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It is known that plans, although very carefully drawn, have no value if 
they are not well put into practice. This work exhibits some problems 
regarding plans implementation within the management of the land use 
and betterment, on the basis of Great Britain’s experience, the country 
having the most advanced territory planning system  in the world. 
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1. ON PLANS’ IMPLEMENTATION 
 

As it is commonly acknowledged, although plans might be very good, 
nevertheless they have no value in case they are not properly implemented. 

We are going to show a few problems regarding the implementation of 
plans within the management of land use and betterment, on the basis of 
Great Britain’s experience, the country having the most advanced territory 
planning system in the world. 

Due to the systematic evaluation of alternatives, the planner can select a 
favorite acting course for implementation. Yet, we should notice that this is 
not an „once and forever” type of decision. 

Within the planning process the whole process of modeling, evaluation, 
and selection is continually repeated. The purpose is, on the one hand, to 
provide a monitoring system that checks the answer of the urban and 
regional system to the various planning measures which are taken in order 
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to control its progress; and, on the other hand, to provide a control system 
that flexibly and receptively reacts upon the information controlled by the 
monitoring system. The resemblance with piloting a ship or an aircraft is 
obvious. A course is determined; a set of instruments confirms that the ship 
maintains its course or that it deviates from it; control apparatuses, either 
automatic or manual take the proper corrective actions.   The monitoring 
system accordingly tests the correspondence (or lack of correspondence) 
between the real world and the model (or “navigation map”) that has been 
conceived in order to describe it. In case there is a divergence then, either 
controls have to be done in order to match the data of the real world with the 
model, or the model should be modified with a view of making a model 
description closer to environmental reality or a combination of the two 
approaches might be conceived. 
 The above presentation is a description of a planning ideal; it is not 
the worldwide planning reality at present. The world urban and regional 
planning searches for in order to control is wider and has a richer content 
than the piece of reality represented by the course of a ship or of an aircraft. 
Simplifying it to schematic terms owing to a model is a quite difficult task 
and so is the possibility of making errors. 
 Due to the complexity of human resources implied, the control 
systems to be handled by the planner are much rawer and less effective than 
those at the disposal of a ship captain or of an aircraft pilot. History 
ultimately proves that even within the most powerful and effective planning 
systems, the world endlessly changes, events that planners do not manage to 
predict happen so that plans may witness serious failures in matching reality 
even after few years. Within any event, although we could manage to 
control the answers of the urban and regional system, in order to better exert 
pressure, nevertheless such a thing proves to be impossible from a political 
point of view. 
 In practice, as certain important planning controversies revealed, an 
ordered planning systems perspective might wrongly function in a variety of 
manners.  
 

2. EXTERNAL ENVIRONMENT INFORMATION 
 

First, the knowledge about external environment for the planning 
decision may rapidly increase, having unpredictable results. The changing 
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economic policies of generating nuclear and conventional power may 
invalidate a program of locating a power plant; fluctuations of the levels of 
noise emissions of jet planes and the improvement of terrestrial transport 
connecting the town with the airport may completely modify the model of a 
decision regarding the location of an airport (while a change of aircrafts’ 
size may demand a new airport); the planning of a low noise or no noise at 
all car may represent a serious problem for highways. In practice, one 
should be able to better predict technical changes and their impact than 
people generally do now. (It seems extraordinary, for example, that 
immediately after World War II, when jet planes already flew, the impact of 
their noise has been ignored while planning all the main civilian airports in 
the world).Yet, one should also admits that an important element of 
incertitude and chance will always exist. 
 Such an approach, where models interact with the inspection of real 
world through comparative analyses and where control processes are 
afterwards applied to the situation belonging to the real world, is close to the 
analogies and intuitions of the science of cybernetics.  
 

3.  ADAPTING THE PLANNING SYSTEM 
 
 Secondly, plans may wrongly function due to the complex 
interchanges among the different levels of the planning system and the 
different elements of the planning situation. Accordingly, one may settle a 
strategic policy generated at a high level by a national or regional planning 
authority, for a seemingly good cause, yet having unexpected effects at a 
local planning level. In Great Britain, the policy of developing office 
buildings has been a positive example: it was introduced in 1965 with a 
view of restricting the increase of the number of office buildings in London 
and other important cities and of promoting de-centralization in the new 
towns and development areas. But the restrictions have had as an effect the 
delay, during several years, in modernizing certain parts of London, such as 
Piccadilly Circus, that were dependent in order to be commercially viable 
on the placing of office buildings. The process may nevertheless be 
reversed. Accordingly, although almost everybody has agreed with the need 
of a national highway from London to the South region of Wales in order to 
facilitate the traffic along the old route, works of the new highway have 
been delayed for more than 10 years as local authorities after local 
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authorities successfully removed the highway from their own area. Once 
built, the fact that the highway follows a route that implies the least possible 
environmental damages may be reassuring. 
 

4. CHANGES OF THE SYSTEM OF VALUES 
 

Thirdly, one should notice that in time, human values or at least the 
values of those actively concerned tend to modify. During the last years 
there are facts that prove that the rhythm of such changes is in fact 
increasing: planning fashion tends to change almost as rapidly as clothes 
fashion. As complex plans inevitably need time in order to be prepared and 
then implemented, the result could be contradictory. Urban modernizing 
offers a good example. At the end of the 1950s’ and the beginning of the 
1960s’ the key word was “comprehensive re-development”: in order to offer 
a better environment and separate people activities from the danger and 
pollution of traffic an over-inclusive cleaning of a lot of old urban areas was 
necessary.  

But, about the end of the 1960s’ and the beginning of the 1970s’ 
reversed circumstances appeared: the key words were “preserving” and 
“urban spontaneity”; younger planners especially wanted to preserve the 
chaos and lack of order of older towns that they considered pleasant. Plans 
that showed the old scale of values, such as the re-development, by the 
Council of Enlarged London, of Covent Garden, or the re-construction of  
La Defense area in Paris, have been bitterly criticized exactly for those 
aspects that would have been appraised just a few years ago. Similarly, the 
end of the 1960s’ witnessed a change in the opinions regarding the making 
of highways along towns, with remote protests in San Francisco, London, 
New Orleans, and Paris.  

Now, the opponents started to emphasize highways disadvantages: 
noise, visual intrusion, and modification of traditional districts. As towns 
could not adapt to the continually increasing flux of cars traffic, the 
opponents considered that a viable policy was to restrict the use of cars 
within towns and the development of a powerful public transport system. 
 At last, one should also notice that it is quite difficult to match the 
various value judgments. The majority of planning controversies, although 
debates’ obstinacy might hide such a thing, implies a conflict of rights. It is 
right to build urban highways in order to improve traffic; in case one may 
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assume that there is no other way to stop people buy and use cars and in 
case one may also infer that these cars offer the desired personal mobility.
 In a perfect world with no economic problems, one would have both 
unlimited resources for accurately planned highways, integrated within the 
urban structure, and for an effective public transport – without mentioning 
other competitive investments, such as replacing old schools, hospitals, and 
prisons as well as building homes for less favored people. Nevertheless, 
resources are far from being endless, and the community, as a whole, should 
decide upon priorities. 
 

5. POLITICS INVOLVEMENT 
 

Within the final analysis, most of the main planning decisions have a 
political character. Unfortunately, as one knows, decisions’ taking under 
political influence is a strongly imperfect matter. Common people are given 
the opportunity of choosing and expressing their vote, each 4 or 5 years, for 
a national government or, each 3 or 4 years, for a local council. The fact is 
that they should vote according the various policies that mainly distress 
them and where planning matters find a less important place. Most of these 
problems, as this paper has already mentioned several times, may be both 
general and abstract so that common people find it difficult to estimate their 
impact until critical and possibly irrevocable decisions are taken. Pressure 
groups may deploy effective actions regarding certain matters; yet, there is a 
tendency of them being formal and largely including those groups of better 
educated, better informed, and better organized people that, in most cases, 
also mean richer people. The recommendations of Roskill Commission for a 
third airport in London were finally abandoned by the ministry at public 
demand; a lot of planners also considered that the ministry was right. At the 
same time, people did not agree with the fact that while the work deployed 
by the commission cost over 1 million pounds, the pressure group against it 
spent 750,000 pounds in order that the recommendation should be rejected. 
The danger here lies in the fact that the ampler the appeal for public 
participation to planning decisions, the larger the opportunity the decisions 
are in favor of the richest and best organized and against those who are not 
able to support their own interest. 
 A certain acute matter of divergent problems that is obvious within 
several planning decisions regards the trade among the interests of various 
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generations. Under such circumstances, literally, the best is the enemy of 
good 

The demolition of a dwelling place area in a town and its 
replacement with apartments may be cheaper than its rehabilitation; then the 
community confronts itself with a choice between the needs of those who 
use the homes and the value of the area for the next generations of citizens. 
Similarly, the settling of green areas around British towns after World War 
II implied certain drawbacks that regarded those who lived far from their 
jobs in towns; at the same time, most of the urban population of the time 
could not enjoy the benefits of the green areas as they did not owe cars in 
order to be able to go on trips to protected country areas; the real benefits 
will probably be experienced by the future generations that are going to use 
cars in order to travel to the green countryside routes long after they were 
planned. The planners may consequently claim that due to their intervening, 
they guard the interests of posterity, including unborn generations. 
 

6. CONCLUSIONS 
 

In practice, well managed planning proves to be a long way, 
beginning with ordered sequences of theoreticians. It also implies, since its 
starting point, the impossibility of predicting future events; the interaction of 
decisions taken within various political fields; the value conflicts that cannot 
be entirely settled through rational debates or calculus. It also witnesses the 
discrepancy between organized pressure groups and the defense of invested 
interests as well as the inevitable conclusions that appear out of complex 
inner relations among decisions at various levels and scales at certain 
moments. Urban betterment planning seen from a cybernetic or systemic 
point of view represents a goal of planners and is not going to become a 
complete reality ever. 
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