonus - though this added back far
less cash into their coffers than policies elsewhere
were withdrawing. It did at least establish a relative
reward from growth
Attention also turned to mechanisms that might
locally fund essential infrastructure through taxes
on local development. The centralised nature of UK
local taxation and local authority funding meant
that there was little incentive in raising the local tax-base, since an increase in taxable property
would lead inexorably to a reduction in an equalisation payment elsewhere to compensate. There
were some pilot projects around allowing localities to set their own Business Rate, long the norm
in other countries, or to add a marginal increment
for an investment programme agreed by local businesses. UK pilots tentatively explored the possibility of local authorities borrowing against the expectation that their tax-base would be stronger in
future – so-called Tax Increment Financing.
In Milton Keynes we explored whether existing
UK legislation that allowed developers voluntarily
to agree contributions to locally desirable measures
could fund a city-wide programme of infrastructure.
This could be achieved through a collective agreement with all relevant landowners and developers,
who willingly contributed in return for the certainty
that an agreed programme of public facilities far
wider than their own development scheme would
be implemented within a specified timescale. Costs
and obligations applied to all parties including the
public authorities. Whilst the total funding generated covered the majority of infrastructure costs,
the phasing of development, and of its corresponding contribution, meant there was a need for public
bridging finance to kickstart the advance infrastructure. The MK Tariff or ‘Roof Tax’ was developed in
2005-6, concluded in 2007 and applies to infrastructure funding over the period 2008-2023. Fifteen
separate parties signed up to the tariff across three
large sites, capable of accommodating 15,000 new
homes, and generating a guaranteed £200m value
to the tariff. Seen as a demonstrable success, it
has since been adopted as the model for a nationwide mechanism for infrastructure funding as the
‘Community Infrastructure Levy’.

The Passing of Regionalism
—
Just as buildings need to be seen within their
physical setting and context, so cities must be
seen within their regional context and economy.
And that context will significantly influence how
the place is perceived both by its inhabitants, and
by the wider world on which its success depends.
Milton Keynes was conceived not as many of its
UK predecessors were seen – as a spillover or dormitory for larger metropolitan centres nearby–
but as a place in its own right. MK was located
midway between London and Birmingham, a location well-connected north and south by good
rail and road networks but not offering a strong,
ready-made identity. MK had to develop its own
identity and affiliations.
Regional planning has ebbed and flowed in the
UK but has never had strong roots, neither offering national politicians a potent political base
for programmes to catch the public imagination, nor perceived by local politicians as a stage
where their success or failures might be noticed.
Consequently few resources were channelled
there and no lasting transformative urban programmes took root. That was certainly true of
the New Towns programme, which was in practice, always steered by national government. The
regional framework thus became seen as either
an inconsequential backdrop to political debate
or a means of central government imposing its
will. In the post-war years there was an influential spatial plan for London, produced by Patrick
Abercrombie, but the focus was on the capital
rather than its region. Much later, in the 1980s,
a coherent but light handed framework emerged
for London`s Economic hinterland, through the
South-East Regional Plan, SERPLAN, which extended 50 miles in all directions, and thus included MK.
In the 1990s this was diluted as the Blair
Government sought to maintain national coverage
with regions of a comparable administrative size.
London`s economic catchment was split into
three supposedly distinct administrative areas:
the capital itself; a south-east region covering
three of the four quadrants around the metropolis; and an eastern region which included the
fourth, northeastern quadrant of the capital`s
hinterland. Not only was the regional context for
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Figure 22 (top): Milton Keynes owes its
existence to its strategic location between
London and Birmingham, a position which
left it at the edge of regional boundaries
based on pre-existing centres
Figure 23: Milton Keynes` natural economic
hinterland comprised the extremities
of three regions: Bedfordshire/Luton
faced east; Buckinghamshire south and
Northamptonshire north
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Figure 24 (top left): The internal grid road
structure provided from the outset a system
of wide dual carriageways for easy movement
of traffic within the city
Figure 25 (bottom left): The southern
approach from the motorway has been
upgraded to dual carriageway in the
neighbouring region, but reverts to a
congested single carriageway in MK`s own
region.
Figure 26 (top right): MK Partnership and its
predecessor organisations brought highlevel design and procurement skills to the
remaining projects in the masterplan.
Figure 27 (bottom right): Around 2005,
developments started to rise above tree-level
(the previous threshold) and create more
presence and landmarks in the city centre.
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London fragmented, those changes left MK within
a regional administrative fog. Sitting at the northern edge of London`s economic area, but nominally
in the south-east region, our regional issues were
administered from 100 miles the far side of the
intervening capital. Our nearest regional government office was fifteen miles away and even carried
a Milton Keynes postcode, but it had nothing to do
with administering Milton Keynes. Milton Keynes
sat at the intersection of three, largely unco-ordinated regions (South-east, East, and East Midlands),
who thus split MK`s natural economic hinterland.
Central Government`s regional mindset was
locked into a past in which there was no Milton
Keynes, no MK economic hinterland and thus no
need to join three sets of “edge issues” into a coherent context to support our emerging place.
This was all the more exasperating since other
parts of government, those looking for ways
to re-energise the UK`s house-building market,
seemed unable to connect with those busy cementing bygone boundaries.
Sadly there has been no resolution to this unsupportive regional setting. For a while a liaison Committee, for ‘Milton Keynes and South
Midlands’, was overlaid across the three competing boundaries, to create an informal coherence across an area whose economic identity
was not matched by administrative boundaries.
Infrastructure programmes were still determined in remote offices, for none of which was
MK an important project.
There is a celebrated road improvement project linking MK to the national motorway system,
where it has been upgraded from the motorway
to the MK boundary, by the adjoining region`s
programme, but as soon as it enters MK (and thus
MK`s region, for which rather perversely it has
never been a funding priority) it reverts to a narrow single-carriageway road. The cross-regional
liaison clearly failed to join up around our new
place. More recently the Cameron Government
has dismantled the regional administration arrangements and the infrastructure programmes
that went with them. There is a discernable shift
in sub-regional identity, now embodied in a
new liaison committee, the South East Midlands
Local Enterprise Partnership, supposedly led
by the business sector, but the regional funding has shrunk, replaced by a national pot for

which places can compete. Regional structures
have been centralised and reduced, as part of
“smaller government” in a recessionary climate.
The Government continues to lament the very
low level of housebuilding nationally, and looks
for new ways to encourage and motivate places
which might provide growth. At the same time
the last organisational trace of the directive approach to development of Milton Keynes, is only
now on the point of being finally dismantled.
Milton Keynes Partnership (MKP) was set up in
2002 as part of the national organization overseeing development, regeneration and housebuilding, now the Homes and Communities Agency. It
was charged with building out the remaining undeveloped parts of the original 1970 Masterplan,
and assuming local planning powers for the new
expansion areas.
As part of the Government`s commitment to
Localism, however, all of its functions are in the
process of being transferred into local democratic control, under MK Council, for the pattern
of future growth to be determined solely by local considerations. Critics may lament that the
next stage of MK`s journey will be subject to
the frailties of partisan politics, with no overall
control, no history of coalition, and no record of
taking medium-term vision and strategy in preference to a ‘doorstep-pragmatic’ dictated by
annual elections. On the other hand, as a place
matures it must learn to deal with the strategic and this latest task will be an essential step
towards being a fully grown-up place. The shift
from a national designation in 1967, through
various national and regional settings, supported throughout by a succession of organisations
charged with developing a new place, eventually coming to rest within a locally accountable
democratic body, is to be complete in 2012.

The Relentless March of Localism
—
We have shown earlier how local politics played
through the evolution of the city. Milton Keynes
generally supported the idea of the new town,
though the idea was not without controversy.
Local democratic bodies were represented by
individuals appointed to MKDC. MKDC had a
broad capability and funding to build capacity
in the city`s new and old communities. There

Figure 28: MK Partnership commissioned
development frameworks for the expansion areas,
which were then adopted by MK Council. Shortly
after, their principles became contested
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Figure 29: One of the most politically contentious
projects, later abandoned, was a review of existing
neighbourhoods to see where raising densities
might support public transport
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was a lot to be appreciated, and the masterplan
promoted extraordinarily high ambitions for the
place. There was undoubtedly some resentment
that MKDC was not locally and democratically
accountable, but as much rancour was directed
between the Borough Council and the County
Council, the two tiers of local government,
as there was between the Councils and the
Development Corporation. The resentment between the two tiers of local government was finally resolved in 1997, when the County`s functions were taken on by the Borough Council, and
Milton Keynes thus became a Unitary Council
which it remains today.
At about the same time as the ongoing development plans were incorporated into MK
Council`s Local Plans, political changes on the
Council and among active local groups began to
identify the changing pattern of development
as an undesirable threat. The possibility of the
city`s 25-year old shopping centre undergoing
internal or even external changes to keep pace
with the market was resisted through an (ultimately successful) bid to get it listed as of architectural importance. The proposed (and agreed)
reintroduction of the original idea of bus- and
pedestrian-friendly grid streets, involving
speeds less than the national unrestricted maxima, prompted a furious backlash. Any proposal
to thin or prune the city`s extensive tree legacy, often overplanted to achieve quick results,
is met with fervent local opposition, unable to
distinguish the demarcation between vandalism and industrial-scale arboriculture. The spirit
of the times in the early `00s combined a feeling that everyone was entitled to influence the
pattern of the city`s development, with a resentment of any significant change from what had
either been originally planned or had developed
as agreeable interim arrangements (for example sites allocated for development allowed to
provide temporary green uses). All those sentiments are understandable, but individually or in
combination they will tend to favour the parochial over the strategic – not a good recipe for
ambitious city-building.
The financial implications of “leaving home
and growing up” were uncomfortable. Milton
Keynes Council had always struggled to balance
its budgets, not helped by the vagaries of the local

government funding regime. Becoming a unitary
authority in 1997, with the need to cover the cost of
expensive education and social services, took those
struggles to an entirely new level.
The precarious local party political balance exacerbated the problem as whichever party (temporarily) held sway was usually unwilling to damage its electoral prospects by raising the Council
Tax by more than the bare minimum, and certainly kept the taxes well below the average of several neighbouring councils who were substantially
unaffected by the extra costs of growth. The sole
exception was 1999, when the Council bravely
held an innovative referendum, giving a choice
of three levels of increase: 5%; 10%; or 15%.
Against most expectations, the electorate voted
decisively for the 10% option, greatly easing the
budget problems that year. Perhaps surprisingly, this act of bravery was not repeated and the
Council retreated back to the familiar round of
budget shortfall, spending scrutiny and service
reduction. The combination of fiscal and political
fragility predictably resulted in pragmatic rather
than strategic decision making.
Shortly after separating as a Unitary Authority
from the upper tier County Council the administration at MK Council embarked upon a progressive programme to nourish a tier of very local
government below the Unitary level. The MK
administrative area includes a rural area about
twice as extensive as the designated new town.
Within both the urban and rural areas, statutory
parish councils were created to provide a very
local level of accountability. Statutory parishes
had the means to raise and spend their own
taxes and MK became one of only two councils
in the UK whose area was entirely parished. 43
were created ranging in size from less than 2000
population to over 15,000, and several of these
developed a budget approaching £1m pa. This
significantly added to the resource available to
nourish MK`s neighbourhoods. It also allowed
local politics to develop a new locus, in which
the voices for local determination became as
vociferous as the earlier campaigns for unitary
independence for Milton Keynes. Democracy is
never simple, and local democracy thrives on
debate and dispute.
At several points over the last 20 years national UK
governments have flirted with the possibilities of

Figure 30: Public health statistics show that
citizens in the poorest neighbourhoods will
die 12 years sooner than those in the more
prosperous area-.this in a purpose-built, fullyplanned community
Figure 31: There remains significant capacity
on undeveloped city centre sites such as this
residential quarter, whose future now rests in
the hands of very local parish councils
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more local devolution of decision-making. The
Cameron government has taken the devolution
baton forward, with a repeated commitment
to Localism now extended to spatial planning.
With respect to growth and development,
neighbourhoods and parishes are encouraged
to prepare their own Neighbourhood Plans,
with the promise that this level of policy will
prevail over local authority top-down plans.
The reality is likely to be different, not least
because of the increasing national realisation
that more housebuilding is required across the
UK, but especially in the busy and prosperous
south and south-east. The government has
therefore had to rack up the rewards offered,
through the New Homes Bonus, to places that
are prepared to accept development.
It seems unlikely that the Coalition Government’s
introduction of Neighbourhood Planning at parish
council level will make strategic decision making
easier.
It will be interesting to see how successful the
parish council for Central Milton Keynes, covering
a thousand or so residents in the strategically important Central Business District, is in producing a
“business neighbourhood plan” for a regionally significant city centre, when it is electorally responsible
only to its limited constituency of city centre residents. Strategic and medium term decision-making
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was never comfortable in democratically-led Milton
Keynes, and has now become significantly harder.
The position in Central Milton Keynes is a microcosm of the national situation. The coalition contains factions pulling in fundamentally different
directions: Downing Street and the Treasury
emphasising the need for economic and housing growth to tackle the country’s economic
woes; and a Department of Communities and
Local Government eagerly pursuing a localism
agenda popular with generally ‘nimby’ local constituency associations. Previously, regional planning might have helped to square this vicious
circle – but that tool has been firmly rejected as
undemocratic.
Despite the problems outlined above, Milton
Keynes does hold some potentially valuable bargaining chips. As one of only a few parts of southern
England where large scale growth is both planned
and (relatively) accepted, Milton Keynes should
be in a strong position to negotiate a better deal
with a central government that needs a successful and growing MK, not only as a contributor to
the nation’s future but as an example for others to
follow. There are also some tactical advantages in
being forced by circumstances to devise new ways
of doing things. The Milton Keynes Strategic Tariff
and the development of Stadium MK are just two

Figure 32: Campbell Park, an
exemplary city centre park, has
yet to be framed by the extensive
development proposed on serviced
land on either side, whose future is
now in very local hands

examples where necessity has been the mother of
innovation. In both cases central government was
obliged to accept and support financial and procedural novelties that would probably have been
non-starters anywhere else.
For much of the last forty years MK has been approximately following the trajectory laid down in
the Masterplan and the underlying support across
the city for growth has been consistent. At around
the time the population reached 220,000 there
emerged an articulate and strident minority voice
opposing change. The original plans had envisaged
a city of 250,000 and, as MK approached that figure,
there was now talk of subsequent phases of growth.
Groups started to coalesce in defence of aspects of
the original plan, including the commitment to low
density development (despite its voracious use of
greenfield farmland) and to the primacy of the car
on the high-speed grid-road system (despite the
disadvantages to good public transport).
The new voices, though still a small minority,
started to articulate the case for keeping the MK
blueprint unchanged, and to accentuate the political debate at each annual election. In an electoral
system in which election turnout is chronically low,
articulate minorities can have a disproportional
impact. Healthy local democracy is a vital part of a
maturing place, but in the wrong electoral setting

—
Milton Keynes` journey continues to be an exciting
one, following ambitious city-making plans through
successive stages of implementation. But that very
ambition requires a particular sort of political leadership, able to drive through dreams which will not
necessarily appeal to everyone involved. In a local
politic in which survival is often precarious, democratic processes inhibit leaders` ability to take strategic medium and long-term decisions. For the full
potential of city plans to be fulfilled, leaders need to
be able to take unpopular decisions, at least partly
insulated from day-to-day politics.
t MK is an undoubted success, and this success has
been sustained across four decades. As an urban
entity it is now big enough to establish its own
identity in the world, and to manage how that
identity should evolve.

In most economies, particularly in a recession,
public funding will always be scarce. New cities
need extensive investment, of social and financial capital, ideas, energies and economic activity.
Spatial planning regimes must identify where those
resources are coming from, and particularly provide
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Conclusions

t City-building is much like omelette-making: it
involves radical changes in which some eggs inevitably get broken. Those not ready for change,
or not supportive of change will be inclined to
resist it. MK Development Corporation, despite
(or maybe because they were) bringing extensive
investment to the new city, faced their share of
local opposition and pressed on.
t There is little evidence to suggest that the great
place that has been established could have
been created if the city`s current political and
democratic structure had been in place from the
outset. Local democratic politics in a finely balanced political system will always seek consensus
through compromise solutions. To drive through
unpopular decisions often leads to a change
of political leadership and is therefore avoided.
Any place like MK needs to be equipped with
electoral arrangements which will allow political
leaders to take controversial decisions, and any
comprehensive plan will include them.
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– one in which the politicians find it nearly impossible to keep sight of the medium term – a focus
on the short-term risks preventing a place form maturing and evolving. The next ten years will reveal
whether a place that has physically grown so rapidly can bring a matching democratic maturity to the
important strategic decisions which must be taken.

Figure 33: Three medium-term
and two long-term directions
were agreed for expansion despite
emerging resistance to the
acceptance of ongoing growth. Not
all have survived
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Figure 34: the tree cathedral in
Newlands, Milton Keynes. This
landscape feature was planted some
25 years ago, its outline based on the
historic Norwich Cathedral
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a clear framework for firmly exacting financial contributions from development. In Milton Keynes we
have moved through successive financial regimes
for both capital and revenue, but the most important was up-front capital funding from central government to the Development Corporation.
t MK`s initial success was predicated on public
ownership (through compulsory purchase at
relatively low values) of development land,
which allowed the increase in value from the
project eventually to be captured when assets
were sold to end-users or intermediary developers. The unavoidable delay between spending on infrastructure and realising value from
completed development required in addition
significant public loans from government, now
long since repaid. In other settings this ownership and control, coupled with an ability to
borrow, might sit with an enlightened private
organisation (Privately-led new-communities are
emerging in India, China and the Middle East, for
example). The need for forward funding is the
same, but the governance challenges in those
situations are likely to be very different to what
has emerged in Milton Keynes and would be a
useful topic for further study.
t In the latest phases of Milton Keynes` evolution,
development is not predicated on compulsory
purchase of land. The Roof Tariff is an ambitious
process for extracting developer contributions
in the absence of land ownership. But such an
approach requires a very firm planning framework, land owners who are prepared to give up
a significant part of their land value in return for
assurance of a planned whole, and still requires
significant pump-priming from the public purse.
t The initial phases of Milton Keynes` development
were accompanied by extensive social, cultural
and community-building programmes, building
the social capital in the new city. It is harder to
see a similar social investment available under
the more straitened mechanisms available for
later phases. This as much reflects the current UK
economic and policy climate as it does the limitations of the planning driven model now being
used in Milton Keynes. It is a cause for concern
Successful cities are complex creatures, drawing their characteristics from a rich mix of sources
– people, cultures and economies, as well as the

green and built. For places to prosper, spatial planners must at least understand how their places will
be managed and financed in use, even if they cannot be expected to anticipate culture, commerce
and creativity.
Milton Keynes` early visionaries were outstanding
in their ambition for the place, and their achievement is remarkable. They have created a place
which is clearly successful, and which has built significant social, cultural and economic identity. They
do not appear to have paid attention to the running
and financing of the place. Spatial planners should
be encouraged to match Milton Keynes` vision, but
entreated to think more about how a new place will
be run – and how to pay for it!
Maybe it is naïve to assume planners can resolve
every issue for the places they plan. Perhaps places
thrive in the real world, where there is striving and
adversity rather than provision and prescription.
Milton Keynes journey has sometimes felt beset by
unreasonable constraints, imposed on a place with
an irrepressibly can-do philosophy, which as a result produces unexpected solutions. In MK`s case,
this has produced a national route for funding infrastructure from development programmes, and a
football stadium joyfully over-sized for the team it
supports.
A successful place, if it is to maintain the pace of
growth, must align its mix of jobs and facilities to
attract prospective in-migrants, without whom its
economic identity would run the risk of stagnation
and decline. This focus has an implication for the local democratic system, since it requires meeting the
needs of future citizens, rather than respond to the
demands of the current electorate. It also requires a
constant scanning of technological, economic and
social horizons, well beyond the current electorate.
t Spare a thought for local political managers:
whereas in more established places they can
plan their campaigns with the benefit of data on
electoral behaviour from previous elections, in
a fast-growing place like Milton Keynes they can
only guess at who is moving in and what their
preferences may be.
t Since many of the newly-arrived will have been
attracted by the current mix of jobs and facilities,
this section of the population can be expected to
feel positive towards their newly adopted home.
Being able to maintain the city`s dynamism,
and the pace and range of innovation, is one
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area where electoral pragmatism may actually
help keep politicians in touch with the value of
change and evolution.
t One of the greatest challenges for rapidly growing places seeking to stay alive and dynamic, is
being able to read the future. There is no magic
route that will assure accurate future-telling,
but there must be a willingness to understand
how society is changing, and with it the range
of things mobile people will value. Cities must
nourish their curiosity about each other, share
best practice, not just between those planning or
building cities, but also between those living and
working in them. Milton Keynes can learn from
the world, and the world from Milton Keynes.
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Exemplary solar housing in a low
carbon urban extension to Freiburg,
Germany. Image by Chris Gossop ©
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New kinds of multilevel challenges and opportunities
arise from the effects of climate change, the energy and
resources crunch, and the loss of biodiversity. These
challenges affect citizens and decision makers at international, regional, national and local level. The present paper
focuses on the European level and the local level.
Four sets of European Union (EU) policies affecting urban
sustainability are examined:
1) Regional policies – their encouragement of urban dispersal, with some exceptions (former URBAN Programme);
2) Transport policies – their encouragement of road-based
mobility (with the exception of some TENs); 3) Energy
policies – their limited effect on low-energy cities and
regions (energy production and energy consumption, fossil
and renewable); and 4) Policies related to agriculture.
At the local level many urban best practices exist, independently from EU incentives. They require critical assessment and evaluation. Some practices are mentioned which
reﬂect the author’s experience.1
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Introduction: Deﬁning Urban
Sustainable Development

European Union (EU) Policies
and their Effects on Cities

—
According to the classic Brundtland definition, sustainable development is development that meets
the needs of the present without compromising
the ability of future generations to meet their own
needs (WCED 1987). This requires the reconciliation
of the ‘three pillars’ of sustainability: environmental,
social and economic.
As stressed by F. Biermann (2007), earth system governance is multi-layered and fragmented. It covers
not only problems of the ‘global commons’, but also
local problems from air pollution to soil degradation
and it involves multiple levels of decision-making.
In the case of cities and regions, governance needs
to take into account:

—
Regional Policies and Their Effect on Urban
Sustainability
For the period 2007-2013 the regional policy funds
represent the second biggest item of the EU budget
after the funds for the ‘Common Agricultural Policy’
(CAP). These structural funds are specified by objectives. Objective 1 areas include the outermost regions and low population density regions.
These regional funds, managed by the EC
Directorate General REGIO (Regional Development),
as well as the subsidies from the Directorate TREN
(Transport and Energy), now split between Mobility
and Transport and Energy, have encouraged a dispersal of EU funded investments into exurban areas
and peripheral regions, to the detriment of the urbanised core and of existing cities (Doucet 2006).
The European Spatial Development Perspective
(ESDP) was the first policy framework document
adopted in 1999 by the Council of Ministers in
Potsdam, at the end the German presidency. It confirmed the overall EU policy in favour of a balanced
development throughout the Union, which meant
reducing structural disparities between regions and
promoting equal opportunities for all, in other words
encouraging all activities in all places. This aim was
translated into a variety of financing operations,
principally through the structural funds and the
Cohesion Fund (Doucet 2006).
The proponents of dispersal (‘polycentricism’) include the interest groups representing infrastructure
developers looking for subsidies, the oil, concrete
and automobile industries looking at more vehicle travel and the 154 peripheral maritime regions
(CPMR 2011). This subsidised polycentricism meant
more urban sprawl, more motorised road transport,
more fossil fuel consumption and higher greenhouse gas (GHG) emissions, in contradiction to the
discourse on global warming mitigation.
At the margin of the main regional policy and
funds, the URBAN I and URBAN II programmes have
been able to finance some 200 individual city projects by giving them direct access to Brussels funds.
This programme has led to some remarkable results,
mainly in deprived urban areas of Southern Europe
(Lecce in Puglia and Cosenza in Calabria, for example), as was recognised by the EU report ‘Cities of
tomorrow - Challenges, visions, ways forward’ (REGIO

t The environmental aspects of air and water quality, measured by pollution levels, including noise
pollution, low carbon emissions and the general
quality of their ecosystems services.
t The social desirability for their citizens and users,
its safety and security and its social cohesion i.e.
peaceful coexistence of different social groups
and conflict management, easy access to urban
services such as education and culture, and easy
human face to face interaction.
t The economic capacity for the city and its hinterland to provide the services needed by the economic actors, production of goods and services,
employment and commerce, keeping in mind the
needs of the next urban generations, by saving
resources and energy.
Inasmuch as a majority of the European population
lives in cities or urbanised areas, the sustainability of
Europe is largely the sustainability of cities and their
hinterlands.

EU Mobility and Transport Policies
and Their Effects
Regional funds have especially been invested in
heavy infrastructure projects, particularly highways,
airports, and dams (Bannister 2000). The total direct
transport subsidy in the EU amounts to €280 billion
(milliard) per year, around half of this amount for
roads. This figure has been fully documented by the
European Environment Agency (EEA 2007).
A European network of high speed rail could
have been achieved from the 1960s, in line with the
Japanese Shinkansen, which has been operational
since 1964 and was an immediate success, reaching
the 100 million passenger mark in less than three
years. Instead, a Trans European Road Network was
financed, as the result of concerted lobbying by
road, oil and automobile interests, while rail interests
were dispersed among countries, among the sectors
involved and among rival rail transport associations.
Meanwhile, worldwide, about 1.3 million people

EU Energy Production and Distribution Policies
and Their Effects on Energy Efficiency in Cities
Energy production
Confronted with the perspective of fossil fuel depletion, energy suppliers look for alternatives. The
EU policy is to encourage them (Dir. 2009/28/EC).
According to the EEA, the most promising new energy sources are at present photovoltaic concentration
and wind farms and, at a later stage, energy from the
sea, i.e. wave and tidal resources (EEA 2008). As to
emissions reductions and energy savings, different
EEA reports suggest that the main area of concern is
transport (road freight, aviation and shipping) (EEA
2009).
There are reservations in some quarters about
the use of biofuels. For example, in a joint OECD/ITF
report it is noted that US bio fuel tax subsidies are
to grow and grow, resulting from a coalition building between agricultural interests and oil producers
seeking alternatives (OECD/ITF 2007). Together with
the pronouncements of the EEA, this report emphasises the side effects: pressure on the supply of food
for humans and animals; deforestation and indirect
land use change.
Nuclear energy remains a contentious issue.
Producers have emphasised its low emissions but
rely on future technical progress to find solutions to
safe nuclear waste storage, recycling of old plants
and reduced exposure of plants to large-scale
incidents.
Energy distribution: ‘super-grids’
and ‘smart-grids’
Access to a distribution grid at any time and at fixed
conditions is essential for the market of alternative
energy suppliers (huge storage facilities not being
available with present technologies). This objective
can be achieved at regional scale through supergrids and at local level through smart-grids.
The super-grids covering large regions are a
European as well as world issue. China, for example,
is now investing massively in four huge wind energy
concentrations, requiring a super grid to serve the
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die each year as a result of road traffic crashes; road
traffic injuries are the leading cause of death among
young people, aged 15–29 years and without action, road traffic accidents are predicted to result in
the deaths of around 1.9 million people annually by
2020 (WHO 2011).
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2011). The lobbying by cities – dispersed between
different associations - proved unable to prevent
the scrapping of this successful programme by the
Council of Ministers. It has been replaced by a reinforcement of URBACT, a mere exchange network of
experiences between selected cities, their selection
being in effect controlled by central governments at
the national level. The funding of reports replaced
the funding of projects.
A minor shift in the territorial cohesion policy has
recently emerged, as a result of the 2007 Leipzig
conference of the Council of Ministers followed
by the ‘Lisbon to Leipzig Declaration’ (L2L 2007).2
Following this conference, cities are conceptually
re-emerging as motors of regional development and
actors in combating global warming and resource
depletion. This emerging territorial cohesion policy
shift could lead to an emphasis not only on deprived
regions but also on deprived urban neighbourhoods. The EU Stockholm Cities and Climate Change
Conference Report (Stockholm 2011) reflects this
new EU emphasis. A complete policy reversal in
favour of encouraging specialisation of territories
rather than dispersal of infrastructure investments
all over the EU, and of encouraging inner city development as opposed to urban spread, would reduce
the need for automotive transport and would better
preserve the natural environment from urban settlements and soil sealing.
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Figure 1: Concentrated solar power plant.
(c) European Environment Agency

consumer areas. In the EU, solar concentration power plants are now sprouting in southern Europe; they
include Spain’s Andasol plant serving a 200,000 population). In a longer-term perspective, EU originated
projects include the ambitious Desertec project).
A 1997 EU White Paper (EC White Paper 1997) describes a scenario of electricity demand and supply
opportunities for renewable energy in the integrated EU/Middle East and North Africa (MENA) region
up to 2050, and stresses the need for international
cooperation to achieve economic and environmental sustainability. The ‘Desertec, project includes an
energy cable connection to Europe, taking stock of
the diminishing cost of long distance energy transport. Its implementation would also trigger development in the MENA region, e.g. through feeding of
desalination plants.3

By contrast, the local level smart-grids are meant
as incentives to local production of alternative energy by optimising its access to electricity networks,
using IT tools. In the US, the Pacific Northwest Smart
Grid Demonstration Project (Northwestern 2011) illustrates this movement, as opposed to the nationwide super grid proposed by President Obama
(Obama 2011), which would instead improve longdistance transport of coal based energy.
The optimal distribution grid network probably
lies in a correct regional and local modelling of the
peaks in electricity production compared to the
peaks in demand for electricity at respective locations. It should include the links required to keep a
regionally balanced supply in the face of diverse and
changing climatic conditions, and maximise user information. An ambitious example of such a connec-

Policies on Agriculture
Since the 1960s, the EU Common Agricultural Policy,
the CAP – (EC 2009) has promoted efficient/intensive agriculture production, with the help of exportoriented subsidies. It combines : direct subsidy payments for crops through price support mechanisms,
including guaranteed minimum prices; import tariffs; and restrictive quotas on certain imports from
outside the EU, mainly sugar and beef. The system
has been of particular benefit to large scale monoculture farms.
Reforms are underway, based on sustainability
and wildlife concerns and these seek, among other
things, to transfer some of the subsidy to land stewardship rather than specific crop production (including environmental land conservation) (Civitas 2011).
However, policy contradictions remain. For example, while the Water Framework Directive (EC 2000)
imposes strict limitations on aquifer pollution, the
Nitrate Directive (EC 1991) allows 80 kg of nitrate per
ha/year (even more because of control difficulties).
Other European policies also directly affect rural
areas (and sometimes the hinterland of cities), such
as the Habitats Directive (92/43EEC) creating Special
Areas of Conservation in line with the UN Convention
on Biological Diversity. It has generated a network of
protected sites called ‘Natura 2000’.

TOWARDS SUSTAINABILITY IN EUROPEAN CITIES

EU Energy Consumption Policies and Their
Effects on Energy Efficiency in Cities
The best alternative kilowatts are the ones not used,
through increased energy efficiency and thriftier
consumption in buildings and neighbourhoods.
Buildings are perhaps – the ‘powerhouses of tomorrow’, as formulated by Jeremy Rifkin (Rifkin
2011). This can happen through lowering consumption (mainly better thermal insulation) and use of
sunlight and other resources. Today’s roofs can incorporate photovoltaic (PV) panels. Windows can be PV
captors and with micro energy savings there can be
a positive energy balance. The relevant EU policies
are contained in Directive 2002/91/EC on the energy
performance of buildings and subsequent adaptations. Its key points are minimum standards on the
energy performance of new buildings and existing
buildings that are subject to major renovation, and
energy certification for new and existing buildings.
However, innovations in energy supply and demand can only be achieved if strong regulations give
them an economic justification. That is why Germany
has become a pioneer in energy savings. Particularly
promising energy-saving projects are so-called
‘cross-sector technologies’ supplying heat, mechanical energy and light. Combined heat and power
(CHP), also known as cogeneration, is an efficient,
clean, and reliable approach to generating power
and thermal energy from a single fuel source. By installing a CHP system designed to meet the thermal
and electrical base loads of a facility, CHP can greatly
increase operational efficiency and decrease energy
costs. At the same time, CHP reduces the emission
of GHGs, which contribute to global climate change.
These cross sector technologies account for up
to 65 percent of total end use energy consumption
in German industry. Experience shows that much
energy can be saved, for example, by using more

efficient motor applications. And looking ahead, optimized systems for air compressors, pumps, blowers
and chillers could reduce the annual total energy
consumption of German industry by 101 petajoules
by the year 2020. Moreover, a further 111 petajoules
could be saved by using more efficient technology in
lighting, heat generation, drying and industrial furnaces (Schroeter 2009).
Besides energy savings in new constructions, the
saving of the energy stored in existing buildings and
neighbourhoods, alongside heritage considerations,
makes the case for labour intensive restoration and
adaptive reuse of existing buildings instead of their
massive replacement by new buildings. However,
there is no EU policy stance on this, the present directives being mainly aimed at new construction.
Obviously heritage is an important reason for pursuing rehabilitation and it should be weighed in the
balance in decision making; in other cases, other
non energy considerations, like social ones, may justify the retention of buildings. Europa Nostra is campaigning on this issue (Europa Nostra 2012).
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tion can be seen in the proposed Greenpeace North
Sea electricity grid aimed at providing links between
wind farms (Greenpeace 2011).
The EU is encouraging this double trend, in line
with its commitment to carbon reduction, and perhaps even more in line with Germany’s need to improve the interconnectedness of its northern and
southern regions. As with other EU states, that country is seeking to diversify its range of energy sources
and to facilitate access by small electricity producers
to its grid (Duerr 2012).
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Some Present Challenges for Urban
Sustainability
—
Urban Demography
World urbanisation has reached the level announced
by Doxiadis 40 years ago (Doxiadis 1967) but is still
far from having reached its apex. If one takes into
account the difference between the present world
population and standard UN demographic projections, another estimated 1.8 billion inhabitants will
need housing by 2030. The majority of this growth
will be in urban areas. To cope with this projection,
we need to be building a new city for a million inhabitants every week, year after year. Meanwhile,
the oil production peak will sooner or later reduce
fossil fuel energy supply. The time of the peak will
largely depend on the results of new explorations
and on the development of non-conventional fossil
fuels. Climate change will generate additional constraints. These issues are intrinsically linked to spatial
development patterns. City and regional planners
need to be poised to help address them.
In Europe the situation is very different as population increase is mostly slow, as shown by Eurostat’s latest population projection scenario for the continent.4
It focuses more particularly on population ageing, undoubtedly a key demographic challenge in
many European countries over the next fifty years
(Eurostat2011). Its implications for socioeconomic
systems, such as public pension programmes, health
care or kinship structures, may be considerable. An
EU study has addressed this issue (EU 2009).
Megalopolis Governance and the Quest
for Sustainable Energy Consumption
At the global level, the ‘Urban Age’ paper presents
comparative studies about the size and population
of some of the largest conurbations like Istanbul,
New York, London, Mexico and Shanghai, illustrated
by a set of maps at the same scale (LSE 2009). This
study identifies an ‘unfulfilled quest for a governance blueprint’. In other words the governance at
level of the traditional city has to be complemented
by strategies and implementation tools at metropolitan level. This requires new forms of political
representation.
In Europe, the tight urban network inherited from
the early urban age based on merchant caravans
and the industrial conurbations, mainly in coal and
steel areas, has generated loose urban regions close

to each other, and in quest of strategies and tools
which respect all levels of citizenship: urban villages,
central cities, peripheries and US type ‘edge cities’.
The oversupply of built space is a specific challenge in areas of old industrialisation and related
urban sprawl, and where there is a shrinking population. Shrinking cities are dense cities that have experienced notable population loss. Out-migration is
a common reason that cities shrink. Since the infrastructure of such cities was built to support a larger
population, its maintenance can become a serious
concern.
The German research project ‘Shrinking Cities’ has
developed a body of international knowledge in this
field. It includes a world map of shrinking urban areas (Shrinking 2011).5
The unification of East and West Germany and the
addition of five New Länder has produced a number
of initiatives at this territorial level to reduce the discrepancies with the older ones that resulted from
decades of separation. The International Building
Exhibition for the Urban Redevelopment of SaxonyAnhalt - IBA Sachsen-Anhalt - and the renovation of
historic Köthen (as part of this project) can be cited
as examples (IBA 2011) 5, 7.
From Urban Sprawl to Sustainable
Urban Development through Land-Use
and Transport Policies
Forecasts of automobile growth, the main contributor to GHG emissions suggest a much slower increase
in population than in car ownership, and even more
so in vehicle km travelled per person. While the 19th
century was the age of great railways and urban rail,
the 20th century has clearly been the age of the automobile. Henry Ford’s large scale production of his
Model T and his capacity to convince governments
to pay for road construction and maintenance while urban rail had to pay for both and enjoyed no
right of way on the street - entailed the end of selfsupporting rail public transport in US cities. Street
views of Chicago in the 1930s show streetcars locked
in traffic. Thus the automobile-based American way
of life became the motor of development, linked to
highways built in accordance with traffic forecasts
(‘predict and provide’) (Laconte 2011).
The limits to road construction were shown by
the UK Government’s 1995 SACTRA Report (SACTRA
2005). This report shows the effects of new roads in
terms of traffic generation and that the ‘need’ for

—
Benchmarking the Green Cities
The multiplicity of best practices and supporting
certifications at all spatial levels, from single buildings up to cities and conurbations, justifies an evaluation of the evaluations, at least an assessment of
the assessments. European cities have been the subject of many ‘green rankings’. A comparison between
rankings has been made by B. Georgi (Georgi 2012),
mainly using KPMG expert panels and Siemens and
from her experience (jointly with the author) as ex-

European
Green Capital
Award
2010/2011
(Expert panel)
(EGCA)

European
Green Capital
Award
2012/2013
(Expert panel)
(EGCA)

European
Green Capital
Award
2012/2013
(jury) (EGCA)

European
Green City
Index
(Siemens,
2009)

Mercer Ecocity 2010
(European
cities) (Mercer,
2010)

Mercer Quality
of Life Index
2010
(European
cities) (Mercer,
2010)

EIU Liveability
Index 2011
(European
cities) (EIU,
2011)

Globe
Sustainable
City Award
(European
cities) (Globe
Award, 2010)

Monocle’s
most liveable
Cities Index
2010
(European
cities)
(Monocle,
2010)

1

Hamburg

Barcelona

VittoriaGasteiz

Copenhagen

Helsinki

Vienna

Vienna

Malmö

Munich

2

Stockholm

Malmö

Nantes

Stockholm

Copenhagen

Zurich

Helsinki

Murcia

Copenhagen

3

Munster

Vittoria-Gasteiz

Oslo

Oslo

Geneva

Stargard
Szczecinski

Zurich

4

Amsterdam

Nuremberg

Vienna

Stockholm

Düsseldorf

Helsinki

5

Freiburg

Nantes

Amsterdam

Nuremberg

Frankfurt

Stockholm

6

Oslo

Reykjavik

Zurich

Bern

Munich

Paris

7

Bristol

Helsinki

Zurich

Bern

Vienna

8

Copenhagen

Berlin

Aberdeen

Copenhagen

Madrid

Table 1: The “European Green Index by Siemens – Economist Intelligence Unit,
KPMG expert panels and others, ranked from 1 to 8
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International Sustainable City
Best Practices – Evaluation Issues

pert evaluator for the European Green Capital Award
(EGCA) 2012 and 2013 (EGC 2012).
The different assessments and rankings follow
different purposes. The EGCA is initiated by a public body, the European Commission’s Directorate
General for the Environment and aims to promote
and reward the most active and progressive cities
in terms of the environment. This should stimulate
the debate and progress towards more sustainable
urban development in Europe. The award is based
on three evaluation criteria for each of the twelve indicator areas: the performance of the city, the implementation of efficient and innovative measures, and
future commitment. Furthermore, the winning cities
should be able to act as a role model and inspire other cities (Berrini & Bono 2010). With the substantial
documentation of the whole process and the shortlisted cities, the EGCA goes beyond a simple ranking.
It is a tool to stimulate other cities across Europe and
enable them to learn from the frontrunners. As the
cities have to apply themselves by presenting their
performance and activity across a broad range of areas, the application process forced internal municipal communication and co-operation even in areas,
where this did not happen before.
The Singapore Lee Kuan Yew World City Prize also
aims to inspire other cities and focuses on governance and leadership. It is thematically broader than
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space generated by those roads is higher than the
additional space provided. New roads thus increase
congestion, after an initial relief period, and enhance
further urban sprawl.8
The side effects of traffic in terms of personal
safety, air pollution, stress and obesity have been
shown again and again. The WHO warned that people walking (or cycling) less than a half hour per day
risked jeopardising their health. Bike rental schemes
have proved successful in cities like Paris, Lyons and
Barcelona (Guet 2009).

energy /
climate

European Green
Capital Award
(EGCA)

European
Green City
Index
(Siemens,
2009)

Urban
Ecosystem
Europe (Berrini,
M. and Bono, L.,
2007)

Urban
Metabolism
headline
indicators (Minx,
et al., 2011)

Local contribution
to global climate
change

CO2 emissions

energy and
climate change

Per capita CO2
emissions from
energy
consumption

energy

transport

Local transport

transport

Mercer Ecocity
(Mercer,
2010)

Mercer Quality
of Life Index
(Mercer, 2010)

EIU
Liveability
Index (EIU,
2011)

Globe Sustainable
City Award (Globe
Award, 2010)

traffic
congestion

public services
and
transportation

infrastructure

Technical and
Infrastructure Capital -

Green space
access

housing

infrastructure

Urban land take

natural
environment

culture and
environment

health and
sanitation

healthcare

Efficiency of
residential energy
use
Planning ,
design and
better mobility

Energy efficiency
of transport
Public transport
network length

Transportation and ICT

Registered cars
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land use and
nature

Green urban
areas

waste and
land use

Sustainable land
use

buildings

Local action for
health and
natural common
goods

Nature and
biodiversity

Land use
efficiency

health

air

Local action for
health and
natural common
goods
Quality of local
ambient air

Water
consumption

recreation

air quality

NO2
concentrations;
PM10
concentrations

air pollution

water

Efficiency of urban
water use

water
availability

Noise pollution

water

Environmental Capital Natural Resources
Preservation

water
portability
consumption
and waste

Waste production
and management

waste and
land use

Waste water
treatment
environment
al
management

Environmental
management of
the municipality

environmental
governance

responsible
consumption
and lifestyle
choices

Waste intensity

waste
removal

Recycling

sewage

local
management
towards
sustainability
and governance

economy

vibrant,
sustainable local
economy

social /
culture

social equity,
justice and
cohesion

Unemployment
rate
GDP per capita

economic
environment

Financial Capital Assets and Financial
Management

consumer goods
political and
social
environment

culture and
environment

Political Capital Confidence and Public
Trust

socio-cultural
environment

Stability

Social Capital - Well
being and Social
Relations

schools and
education

education

Human and Intellectual
Capital - Innovation and
Social Intelligence
Culture and Leisure
Capital - Experience

Table 2: Indicator areas used in different indexes and assessment approaches

Case Histories
Selected case histories from the authors’ practice
illustrate successful attempts by a few cities and
urban regions to achieve sustainability. The author
has previously identified a number of best practices (Laconte 2011), including Berlin, Chicago,
Curitiba, Freiburg im Breisgau, Oregon, Portland
Metro, Singapore and Zurich. The present case histories will limit themselves to three recent international awards for best practice (Bilbao, New York
and Copenhagen) and concentrate on a specific
achievement for each case.
Bilbao has been recognised as a successful example
of revitalisation through cultural investment. It won
the Lee Kuan Yew World-Cities Award in 2010, for its
achievements over a long period. The same municipal team has been at the helm since 1989 and has
implemented its revitalisation objectives through a
public-public partnership, i.e. a partnership between
the public authorities, local, regional and national
that owned the industrial land to be redeveloped
(Abandoibarra). A public company (Bilbao Rià 2000)
was entrusted with land assembly and the planning
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More specifically, the benchmarking of cities as to
their GHG emissions remains a daunting technical
challenge, namely for those who want to engage in
emissions trading. As an example of the difficulty of
comparing best practices, let us take the CO2 emissions per capita deriving from energy consumption.
The EU Joint Research Centre - JRC Workshop on
Methodologies for Sustainable Energy Action Plans
attempted to analyse the variables used by the
methodologies on hand for the quantification of
imported and exported emissions, the boundaries
of observation areas and the sources of energy used
(Bader & Bleischwitz 2011).
Six standard tools were analysed, and they revealed that different standards are used but no one
standard seems to be widely accepted. Most of the
tools are based on IPCC guidelines but they are not
always completely consistent with them.
If the aim is to ensure interoperability of methodologies in order to allow cities to gauge their policies, and facilitate an effective action-driven decision-making process, the options can only be:
t Enabling communication between existing tools;
t Development of an international standard;
t Adoption of a unique tool.
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the EGCA by honouring a holistic approach to sustainable development towards liveable, vibrant cities with a healthy environment. It differs from the
EGCA in that cities cannot apply themselves; instead,
they are nominated by independent experts.
Siemens’ European Green City Index offers an indicator system to measure and rank the environmental
performance of cities. It increases our understanding
of why there are differences and of the potential to
improve the situation. For that purpose, it ranks 30
European capitals, the selection of which is a systematic choice. Other assessments build on voluntary contributions, direct participation of cities in the
assessment process, or cities are selected according
to good data availability. In this way the lists that
emerge can sometimes contain unexpected candidates. Often, however, they comprise only the cities
which are already ahead. Examples are the EGCA or
the Urban Ecosystem Europe (Berrini & Bono 2007).
Other indexes like Mercer or Monocle rank cities
according to their performance in terms of the environment or sustainability, or quality of life. Their
regular rankings are greatly welcomed by the cities which are listed at the top. Those cities use their
ranking as a marketing instrument to promote
themselves in the world.
Depending on the intentions of the respective
assessments, every initiative chooses its own ‘ideal’
mix of indicators. For example, Siemens’ Green Cities
Index (2009) puts more weight on climate related indicators. Two out of eight indicators – CO2 and energy - are directly linked to climate change mitigation,
but also the indicator for buildings describes nearly
exclusively energy efficiency.
The EGCA lists an indicator for green urban areas
and a separate one for biodiversity. Both are, on the
one hand, strongly interrelated – plants and animals
live in green areas and major ecosystem services are
generated there. On the other hand, each of them
also has exclusive concerns, such as recreation which
is relevant to green areas but not biodiversity; meanwhile species numbers definitely belong to the biodiversity indicator.
It requires a careful selection of sub-indicators to
ensure the right balance and avoid double counting.
One could go further, using sub-indicators such as
soil sealing. The conclusion is that comparisons have
to be assessed according to the criteria and indicators chosen in each case, coherence being the key
(Georgi 2012).
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and coordination of the redevlopment. Tackling
these difficult sites could not be done by the private
sector, because of its divergent interests, nor by a
single public authority. It needed a public-public
partnership to be able to unlock its potential. Bilbao
Rià 2000 has had all the partners that count and it
was given the political mandate to secure the redevelopment. It needed to operate with a significant
degree of autonomy in its day to day operations, to
avoid dependence on budgetary allocations from
its shareholders. Handing over the land to Bilbao Rià
2000, for it to use as leverage and raise funding, was
an important measure.
Bilbao Rià 2000 made a surplus in its regeneration
of Abandoibarra, which it then used to redevelop
other areas in need of rehabilitation. It has large
landholdings, which remain available for future development (Laconte 2005).
The Bilbao success story has triggered the ‘Bilbao
next’ initiative, focusing on knowledge, and the
setting up of a selective network of ‘cities of excellence’. That may include Copenhagen, which was
selected in June 2012 for the EGCA 2014. The cities
of Hamburg, Stockholm, Vitoria Gasteiz and Nantes
were the previous award winners.
Figure 2: Bilbao renewal – industrial land clearance at Abandoibarra (2005)
Figure 3: Bilbao renewal – 2012 view of the site shown in Figure 2,
as redeveloped for housing and services (Arch. César Pelli)

level of experimentation and innovation with an
emphasis on practical urban solutions. Instead
of developing new sites, more than 35,270
square metres of roadways and underutilised
spaces have been consciously redesigned into
‘instant’ public plazas. Innovative zoning tools
have also unlocked the development potential
of derelict industrial sites to create housing, office spaces, parks and waterfront promenades.
New York City is an excellent example of how
persistence, determination, commitment and a
strong partnership with the community can turn
visions into reality. It serves as a model for other
global, high-density megacities to rethink their
cities in terms of sustainability into the future.’
(Lee Kuan Yew World-City Prize, Press release 2012)

Figure 4: View of Brooklyn Bridge Park, Pier I,
© Julienne Schaer. (Benepe 2012)
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‘Central to New York City’s success is the swift
and effective implementation of the PlaNYC
2007, a long-term, comprehensive plan that
aligns city agencies, business groups and the
community towards a common goal. One of the
key strategies underlying New York’s successful
transformation in the last decade is the investment in public infrastructure to increase liveability and sustainability. Improvements have
been made to encourage sustainable modes of
public transport, such as the Bus Rapid Transit
and bicycling. 700 acres (283 hectares) of parks
and open spaces have been added in the last
10 years, bringing the total parkland to 29,000
acres (11,736 hectares).
More significantly, the city has displayed a great
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New York City has recently developed a growing
awareness of its urban environment. In mid-town
Broadway there are five times more pedestrians
than cars, but pedestrians get only 10% of the street
space. The City has now made plans to pedestrianise
some of its streets. It won the 2012 Lee Kuan Yew
World-City Prize (LKY 2012). The citation for the Prize
includes the following:
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The City of Copenhagen was awarded the Green
European City Award 2014 as well as gaining a
special mention in the LKY Prize 2012 (jointly with
Malmö). The citation included the following:
“The Award jury (of the GECA) considered
Copenhagen’s Green Business Model to be an
example of sustainable economic development,
tackling environmental, economic and social
concerns, with good potential for replication in
other cities of the world.
Copenhagen has placed public-private partnerships at the core of its approach to ecoinnovation and sustainable employment. The
City works with companies, universities and
organisations in dedicated forums to develop
and implement green growth. Its North Harbour
project, for example, will include a ‘green
laboratory’ that will focus on eco-technologies,

a model that can be transferred to other towns
and cities.
The jury singled out Copenhagen as a good
model in terms of urban planning and design. It
is also something of a transport pioneer, aiming
to become the world’s most practicable city for
cyclists. Its goal is to have 50% of people cycling
to their place of work or education by 2015 (35
% cycled to their workplace or school in 2010),
helping the city reach an ambitious goal of being CO2 neutral by 2025.
Communication actions to engage citizens are
very effective, as Copenhageners feel they are
part of the solution.’
In the case of Copenhagen one could also point out
its integration, through a fast rail link, with Malmö
(Sweden), a Green city in its own right (Building and
Social Housing Foundation Award 2010).

Figure 5: 35 % of Copenhageners cycled
to their workplace or school in 2010.
(c) Copenhagen Cyclists 2012

Conclusion

1) Regional policies – with their encouragement
of urban dispersal, with some exceptions such as
the URBAN programme;
2) Transport policies – with their encouragement,
mainly of road-based mobility through the transeuropean networks (TEN);
3) Energy policies – with their limited effect as
yet in fostering low-energy, low carbon cities and
regions;
4) Policies on agriculture that have emphasised
intensive agriculture, but moderated by recent
ecological approaches and the Natura 2000 and
related directives).
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The EU policies have in effect only marginally addressed the challenges of urban (and rural) sustainability. There is a huge challlenge for the future.
As to the local level, many best practices exist.
They require critical assessment and evaluation.
Some comparative assessments have been presented according to different criteria and indicators.

Endnotes
1 An earlier version of this paper was presented at the
INTECOPOLIS (International Council for Ecopolis Development)
Symposium at the XVIIIth International Conference of the
Society for Human Ecology in Las Vegas, April 2011.
2 This declaration was confirmed by the June 2010 Declaration of
the Toledo Informal Meeting of the Ministers in charge of Urban
Development, Point C1 ‘Strengthening the urban dimension in

5 http://www.scribd.com/doc/54064004/SustainableInfrastructure-in-Shrinking-Cities .For the German project.
Visit http://www.shrinkingcities.com).
6 See also the paper High Speed Suburban Decline in the Cities of
East Germany by Professor Johann Jessen which appears earlier
in this volume.
7 The IBA Urban Redevelopment Saxony-Anhalt 2010 embraces

Cohesion Policy’ www.rfsustainablecities.eu

the federal state of Saxony-Anhalt as a laboratory for the city of

/the-toledo-declaration

tomorrow. Exemplary and innovative urban. Redevelopment

3 http://www.desertec.com
4 The 27 EU member states and the European Free Trade
Association (called since 1999 European Economic Area)
countries.
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—
This paper has addressed global to local issues in
sustainable urban development, emphasising the
european region and european cities.
Three main sets of European Union (EU) policies
affect urban (and rural) sustainability:

tools are put to the test in 19 cities, which are affected by
demographic change.
8 Urban Sprawl was the theme of the 44th ISOCARP Congress
(La Greca 2008).
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Urban Development
and Urban
Planning Policy
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Alexander S. Puzanov

The Relevance of Urban Development
Issues in Russia1
—
Urban development issues are of enormous
importance for Russia for numerous reasons. First,
cities today play a key role in assuring the shift of
the Russian economy from the old model relying
on raw materials to a new innovative one with a
prevalence of modern ‘urban’ types of economic
activity – manufacturing, information, financial
and business services delivery.
The gradual integration of Russian cities into the
post-industrial global economy results in the
following: the level of welfare of citizens and the
well-being of a municipality as such (through
the tax base and other assets) depend more and
more on the international economic and financial
environment. Nowadays, cities have to function as
autonomous economic subjects of tough global
competition. It is of principal importance that they

provide good conditions for business activity on
their territory to properly meet the requirements
of such competition. The development of democratic procedures to regulate business activity at
the grass-roots level becomes a core mechanism
of adjustment to on-going changes within the
framework of the post-industrial society.
The second, but not less important, reason is the
necessity to create a fully-fledged socio-cultural
environment and an incomparably wider range
of social roles than Russian cities can offer today.
Modern Russian cities are still unable to properly
perform their primordial function – to be sources
of freedom, creativity, innovations and civic
consciousness.
The third reason for its importance is the potential
for development to foster the constant improvement of the standards of the urban environment
and the facilitation of community life in cities. The
standards of an attractive urban environment include not only the equipment of residential areas
with social and technical infrastructure to meet
daily living needs, but also such new concepts as
the multi-functional nature of built-up areas, transport communications between territories, spatial
harmony, the improved accessibility of places of
employment, high quality, reliable utility services,
a better environment for socializing during and
outside of working hours, a safe and comfortable environment for children and adolescents,
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for business activity, including that of small-scale
entrepreneurs, a considerable enhancement of
fiscal autonomy is required. The current policy
of maximum fiscal equalization of regions and
municipalities is fraught with serious threats to
regional and urban development. Whenever a municipal budget is drawn up mainly on the basis of
intergovernmental fiscal transfers from the federal
and regional budgets2, the predominant criterion
for decision-makers with regard to urban development is compliance with the wishes expressed by
the ’center’, rather than the interests of citizens.
One of the implications of such policy and of bureaucratic competition for intergovernmental fiscal
transfers is the temporary shutdown of existing
institutes and their inability to meet the challenges
of our times.
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an accessible environment for disabled persons,
and, finally, urban aesthetics that ensure a visually
attractive ‘cityscape’. Such a ‘user-friendly’ urban
environment is more and more appreciated by
people.
However, the development of such an environment is feasible only if construction, including
housing construction, architectural and design
solutions and construction technologies are subordinate to a broader urban planning that defines
the spatial structure of a municipality that is convenient and comfortable for its residents.
But a system of urban planning is not in itself
enough to secure the practical implementation of
a planning vision for the cities. To properly address
local issues, create an attractive urban environment for habitability, as well as good conditions
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Figure 1: Kirovsk (Murmansk Region)
is a typical ‘one-company’ city.
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The System of Urban Population
Settlement in Russia
—
Since the mid-1970s, we have witnessed an enlivened discussion in various publications about the
‘optimal city size’. According to this theory, that optimal size is the one which ensures a balance between the economic advantages of a large city and
its implied economic costs. In the 2000s, researchers
revised the theory of the optimal city size using two
state-of-the art academic approaches – the neoclassic interpretation of the Central Place theory of
W.Christaller, and the theory of ‘urban networks’.
Accordingly, the revised version of optimal city size
leads us to the following conclusions: city size affects the quantitative and qualitative parameters of
life in the city and is an important factor; however,
the optimal city size cannot be determined on the
basis of the former theory. It is the performance efficiency of a city, and of the overall system of cities,
‘what’ and ‘how’ the city produces (first of all, services)3 that matters most, rather than the size of the city
population.
The current system of urban population settlement emerged in Russia under the influence of the
planned economy and in many aspects does not
meet the requirements of the new market economy.
One of the most vivid manifestations of this is the
crisis of ‘one-company’ cities, most of which were

created within the planned system of distribution of
productive forces and population settlement.
The decreased dependence of the modern economy on a territorial localization of resources, and
the increased percentage of industries, the location
of which is driven by the availability of skilled human resources, comfortable conditions for living and
business activity (including the cost of infrastructure
services)4, resulted in the global shift of urban population to those regions with more favorable climate
and environmental conditions.5 Moreover, pensioners constitute a considerable portion of migrants to
‘warm regions’ 6.
Despite the generalization of this global picture we
can observe similar processes in Russia. The percentage of Russian citizens residing in the Asian parts of
the country had been growing: from 13.3% in 1926
to 21.8% in 19897,8. Afterwards, a reverse trend prevailed; a large-scale migration of population from
the north-eastern fringes of the country in a southwestern direction. As a result, the percentage of the
population in the Asian part of Russia declined to
20.3% in 2010.9
The highest rate of population growth has been
registered in the cities located in the south of
European Russia, not to mention Moscow. However,
the nature of such changes is related not only to the
post-industrial transformation, but also to processes
of adjustment to the market economy environment.

Including:
Urban settlements
Cities

Population size

Townships

thousand

2002

2010

2002

2010

2002

2010

Over 1,000

13

12

13

12

-

-

500-999

20

25

20

25

-

-

250-499

42

36

42

36

-

-

100-249

92

91

92

91

-

-

50-99

163

155

163

155

-

-

20-49

383

386

358

361

25

25

10-19

524

444

277

264

247

180

5-9.9

683

570

101

115

582

455

Less than 5

1020

667

32

41

988

626

Totals

2,940

2,386

1,098

1,100

1,842

1,286

Table 1: Distribution of urban settlements
in Russia by population size (based on
the All-Russia Population Censuses in
2002 and 2010). (thousand people)
Figure 2 and 3: The administrative nature
of the city- township delimitation;
the population of one of the largest
townships, Vanino (18,000 - top) exceeds
that of one of the smallest cities, Vereya
(4,700 – bottom) by almost four times
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Figure 4: Russian million-plus cities
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MOSCOW
NIZHNIY NOVGOROD

PERM
KAZAN

YEKATERINBURG
ROSTOV-ON-DON

SAMARA
CHELYABINSK
UFA
VOLGOGRAD

OMSK

NOVOSIBIRSK

During the rule of the planned economy based on
the concept of planned settlement of population in
compliance with the planned location of productive forces, the territories of the near and far north of
Russia were considerably ‘overpopulated’.
The percentage of the urban population in Russia
is rather stable – at approximately 73% (in some
years, minor declines were recorded), which can be
explained by the combined impact of the following
factors:
∙ A higher rate of natural depopulation in urban
areas compared to rural areas;
∙ The part compensation of natural depopulation
by migration surplus from rural areas;
∙ Administrative and territorial reforms that change
the status of residential settlements.
A curious trend of the past several years is the
process of transformation of urban settlements into
rural ones. For example, in 2005, due to administrative and territorial reforms, the urban population
decreased by 204,000.10 A previous, more powerful

wave in the reduction of status of urban settlements
was recorded in the early 1990s11, which resulted in
an ‘urban depopulation’ to the tune of 692,000 during 1991-199312.
Hence, according to statistics, the urban population is shrinking at approximately the same rate as
the total population of the country. For example,
in 2005 alone, the number of urban residents decreased by 614,50013 Although there have been certain changes in the structure of urban population
settlement, its core parameters are surprisingly stable, which reflects the low mobility of population in
general and the urban population in particular.
Meanwhile the structure of Russian cities in terms
of population is not balanced (Table 1).
As one sees from the Table, there are two types of
urban settlements in Russia, cities and townships.
Township (poselok gorodskogo tipa) is a special type
of urban settlement. This concept was introduced
in the early Soviet period to label settlements with
non-agricultural specialization which do not have a

2010

Moscow

10,126.4

11,503.5

St. Petersburg

4,661.2

4,879.6

Novosibirsk

1,425.5

1,473.8

Yekaterinburg

1,293.5

1,349.8

Nizhniy Novgorod

1,311.3

1,250.6

Samara

1,157.9

1,164.7

Omsk

1,134.0

1,154.1

Kazan

1,105.3

1,143.5

Chelyabinsk

1,077.2

1,130.1

Rostov-on-Don

1,068.3

1,089.3

Ufa

1,042.4

1,062.3

Volgograd

1,011.4

1,021.2

Perm

1,001.7

991.2

Table 2: Population of million-plus
cities in Russia (based on the All-Russia
Population Censuses in 2002 and 2010).
(thousand people)

full range of urban functions. Most of the ‘one-company’ towns are townships. In addition to non-agricultural specialization, the indicative ‘city threshold’
of 12,000 population was used, however the status
of a settlement is determined by a legal act and, in
practice, various considerations were taken into account when such a status was determined. As a result, an urban settlement with a population of up to
35,000 could be either a city or a township and there
is often little logic in such a delimitation.
One of major structural problems in Russia today is the ‘shortage’ of large regional centers with a
population in the range 2-3 million, which can partly
be explained by the fact that the existing pattern of
Russian cities is a ‘splinter’ of the former Soviet system of population settlement, in which the relevant
regional functions were performed by Kiev, Baku
and Tashkent14.
Against the background of a shrinking population
of the core-cities of the ‘urban skeleton’ in Russia,
there are four obvious geographical zones of an ex-

pected growth of big cities: the Moscow region, the
Black Earth Belt, the south of the European part of
the country, and, finally, the raw materials rich regions of Western Siberia.
As regards the cities with one million-plus population (Figure 4), during the period between two censuses of 2002 and 2010, the population shrank only
in Nizhniy Novgorod and Perm. The last of these fell
out of the category of million-plus cities (Table 2)15.
The highest rate of population growth between
the foregoing censuses was recorded in in Moscow
(more than 13%), which is yet another proof of the
continued trend of concentration of population in
the capital of Russia. The population of Chelyabinsk,
St. Petersburg, Yekaterinburg, Novosibirsk and Kazan
was also growing at a relatively high rate (it varied
between 3.5% and 4.9%). In other million-plus cities
(beyond the two cited in the previous paragraph), a
population increase was recorded, although it did
not exceed 2%.
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Land Use and Development
Trends in Russian Cities
—
The structure of land use is one of the most inertiaprone and inefficient elements in Russian cities.
Industrial areas still account for a high proportion
of the total area of large cities. The rate of conversion and removal of hazardous industries from central city districts is too slow, and the introduction
of land use zoning institutes in the cities is facing
difficulties, although it could provide transparent
land use and development rules to developers and
investors.16
As regards the developed countries (as distinct
from the ‘transition countries’ such as Russia) residential areas there account for the highest percentage (more than 40%) of all urban land, whereas industrial areas account for only 5–8%17. A particular
feature of land use in the cities of the developed
countries is the high percentage of the territory occupied by transport infrastructure – more than 20%.
It is the percentage of the land occupied by industries and transport infrastructure that can help us
distinguish the cities of developed countries from
those of Russia, where 30% of the built-up area is
typically occupied by industrial facilities. For example, in Perm this proportion stands at 35%18, which
is several times higher than in the cities of many foreign countries.
At the heart of the problem of removing industrial enterprises is the need to prepare a regulatory
legal framework, to design a set of measures and
levers of influence, because the application of a
purely administrative mechanism is out of the question. In Russia, the vast majority of such enterprises
are privately-owned, and rights to underlying land
plots are either not defined or belong to enterprises
on the basis of the right of permanent (open-ended)
use, providing a rather uncertain legal area. Tools
that could enable the regulation and change of land
use in the cities (land use zoning within the framework of the land use and development rules; taxation of the real estate based on large-scale appraisal
of its market value) have so far never been applied.
In the absence of such legal mechanisms, Russian
city administrations usually prefer just ‘to negotiate’
these issues with individual industrial enterprises.
The current difficulties faced can be explained by an
insufficient development of the real estate market
and of the relevant institutes. The evolution of real

estate markets (primarily, residential and commercial markets) associated with the emergence of new
land use types faces the problem of identifying the
public owners of land (the existence of the so-called
‘non-delimitated state ownership’19 to land); the
high investment risks of construction; the absence
of parceled land plots; and the burdensome land
use structure in cities which, as we have earlier emphasized, is characterized by a high percentage of
land plots occupied by industrial enterprises.
Today, certain large cities in Western Europe are
shifting from territorial expansion (sub-urbanization) to a new emphasis on the compact city, the
cross-cutting improvement and renovation of already developed territories, and an enhancement of
the role of central districts in city life. The production expansion’ of large cities (generally speaking,
it was cheaper to create new businesses on ’green
fields’ than to re-build for this purpose on already
developed ‘brown field’ land) now is facing new
problems (such as energy cost increase, depopulation, and a relatively more expensive life in the
countryside).
With the onset of the economic recession, the
trend of ‘space shrinking’ has become more vivid in
many countries, including the USA where the scale
of sub-urbanization in the past used to be the most
significant. The population of million plus cities in
US metropolitan areas had been growing at the average rate of 0.5% per year during 2002–2005; during 2006–2007, this percentage increased to 0.90%,
and from July 2007 through July 2008 – to 0.97%.
Over the same period, the population growth in the
countryside of such US metropolitan areas started
to slow down: it was 1.29% in 2002, 1.48% in 2005,
and only 1.11% in 2008.20,21,22
At present, the trend towards urban intensification is augmented by an additional factor – the
growing cost of energy resources and, accordingly,
increasing infrastructure costs and the growing cost
of transportation to places of work and recreation.
By contrast, the situation in Russian cities is one of
a chaotic spatial development without any sustainable trends. The economic system is being transformed but there are no efficient policies of spatial
development enabling Russia to do away with the
legacy of the planned economy. So far, the ‘inversion’
of the urban space inherited from the planned economy has persisted and manifests itself in the higher
density of population in peripheral urban districts.
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Figure 5: High density residential areas in the peripheral areas
of the large cities beyond the more central industrial belt

years, it has gained a new impetus. Meanwhile,
traditional sub-urbanization processes, based on
low-rise development elsewhere, have - in Russian
cities - manifested themselves quite unexpectedly
in the form of high-rise construction in countryside
areas on the urban outskirts. This phenomenon can
be explained by the prioritization (within the framework of the government housing policy) of the development of new territories for housing construction purposes, rather than renovation of the already
built-up areas. It signifies the ‘victory’ of the ‘production expansion’ practice in Russian cities (meaning
the further expansion of prefabricated (slab block)
housing areas by the industries that developed to
build these, which prevailed in the Soviet Union and
in eastern bloc countries in the past.
That said, the pursuit of modernization in Russian
cities is leading to the situation when many urban
processes that are, as a rule, evolving gradually, here
in Russia are unrolling concurrently and simultaneously (for example, the process of suburbanization
and gentrification, the latter through the renovation
and improvement of the already built-up areas).
This dramatically complicates municipal govern-
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Even after commencement of the transformation and transition to a market economy, the land
in Russian cities is still not a completely market resource. Development processes are not driven by
market factors and consumer preferences regulated
by the demand; the process of modern urban development regulation in the cities is in an embryonic stage. Therefore, the spatial development of
Russian cities suffers from the impact of controversial factors.
As one trend, mainly due to so-called ‘pinpoint
construction’ practices, the density of development
of central parts of the cities has been gradually increasing, and the ratio of the price of land plots to
the overall cost of real estate in downtown districts
has been growing.
Indeed, the population of Russian urban agglomerations has been growing exclusively due to their
centers. Between 2002 and 2007, the population
of national agglomeration cores increased by 1%,
whereas the population of overall agglomeration
areas remained practically at the same level.23
At the same time, suburbanization has been
continuing at varying rates and in the most recent
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ance and requires precise prioritization and reconciliation of development programs.
As regards best practice in the large cities of the
developed countries, the enhanced cohesiveness of
urban space and the permeability of built up areas
for transportation, as well as the variety of development types depending on the location, are ensured
through a well-balanced development of private
and public transport, pedestrian and cycling areas,
and well planned transport links between city areas
and outside territories.
At the same time, much attention is focused on
a coherent, integrated development of the urban
space. In the better examples, we witness the development of residential districts based on the
model of mixing different social and income groups
based upon an inclusive approach to the designing
of urban infrastructure facilities and public spaces.
However, we note that the general issue of spatial
segregation in cities in the developed countries is
still the one of public concern.
A specific Russian problem is the weak protection
of public spaces against an illegal or quasi-legal ‘privatization’ (e.g. through fencing and the shutting

of passage ways for pedestrians and vehicles). All
of the aforesaid increases the fragmentation of the
urban space.
Thus, we can formulate the following priority
agenda to address the urban planning problems
that have accumulated in Russian cities:
∙ We need a functioning legal framework for
urban planning based on a set of inter-related
public documents: master plan, implementation schedule for the master plan, land use and
development rules, documentation on physical
planning, etc.;
∙ We must put an end to the on-going ‘war of
architecture against urban planning’, which was
ignited by individual actions pursued within the
framework of the so-called ‘preliminary approval
of the location of facilities’24- that became the
way of handling decisions in the absence of
adequate land use legislation;
∙ We need to educate a new generation of urban
planners and municipal governance experts who
can competently apply legal, economic and organizational mechanisms of urban development
management in the carrying out of their duties.

Figure 6: In-fill housing construction development
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—
IIn the light of the growing competition of cities for
human resources, urban planning and the regulation of urban development are not only tools of
public management for spatial development and
the creation of an attractive urban environment,
they are also an important facilitator of economic
development aimed at encouraging the innovative
behavior of business entities.
The development of public land use planning in
Russia, including urban planning and land use and
development regulation in cities, is at the nascent
stage and has not yet caught up with the community’s needs.
Urban development in each historic period reflected, first of all, the ideology of the epoch. During
the Soviet rule, when the ideology was based on the
dominance of the ‘centralized planned social system’,
the term ‘urban planning’ appeared. It reflected both
the plans and the reality with regard to the creation
of new districts and even cities with the help of industrial methods. Residents of such cities could
have a ‘shelter’ and job. It is impossible to deny the
efficiency of such methods from the point of view of
attainment of the goals set. However, a monotonous
environment of districts with large-scale housing
development – the legacy of the Soviet era - is now
at odds with the needs of the market economy and
the pattern of the growing housing demand.
The demand for an urban planning policy, which
could ensure the emergence of a new urban environment to meet the present-day needs of citizens
and the business community is a challenge for those
cities that aspire to a respectable niche in the spatial
development of Russia.
In his conceptual approaches to the development
of modern cities, Ricardo Bofill – one of the most
prominent architects of our time – advocates a way
forward on three fronts, urban planning, architecture
and industrial technologies.25 According to Bofill, the
predominant element of this triad is urban planning. It should define the spatial structure of the city,
which ensures convenient and comfortable living
conditions for its residents. Architecture must ensure
the implementation of the ideas of urban planning
and their embodiment in urban images based on
dimensions, proportions and correlation between
the large space (the city) and the small space (a per-

son residing in the city). Thus, urban planning and
architecture will exemplify the unity of ‘internal’ and
‘external’. At the present stage of technological development, the most efficient form of organizing
the construction process is through the application
of industrialized production of building structures.
However, industrial technology cannot be allowed
to define the image of cities, as it used to do in the
second half of the past century. Modern technology
should be the servant of urban planning and architectural ideas, not vice versa.
According to Ricardo Bofill, these are the new urban development principles that must be applied in
the process of implementation of large-scale housing programs in all countries, including Russia. In the
past, the main mistake we made was to disregard
the long-term goals of ensuring a sustainable spatial structure of our cities while we were addressing
short-term social and housing problems.
Today in Russia, there is risk of repeating this mistake, although at first glance the new core documents defining housing policy and the policy of
spatial development are sending the correct signals.
Thus, in accordance with the so-called ‘Strategy
2020’ 26, the priority of the state’s housing policy is
the provision of affordable and good quality housing for Russian citizens, the creation of a comfortable
urban environment, the development of an efficient
housing and utility sector, and the establishment of
a flexible population settlement pattern that takes
into account diverse regional and national lifestyle
patterns. Hence, the creation of a comfortable urban
environment is on the same level of priority as the
enhancement of housing production.
Such statements reflect an obvious rethinking
of the essence of housing needs in the new socioeconomic situation. Housing no longer performs
the sole function of a shelter. For people’s requirements as to the type, size and quality of housing and
in respect of the wider environment (landscaping,
transport accessibility, visual attractiveness, environmental requirements, etc.) are growing and becoming more varied. And we have gone beyond assessing just floor space and the level of equipment.
Now, housing standards envisage the following: a
separate dwelling for each household; a minimum of
one separate room for each member of a household;
and, in the case of higher standards – a common
room for a household.
However, the real-life housing policy over the re-
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Role of the Urban Planning Policy
in the Urban Development in Russia
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cent period covering both the late communist and
post-communist eras was geared only to the encouragement of the growth of housing construction.
Housing completion in sq.m (rather than in dwelling
units, as is the practice of most developed countries)
remained the key indicator. It was this that the executive authorities tried to control, and it was on
this basis that housing construction development
was assessed. Aggravated by the constraints facing
those seeking to renovate already built-up areas, it
led to the active encouragement of housing construction on green field sites on the outskirts of large
cities and in the countryside. The immediate result is
further urban sprawl, and given the stabilization or
even reduction of population in most Russian cities,
this risks further potential deterioration of the urban
environment, especially in the central areas, as well
as compounding the above-mentioned inversion
problem.
Within the framework of an expert discussion on
the upgrading of Strategy 2020 that was held in
2011, this topic generated lively debates. Two key
scenarios were discussed.
Scenario 1: Continuing as now to increase the volume of housing for the population measured in the

number of sq.m per capita through increased housing construction.
Scenario 2: Implementation of a well-balanced
functional-spatial urban development, i.e. the creation of a comfortable living environment, envisaging
favorable conditions for living and working, creativity and bringing-up children. This scenario goes beyond housing supply to consider the broader quality of our human settlements. The scenario implies
that the quality of the urban environment could be
improved through a concentration of resources and
efforts aimed at the development and regulation of
built-up areas in the central parts of cities in combination with development of the city periphery but in
the most cases within the city boundary27.
The scenario also reorientates the system of indicative planning and management from the attainment
of target indicators in the form of sq.m of housing
completion per capita to the number of constructed
apartments per capita/household.
Based on the discussions held, the expert group
opted for the second scenario as the best strategy;
This seeks to ensure a reorientation from large scale
house construction per se to the creation of complete living environments.

Figure 7 and 8: Monotonous environment of residential
districts with large-scale housing development of the
Soviet (left) and post-Soviet (right) periods

Suitable skills
New urban management and planning skills are
required to meet those challenges. The increasing
complexity of the management and planning task
needs to be reflected in the increasing sophistication of the available tools. Globally, there is a grow-

ing diversity of management techniques that are applicable to the governance of urban agglomerations.
They range from the joint development of planning
documents to delegating some mandates and resources to a ‘supra-municipal’ governance body. The
task for Russia in gearing itself up to the needs of the
present is complicated by the following factors:
The heritage of the ‘Soviet planning culture’ which
was very rigid in nature and operated within much
more simple goals results today in numerous attempts to meet the new challenges with the old
tools; 31
The lag in the development of demographic and
social trends previously experienced in Western cities results today in a lack of understanding of the
growing importance of such issues and scarce practical experience in solving the emerging problems;
The reality that most of the large cities are functioning within the framework of urban agglomerations which comprise separate municipalities with
their own local governance and their own policies.
Governance and inter-municipal cooperation
Russian cities experience an acute shortage of skills
in applying conciliatory and coordination procedures in an environment characterized by a multiplicity of economic subjects and types of planning
(these including budget and utility infrastructure
planning as well as urban planning) and a spread
of powers between various levels of public authority. Unfortunately, so far, not all large Russian cities
have properly regulated the area of inter-municipal
cooperation.
A review of the charters of the 33 cities with population over 500,000 revealed that these mention
municipal cooperation, but in two-thirds of them
it is simply a reference to the mandate of a representative body of local governance. Only one third
of those charters contain more detailed provisions
about the potential for inter-municipal cooperation
and the relevant procedures. However, in most cases, even these provisions are too general in nature
and effectively replicate the provisions of the Federal
Law ‘On General Principles of Local Governance in
the Russian Federation’.
Against the backcloth of active development of
socio-economic agglomeration cooperation, the inadequacy of governance procedures is fraught with
the risk of shifting to inefficient administrative methods of agglomeration governance. One of the most
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The Challenges
The system of managing urban development in contemporary Russia faces substantial challenges.
First, we need to learn how to design and implement strategies of socio-economic and spatial development, together with measures aimed at enhancing the competitive edge and attractiveness of cities,
and improving the quality of life and living standards
of their residents. Those strategies should be adaptable to situations of either a growing or a shrinking
population,
Secondly, in designing such strategies, we need
to recognize that the urban population has become
more complex and ‘atomized’, and human life – more
‘decentralized’. Russia follows the general path of
the changes in household structure observed in the
West. Already by 2001, one-person households in
Europe accounted for more than 30% of all households there28. In Russia, such households accounted
for 22.2% of all households in 2002, and by 2010 this
figure had increased to 25.7% overall and to 26.2% in
urban settlements.29
Thirdly, we have learned that improved living
standards generally are usually accompanied by increased income and property inequality. Thus, between 2000 and 2010, the real average per capita
cash income of Russian households increased by 2.5
times, whereas the coefficient of funds ( ratio of average incomes in the highest and the lowest income
deciles) increased by 19%, and the Gini coefficient
(the income concentration ratio) – by 7% nationwide.30 High levels of income inequality are associated with high risks of poverty, and the social exclusion and other acute problems that can stem from
that poverty.
Although today this problem is not acute for all
Russian cities due to the persistence of many urban
structures that were created within the planned
economy, the segregation processes launched by
market forces should be taken into account when
working on the strategic vision of the city.
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promising tracks for agglomeration development
in Russia should be the practical implementation of
mechanisms of inter-municipal cooperation envisaged by the Russian legislation on local governance,
as well as the joint designing of land use planning
documents in compliance with the laws on urban
planning activity.
However, movement along this track is hindered
even by federal-level authorities, who, so far, have
failed to adopt the federal land use planning documents. That has emasculated the very essence of a
joint development of land use planning documents
by several public authorities on a voluntary basis. 32

Endnotes
1 The authors express gratitude to R. Popov and E. Trutnev, who
are experts of the Fund ‘The Institute for Urban Economics’, for
their contribution to this article.
2 According to the Federal Treasury reports on implementation
of the budgets of the constituent entities of the Russian
Federation and local budgets for the 12 months of 2011, the
intergovernmental fiscal transfers from other budgets within
the budget system of the Russian Federation accounted for
48.7% (including donations – 7.3 percentage points, and
subventions – 20.3 percentage points) of budget revenues
of urban districts. Source: Federal Treasury reports on
implementation of budgets of constituent entities of the
Russian Federation and local budgets (http://roskazna.ru/

Conclusion
—
Thus there are huge challenges still to overcome in
Russia. However, despite all of the difficulties, there
is a growing recognition that urban planning and urban development regulation need to go far beyond
the simple regulation of land use and development.
If they can be competently implemented, they can
become an efficient tool for managing urban socioeconomic development, and creating city environments which are convenient and comfortable for
living and conducting business activity.

reports/mb.html).
3 A review of classic and modern theories of the optimal
municipal size is provided in the report: Holzer, Marc et al.
(2009) Literature Review and Analysis Related to Optimal
Municipal Size and Efficiency, Rutgers School of Public Affairs
and Administration (http://www.state.nj.us/dca/affiliates/luarcc/
pdf/final_optimal_municipal_size_&_efficiency.pdf )
4 In Russia those costs relate especially to the cost of heating.
5 For many countries, including Russia, the southern and
seaside areas
6 As regards the domestic migration flows, the percentage of
pensioners-migrants varies between 7% for males and 16% for
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females.
7 There was a considerable slow down in the later part of this
period from the 1960s
8 Population of Russia in 2009: 17th Annual Demographic Report.
– Moscow, Publishing House of the National Research University
– Higher School of Economics, 2010 – p.27.
9 The population of the Far East and Siberia Federal Districts, as
well as that of Tyumen Oblast (which is an integral part of the
Urals Federal District) is considered to fall in the category of the
‘population of the Asian part of Russia’.
10 Population of the Russian Federation by cities, townships and
districts, as of January 1, 2006. Moscow: Federal State Statistics
Service (Rosstat), 2006.

25 R. Bofill, O. Soloschansky. Architectural Design and Social

the rural population had additional benefits compared to the

Housing Construction. Edited by V. Dogadailo. Moscow:

urban population and could make payments for housing and

“UP-Print”, 2011.

S.S.Artobolevsky. Local Governance Reform and AdministrativeTerritorial Structure of Constituent Entities of the Russian
Federation//News of the Russian Academy of Sciences.
Geography Series, #5. 2008, pp.51-64).
12 http://www.polit.ru/article/2005/10/19/
demoscope217/#_ftnref11
13 Population of the Russian Federation by cities, townships
and districts, as of January 1, 2006. Moscow: Rosstat, 2006.
It is noteworthy, that in 2009, the population of the Russian
Federation increased by 10,000, and, accordingly, the urban
population increased as well.
14 Capitals of the former Soviet Republics, now independent
states: Ukraine, Azerbaijan and Uzbekistan correspondingly.
15 In 2012, the population of Perm exceeded 1 million again.
16 The land use zoning regulation in the cities is prescribed
by federal legislation (Russian Urban Planning Code)
17 Bertaud, A., B.Renaud. Socialist Cities without Land Markets.

26 Concept of the Long-Term Socio-Economic Development
of the Russian Federation up to 2020, approved by the RF
Government Resolution #1662-p, dated November 17, 2008.
27 Except few cities where the population is expected to grow.
28 State of European Cities Report. Adding Value to the European
Urban Audit. European Commission. May 2007.
29 All Russia Census
30 The coefficient of funds and Gini coefficient are the standard
statistical indices of income inequality. Their increase
demonstrates that income inequality in Russia is growing.
Calculated on the basis of Rosstat data.
31 Dominance of state property and absence of market relations
significantly simplified the urban management and urban
planning processes.
32 See Federal Law #41-FZ, ‘On Amending the Town Planning
Code and Individual Legislative Acts of the Russian Federation
with Regard to Land Use Planning’, dated March 20, 2011.

Journal of Urban Economics. 1997. Vol.41: 137-151.
18 Calculated on the basis of the General Plan of Perm. Perm:
Perm Administration, 2010.
19 In the transition period, the state land was delimitated as
lands in federal, regional and municipal property but most of
the former state lands remain in the status of ‘non-delimitated
state ownership’. Such land is disposed by the cities (or by
the Subjects of Russian Federation in the capital cities of such
regions based on the special regional laws).
20 Cities Grow at Suburbs’ Expense During Recession by Connor
Dougherty // The Wall Street Journal. 01/07/09.
21 State of Еuropean Cities Report. Adding Value to the European
Urban Audit. European Commission. May 2007.
22 Urban Audit: Methodological Handbook. Eurostat,
2004 edition.
23 http://www.polit.ru/article/2010/02/16/demoscope407/
24 According to Russian Land Code, in the absence of land
zoning regulation and land subdivision documentation, the
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Searching for
the Russian Dream
Compression
or Expansion
of Russia’s Living
Space?

Forward to future! Image by Mikhail Glagolev.
Retrieved from http://glagolev.35photo.ru/photo_377698/

V.N.Semenov, Making cities better 1912 1

Suburbanization has been studied for a long time,
and many researchers were revealing more problems than good things about it. Different suburbia in
different countries leads to one and the same result:
natural landscapes around the cities are replaced by
‘one-storey America’ or its analogy adjusted to local
conditions. Unlike city blocks, this new milieu is comfortable for driving and becomes the new home for
city dwellers, industry, trading centers and the headquarters of large enterprises.
The old city centers are losing their significance:
public functions that used to constitute their core
are now readily located in new business centers and
shopping malls at the intersection of highways, or
form an ‘edge-less city’2 with commercial development areas spreading along transport corridors and
acting as an urban node for local communities. Road
and utility networks expand, built-up areas sprawl
rapidly, ‘eating away’ open space and natural habitat, the use of private transport grows - together

with hydrocarbon consumption and carbon dioxide
emissions - and with traffic jams as a consequence;
at the same time the low population density makes
it impossible to develop public transportation. The
quality of social services falls off; the network of
neighborhood interaction weakens; the common
space breaks into a number of pieces that belong to
different social layers and groups; and the increased
costs of utility networks and land preparation makes
housing less affordable.
So a reaction has set in and different ways are
being suggested to bring people back to the cities, to make them ‘liveable’ once more, i.e. pedestrian focused, multifunctional, safe, filled with public
spaces, and socially integrated. An international association of municipalities has been set up to follow these principles, and the prestigious Economist
Intelligence Unit publishes an annual rating of cities
according to certain ‘liveability’ criteria. Even in the
USA, the ‘cradle of suburbanization’, an ideology of
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In spite of our backwardness we should not
copy anything as it is. Our own heritage of the
centuries past is inﬁnitely more valuable - still
little known and studied but nurturing new
ideas and new forms.”
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“The planning approaches the leading countries
have developed have to be adapted to our
particular conditions. In particular, we should
pay our attention to the way they are being
applied in countries with a similar climate,
economics and topography. I am speaking
about North America, Canada.
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‘new urbanism’ as a low-rise, but urban alternative to
the amorphous suburb is gaining strength.
Alas! US statistics give little hope for a victory in
that battle. In spite of some exceptions like New York,
a breakdown of the figures for national population
growth show a continued and growing emphasis on
the suburbs as opposed to the cities, the population
ratio rising from 85/15 in the 1990s to 91/9 in the
2000s3.
Thus, suburbia in the US (and elsewhere) continues to grow insistently; everywhere there are opportunities for that. Most people do not want to
dismiss the possibility to live in a private house or
to use a private car in spite of all the merits of the
compact and walkable city being fiercely advocated
by planners.
Regarding the figures above, it seems most
Americans believe their suburbs are as liveable as
their cities. One can argue that they are set in their
stereotypes, and that their megalopolises (with very

few exceptions, such as Seattle and Portland) have
not yet started to improve. Then, where do these
stereotypes come from? And why are they so stable? I think they derive from the very beginnings
of American culture, concerning not only the immigrants but also the explorers who, ‘liberated’ from
a densely populated Europe with its never-ending
wars, entered the vast and indivisible area of the
New World.
Its mostly level terrain became a resource for
expansion and exploration. The wider the country
grew, the greater was the need for a new form of
settlements. The entrepreneurial Americans created
that through the automobile - the newest technical
achievement that gave them maximum freedom
and speed.
Of course the American suburbs are quite different from settlement forms based on the compact
town. Is this the prerequisite for a kind of cultural antagonism between an urban lifestyle and a suburban

Figure 1 (left): Compression of the population:
net migration in Russia. Source: N.I.Zubarevich,
Independent institute for Social Policy. Public
lecture “City, agglomeration, inhabitants, public
governance: cacophony or harmony?” polit.ru/
media/files/2012/02/01/2011.10.20_Zubarevich.ppt
Figure 2 (right): Largest cities of Russia and USA.
Comparative ranking by population; Source
V.A.Babourov, Laboratory of Urban Studies of
Moscow Institute of Architecture. 2011
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one, which has existed in the USA up to the present
time, but has not yet occurred in Russia? Should
mass migration to the suburbs be allowed to happen in Russia too? Doesn’t Russia also possess a vast
territory yet poorly developed?
Western style suburbanization of the Moscow region (not with a seasonal, as presently, but with a
‘real’ outflow of population from the core cities into
the suburbs) is assumed by Russian geographers on
the basis that people’s income rises to the level of
the Gross Regional Product per capita of the industrially developed countries. So if we Russians get
richer, we will live as in America? But so far there is
an overall depopulation (Figure 1) that concentrates
people in big cities, mainly – capitals (Figure 2), and,
as some Russian scientists are claiming, ‘challenges
the national self-awareness traditionally intended to
explore new territories’.
The level of prosperity in today’s Russia is truly far
below the level that the US has reached but the need
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Figure 3: I.Levitan. Over eternal peace. 1894. State
Tretyakov Gallery. One of the iconic painting of Russian
natural landscape and symbols of a Russian spirit
Figure 4: Russian Village nowadays;
http://ne-status.livejournal.com/11384.htm.
Figure 5: Traditional small city (Myshkin, Volga riverhead
area); http://massagela.ru/alb/image.asp?27047

for urban forms suitable for living in vast spaces
(Figure 3) appeared here much earlier. The national
culture has already found its own response to that
challenge. Whatever the topography, the early planning patterns were following principles of spreading
not concentrating (Figure 4), adapting to landscape
instead of opposing it, developing built-up forms
suitable for the seasonal mobility of their inhabitants, and they blurred the boundary between city
and its environment (Figure 5).
Independent settlements, or the parts of towns
that today could be figuratively be called ‘protosuburbia’, have existed in Russian culture for more than
one thousand years, even on the lands with a climate much more severe than in the USA. From the
times of market squares and old-Russian suburbs
called ‘posads’ and ‘slobodas’, that unlike in medieval
Europe were being developed well beyond the fortified central core of the old Russian towns, to the ‘dachas’ and ‘gardeners’ partnerships’ of the Soviet time.
The October coup of 1917 soon made it impossible to continue that tradition of ‘picturesque freedom’ of urban forms. For decades, Russia had to
follow made-up town-planning doctrines based on
social engineering. Eventually this led to the situation where a main goal of town-planning policy
became a distribution of standard products delivered by an industry of mass-produced prefabricated
housing. And the only one solution for the whole
country, regardless of the climate, appeared to be
a multistoried house in a densely built-up microdistrict - as part of the city periphery or as an independent quasi-urban form linked to a remote industrial unit. However, such conditions could not kill
the traditions of becoming one with nature, though
in other respects the old urban culture was almost
completely destroyed. The ‘apartment+dacha’ model was the way out.
Generally a dacha is a land plot and house out of
the city used by its inhabitants for temporary living, usually in the summer time. Initially this kind
of temporary suburban residence appeared in the
nineteenth century. As the cities were growing fast,
a summer house became a popular place of living.
Dachas can be found as a setting, a place of action
in much classical Russian literature of that time.
Facing problems with food production on the one
hand, and with their desire to encourage and reward people like good engineers, writers, scientists,
prominent party members, on the other, the Soviet
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is about the need to live somewhere free and untrammeled in a vast, limitless space with almost
untouched nature. That seems to be something as
natural to Russian culture, formed in the great rivers
basins, as the special attitude that the British have
towards their surrounding sea.
Thus, it is not only possible, but also inevitable that
in the near future Russia will need to shift towards a
more spaced out, decentralized and polycentric settlement form, with housing at a lower density, while
accommodating increased migration within the
country.
Nevertheless, these important changes that show
the huge potential and the necessity to enlarge the
nation’s built areas are officially ignored and nothing
is being done to accommodate them. Unfortunately,
in Russia, within the last two decades, citizens have
neither a network of freeways that is so typical for
the US suburbs, nor a system of nationwide highspeed railways as in France and Germany.5 And neither are there any plans for these.
At the same time, the highly centralized national
tax system usually leave too little for the municipal
budget so it is not capable of funding public amenities for new housing areas. So the burden of those
costs falls on investors. Thus the housing must either be very expensive or very dense and cheap or
it will end up without public amenities and become
a temporary or second home. The reality is that the
suburban development demanded by people is developing in inappropriate ways and is failing to meet
their aspirations to live less densely.
The result is fierce competition for vacant suburban land between gated communities and private
multi-storied developments that is shaping the outskirts of big Russian cities as centers of population
concentration. With all their external differences,
both typologies are a realization of one and the
same town-planning principle, modified according
to the paying capacity of different social groups. This
is an isolated and closed ‘island’, where making connections with the outside world is left to individual
initiative.
Areas of low rise housing, both new and old,
usually still have the official status of gardeners’
partnerships, so on paper it is still agricultural land
not subject to local building regulations. Local authorities are not obliged to provide public services
there. In other words a settlement can officially be
considered almost as a field while people can now
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authorities exploited that old tradition and they
handed out land for free - first to selected people
only and later on more and more massively.
These could be small plots of 400 - 600 sq.m which
were supposed to be a place for the cultivation of
fruits and vegetables for family use. Such land was
tenanted, ownership being retained by the state.
Organised as gardeners’ partnerships, these areas
were considered as agricultural with no permanent
structures officially allowed, apart from tiny sheds.
In other cases, the site was bigger - from one to
three thousand sq.m and often situated in a forest;
that was a real dacha - a place for vacation and the
work of artists, not for hard routine work (Figure 6).
While in some cases, comprehensive improvements
were provided, generally it was for the occupants to
provide the necessary utilities, so the level of comfort varied substantially. Generally, houses that were
constructed as dachas were not envisaged to be a
place of permanent living.4
Left on the periphery of a state housing policy
that was focused on the construction of multi-storey blocks, and formally considered as recreational
areas or subsidiary plots of agricultural production,
these suburban areas spread all over the country.
In practice they became one of the centers of social
and family life, and a symbol of our national lifestyle in the eyes of foreigners and, indeed, Russians
themselves.
In the early 1990s, as soon as people gained greater freedom, they began, as much as they could, to
develop the liveable part of their world – meaning
their dachas as no great changes could be made to
a standardized apartment. The more comfortable
the country house became, either in an ‘elite’ gated
community or in a village, the greater was the role
of such housing compared to the urban dwelling,
and the greater the ratio of time spent in the country house. People began to prefer that living, while
using their apartment as an ‘intermediate base’ near
their work or renting it out to get additional revenue.
Over the last decade one can observe a new phenomenon of ‘distant dachas’ (Figure 7) located hundreds and even thousands of km from megalopolises, often on depopulated lands almost abandoned
by rural residents. This displays a certain irrational
aspiration to restore connections with nature and
old traditions, as well as to explore new territories.
So people drive for upwards of five hours along
often bad roads to spend a few days of ‘real life’. It
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Figure 6: Dacha of B.Paternak, author of “Doctor Zhivago”. Built in 30s
near Moscow by Ernst May design, now in city periphery area.
http://www.liveinternet.ru/users/appassionata/post162049598/
Figure 7: “Distant” dacha, St.-Petersburg Region
http://www.locman.net/foto_15724__1l0l0l0l0l0.htm
by Dmitry Kazakov
Figure 8: ‘New Scotland’ “affordable” gated community,
14 km from Moscow
http://www.zimsad.com/fotos/data/1110/1775013353_1.jpg

live there permanently, attracted by the more comfortable houses they can build and the new lifestyle
that it enables. And they are disuaded from living in
the cities by the high costs or unavailability of something comparable.
In the case of ‘upper-class’ areas, all the necessary
infrastructure is gradually developed privately in the
surroundings while the settlement itself has a seemingly fortified perimeter. In respect of the dachas, the
public services do not generally consider those areas
to be truly residential; their occupants are officially
registered at their urban apartments and so they are
to some extent excluded from the local community.
Developers of the new suburban micro-districts
provide all the public amenities including schools,
utilities and internal roads, the cost being included
in the price of apartments. However, this seriously
limits their size - typically, only 10% of apartments
will have two bedrooms, all the others being smaller,
reflecting the buying capacity of the middle class. So
families with two children have no possibility to live
really comfortably and have a proper living-room;
instead, that room tends to be used as a master
bedroom.
Amazingly, for more than 60 years, industrial, multi-storied housing has been relied upon, though the
milieu it creates becomes less and less comfortable
because of the constantly growing density of development and population. If the blocks of the 60s
were five storeys high, those of the 70s, 9-12 storey,
and those of the 80s, 14-16 storeys, nowadays the
economy class apartment blocks provided by developers in suburban areas are usually 17-25 storeys
high and have a FAR of 1.5-2.5.
Being unable to solve Russia’s housing problem
due to insufficient production, and high prices
which limit the range of dwelling types, this form of
building is nonetheless trusted by central government; it dominates the market and it is welcomed
by local authorities as often the only way to support
local infrastructure.6
Thus in the absurd situation where the biggest
country in the world fails to invest in its own infrastructure and is ‘washing money’ out of the municipalities, an unnatural and uncomfortable built-up
fabric starts to flourish. Contrary to North America
where the latest suburban areas have attained an
improved level of planning integrity, the surroundings of Russian cities are becoming a mess of functions and urban typologies confronting each other;
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to fall into pieces anyway – for example, the drastically increased ‘automobilization’ of households,
now at 48%, will soon ‘kill’ the hyperdense residential microdistrict as a typology of large-scale market
dwelling provision, just because of the lack of parking spaces. Its less densely build-up Soviet predecessors were designed for a motorisation rate of about
100 cars only per thousand inhabitants. But better to
put an end to it as soon as possible.
It is necessary to reject the two main tenets of
today’s town-planning policy that promoted this
model. First, that it is possible to develop the country
without due involvement of its settlements as key
actors, and properly empowered local governments.
The falseness of this idea is attested to by the inadequacy of a federal housing policy that considers
housing affordability only as a mortgage provision,
land access for investors and utilities connection
problem, while ignoring environmental quality and
the living conditions of occupants.
The second tenet is that nowadays in Russia it is
natural to have infrastructural and settlement ‘compression’ as a reflection of global tendencies for the
concentration of population in the ‘leading’ cities.
But it is no longer the big cities that are now competing worldwide but urban and suburban regions
integrated by advanced transportation and communication networks.
The alternative way ahead is an overall support for
a spatial expansion and strengthening of the settlement system in Russia based on the people’s aspiration for their own country to provide a good living
environment, as is shown by the ‘suburbanization’
developed by people themselves often out of the
real estate market. It is senseless to deny the necessity to develop big cities and their significance. But
it is no less senseless to make the development of
a dozen or twenty agglomerations the only focus of
nationwide policy as was last year announced by the
former minister of economic development. Russia’s
territory cannot and will never be equally populated,
but it should be used to the maximum extent compatible with its climate, topography, and natural
landscapes.
To achieve this alternative vision for Russia’s development, we need, first, to see settlements as a
complex social and spatial environment instead of a
conglomerate of isolated territories, and settlement
building as a process to be managed in the context
of an independent, active and properly resourced lo-
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thus multi-storey apartment blocks are neighbors to
low-rise dwellings and villages, warehouses occupy
former agricultural areas close to dachas, etc.
In the context of a weak local government, the system of settlements breaks into many inward looking
and badly fragmented milieu of unconnected pieces
like micro-districts, gated communities, dacha areas
and pseudo gardeners’ partnerships (the latter have
now nothing really in common with agriculture but
lawns and flowers in front of the house). So while
housing conditions become more comfortable for
some, suburbia in general often resembles a largescale house building ‘turned sideways’ - dense, ugly
and uncomfortable.
This new environment can be called “disurbia”, or
a disintegrated city. This substitution is properly reflected by the language; terms like ’the territories
are developed’ and ‘low-rise housing is located’ are
now common, replacing ‘settlements are developed’ and ‘towns are built’. Attitudes towards the
natural environment have also changed, from that
of a deep affection for the open natural landscape as
a setting for Russia’s rural fabric, picturesque silhouettes and the layouts of old Russian cities, to one of a
persistent ignorance of this heritage – which is a step
towards its destruction. The more people get used to
being encircled in their local and isolated communities (Figure 8) the less they associate themselves with
the landscape around them - instead it becomes for
them a dangerous place, a place of strangers.
The current model of territorial development, with
no integral infrastructure plans realised by regional
and municipal authorities, scarce local budgets, no
landscape planning on a strategic scale, and investment models sufficient only for making dense and
simplified housing fragments or luxury houses, is a
logical outcome of the existing system of public governance, property and tax legislation, current construction technologies, etc. But it is absurd in relation to the opportunities and potential that Russia’s
landscape resource offers as a place for living.
This present approach works neither for the development of settlements nor for the preservation
of natural landscapes that cities need to incorporate very carefully. The result can be briefly defined
as ‘plenty of land – nowhere to live’: no good landscape, no efficient transport infrastructure, no affordable housing and less and less integrity in urban
and especially suburban areas.
As with every unnatural thing, this model is bound
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cal government. Secondly, we need an integrated
transport and communication infrastructure developed by regional and federal government, which
suits the country’s conditions and efficiently connects settlements with each other and with the outside world.
These steps will make it possible to move around
the country to experience a more even level of public amenities, albeit amenities organized in different
ways accordingly to local needs, and for citizens to
live and feel comfortably at home in different parts
of Russia. When young - to live in a big city, when as
a family with children – in a suburb, when retired – in
a dacha. Or perhaps in some other way, the choice
should be there.
Russia’s strategic inexhaustible resource, its land
area, should be used as intensively and diversely
as possible. What the country needs is not a further
concentration of population, but the conditions for
maximum mobility based both on the private car,
which is natural for that scale of space, and on public
transport and a freedom of choice of urban and suburban development forms.
While preserving the integrity, the unity with nature and the beauty of the Russian historical city, we

should create our version of a kind of ‘broadacre city’
that allows us not just to survive, but to live in a way
that is friendly to our nature and culture. The expansion of our settlements network means a growing
complexity and variety of opportunities while its
shrinking equates to simplification and degradation.
Both processes are self-supporting and once started
are difficult to stop. Which one will happen? This is
the choice Russia is now about to make.
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Endnotes
1 Vladimir N. Semenov - Russian architect and town planner. In

3 Eric Jaffe. So Are People Moving Back to the City or Not? //The

the beginning of the twentieth century he spent several years

Atlantic Cities Nov.14 2011: http://www.theatlanticcities.com/

working in England where he was greatly inspired by new ideas

arts-and-lifestyle/2011/11/so-are-people-moving-back-city-or-

in town planning, first of all - garden cities. Having returned
to Russia, he published the book the quotation has been
taken from, the first Russian book on contemporary planning.
Soon after he designed and build the first Russian ‘garden city’
near Moscow, Prozorovskaya. In the 1930s, he and Sergey E.
Chernyshov developed the Plan of Moscow Reconstruction - one

not/487/
4 This description is schematic, there were many different cases of
second homes, all being referred to as dachas.
5 There were only two lines built - Moscow-St-Petersburg and
Moscow-Nizhny Novgorod, not a network.
6 There were Soviet predecessors which, nevertheless, were not

of the biggest urban projects realised in the twentieth century

so isolated. However gardeners’ partnerships were usually

worldwide.

surrounded by a common fence and could have only one

2 Harrison, Truman A. From Edge to Edgeless City: The 21st Century
Transformation of Metropolitan Atlanta / Truman A.Harrison
// Planning in a more Globalized and Competitive World:
Proceedings of XXXIX International ISOCARP Congress. Edited by
Paolo La Greca: Italy Gangemi Editore, 2004. C.237-252

entrance, so being a kind of ‘urban colony on rural land’.
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Moscow Agglomeration
Development
The 2012 International
Urban Competition

Alexander Kolontay

Introduction
—
The international urban competition for the
elaboration of the draft concept of the Moscow
City Agglomeration development was due to be
completed in August 2012. The process followed
has been similar to that of the competition on the
Greater Paris development which was held in 2009.
The Moscow competition was launched in January
2012. From the 47 applications, the international
expert group chose ten design teams which were
invited to do further work.
Aims of the Competition
The project embraces three spatial levels:
t The Moscow Agglomeration;
t The south-western sector of the Agglomeration
including the territory of Moscow;
t The area of location for federal and multifunctional centers in the south-western sector of the
Agglomeration.
Competitors were also required to address all that
is necessary to achieve the competitive quality of
Moscow as a global city and enhance the corresponding socio-cultural quality of the spatial
environment.

Objects of the competition
Within the 30-50 year estimated time horizon for
the concept project, the objectives are:
t To develop proposals regarding the borders,
structure (layout and transportation scheme) of
the Moscow Agglomeration, including Moscow
City and the Moscow region, taking into account
the strategic role of these territories in the international and national context; and to determine
the areas for active urban planning development,
stabilization areas, nature conservation zones,
districts, and sectors of functional specialization;
t To develop proposals for the functional and planning and transportation infrastructure arrangements of the south-western sector of the Moscow
Agglomeration and the territory of Moscow; to

set out detailed proposals on land use zoning
within the planning belts of the south-western
sector of the Moscow Agglomeration; and to determine the optimal and threshold values of the
urban planning capacity of these territories;
t To present a planning concept and framework
for the spatial arrangement of the Federal and
multifunctional zone in the south-western sector
of the territory of Moscow City;
t To provide a balanced location for federal and
regional functions, to meet the objectives of
business, manufacturing, residential and recreational uses while resulting in an improved living
environment for Moscow City and the adjacent
territories in line with the forecast level of living
and of socio-economic development.
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Figure1: Concept of the Moscow city agglomeration in the edition of the design team Antoine Grumbach et Associés

General Information for
the Moscow City Agglomeration1
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—
The area of study is the Moscow City Agglomeration
within the limits of Moscow City and the Moscow region. Those two areas comprise:
Moscow City – the capital of the Russian
Federation, the city of federal status, and a constituent of the Russian Federation.
As of January 1, 2011 the population of Moscow
amounted to 11.552 million people. The territory
of the city measures 1081 sq.km and the intracity
Moscow Ring Road (MKAD) territory 877 sq.km.
The population density amounts to 10,600people
per sq.km.
The 125 districts of Moscow are delimited within
10 administrative divisions. In the districts and administrative divisions there are territorial Bodies
of Executive Power that are the district authorities
and the prefectures of administrative divisions.
The Moscow region is a constituent of the Russian
Federation (RF) occupying a territory of 46,000
sq.km. As of January 1, 2011 the population of
the region amounted to 7.092 million people. The
population density amounts to 154 persons per
sq.km and the urban population is 81% of the
total.
At present Moscow City accommodates 8%
of Russia’s population and 30% of the Central
Federal District (CFD) population.2 Preserving
the positive dynamics regarding the number
and share of the population for the last decade,
it produces a quarter of the Total Gross Regional
Product of the RF and 60% of the Total Gross

Regional Product of the CFD regions.
Moscow provides 10% of the employment in the
RF and more than one third of the employment in
the CFD (6.3 million employed in the economy).
5% of all industrial personnel in Russia, 15% of
those in the construction sector, more than one
third of the scientists and associated personnel,
and 25% of those employed in financial services
are concentrated in the city.
The territory of the south-western sector of the
Moscow Region attached in July 2012 to Moscow
includes: Leninsk, Naro-Fominsk, Podolsk municipal districts, the city divisions of Troitsk and
Shcherbinka and other territories. It has a total
area of 150,316 hectares.
Problems of the Moscow Agglomeration
In the last decade Moscow has accumulated a lot
of problems and their further disregarding may result in unfavorable conditions for the city relative
to other Russian cities and the capitals of the global
powers.
The concentration of work places in Moscow, especially in the city centre has a huge impact on the
transportation, ecological and social spheres of the
city life there. At the same time, the other districts
of Moscow and of the Moscow region are evidently
experiencing a lack of working places for their residents. This creates an undesirable, pendulum-type
labor migration and places a heavy load on the city
transportation system and on the social spheres of
Moscow.
Although Moscow and the Moscow region are
objectively interconnected and interdependent
socio-economic entities at the administrative level,
the mechanisms of interaction providing for effective joint resolution of complex socio-economic and
urban planning tasks have not been established yet.
To date, the documents on the territorial planning of
Moscow and the Moscow region are not linked and
the program for an interdependent development of
these territories is still being developed.

Stage 1
In the first Stage of the competition, all the design
teams paid attention to the existence of three or
more zones in the Moscow Agglomeration, pointed
out sectoral specialization, and emphasized the railway network and public transport. They all consider
the polycentric structure of the Agglomeration as
the basis for sustainable development through a
system of satellites and urban centers at different hierarchical levels. The majority of the groups propose
to establish borders for the Moscow Agglomeration
for the purposes of integrated planning and management within the radius of the Moscow region’s
transport circle, i.e. 60-70 km from the edge of
Moscow.
The design teams see the priority of the concentric zones for polycentric development of urban
centers in different ways, thus four teams consider
the median zone of the Agglomeration (20-50 km)
as the one which is more important for the allocation of the ‘contra centers’, and three give priority to
the nearest zone of the Agglomeration (10-20 km)
and to the reorganized zones within the framework
of Moscow. The Moscow Architectural Institute emphasizes the development of the peripheral zone of
the agglomeration (100 km and more).
Four teams suppose that the sustainable development of the Moscow Agglomeration and Moscow
depends on the subdivision of the territory into
parts which form essentially independent cities hav-

ing a particular function that is strongly expressed.
From their detailed analysis, the design team
OMA emphasizes the development of four large cities or four local agglomerations around Moscow on
the basis of air logistics – four large airports. In that
concept, Moscow becomes the fifth, or the first city.
As opposed to the megacities of OMA, the
‘Ostozhenka’ proposes a special emphasis on 100
towns in Moscow and on the nearest zone of the
Agglomeration using as a background a historical
classification of the location and cultural and historical roots of the territory.
The Moscow Architectural Institute chose a still
more radical way of transforming Moscow and the
Moscow region to create 18 Agglomeration cities
within the combined territory of the Moscow region
and Moscow, each with one million citizens.
Secchi-Vigano proposes a large urban development with its centers close to the Moscow Ring
Road.
In their planning concepts, five design teams
– GRUMBACH, UDA, the Central Research and
Development Institute for Urban Planning of the
Russian Academy for Architecture and Construction
Sciences, the Design Studio of Professor A.A.
Chernichov and Ricardo Bofill concentrate their attention on balanced polycentric structures of settlement with developed radial lines, orbital links and
‘splashes’ of development in the places where they
cross, leading to the formation of regional and logistical centers.
The French team L’AUC made as its theme the
breaking down of the structure of Great Moscow.
The essence of that ‘decomposition’ is to turn the urban development shortcomings of Moscow into its
advantages. Using ‘supremacy graphics’, the architects define the limits and broad structure of Great
Moscow and the Agglomeration. The graphical language of the Russian constructivist architects is also
used in the image of a new planning axis - Vnukovo
- Domodedovo with its planning focus on the new
federal center proposed by them.
The determination of the borders of the
Agglomeration is not just a scientific task for the
competition but it is also to determine that land
within Moscow’s metropolitan territory which
should be planned, developed and managed as
an organic whole. The American design team UDA
comments rather clearly on this issue. The borders
are set in a different way by GRUMBACH, while for

MOSCOW AGGLOMERATION DEVELOPMENT THE 2012 INTERNATIONAL URBAN COMPETITION

—
At the time this article was written, the design
teams had undergone two project Stages having
participated in five project workshops. The first
project Stage was devoted to the entire Moscow
Agglomeration development. The second Stage
addressed the concept of Moscow City’s development, including the new attached territories, i.e,
New Moscow. In the third and final Stage, the design
teams will elaborate their proposals concerning the
planning of the new Federal centre in New Moscow
and they will also prepare the final edition of the
concept of the Moscow Agglomeration and Great
Moscow. From the interim results of the ten design
teams, a common approach to the Agglomeration’s
development is being formed step by step although
different approaches to the detailed planning structure of the agglomeration are visible.
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its part, OMA assumes that the Moscow region is
Great Moscow which in their view would simplify
the management of the Agglomeration and its
growth.l. Having represented a set of virtual borders, the French group L’AUC decline to define the
metropolitan territory and suggest a solution to
the problem of coordinating development via ‘the
Berlin scenario’ – through mutual agreements between the regional and city authorities.
Having first carried an interesting historical analysis of metropolis management, with the participation of non-state, public organizations, the design
team Ricaro Bofill reaches the philosophical conclusion that ‘…the processes of a political configuration
of agglomerations can’t be imposed, made in multiple
copies or copied. They arise from the reality of the concrete city as a reaction to the priority problems of the
functional city.’
Stage 2
After the first Stage of the competition and a qualified evaluation of the design teams’ proposals made
by the international expert group, nine teams were
allowed to participate in the second Stage.3
All nine design teams saw the reasons for the
transport problems of Moscow in the systemic crisis of city planning, land use, transport administration, and social and economic development. The
south-western development of Moscow was considered by the teams as logical, but not obligatory
as the only option. The teams see the new federal
center as the most important element of the urban
planning development of the south-west of New
Moscow or as forming part of a range of new subcenters within Old Moscow.
Studying the identity of the Moscow urban environment led the design teams to ‘open’ the Moscow
genotype – the city DNA on the one hand being
dissolved, and integrated in a natural, green versatile city with suburban building and, on the other
hand, the - distinction of the highly urbanized historical center of Moscow being maintained with
the Moscow periphery and lightly urbanized areas
of country building within the attached territories.
The railway corridors and the industrial zones are
considered almost as ‘an illness’ demanding surgical
urban-planning efforts.
The transport framework of Moscow has been the
subject of especially careful urban-planning analysis and design study. The development of stations,

hubs, the Moscow Little Ring Railway, airports,
centers of logistics, ring and chord lines for the
street transport is described by the design teams
as a solution to current radial transport communications overload.
The ‘water and green diameter’ of Moscow –
meaning the corridor ofthe River Moskva which
crosses Moscow City diametrically - was considered by the majority of the groups as an objective of the new urbanization, providing scope for
a new city center or a focus for the redevelopment
of ‘brownfield’ sites.
The design teams proposed three different
types of planning structure for the New Moscow:
linear (three interpretations), compact (two proposals) and a spatial and network structure (three
proposals). It can be assumed that the further
development of design planning concepts may
go in the direction of mixing these approaches
according to the transport framework and functional zoning.
Some design teams supplied economic assessments of their projects. On the expenses side,
there is the cost of re-establishing the various federal bodies in the new areas, involving a total construction area of over 100 million sq.m. Regarding
income there is that to be derived from the sale
of federal buildings and land in the City core and
the potential tax income from real estate development in the new territories.

Project Proposals of the Design Teams
—
Office for Metropolitan
Architecture (OMA), Rotterdam
The Dutch team emphasizes three important components of the design concept: 1) following an ideal
polycentric four-nucleus model; 2) creating urbanplanning tools for work with the existing development; 3) improvement of the legal basis for agglomeration management and development.
The efforts of OMA were directed at defining a
configuration for development around air hubs, taking into account acting planning restrictions and
potential transport communications. As a result,
the center of the local agglomeration from the zone
Vnukovo was displaced to the east, creating a large
new city round Troitsk with many of the workplaces
focused on the inhabitants of the peripheral regions
of Teply Stan and Konkovo.

The Dutch team gave special attention to a technique of integrating country building into New
Moscow. The way consists of the formation of a
multifunctional structure of dispersed country functions, both inhabited and uninhabited. In their opinion, just three main types of land need to be recognized in the new territory – the woods, fields and city
building. And the variety of functional uses should
be reduced to 13 categories.

Figure 2: Four proposed local
agglomerations on the basis of the airports

The Central Research and Development
Institute for Urban Planning, Moscow
In the interpretation of this Institute for Urban
Planning of the Russian Academy for Architecture
and Construction Sciences, the Moscow agglomeration is the ‘ecological sandwich’, the natural and
ecological layer of which forms a ‘stuffing’ limited
by two west-east transcontinental transport corridors. The northern and southern zones of urbanization of this sandwich form the construction mate-

rial of the agglomeration.
The concept of five zones in New Moscow is interesting for elaborating differentiated urban-planning policy. So the first and fifth zones are considered as recreational areas, the second zone is
intended for high density mixed building, the third
for low and middle height building, and the fourth
zone around the Central Ring Road for logistics. The
system of high-speed passenger transport focused
on the new federal center is supplemented by an

(clockwise from top left)
Figure 3: Design model of the Moscow
agglomeration
Figure 4: Design centers of development and
transport communications in New Moscow
Figure 5: New federal center development
concept in New Moscow

orthogonal lattice of transport highways.
The design decisions regarding Old Moscow were
rather similar in the work of all the teams. The
Institute for Urban Planning emphasizes polycentricity at the periphery of the city and in the median zone, the transformation of industrial zones
with a denser street network, and the creation of a
continuous corridor of natural planting and green
territories.

Figure 6: Prospective transport system
of the agglomeration based on a linear
development of New Moscow

Antoine Grumbach et Associés, Paris
The French-Russian design team GRUMBACH differs from the other teams in having a good balance
of architectural planning proposals and their social
and economic clarification. All the main urban-planning decisions are analyzed from the point of view
of possible positive and negative consequences.
Within the territory of Old Moscow, the team
gives its main attention to ‘planning knots’ – to the
places of development of existing and prospective

transport and mixed building – to stations, hubs.
Such an analysis reveals the existence of land reserves in these knots, to the extent of 1470 ha. The
urban-planning use of these reserves is shown by
the example of the area of ‘The Three Stations’ and
the crossing of the B&(&  7$7 !t
the ‘Gates of New Moscow’.
The proposed new system of high-speed passenger transport, in the form of three rings, is certainly

capable of resolving any problems of communications. The proposed construction of 4700 km of
high-speed transport lines – metro, tram and rail –
would be a legacy for future generations.
The main project motto of the design team –
’Moscow – the city among the woods’ is successfully
demonstrated in the process of reconstruction of the
city and country quarters of Old and New Moscow.
The concept of the linear city along the A-101 in today’s interpretation of the team is divided into five
sections based on compact, large-scale, urban-planning formations.

Figure 7 (left): Structure of linear urbanization in New Moscow
Figure 8 (right): Proposal for the reconstruction of the existing territories in Old
Moscow: A-Master Plan; B-Visualization.
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Design Studio A.A. Chernichov, Moscow
The partnership of the Association of Geographers
of the Moscow State University and The Institute of
Geography of the Russian Academy of Sciences together, with the Design Studio A.A. Chernichov enabled a deep analysis of the problems of the Moscow
agglomeration to be carried out. The fluctuation in
the population (pulsation) of both Moscow and the
Moscow agglomeration, especially between the
winter and summer periods, and which derives from
four sectors and from four zones of the Moscow region is convincingly demonstrated.
The authors report that the day time population

Figure 9: Population Fluctuation of the
Moscow agglomeration in winter-summer
Figure 10: Design scheme of the Moscow
agglomeration

of the center of Moscow increases from 650,000 on a
summer day to 2.6 million people on a winter weekday, and that the number of Moscow people rises
from 9 million in summer to 14.5 million in winter.
Respectively, the summertime population of the
Moscow region increases by 2.65 million people.
The experts reveal a definite distinction in terms
of population density among the agglomeration
zones and also core and suburbanization processes,
i.e. there is a wave process of redistribution across
the agglomeration. Given the very high – a multiple of 10-30 times - distinction of population density between the central and peripheral parts of the

Figure 11: Main clusters
of New Moscow

Studio Ass Secchi -Vigano, Milan
The Italian architects developed their concept for
the development of the Moscow agglomeration after studying the history of Moscow’s Master Plans.
Providing continuity with the Master Plans of 1923,
1935 and 1971, they offer a composite and visual
axis, the Kremlin – the Moscow State University New Moscow with the relevant spatial organization
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length of the ‘super periphery ring’ would amount
to 350-450 km. That super ring would be supplemented by the super radial transport line passing
through the Moscow agglomeration and connecting Moscow with St. Petersburg (in the north) and
with Kiev (in the south).
The development of New Moscow is proposed to
be formed of seven clusters – governmental, educational, communication, innovative, medical, sports,
and logistics strung out on a planning axis along the
highway A-101. The possibility of locating the new
federal center in the revived water and green diameter of Old Moscow is proposed at the same time.
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Moscow agglomeration, it is predicted that a moving out of 2 to 3 million people from the central area
would lower the density gradient to 4-5 times (as in
Toronto, New York, London, São Paulo). Theiranalysis
shows that the cycle of a suburbanization lasts 2040 years and stops when the population becomes
equal between a core of the agglomeration and agglomeration zones.
The creation of a further ring round Moscow with
radius of 50 km (+/-20 %) beyond the Moscow Ring
Road is considered to be the optimum design solution that would allow new peripheral ‘clusters’ to
form, based around the existing historical cities. The
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Figure 12: Spatial concept of New
Moscow in the agglomeration context

of adjacent buildings. The new super axis would
connect not only the past and the future of Moscow
but would make the peripheral areas of the south
west and Solntsevo central.
A second direction of development would be
southwards, along Varshavsko-Simferopolskoye
road, applying similar planning principles to those
of the proposed south west axis. As a result, the agglomeration would gain two new cities, two super
ensembles built both in the agglomeration and in
Moscow.
The second report of the design team begins with
the phrase which is the key for understanding their
planning concept: ‘… New external poles or new satellite towns aren’t necessary for Moscow. The continuity
of the central function connecting new expansion with

the existing city and the inclusion of territories which
were earlier perceived as satellite towns in capital city
space is necessary for Moscow’.4
It is remarkable in the concept of the ‘realization
square’5 from SECCHI – VIGANO that this spatial model is materialized in a real planning structure without
changes. The crossing effect of an orthogonal network with a radial and ring system is known since the
times of the Roman Empire and is the hidden sign
of an urban-planning historicism. Thus, the method
of increasing spatial and transport connectivity on
the periphery of Moscow also becomes a method of
historical dialogue in each concrete place of southwestern Moscow. Only one question remains – will
the existing, developed land uses allow the realization of the described urban-planning plan?

Figure 13: Concept of
monumental spaces of Moscow
and the agglomeration
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Figure 14: Variant 1 of the new
federal center proposal
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Urban Design Associates (UDA), Pittsburg
The American-Canadian-British team - UDA doesn’t
draw the ideal future but indicates an approach to
the agglomeration whereby the built and the green
environment would be closely integrated. The limits
to the agglomeration are not defined although the
team conclude with specific proposals on the administrative organization of the region. Regarding
the polycentric model of development, there is some
limited development of the main ‘beams’ of the agglomeration, but there is no substantial opening up
beyond the Central Ring Road.
UDA considers the territory of the Moscow region, together with an expanded Moscow, as Great
Moscow. The team recommends the creation of a
new body with regulatory and enterprise powers in
the interests of further economic development and
as a vertical structure for Great Moscow management. Such a body should operate on the federal
level and report to the Prime Minister or President
of the Russian Federation or to a special committee in the structure of which representatives of local
self-government institutions could be included. The
proposed body could be established as an agency
of the Russian Federation charged with planning development in Great Moscow.6
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Moscow Architectural Institute, Moscow
The design idea of this Russian team is based upon
‘to the global city through a global transport frame’.
This thinking of the Moscow Architectural Institute
goes beyond that of the other participants in the
competition. It is productive to consider Europe
and Russia as a unit, as a territory without borders,
not only from a political but also from economic,
geographical and urban-planning points of view.
And in this global structure it is important to define a role and a place for Moscow and the Moscow
agglomeration, to define transeuropean transport
corridors and possible directions of urbanization.
Perhaps, then the CFD will be at the geographical
center of something, rather than at the western
edge of Russia’s land area.
The concept for the Moscow region is based
upon a sub-division into 18 local agglomerations
or systems of settlement, each with one million
people. While this may appear as a fair, polycentric,
democratic scheme, how would this scheme be realized? While the design concepts proposed by the
Moscow Architectural Institute look to a time in the
future, how would one get there, where is the road
map …? That is the big, unanswered question in
this scheme.

Figure 15 (top left): The united
frame of Europe and Russia
Figure 16 (bottom left): Development of the Moscow region based
on local agglomerations each with
one million people
Figure 17 (right): Concept of Great
Moscow and agglomeration
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The report of the design team UDA is worded in a
way which can be readily imported to the administrative document of the Moscow City Government.
Its strategy to ensure a balance between the population and workplaces is stated as follows: 1) Moving
workplaces to the new federal center will lead to a
reduction of the number of enterprises and organizations and will liberate rooms for other uses; 2) The
re-moulding of former federal institutions for housing will create a high-quality housing stock and will
boost the number of high income families in the
central part of the city; 3) The reconstruction of the
historical center and houses of the Stalin era will also
increase the number of high income inhabitants.
Architectural Studio Ostozhenka, Moscow
The concept of Moscow declared by a FrenchRussian team as ‘the country of a hundred cities, not
just geographical property’, this is an attempt to
make the history of Moscow the theme of an urbanplanning composition. Therefore the team focused
on the modern theory of urban planning and urbanplanning art. Economic, geographical, topological,
ecological, transport, planning and other models of
the city, including mythological, were successfully
used in the proposals.
It is important to define to what type the spa-

tial model of 100 Moscow cities belongs. For
OSTOZHENKA, this concept provides an historical and cultural background against which urbanplanning and design is conducted through the use
of spatial metaphors. The authors declare their purpose in this way: ‘The city is a series of ‘traces’ of activity of a person in the environment and each further
print lays down on the previous one and only partly
comes nearer to the initial plan. These over placements form a mass of material objects interconnected
to different degrees.. We see the task in an articulation
of this developed system of communications. The city
needs consolidation of all historical morphologies –we
see the main task in that …’.7
From the practical point of view, the design
team works with three main urban-planning subsystems – a water and natural frame, a street and
road frame and a railway frame. In the territory
attached to Moscow, the team first identified historical landscapes, historical monuments and their
spatial linkage in chains, as well as eight thematic
and functional areas of landscape and a very sparing urbanization was proposed. They envisage the
new federal center being built within the already
developed Moscow and the major investments being directed towards improving the environmental
quality of Old Moscow.

Figure 18 (left): Maintenance and
development of water and natural
structure as a basis for the development of New Moscow
Figure 19 (right top): Water area
development for the creation of
an attractive image for the new
federal center
Figure 20 (right bottom): Planning
structure for the federal center
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Figure 23: Territories in the area of Moscow ‘CITY’ for
allocation of the federal center

Figure 22: Basic elements of planning Great
Moscow and agglomeration development

Figure 24: (Visualisation) Proposed allocation of the new
parliamentary center near the Moskva River and the Kremlin.
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Figure 21: Agglomeration concept as
100 Moscow cities
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L’AUC, Paris
The French design team L’AUC, with the participation of Russian geographers, carried out a largescale analysis of the population movements within
Moscow and the Moscow region and the wider environment. Among other things this demonstrated
the winter-summer pulsation also described by the
Chernichov team.
The transition from their firm conceptual models
into planning solutions in the context of real geography didn’t confuse the French team. The geometrical purity of the concept remains in the ‘parallel’
linear city shown for the attached territory of
Moscow. In the words of L’AUC ‘The linear
city is developed in the interval between
Domodedovo and Vnukovo, along the
new line of a high-speed train connecting to the system Podolsk and Troitsk.
The linear city from the airport to the
airport doesn’t follow logic from the
center to the periphery and is located
parallel to old Moscow. That will allow
communication between peripheries
without a journey through the center.8

Figure 26: Concept of Great
Moscow and agglomeration
structure. The 1st edition

Figure 25: Scheme of summer settlement
of citizens of Moscow. Intensity of color
means arrival volume

Ricardo Bofill, Barcelona
The report of Ricardo Bofill’s team presents an interesting analysis of agglomeration management
experience in Europe through three phases of management: first, the creation of a state management
authority by the agglomeration; second, the creation of a regional body on behalf of the state which
cooperates with the municipalities and; third, the establishment of a partnership between the relevant
bodies to manage the agglomeration development.
Bofill’s comparative analysis of the planning module based on the sizes of the minimum quarter of
Moscow and of other world capitals and also on the
scale and profile of their city streets is interesting.
Thus Moscow’s quarters measure 4-6 times more
than those of New York, London, Paris and Tokyo.
This leads to transport problems and a decrease
to 10 % in terms of pedestrian communications in
comparison with the 30-40 % of the other cities.

Pedestrian traffic in Moscow is also suppressed by
the large scale of its main streets.
It is possible to devise a simple but intelligible
model of the region based on the core of ‘the real
city’ and a wave scheme of logistic hubs within different zones of the agglomeration each oriented to
a different sector. The team offers a six point design
strategy:
t To support a balanced biophysical matrix.
t To protect natural, agrarian and public spaces
not intended for building as components of the
spatial organization.
t To promote the integration and coexistence of
housing and other functions.
t To provide compactness and a continuity of
growth of urban areas.
t To strengthen the polycentric structure of the
territory.
t To give a priority to public transport.
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Figure 27: Basic elements of
spatial structure of Great Moscow
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Figure 29 (bottom left): The concept
of the linear city in New Moscow

Figure 31 (bottom right): Image of the
new federal center
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Figure 30 (top right): Proposal on the
interconnected development of the new
federal, financial and innovative centers
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Figure 28 (top left): Comparative
analysis of the sizes of the planning
square of Moscow and other capitals
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Conclusion
—
According to the competition program, the jury
will decide upon the best solutions based on three
nominations: 1) the concept of the Moscow agglomeration; 2) the concept of the development of
Moscow and the attached south-western territory;
3) the concept of the new federal center development. The competition entries will provide an input
to the technical design specification and will inform
the further design work needed for the strategic
document for the development of Moscow and
the Moscow region as an integrated agglomeration
and also for the compilation of the Great Moscow
Master plan.

Endnotes
1 The essence of the Regulations for the competition is set out in
the introduction to this paper.
2 The Central Federal District (CFD) is one of the eight federal
districts of the Russian Federation. It is situated in the west of
Russia. It exists for better coordination among intersubject
relationships within the framework of the Russian Federation.
There are eighteen federal units in the CFD (17 Regions and one
city with federal status – Moscow). It includes Belgorod Region,
Bryansk Region, Vladimir Region, Voronezh Region, Ivanovo
Region, Kaluga Region, Kostroma Region, Kursk Region, Lipetsk
Region, Moscow, Moscow Region, Oryol Region, Ryazan Region,
Smolensk Region, Tambov Region, Tver Region, Tula Region,
and Yaroslavl Region. The CFDt is not an administrative unit. The
management of the CFD is carried out by the Presidential Envoy.
The district spans an area of 652,800 square kilometers (252,000
sq mi) with a population of 38,427,537 (81.3% urban) according

Illustrations are selected by the author
from the reports and presentations
of the corresponding design teams.

to the 2010 Census.
3 One of the original ten design teams, the Moscow Architectural
Institute did not proceed to Stage 2, achieving an insufficient
score during the Stage 1 evaluation process. Aspects of
their proposal are, nevertheless, described later in this paper,
alongside the proposals of the other teams.
4 Report of the design team «Studio Associato Secchi – Viganò»
on the second design stage of the competition.
5 Said to be ‘an architectural mimicry of historical Moscow’, the
realization square is intended as the main structuring element
of the south western development; it represents a network of
some 175 sq.km, including the existing city and the huge open
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space in the center.
6 Report of the design team UDA on the second design stage of
the competition.
7 Report of the design team «Ostozhenka» on the second design
stage of the competition.
8 Report of the design team L’AUC on the second design stage of
the competition.
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