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'*Barbarians lnave built t h e i r  houses s e p a r a t e l y  and c i v i l i z e d  

together. '' I n  which dfrection are we going? 

The foundation for progress i n  metropol i tan planning, o r  any 

scale of spatial planning, should be clearly defined n a t i o n a l  policy 

with respect  t o  t h e  l o c a t i o n  of i ndus t ry  and population and i n t e r -  

related policy concerned with r a i l r o a d s ,  highways, p o r t s ,  and a i r p o r t s .  

Only on the basis of such d e f i n i t e  n a t i o n a l  po l icy  can reg iona l  

planning be successfully performed. 

Any planning process demands an  interdisciplinary approach 

for solving problems. 

s a t i s f a c t o r y  performance and a b e t t e r  understanding of  all involved 

professions can be guaranteed. 

Such an  approach is the only way that a 

The r e s u l t s  of such i n t e r d i s c i p l i n a r y  teamwork depend substan-  

t i a l l y  on how s e r i o u s l y  such work is taken, t h e  degree t o  which a 

scientific approach i s  u t i l i z e d ,  the  r e sea rch  methods used, and 

the f i n a n c i a l  resources allocated t o  the  work. 

The r e s u l t s  of such work will depend also on which profession,  

or professions, are playing t he  dominant role i n  the planning process.  

Quite n a t u r a l l y ,  each profess ion  attempts t o  look at  and solve 

problems from its  own point of view. The u l t ima te  so lu t ion  and i t s  

success often depends on who is  looking at the problems and from what 

angle. Thus, architects often focus on the a e s t h e t i c s  of the  c i t y ;  

t r a f f i c  engineers concent ra te  on the  traffic network, d i f f e r e n t  modes 

of t r anspor t a t ion  and t he  movement of people and golods; economists 

are concerned w i t h  f i n a n c i a l  matters, e.g., cost  and b e n e f i t s .  
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The goa l s  and ob jec t ives  of d i f f e r e n t  profess ions  i3re c o n f l i c t i n g .  

There are a number of c o n f l i c t s  i n  the planning process: the c o n f l i c t  

among d i f f e r e n t  profess ions ,  t h e  c o n f l i c t  between ,theory and p r a c t i c e ,  

t he  c o n f l i c t  between urban and suburban i n t e r e s t s ,  t he  c o n f l i c t  

between pub l i c  and p r i v a t e  modes of  t r anspor t ,  t h e  c o n f l i c t  between 

pedes t r i ans  and #vehicles, the c o n f l i c t  between various modes of 

mass t r a n s i t ,  and t h e  c o n f l i c t  among experts who deal with these  

problems, especially among t r a f f i c  engineers ,  a r c h i t e c t s  and conser- 

v a t i o n i s t s .  

Each. area o f  presen t  planning r e sea rch  needs a c c e l e r a t i o n  and 

I n  t h e  p a s t  many s c i e n t i f i c  d i s c i p l i n e s  have bet te r  coord ina t ion .  

made research  con t r ibu t ions  . The demand f o r  even more b r i l l i a n t  

future con t r ibu t lons  i n  both research  a n d p r a c t i c a l  app l i ca t ion ,  

however, is s u b s t a n t i a l .  

Efforts made i n  t h i s  f i e l d  u n t i l  now have produced only l imi t ed  

results and much more e f f o r t  must be invested i n  the f u t u r e  t o  

realize a new high l e v e l  of planning a t  the  c i t y ,  metropol i tan,  

reg iona l ,  na t iona l ,  con t inen ta l ,  and world scale. E f f o r t s  which 

promise t h e  greatest  r e t u r n s  lay i n  a comprehensive and complex 

program of research,  not short-sighted i n  its conception, but  

uniform i n  i ts  coord ina t ion  and u s e f u l  i n  i t s  conclusions.  To 

achieve these ob jec t ives ,  t h e  planning of  human se t t l emen t s  has to 

be the  concern of every one, researcher as well as c i t i z e n .  

large ro le  may be played on a n  i n t e r n a t i o n a l  scale and on an i n t e r -  

d i s c i p l i n a r y  research l e v e l  by many u n i v e r s i t i e s ,  .including, for 

example, Wayne State Univers i ty .  

A 
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I n  such research work it is important t o  respond t o  specif ic  

problems a t  each geographical leve l .  There does not  e x i s t  only one 

s o l u t i o n  o r  panacea. 

we can possibly group a number of different l eve ls  classified 

Along with specific problems at each l e v e l  

according t o  sFm:Llarity of situation and problems. On such a basis, 

we can c l a s s i f y  c i t i e s  which we want t o  plan i n t o  f i v e  groups 

according t o  populat ion growth and employment, structure (e . g o ,  

employment i n  production, wholesale t r ade ,  retail t r ade ,  o r  o t h e r  

s e r v i c e s  . 
Transportation and Metropolitan Development 

"The dominant economic fact of our  time is not development 

of producti6n but  o f  the transportation industry. 111 

S t r u c t u r a l  changes i n  economic, housing and o t h e r  conditions, f t  

together with a considerable i nc rease  i n  motor veh ic l e  traffic, 

have l e d  t o  c e r t a i n  basic changes i n  traffic components and 

t o  an  increase  i n  t he  size of' cities and their suburbs. 

Traffic problems can no longer be solved through the  con- 

s t r u c t i o n  of roads and streets, improved organization and 

t r a f f i c  c o n t r o l ,  Problems must be solved a t  t h e i r  roo t s  - 
which means the planning and r econs t ruc t ion  of' c i t i e s  and 

t he  reorganiza t ion  of their traffic. The planning of towns 

o r  of the  metropolis and t h e  planning of t r a f f i c  should 

t h e r e f o r e  be coordinated so as t o  get the best t r a f f i c  
11 2 solutions for all those concerned . 

1, Marchall - P r i n c i p l e s  of  Economy (1922) .  

2, XXXII Congress - Union I n t e r n a t i o n a l e  des Transports Public 
(UITP) Hamburg, Berlin, 29-VIII-'j'-IX-1957 
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Some ques t ions  arise in connection w i t h  the  planning of an 

area: (1) what do we want, or have t o  plan; (2) how should we plan?; 

(3) what are the  limits of that planning; (4 )  do we want; e i t h e r  

phys ica l  planning o r  socio-economic planning only, o r  both of  them 

eoge t her? 

Another ques t ion  arises: Shall we make plans  wi th in  the  

strictly admin i s t r a t ive  l i m i t s  of communities, states o r  nation, 

or  shall  we make plans without regard t o  those limits which very 

o f t e n  only e x i s t  on the  minds and paper of c i t y  planners? 

A t h i r d  group of ques t ions  arise i n  connection with the q u a l i t y  

of t h e  plan. S h a l l  we make a s t r o n g  o r  flexible p:Lan? 

opfnion every  p lan  must be very flexible i n  t he  long-run. We are no t  

I n  my 

r e a l l y  able t o  make a good, or t h e  b e s t ,  plan “for t he  simple reason 

that it is never  going t o  be It is an expression of 

apprec ia t ion  f o r  t h e  realities of urban development. 

If we a r e  looking from a t r a n s p o r t a t i o n  po in t  of view, t r a f f i c  

i s  a f a c t o r  which ignores admin i s t r a t ive  limits t r y i n g  t o  provide 

linkages among larger areas not only on the  local, state, and federal 

level, but  also on the c o n t i n e n t a l  and i n t e r n a t i o n a l  l e v e l  t oo .  

For t h i s  reason we i n  t h e  t r a n s p o r t a t i o n  and t r a f f i c  f i e ld  are 

strongly at tempting t o  e x e r t  g r e a t e r  in f luence  on the  c i t y  and 

metropol i tan planning process than we have u n t i l  today. Transporta- 

t i o n  is a main component of all planning. Investments i n  t r a f f i c  

3 .  I d i l l i a m  R. McGrath - Transportation and Urban Development, 
Traffic Quarterly, October 1964, p.  491, Saugatuck, Conn. 
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a r e  large and, therefore, must achieve p o s i t i v e  results.  I n  the 

long run they have t o  be opt imal .  Traffic networks are b u i l t  with 

the long run i n  mind, and have t o  be very c a r e f u l l y  planned so that 

t hey  can accommodate new situations o r  new technology with flexi- 

b i l i t y .  If this i s  not  t h e  case,  such investments can be wasted. 

We can t o l e r a t e  f a i l u r e  i n  a r e l a t i v e l y  small investment ( f o r  

example i n  a playground) but  not  in a t raff ic  network which may 

have a large in f luence  on the d i s t a n t  f u t u r e  of a na t ion .  

From a t r a n s p o r t a t i o n  po in t  of view one cannot observe s t r i c t l y  

separate u n i t s  such as towns, c i t i e s ,  and metropolf, bu t  we have 

t o  consider the  system from a larger po in t  of view,, People i n  

one area do  not  :Live i s o l a t e d  from people i n  o t h e r  areas. They 

must s e t t l e  t h e i r  own local traffic needs (which may vary from 100 

t o  600 t r i p s  o r  more per year per  person), but also must solve 

t h e i r  t ra f f ic  proPlems.at , t h e  metropol i tan scale. A t  t h i s  level the 

number of personal trips is smaller, but  d i s t a n c e s  involved are 

larger. 

such t r i p s  is the least, but ,of  course,  these d i s t a n c e s  are the 

There are even longer d i s t a n c e  t r i p s  too .  The number of 

g r e a t e s t  . 
If we always t r y  t o  so lve  t r a n s p o r t a t i o n  problems opt imal ly  

a t  the region l eve l  only,  what about coordinated solutions f o r  t h e  

needs i n  o t h e r  areas? 

Many cities and metropol i tan areas encounter problems wi th  the  

planning process, but only a small number of them ]nave comprehensive 

studies on t ha t  process,  

a poor orphan. 

I n  many c i t i e s  the planning process is 

A l m o s t  all c i t i e s  i n  the world have a u t h o r i t i e s  o r  
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enterprises respons ib le  f o r  water supply, health se rv ice ,  f i r e  

prevention, education, and labor; bu t  only a small number of them 

have authorities responsible  for traffic and t r a n s p o r t a t i o n  in 

general. 

The growing economy, r a p i d l y  increasing populat ion and associated 

development of large c i t i e s  embracing huge areas have cont r ibu ted  

t o  t h e  traffic crtsis.  Paralysis has a r i s e n  because of the  deficit 

i n  v i t a l  traffic appara tus  and has r e s u l t e d  i n  the s t r a n g u l a t i o n  of  

l i f e  outside many c i t i e s .  The situation became worse after World 

War I1 when the  migrat ion of  v i l l a g e  people i n t o  the cities and 

metropolitan areas rapidly increased. That which earlier was open 

agr icu l tura l  land  is disappearing from t h e  metropol i tan region, now 

being used for the cons t ruc t ion  of houses, industry,  commerce and 

o the r  uees. A s  a consequence, there is a f u r t h e r  aggravation t o  

traffic.  So a s i t u a t i o n  has arisen i n  which space *ravel is now 

a success, while  ground t r a v e l  i s  mired i n  c r i s i s ,  

Many proposals have been made t o  so lve  the problem. 

propose t o  demolish existing c i t i e s  and t o  construct new ones 

which w i l l  be more s u i t a b l e  t o  the modern t r a f f i c  requirements. 

Others propose that we should return to t h e  way o f  l i v i n g  of the 

19th century. 

motor vehicles in cities or, at least, a reduct ion  i n  their number. 

The f o u r t h  group consider t h a t  fast underground t r a n s i t  would solve 

a l l  problems, while still a fifth group cons iders  t h a t  architectural 

planning is the  ultimate solution. 

vehement opposi t ion i n  some U.S. cities by car-owners, who comprise 

Some 

A third suggestion i s  the p r o h i b i t i o n  of the use of 

But these suggest ions have met 



the majority of the  na t ion .  They are  sharply against the European 

cult of planning and call i t  t h e  - " h y s t e r i a  of' mass t r a n s i t  ". 4 

Many of these proposals arose because of a f e a z  of changes i n  

the physical composition of c i t i e s  w i t h  the  aim of a d j u s t i n g  t o  

20th Century l i f e  and t r a f f i c  requirements.  If cities remee t o  

adjust themselves t o  t r a f f i c ' s  requirements and t o  the modern way 

of l i v i n g ,  they  face f u r t h e r  f a i l u r e  and economic death. T r a f f i c  

is a key t o  c i t i e s  being c e n t e r s  of c u l t u r e ,  f inance,  commerce and 

business. So, if there e x i s t s  any opportuni ty  t o  live i n  peace 

with motor vehicles,  it should be taken" (Collins Buchanan). 

1 )  

Many o f  the traffic crises arose e i t h e r  because t h e  c i t i e s  

do not have t ra f f ic  p l a n s  a t  a l l ,  or if they do have p lans  they 

are not s a t i s f a c t o r y .  Mistakes have been made i n  dhe establishment 

of l and  use i n  t he  planning of t r a f f i c  systems, and i n  the pe r fo r -  

mance of t h e  city's general and t r a n s p o r t  p l ans .  There i s  a lack 

of knowledge t h a t  t h e  t r a f f i c  needs must be i n  harmony wi th  the  

wishes Cf car owners. Often an at tempt  has not  been made to develop 

the  kind of c i t y  people desired. This requires t he  determinat ion 

of t h e  role of t h e  c i t y  and t h e  s e r v i c e s  which i t  must provide f o r  

t h e  people and economy i n  order  t o  just i fy  its ex i s t ence .  

The e s s e n t i a l  condi t ion  f o r  so lv ing  t h e  p re sen t  and f u t u r e  

traffic problems is the  e l abora t ion  of a long-term t r a f f i c  plan f o r  

a period o f  25-30 years. Such a long-term p l a n  should embrace t h e  

I I  4. Charles M. Noble, 
Traffic Engineering, October, 1962, p .  2. 

Transportation - The Challenge of the Century'', 



whole area of the  region, not only one c i t y .  

plan must be based on a very exact conception about traffic. Only 

such a plan can be a guarantee against improper investments, which 

would inevitably occur if the sub-optimal s o l u t i o n s  were pursued. 

Cities should, as soon as possible, acquire the necessary areas f o r  

future roads and t raff ic  facilities . 
cities is interesting in t h i s  regard. There the c i t y  determines 

the domain within which a l l h n d s  are nationalized and defines its 

own policy with  respect t o  land use, 

A general traffic 

The practice of Yugoslavia's 

Plan elaboration i s  the job of experts, not  of po l i t i c i ans ,  

and requires the wisdom of it statesman. 

amateurs or prophets of doom 

There is no place for 

The t ransportat ion planner  has achieved a high level of 

sophistication in determining needs and travel desires, and in 

transplanting them into a p l a n  concept. The concept, however, 

becomes most d i f f i c u l t  to translate into reality. 

There are many potent forces working to shape the c i t y  of the 

h\ture . Studies of economic, technological, and social  changes 

plus studies of topography, ecology and demography might provide 

some kind of guidance to the  f i t u r e  of the c i t y .  

There are SIX mador programs shaping the c i t y  of the future. 

A13 are a t  d i f f e r e n t  stages of conception, progress and integration, 

Each has i t s  own peculiar benefits and determining factors on the 

c i t y .  These programs are the following: 

1) The highway improvement program; 

2)  Improvement programs f o r  modes of transportation; 
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3)  Mass t r a n s i t  improvement program; 

4)  Urban renewal; 

5) Land development; and, 

6)  Government expansion o r  r econs t ruc t ion .  

A so-called theory of o p t i m a l i z a t i o n  can help cities t o  become 

better places i n  which t o  live, work and play .  

A starting p o i n t  should be t h e  pr inc ip le  that traffic and bui ld-  

ings are not two separa te  e n t i t i e s  but two sides of t h e  same problem. 

The buildings induce traffic and r ep resen t  o r ig ins  and destinatlons 

of traffic movement, If there are no buildings,  there  is no t raff ic .  

Moreover, if there is no t ra f f ic  there i s  l i t t l e  demand f o r  bumings. 

The development of a special  network of " d i s t r i b u t e r  roads" which 

would serve only f o r  traffic and "areas f r e e  from traffic" can help 

to solve the  problem, 

Traffic and t r a n s p o r t a t i o n  problems i n  t he  c i t i e s  are complex 

indeed.  In small limited areas, systems of d i f f e r e n t  modes of 

transport interlace, supplement and c o n f l i c t .  The largest and the 

most d i f f i c u l t  problems of railways e x i s t  i n  large railway stations; 

the largest and most difficult problems f o r  sea and river shipping 

exist in large ports  and harbors;  those  o f  air transportation are 

i n  large airports; those of road traffic are on c i t y  streets and 

highways; and those problems of communications exist i n  l a r g e  

communication centers .  Railway s t a t i o n s ,  harbors ports, streets 

and c i t y  highways, airports and he l lopor t s  are a l l  located in cities 

or  i n  their surroundings.  Each of them, ind iv idua l ly  and col lec t ive ly ,  

demand space and a large amount of money must be i nves t ed  i n t o  a 
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cityf$ organiza t ion .  

portation problems in large c i t i e s  equal about 70% ,of the  t o t a l  

t r a f f i c  and transportation problems of a l l  modes of t r anspor t a t ion  

in any country. 

From my rough ca lcu la t ion ,  t r a f f i c  and trans- 

As func t ions  of the c i t y  have been changing, so t o o  have t h e  

func t ions  of transportation. 

people only lived. 

have become places where people both l i v e  and work, 

century some c i t i e s  have started to become places f o r  work only, 

with suburbs f o r  l i v i n g .  Here again, transportation has played a 

main ro le  in this phenomenon. 

In the past, cities were places where 

Since the  industrial revolut ion,  however, c i t i e s  

During t h i s  c 


